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The 2024 German railway market in numbers

Revenue generated by railway undertakings Change 2023/2024
Total €26.2bn 0
Rail freight €7.0bn N
Long-distance passenger €5.9bn >
Regional and local passenger €13.3bn ™
Revenue generated by infrastructure managers Change 2023/2024
Total €7.9bn N
Track access charges €6.1bn >
Station charges €1.1bn ™
Other charges €0.7bn >
Operating performance of the railway undertakings Change 2023/2024
Total 1,123mn trkm N\
Rail freight 243mn trkm 2
Long-distance passenger 164mn trkm >
Regional and local passenger 708mn trkm v
Other transport 8mn trkm v
Transport performance of the railway undertakings Change 2023/2024
Rail freight 134bn tkm N2
Long-distance passenger 47bn pkm v

Regional and local passenger 65bn pkm ™
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Market share of rail traffic held by competitors

Rail freight

Long-distance passenger

Regional and local passenger

Employment

Total

Railway infrastructure

Railway undertakings, only train drivers

Railway undertakings, other employees

60%

7%

37%

196,000 employees!

98,000 employees

36,000 employees

62,000 employees

Change 2023/2024

™

N

Change 2023/2024

™

0

1 In full-time equivalents. Hours worked in part-time positions are aggregated into full-time equivalents.
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1 Overview

The number of employees at railway undertakings and infrastructure managers increased in 2024. Total
revenue generated by railway undertakings grew markedly due to increases in revenue in regional and local
rail passenger transport and rail freight transport. Overall operating performance declined in 2024, while
transport performance fell in the rail freight transport sector and in long-distance rail passenger service. The
only growth observed was in the regional and local rail passenger transport segment, which reported a slight

increase in its transport performance.

Macroeconomic environment

In 2024 the German economy was unable to extend the positive trend it had experienced in 2021 and 2022.
Germany’s real gross domestic product declined in 2023 for the second year in a row. At -0.5 percentage

points, the negative trend picked up speed (see Figure 1).

6.2
37 33
14

I 0.4 1.0

— I
-0.3 -0.5

-4.1
-5.6
2020 2021 2022 2023 2024

mEU-27 Germany

Figure 1: Rate of change in real GDP (2020-2024; year-on-year increase in %), source: Eurostat

By contrast, economic growth in the EU Member States (EU 27) was once again stronger on average, exceeding

the previous year’s level with an increase of one percentage point.

Modal split

Rail freight transport is experiencing a difficult phase. After making significant gains in 2021 and 2022,
transport performance fell slightly in 2024, reducing railway transport’s share of the modal split to 20% (see
Figure 2). Due to the economic and infrastructure challenges facing it, the railway sector is expected to see
further declines over the short term. In addition, transport volumes of bulk goods such as coal and mining
products that are usually transported by rail are gradually declining, placing further pressure on the railway’s

share of the transport sector.
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2019 2020 2021 2022 2023 2024

mRail wInland waterways M Long-distance pipelines ® Road

Figure 2: Modal split in the freight transport segment (2019-2024; shares in %), sources: Destatis, sliding
medium-term forecast winter 2024; railway market data from the Bundesnetzagentur’s market survey

Transport performance in both the regional and local rail passenger transport segment (2024) and the long-
distance rail passenger transport segment (2023) reached new all-time records. This is also reflected in the
railway’s shares of the modal split, which exceeded the 10% mark for the first time in several decades. The
railway was able to further expand its market share in intermodal competition in 2024 thanks to a further
increase in competition in rail passenger transport and the introduction of the Deutschlandticket (see Figure
3).

84.3
6.0
9.3
. 0.4 0.5
2019 2022 2023

M Airplane B Rail ® Public road transport B Motorised individual transport

Figure 3: Modal split in passenger transport (2019-2024; shares in %), sources: Destatis, sliding medium-term

forecast winter 2024; railway market data from the Bundesnetzagentur’s market survey
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In the competition between modes of transport, the railway sector has experienced disproportionately strong
growth in demand since 2005.

Passenger traffic 2005 - 2024

Total market 3.4
Rail [P 403
Motorized private transport 1.8
Public local road passenger transport -15.3
Airplane -47.4

Freight traffic 2005 - 2024

Total market 16.5
Rail _ 41.4
Road 18.3
Inland waterways -317

Figure 4: Long-term changes in transport performance between 2005 and 2024 (shares in %)

In terms of traffic volume, the entire passenger transport market grew only slightly between 2005 and 2024.
While demand for public road passenger transport and domestic air transport declined significantly during
this period, motorised private transport was able to maintain its market share. As a result, most of the growth
seen in the passenger transport segment was driven by rail passenger transport. Transport performance in
2024 was nearly 50% greater than in 2005 (see Figure 4). However, this has led to an increased burden on
infrastructure and reduced the reliability of the transport services offered.

Looking at the freight transport market during the period 2005 to 2024, transport performance improved in
all modes of transport with the exception of inland waterway vessels. Inland waterway transport, which is
dominated by traffic on the Rhine, lost market share due in particular to the decline in demand for bulk
freight such as coal and the increasing restrictions posed by low water levels. Road freight transport however
saw moderate growth. In 2024, railways were able to increase their transport performance by more than 40%
over the level seen in 2005. This was also reflected in rail freight transport where the increase in transport
performance was significantly more than in the other modes of transport.
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Railway services market

For the 2024 reporting year, a total of 375 railway undertakings indicated that they had been active in the
market. The majority of market participants were concentrated in the rail freight transport market, whereas
the number of competing undertakings in the long-distance passenger transport segment remained
comparatively small. A group of more than 40 undertakings reported that they only offer and conduct
shunting services (see also section 2.1).

25‘5 26-2
24.0

19.5 20.0

2020 2021 2022 2023 2024

W passenger short-distance W passenger long-distance M freight

Figure 5: Revenue in the railway transport market (2020-2024; in €bn)

Revenues generated in the railway transport market increased markedly once again in 2024. Revenue
increased in regional and local rail passenger transport and rail freight transport, while remaining stable in the

long-distance rail transport segment (see Figure 5).

The longstanding trend of declining punctuality rates continued through 2024. Looking at data starting 2017,
the share of punctual trains in all transport services reached a new low in 2024. In parallel to this, the share of
train cancellations continued to increase; only regional and local passenger rail transport reported slightly
fewer complete cancellations than in the previous year. Despite this, the rate continues to be more than
double the rate reported in 2020 (see also section 2.2.1).
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Railway infrastructure market

A total of 148 rail network operators and around 700 service facility operators participated in the market
survey. [n 2024, infrastructure managers generated €7.9bn in revenue, €0.1bn more than in 2023 (see Figure 6).

2020 2021 2022 2023 2024
W usage charges for other service facilities
m Station charges
M Track access charges

Figure 6: Revenue development in the railway infrastructure market (2020-2024; in €bn)

In contrast, network-wide operating performance fell slightly over the previous year and is now 1,151m train-
kilometres (see also section 4.1.1). Operating performance in regional and local rail passenger transport in
particular, but also in rail freight transport and in other transport, declined while operating performance in

the long-distance rail passenger transport segment remained constant.
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Employment trends

The number of full-time workers? in the railway infrastructure sector continued to increase in 2024, reaching
98,000 full-time positions (see section 4.1.3). The same trend could be observed among railway undertakings
where the number of full-time workers also grew to approximately 98,000. The number of train drivers
increased slightly to 36,000 (see section 2.3.1). Many railway undertakings continued to report difficulties
finding qualified personnel.

All in all, approximately 196,000 full-time positions were filled in the railway market in 2024. This represents

an increase of approximately 6% over 2023 (see Figure 7).

196
186
169 179 177
98
83 85 88 %
54 53 55 59 62
32 34 34 35 36

2020 2021 2022 2023 2024
m Infrastructure managers

m Railway undertakings, other personnel
® Railway undertakings, only train drivers

Figure 7: Employment trends in the railway market (2020-2024; in thousands of full-time equivalents)

2 Hours worked in part-time positions are aggregated into full-time equivalents.



BUNDESNETZAGENTUR | 17

2 Railway services market

Transport performance in the regional and local rail passenger transport segment increased significantly
again in 2024, while long-distance rail passenger transport fell slightly compared to the levels reported in
2023. Non-federally owned railway undertakings increased their market share in both segments of rail

passenger service.

Transport performance in the rail freight transport segment declined due to the continuing economic
challenges, infrastructure availability issues and intermodal competitive pressure. The economic challenges
facing DB Cargo are having a particularly strong impact. Correspondingly, non-federally owned railway

undertakings increased their market share significantly.

2.1 Performance and quality indicators

2.1.1  Market developments

Public railway undertakings are defined under section 3(1) para 1 of the General Railway Act (AEG) as those
that are operated on a commercial basis and may be used by anyone to transport persons or goods. The
Federal Railway Authority's register of public railway undertakings indicates that the number of licensed
public railway undertakings in Germany has been on the rise in recent years and reaches a new record level
every year. In 2024, 515 railway undertakings were licensed to provide rail transport services for the public

(see Figure 8).
515
475 486 492 I.1 I
2020 2021 2022 2023 2024

Figure 8: Licensed public railway undertakings (2020-2024; number); source: Federal Railway Authority (EBA)

As part of the Bundesnetzagentur’s annual market survey, 375 railway undertakings reported that they had

provided rail transport in Germany during the year under review.

A total of 125 railway undertakings provided services in regional and local rail passenger transport in 2024. In
long-distance rail passenger transport, the number of active railway undertakings increased slightly but

remained at a relatively low level with 34 market participants.
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A total of 257 railway undertakings were active in commercial rail freight transport in 2024. This figure
includes railway undertakings with non-traditional transport services such as construction site supply,
transfer travel, test runs, etc. and 46 undertakings that only perform shunting services in service facilities.

Slightly over 50 market participants offered more than one type of rail transport service, for instance in both

passenger and freight transport services.

2.1.2  Transport performance and competition

Demand in the regional and local passenger transport segment grew in 2024 while demand for long-distance
passenger transport service declined slightly. Freight transport also saw a decline in demand, but not as much

as in the previous year (see Figure 9).

149 150
131 137 134
53 29 4__55
__._—
35 33
43 48 47
24 26
2020 2021 2022 2023 2024

=@—rail passenger short-distance services
rail passenger long-distance services
== rail freight services

Figure 9: Transport performance (2020-2024; in billions of passenger-kilometres or tonne-kilometres as

applicable)

Non-federally owned railway undertakings’ performance in all transport services developed better than the

overall market.

Transport performance in regional and local rail passenger transport has increased steadily since 2021 and set
anew record in the 2024 reporting year with 65bn passenger-kilometres. The reporting year saw a
continuation of the previous year’s trend in the development of the shares held by federally owned and non-
federally owned railway undertakings. As a result, the market share held by non-federally owned railway
undertakings increased by one percentage point to 37% in 2024, while the share held by federally owned
railway undertakings fell by one percentage point to 63% (see Figure 10).
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65
59
53
37
36
34
33
34
66 64 63
66
2020 2021 2022 2023 2024
H share of competitors W share of state-owned RU

Figure 10: Transport performance and competition in regional and local rail passenger transport (2020-2024;
transport performance in billions of passenger-kilometres; shares in %)

Looking at operating performance in 2024, regional and local rail passenger transport reported a decline in the
number of train-kilometres for the first time in three years. Non-federally owned railway undertakings

accounted for 41% of the 708mn train-kilometres travelled in this segment (see Figure 11).

701 721 721 724 708
60 59 59 58 59

2020 2021 2022 2023 2024

m share of competitors W share of state-owned RU

Figure 11: Competition in regional and local rail passenger transport (2020-2024; operating performance in
millions of train-kilometres; shares in %)

Long-distance rail passenger transport reported a slight decline in transport performance in 2024, falling by
1bn passenger-kilometres to 47bn passenger-kilometres, primarily due to strike-related measures in early
2024. The shares of non-federally owned railway undertakings in the long-distance transport segment
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increased from 5% to 7%, while the share held by federally owned railway undertakings declined slightly in
2024 from 95% to 93% (see Figure 12).

Operating performance in long-distance rail passenger transport increased slightly in 2024, but was still
164mn train-kilometres after rounding. Non-federally owned railway undertakings have a market share of
approximately 6%; federally owned railway undertakings account for the remaining 94% market share (see

Figure 13).
43
4
24 26
2 4 96
98 96
2020 2021 2022 2023 2024

m share of competitors W share of state-owned RU

Figure 12: Transport performance and competition in long-distance rail passenger transport (2020-2024; in
billions of passenger-kilometres, shares in %)

165 164 168
B
143 149 : -
]
2 3
4
98 97 95 95 9
2020 2021 2022 2023 2024
W share of competitors W share of state-owned RU

Figure 13: Competition in the long-distance rail passenger transport segment (2020-2024; transport
performance in millions of train-kilometres and shares in %)
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Rail freight transport has experienced large fluctuations in recent years. Non-federally owned railway
undertakings accounted for 60% of the 134bn tonne-kilometres travelled during the 2024 reporting year, 3%
more than in the previous year. Federally owned railway undertakings in the rail freight transport segment
accordingly held a 40% share (see Figure 14).

Operating performance in rail freight transport in 2024 fell by 13m train-kilometres over the previous year to
a total of 251mn train-kilometres. The share held by non-federally owned railway undertakings grew by three

percentage points to a total of 63% (see Figure 15).

149 150
137 134

54 55

46 45 43 20

2020 2021 2022 2023 2024

m share of competitors W share of state-owned RU

Figure 14: Transport performance and competition in rail freight transport (2020-2024; transport performance

in billions of tonne-kilometres; shares in %)

278
270 264
247 251
56
o > 60
45 45 44 40

2020 2021 2022 2023 2024

i share of competitors B share of state-owned RU

Figure 15: Competition in the rail freight transport segment (2020-2024; operating performance in millions of

train-kilometres; shares in %)



22 | BUNDESNETZAGENTUR

Around 40% of overall transport performance in the rail freight sector came from combined transport (see
Figure 14). In particular, large foreign railway undertakings and railway undertakings that are active
throughout Europe specialise in combined transport. They are mostly commissioned by the large combined
transport operators. Typical combined transport services have long routes and transport loaded containers
from major ports throughout Europe.

= share of state-owned RU = share of competitors

40.9%

59.1%

= Share of combined transport

= Share of non-combined transport

Figure 16: Shares of federally owned and non-federally owned railway undertakings in combined transport
performance (2024; shares in %) (left); Shares of combined transport and non-combined transport in total
transport performance in the rail freight transport segment (2024; shares in %) (right)

Federally owned railway undertakings hold an approximate 24% share of this market, which is significantly
smaller than their overall market share in the rail freight transport segment (see Figure 16, left). Despite this,
DB Cargo AG as a single enterprise is by far the largest player in the combined transport market. A total of
around 45 railway undertakings reported to the Bundesnetzagentur that they are active in the combined
transport market. Of the non-federally owned competitors, a relatively small number of railway undertakings
occupy around 76% of the market. In alphabetical order, the biggest players are boxXpress, Crossrail/BLS
Cargo Nord, Metrans, SBB Cargo International and TX Logistik. However, the market is subject to some
volatility and is always affected by external factors such as abnormal occurrences (strikes, access problems) in
individual key ports.
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2.1.3  Ownership

Compared to other countries in Europe, Germany has by far the highest number of active railway
undertakings. Ownership type is broken down into the following classification groups:

- Domestic incumbent

- Public owner at national level
- Private owner at national level
- Foreign incumbent

- Foreign public owner

- Foreign private owner

Ownership type is assigned either directly or, in the case of corporate affiliation, to a parent company through
its classification. The ownership structures of the railway undertakings differ significantly in the individual

types of transport services.
Regional and local rail passenger transport

A total of 125 different railway undertakings reported to the Bundesnetzagentur that they provided services in

regional and local rail passenger transport in 2024.

Measured by actual transport performance, the domestic incumbent serves nearly two thirds of the market.
Included here as railway undertakings are DB Regio, Usedomer Bidderbahn and Start Deutschland GmbH as
well as the suburban railways of Berlin and Hamburg. Most of the remaining 37% of the market is served by
foreign railway undertakings. Foreign incumbents (in particular subsidiaries of the Italian and Austrian state-
owned railways) comprise the largest group. These are followed by foreign private owners. Railway
undertakings under public ownership (ie railway undertakings belonging to federal states, districts or
municipalities) constitute the largest share of the remaining group of domestic owners (see Figure 17).
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= Foreign private owner

Foreign public owner

Domestic incumbent = Foreign incumbent

63%

= Private owner at national
level

= Public owner at national
level

Figure 17: Active railway undertakings' shares of transport performance in regional and local rail passenger
transport (2024; by owner type)

Looking at the number of railway undertakings that are active in the regional and local rail passenger
transport segment, private (foreign and domestic) owners hold 55 undertakings, a somewhat smaller share
than the share held by public owners and incumbents with a total of 70 undertakings (see Figure 18). When
transport performance is taken into account, it is clear that the category “domestic and foreign incumbents”
includes the by far largest railway undertakings.
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M foreign private owner

foreign public owner

H foreign incumbent

M national private owner

M national public owner

H national incumbent

Figure 18: Number of active railway undertakings in regional and local rail passenger transport (2024; by
owner type)

Long-distance rail passenger transport

Thirty-four railway undertakings provided services in the long-distance rail passenger transport segment. In
terms of transport performance, federally owned DB Fernverkehr dominated this segment where it generated
nearly 93% of transport performance. This was followed - with a market share of around 4.5% - by private
transport enterprises such as FlixTrain. This figure also includes small railway undertakings that offer a
touristic or cultural heritage experience. Foreign incumbents, in particular Austria’s Westbahn and France’s
SNCF, had a market share of nearly 2%. Foreign private owners comprised the smallest group with less than
1% (see Figure 19).
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m Foreign private owner
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Figure 19: Active railway undertakings' shares of transport performance in long-distance rail passenger
transport (2024; by owner type)

It is even more apparent in the long-distance rail passenger transport segment than it is in regional and local
rail passenger transport that the shares of transport performance broken down by owner group can deviate
sharply from the shares of active railway undertakings as measured by the number in each owner group. With
25 railway undertakings, domestic private owners comprised the largest group of undertakings in this market,

accounting for 4.5% of transport performance (see Figure 19 in conjunction with Figure 20).

M foreign private owner

foreign public owner

M foreign incumbent

M national private owner

H national incumbent

Figure 20: Number of active railway undertakings in long-distance rail passenger transport (2024; by owner
type)
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Rail freight transport

A total of 256 railway undertakings were active in the rail freight transport market. This figure also includes
undertakings that solely performed shunting services or other transport services.

In terms of transport performance, DB AG group companies held a market share of 40%, while private
(domestic and foreign) railway undertakings accounted for 29%. One fifth of the market was shared by foreign
incumbents that operate through their subsidiaries in Germany. These include TX Logistik of the Italian state-
owned railway, Captrain of the French state-owned railway and the undertakings of the Rail Cargo Group of
the Austrian state-owned railway. Measured in terms of transport performance, public owners (domestic and
foreign) held a 12% market share (see Figure 21).

m Foreign private owner

Foreign public owner

Domestic incumbent

m Foreign incumbent
40%

= Private owner at national
level

= Public owner at national
level

Figure 21: Active railway undertakings' shares of transport performance in rail freight transport (2023; by
owner type)

In rail freight transport as well, the vast majority (183) of undertakings were privately owned. As seen in the
other transport segments, the number of undertakings in rail freight transport does not correlate with the
shares they hold in transport performance (see Figure 21 in conjunction with Figure 22).
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Figure 22: Number of active railway undertakings in rail freight transport (2024; by owner type)

2.14  Transport and travel distances

The average transport and travel distances have only seen small changes in recent years.

The average travel distance in regional and local rail passenger transport increased by 1 km to 23 km in 2024.
The average travel distance for 2024 was the longest it has been in the past 15 years (see Figure 23).

In long-distance rail passenger transport the long-term trend of ever-longer average travel distances
continued. The average travel distance in 2024 increased once again by around 3% over the previous year to
332 km (see Figure 24).

The average transport distance in rail freight transport increased again in 2024, this time by around 3% to 362
kilometres (see Figure 25).
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Figure 23: Average travel distance Figure 24: Average travel distance Figure 25: Average travel distance in
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2.1.5 Traffic volume

The volume of traffic developed differently in regional and local rail passenger transport, long-distance rail
passenger transport and rail freight transport.

Compared with the previous year, the number of passengers transported in regional and local rail passenger
transport increased in 2024. Passenger numbers have risen steadily since 2021. A new record was set in 2024
with 2,890mn passengers (see Figure 26).

A slight downward trend can be seen in long-distance rail passenger transport. After rising from 2020 to 2023,
the number of passengers fell again in 2024 in comparison with the previous year by 4% to 141mn passengers
(see Figure 27).

The economic slump had a significant impact on the volume of rail freight transport: after having increased
between 2020 and 2022, volume in this segment has been on the decline since 2022. It fell by around 8% in
2024 to 371mn tonnes (see Figure 28).
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2.1.6 Seat-kilometres

For the 2024 reporting year, the Bundesnetzagentur asked railway undertakings about seat-kilometres for the
first time. It is therefore not possible to generate a time series in this area. In the coming years, it should be
possible to determine a trend. This will also enable statements regarding train capacity utilisation. The quality
of the reporting data provided could have been better in some cases. Consequently, it may be necessary to

make improvements for future surveys.

All in all, regional and local rail passenger transport reported 161bn seat-kilometres (84bn seat-kilometres by
federally owned railway undertakings, 77bn seat-kilometres by non-federally owned railway undertakings).
The shares held by federally owned railway undertakings (52%) and non-federally owned railway

undertakings (48%) are almost equal.

Based on operating and transport performance in regional and local rail passenger transport in 2024, the
average seating capacity was 229 seats per regional and local train. When calculated using 92 as the average
number of passengers per train, average capacity utilisation was 40%. This is significantly lower than in long-
distance rail passenger transport due primarily to the fact that there is greater focus on supply than on
demand in regional and local rail passenger transport which, particularly in urban areas, is provided even
during times of weaker demand. In addition, the passenger capacity of the vehicles to be used is often decided

on the basis of the anticipated typical maximum demand.
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2.2 Punctuality and network quality

221  Punctuality

Under EU standards, a passenger train is considered delayed when it arrives more than five minutes behind
schedule. By contrast, a freight train is considered delayed when it arrives more than 15 minutes behind
schedule.?

As part of its annual market survey, the Bundesnetzagentur calculates the punctuality rates for rail passenger
service based on the number of train stops that were reached on schedule or with a delay. The calculation
therefore includes not only the last scheduled stop of a train, but also each individual scheduled stop for the
respective train’s journey, from the start to the final stop. In addition, information is collected and assessed on
the number of scheduled trains that ran only part of their journey or were cancelled completely. The data
used for this assessment was collected directly from the infrastructure managers.

Rail freight transport calculates punctuality based on the punctuality of the final stop because intermediate
stops that are operationally necessary are generally of no relevance for a freight customer. The basis for
calculating train cancellations is the same for rail freight transport as it is for rail passenger transport.

The long-term trend of falling punctuality rates continued in 2024. In all transport services, the percentage of
punctual trains, which has been tracked since 2017, fell to a new low (see Figure 29).

92% 90%
’ 86% 85% 84%

2020 2021 2022 2023 2024
® Punctual stops for local rail passenger transport
B Punctual stops for long-distance rail passenger transport
B Punctual rail freight transport

Figure 29: Punctuality rates in railway service (2020-2024; without train cancellations; rates in %)

3 These limits were standardised in the European Commission's Implementing Regulation (EU) 2015/1100. In some cases, however,
infrastructure managers in Germany have set different thresholds in their publications. For example, DB Netz AG set limits at 5:59
minutes and 15:59 minutes, respectively. For the purposes of this market survey, all arrival and delivery times are based on the EU
standards.
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Alongside this, the train cancellation rate continued to rise; only regional and local rail passenger transport
had slightly fewer full cancellations than in the previous year. Despite this, the train cancellation rate
continues to be more than twice as high as in 2020 (see Figure 30 and Figure 31).
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Figure 30: Legs of journeys cancelled in railway traffic (2020-2024; rates in %)
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Figure 31: Train cancellations in railway traffic (2020-2024; rates in %)
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Regional and local rail passenger transport

The delay rate in regional and local rail passenger transport rose to 16% in 2024. This means that every sixth
stop was behind schedule. Growing transport demand combined with a decline in operating performance
facilitated a further drop in the punctuality rate.

Alongside declining punctuality, the number of trains that ran only part of their journey grew while the rate
of complete train cancellations remained stable compared to the previous year. All in all, nearly one in every
26 trains in regional and local rail passenger transport was cancelled while one in 12 trains did not reach its
scheduled destination or was not deployed from its scheduled starting station. Railway undertakings
frequently cite preceding delays, infrastructure deficiencies, insufficient personnel at infrastructure managers
and personnel bottlenecks in their own operations as reasons for these delays.

Long-distance rail passenger transport

Punctuality continued to decline in long-distance rail passenger transport as well, falling to 59%, the first time
it has ever dropped below the 60% mark. The share of trains that ran only part of the journey remained high at
more than 7%, while the percentage of trains that were cancelled completely grew to nearly 5%. Based on this,
nearly one in every 20 long-distance passenger trains was cancelled completely. An even larger share of long-
distance passenger trains did not run their entire scheduled route, namely, one in every 14.

Rail freight transport

Following a short period of stabilisation in 2023, the share of punctual trains in rail freight transport fell once
again in 2024, with 55% of all trains arriving punctually, a new low. Thus, nearly one in every two freight
trains did not arrive at its destination on time (see Figure 29). The share of trains that were cancelled increased
slightly but remained at a comparatively low level, with only approximately one in every 100 freight trains
being cancelled completely (see Figure 30 and Figure 31).

The differences between domestic and cross-border rail freight transports continue to be large: With a
punctuality rate of just 40% in 2024, international rail freight traffic lagged noticeably behind domestic freight
trains, which reached their destination on time at least nearly 60% of the time (see Figure 32 and Figure 33).
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Figure 32: Punctuality rates for domestic rail freight transport (2020-2024; rates in %)
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Figure 33: Punctuality rates for cross-border rail freight transport (2020-2024; rates in %)

This continued vulnerability to delays constitutes an enormous disadvantage for cross-border rail freight

transport in intermodal competition. Improving the reliability of international rail freight transport would

significantly improve the segment’s competitiveness. Looking forward, transnational regulations to manage

capacity utilisation could potentially bring about improvements.

2.2.2  Network quality

In the 2023 Railway Market Analysis, the Bundesnetzagentur analysed for the first time data from DB Netz
AG's incentive scheme for 2022. This data includes delay incidents that lead to an initial delay or increase an
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existing delay. Incidents with a delay of 90 seconds or more are recorded in the incentive scheme but rounded
to the nearest full minute. The collection and coding of the data is carried out in accordance with the
requirements of DB InfraGO AG Guideline 420.9001. Delays that are caught up on or made up for are not
recorded. Corresponding data sets are also available for the 2024 reporting year and the first half of 2025 and
can therefore be used to analyse delay occurrence and compare it with previous years. The incidents recorded
in the data record are situations in which a delay of two minutes or more occurs for the first time or is
increased (additional delays).

For 2024 the data record shows a total of 19.1mn delays totalling 217.7mn minutes of delay (median of three
minutes and average of 11.4 minutes). Figure 34 shows the number of cases per type of transport service.
Figure 35 shows the total number of delay minutes per transport service.
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Figure 34: Number of delays per transport service (2022-2024; in millions of delays)
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Figure 35: Sum of delay minutes per transport service (2022-2024; in millions of minutes)
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Broken down by transport service, there were 7.5mn delays lasting a total of 158.6mn minutes in rail freight
transport, 1.9mn delays totalling 11.7mn minutes in the long-distance rail passenger transport segment and
9.7mn delays with a total 48.1mn minutes in regional and local rail passenger transport. The mean delay
duration of an incident was 21.1 minutes for rail freight transport, significantly longer than for long-distance
rail passenger transport (6.3 minutes) and regional and local rail passenger transport (4.9 minutes). Compared
with the previous year, not only the number of delay incidents but also the total length of the delays increased
across all transport services (+5.2% and +7.8% respectively). All transport services saw increases in the number
of delay incidents (rail freight transport: +5.5%; long-distance rail passenger transport: +4.7%; regional and
local rail passenger transport: +5.0%) and the length of the delay (rail freight transport: +8.5%; long-distance
rail passenger transport: +2.7%; regional and local rail passenger transport: +7.0%). These changes must be
assessed against the backdrop of a lower level of operating performance which reached a total of -2.4% over
the previous year (rail freight transport: -5.1%; long-distance rail passenger transport: +0.4%; regional and
local rail passenger transport: —2.0%) so that the increase per train-kilometre is actually somewhat larger.

The following evaluations examine delays from the perspectives of the underlying causes, occurrence over the

course of the year, and regional distribution.
Causes

Under DB InfraGO’s Guideline 420.9001 each delay incident is ascribed to one of 55 possible causes of delay.
When a delay incident has more than one cause, the train dispatcher attributes the incident proportionately to
the respective causes. Some 2% of incidents have not been encoded with a cause and are not taken into
account in this section. Table 1 below shows the 10 causes (a) assigned most frequently, (b) that accounted for
the greatest number of delay minutes and (c) that resulted in the longest average delay per incident. According
to this, headway incidents are very relevant for delays both in terms of their frequency and their duration. A
delay is coded as being headway-related whenever an additional delay can no longer be assigned to a specific
incident or its location. Otherwise, in terms of delay duration, the most relevant cause is train preparation, ie
handing the train over to DB InfraGO AG for operation. Looking at the average duration of delay per delay
incident, the only cause category that exceeds train preparation is irregularities at the railway undertaking
taking over the train (next railway undertaking), but these delays happen much less frequently and are
therefore not significant for the overall delay. Compared with the previous year, the positions in the first two
lists (number of incidents and delay duration) remained more or less unchanged. The category Strike — By
Order of Network Control Centre which topped the list of mean delay times of incidents last year with 133

minutes, declined significantly in the current reporting year.

Incidents (m) Delay minutes (m) Mean delays of indcidents (min)
headway, actual train delayed 7.5 operational train preparation 64.7 next RU 93.3
headway, priority of other trains 4.3  headway, actual train delayed 42.6  operational train preparation 77.7
operational train preparation 0.8  headway, priority of other trains 18.5 initial delay by trains of IM 73.6
engineering works 0.8 turnaround 11.7 previous RU 71.9
turnaround 0.8  engineering works 9.4 strike - by order of network control centre 68.6
stopping time exceeded 0.6  circulation and deployment planning 9.1 circulation and deployment planning 62.5
no notification from RU 0.5  no notification from RU 7.5 external factors next IM 50.5
control and safety systems 0.4  RU application 4.9 RU operational staff 49.9
defects slow-speed section 0.3 RU technical staff 3.8 loading work 44.3
traction units 0.3 control and safety systems 3.6 RU technical staff 42.3

Table 1: Delay causes in order of frequency and duration (the leading 10 for each table)
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For the following assessments, the respective delay causes are grouped thematically into the areas of
construction work, operations (actual train operations and provision of transport services), external influences
(disturbances from adjacent networks, weather and other disruptions), timetabling (timetable and scheduling
occurrences), vehicles, infrastructure (track, overhead contact line, signal and control systems as well as
building structures), personnel (all areas of operation) and headway (occurrences in interaction with other
trains). Each delay cause is coded to only one of the above-mentioned areas. Annex 1 contains a list of these
thematic areas with their respective delay causes.
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Figure 36: Delays grouped by cause (comparison of 2022, 2023 and 2024; in millions of minutes)

Figure 36 clearly shows the high proportion of operational and headway-related delays in the total minutes of
delay. Following a decline from 2022 to 2023, operational delays increased again in 2024 (+5.0%) as did
headway delays (+9.3%). The largest relative changes were seen in delays attributable to construction work
(+17.8%) and infrastructure (+12.7%), albeit at a significantly lower initial level. The other areas show
comparatively lower figures, whereby the number of delay minutes increased by 8.7% in the area of personnel
and by 33.7% in the category timetabling. The only exception here was the category vehicles which posted a
slight decrease (-2.9%).

Operational delays were mainly due to the high proportion of delays attributable to train preparation. This
type of delay made up 68% (64.7mn of 95.9mn minutes) of operational delays in 2024.

Figure 37 provides a breakdown of delays by type of transport service for 2024 since delays are distributed
differently among the three transport services. In addition, operating performance is taken into account by
setting the delay minutes in relation to the train-kilometres reported by DB InfraGO AG for the year under
review. The very long operational delays (33.4 minutes) per 100 train-kilometres in rail freight transport are
striking. The bulk of these delays (26 minutes per 100 train-kilometres) was attributable to train preparation.
However, it should be taken into account that the punctual departure of rail freight transport trains is also
influenced by the punctuality of upstream transport chains and processes. The average freight train delay
attributable only to train preparation lasted 115 minutes (median: 60 minutes). Headway was the second

leading cause of delays (17.1 minutes per 100 train-kilometres). The large difference between rail freight and
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rail passenger transport can be explained by the fact that rail freight transport usually has to give priority to
rail passenger services and is much more affected by external delays.

Under the simplified assumption that this type of average initial delay will occur during a train journey, there
would be an average total delay of nearly six hours on a route with a length of 600 km, which is roughly the
length of the German section of the Rail Freight Corridor (RFC) Rhine-Alpine. The chart here also shows that
not only are there generally more delay minutes in rail freight transport (see above), but that these delays are
also longer relative to operating performance than they are for rail passenger services and for each type of
delay cause. Compared to 2023, delays increased in all categories with the exception of the vehicles category.
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Figure 37: Average delays by type of cause (2024; in minutes per 100 train-kilometres)

Regional differences

Below, delays due to construction work or infrastructure are analysed with regard to possible regional
differences. For this, operating control points were grouped into regions based on their first code letter. To
take into account the regions' different railway network sizes, the delay minutes were divided by the number
of aregion’s operating control points where delays occurred in the respective year. There is no data available
for operating performance so this category cannot be standardised. The delay minutes shown in the figures
here are the average delays attributable to construction work or infrastructure in the respective region. For
greater clarity, the charts here are limited to regions with relatively long delays or striking changes over
previous years. Dresden, Hanover and Nuremberg stood out in 2024 as each saw noticeable increases in delays
attributable to construction work (see Figure 38). The other regions saw only small year-on-year changes. Not
included here are the regions Erfurt, Essen, Munich, Saarbriicken and Stuttgart.

Infrastructure was also the cause of a noticeably high number of delay minutes in both the Hanover region
and Hamburg (see Figure 39), although delays in the Hamburg area have noticeably declined. Nuremberg
occupies a position more in the middle of the list. Berlin, Cologne and Munich saw marked increases.
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Otherwise, there were no striking changes. This was also the case for the regions Erfurt, Saarbriicken,
Schwerin and Stuttgart which are not included in the chart here.
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Figure 38: Average delays at operating control points attributable to construction work in the respective
regions (comparison of 2022, 2023 and 2024, in thousands of minutes)
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Figure 39: Average delays at operating control points attributable to infrastructure in the respective regions
(comparison of 2022, 2023 and 2024, in thousands of minutes)
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Delays over time

Delays fluctuated greatly over the course of the year. Figure 40 shows these fluctuations with separate lines for
delays attributable to infrastructure managers, railway undertakings, external influences and secondary
causes. This chart includes delays from the first half of 2025. The breakdown of the causes into categories
reflects the classification specified in Guideline 420.9001.

As described above, delays are predominantly attributable to train preparation and headway. These delays fall
under railway undertakings and secondary causes, which results in a significantly higher number of delay
minutes attributed to these causes which is also apparent in Figure 40. The delays in these categories increased
over the course of 2024 and then declined significantly after the end of the year. Starting March 2025, they
began to rise again to approximately the level seen in autumn 2024. A comparison of this figure with a chart
showing the number of delays (Figure 41) rather than total delay minutes shows that railway undertaking-
related delays occur less frequently than delays due to secondary causes. They do, however, involve
significantly longer delays. The number of delays attributed to railway undertakings is similar to the number
of delays attributed to infrastructure managers.
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Figure 40: Monthly delay totals attributed to infrastructure managers, railway undertakings, external
influences and secondary causes (January 2024 to June 2025; in millions of minutes)
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Figure 41: Number of monthly delays attributed to infrastructure managers, railway undertakings, external
influences and secondary causes (January 2024 to June 2025; in millions of incidents)

As an alternative breakdown, delays attributed to headway are classified together with delays attributable to
infrastructure managers under infrastructure-related causes.* This illustrates that headway incidents are the
result of inadequate infrastructure capacity which causes delays during the course of operation that cannot be
reduced. The remaining delay causes attributable to secondary causes are grouped together with those
attributable to external influences as external causes. Figure 42 and Figure 43 show the delay levels in minutes
and number of delays over the course of time. Starting in early 2025, the lines for infrastructure and traffic

become more similar.

4 The classification group described here does not correspond to the infrastructure classification described above.
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Figure 42: Total monthly delays attributed to infrastructure, traffic and external influences (January 2024 to

June 2025; in millions of minutes)
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Figure 43: Monthly delays attributed to infrastructure, traffic and external influences (January 2024 to June
2025; in millions of delay incidents)

Impact of the overhaul of the German railway system - Example of the Riedbahn line

Starting July 2024, the Riedbahn route (Frankfurt - Mannheim, route No. 4010) was closed to traffic until
14 December 2024 to allow construction work that was undertaken as the first major project in the complete
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overhaul of the German railway system. This route was re-opened on 13 January 2025. The following section
examines how the number and level of infrastructure-related delays on this line section during the time from
February to June 2025 (after the project was completed) have changed compared with the period February to
June 2024 (prior to the project). As this line section was closed during January 2024 for preparatory measures,
this month has not been taken into account here. All in all, delays (attributable to delay causes 20 to 26 and

30 to 32, see Annex) fell from approximately 64,000 minutes to 38,000 minutes (down 40%), while the number
of delays was reduced from 5,600 to 3,300 (down 41%). Since there was relatively little change in operating
performance in the entire DB network, the result would presumably change very little if operating
performance were to be included to adjust these figures.

It is noteworthy that the decrease in delays arising from turnout disruptions and construction work has been
comparatively small. Since the completion of the project, the leading infrastructure-related cause for delays

was electrical circuit and safety systems (see Figure 44).
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Figure 44: Delay totals (minutes, rounded) on the Riedbahn line during the period February to June, by
infrastructure-related cause.

2.2.3 Additional costs due to construction maintenance work

In many cases, schedule deviations directly or indirectly increase railway undertakings’ costs or reduce their
revenues. In light of this, the Bundesnetzagentur has gathered and analysed data since 2012 on the additional

costs to railway undertakings arising from infrastructure managers’ construction work.

Historically, only a small portion of the additional costs is attributable to infrastructure charges. The largest
portion of the financial damage can be attributed in more or less equal shares to the two categories (1) lost or
reduced revenues and (2) additional operating costs for personnel, overnight stays, scheduling and vehicles.

The number of railway undertakings that were substantially impacted by construction work in the course of a
year has not significantly changed in recent years (2019: 124 railway undertakings, 2024: 130 railway
undertakings). A marked decline was observed only in 2021 and 2022 and can be attributed to pandemic

effects.
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However, the financial burden on the railway undertakings caused by construction work has increased
significantly in the last two years. The financial damage reported by the relevant railway undertakings was
1.5% to 2% of their revenues during the years 2019 to 2022. In 203 this figure was 3.8%. Based on information
provided by relevant railway undertakings, the financial damage in the 2024 reporting year was 4.0% of the
undertakings’ revenues (see Figure 45).

Given the slim margins calculated in railway transport even when business is profitable, lost revenue and
higher costs have a direct impact on railway undertakings’ price calculations. They also make rail transport
more expensive and weaken its position in intermodal competition.

m yse of infrastructure ™ loss of revenue W operating cost 2020 2021 2022 2023 2024

Figure 45: Additional costs due to construction work (2024; by type) (left); Share of revenue generated by
railway undertakings (2024; number of railway undertakings affected, share of revenue in %) (right)

2.3 Resources of the railway undertakings

2.3.1 Personnel

The number of full-time positions® in the railway transport market has grown steadily in recent years.
Number of employees and train drivers

Railway undertakings employed a total of around 98,000 full-time workers in 2024. This included
approximately 36,000 train drivers, whose number has remained constant when compared with 2023 (see
Figure 46).

5 In full-time equivalents. Hours worked in part-time positions are aggregated into full-time equivalents.
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Figure 46: Full-time positions filled at railway undertakings (2020-2024; in thousands)

Around 19% of employees at railway undertakings were female.

In 2024, some 13% of railway undertaking employees worked on a part-time basis. The training rate
(percentage of employees undergoing training) did not change appreciably between 2020 and 2024 and was

around 6%.
Employment levels by type of rail transport service

Around 44% of the total 98,000 jobs were in regional and local rail passenger transport. Train drivers
accounted for 21,000 (a little less than half) of the 44,000 jobs in this category while other fields of work
accounted for the other 23,000 (see Figure 47, left).

There were around 18,000 full-time positions filled in long-distance rail passenger transport, of which around

4,000 were train driver positions (see Figure 47, centre).

In rail freight transport 36,000 full-time positions were filled in 2024, around 11,000 of which were train driver
positions (see Figure 47, right).



46 | BUNDESNETZAGENTUR

21 o 0 2 23 25
3 P B k] EXA EFA RAd B
 ER FfE BTN B
= I B 0 K

2020 2021 2022 2023 2024 2020 2021 2022 2023 2024 2020 2021 2022 2023 2024
W other personnel M train drivers

Figure 47: Full-time positions filled at the railway undertakings by type of rail transport service; Regional and
local rail passenger transport (left); Long-distance rail passenger transport (centre); Rail freight transport
(right) (2020-2024; in thousands of full-time positions)

Age distribution of employees

The proportion of employees over the age of 50 grew steadily until 2022 and has since declined. Looking at the
chart showing the age structure of employees at railway undertakings, the percentage of employees over the
age of 50 declined slightly from 38% in the previous year to 37% in the reporting year (see Figure 48). The same
trend was seen for train drivers, where the percentage of employees over the age of 50 fell from 40% in the
previous year to 39%. Looking at staff under 30, the percentage of train drivers (14%) and of all employees
(15%) remained constant (see Figure 48).

m under 30 years m 30-50 years m over 50 years m under 30 years m 30-50 years mover 50 years

Figure 48: Age structure of employees at railway undertakings (left); Age structure of train drivers at railway
undertakings (right) (2024; in %)

In recent years, there has been a decline in the number of train drivers at federally owned railway
undertakings who are over 50 years of age. However, at 42% this proportion of train drivers is above average
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and significantly higher than the 35% reported by non-federally owned railway undertakings. The percentage
of train drivers over the age of 50 who are employed by non-federally owned railway undertakings has

increased slightly (see Figure 49).
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29%
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Figure 49: Train drivers over 50 out of the total number of train drivers at railway undertakings (2024; in %;

figures rounded)

Ratings

Railway undertakings rated the availability of personnel as insufficient. Compared with the previous year, the
rating for personnel availability improved slightly in all categories. The availability of train drivers received

the worst rating, an average of 3.2 (on a scale of 1 to 5), a slight improvement over the previous year (3.3).

The slight positive trend seen in recent years in the ratings for the availability of operational staff and other
personnel continued during the reporting year. The average ratings in this area also improved slightly. The
availability of operational staff was rated at 3.0 in 2025 and thus slightly better than in 2024. At 2.7, the rating

for the availability of other personnel was better than in 2022 when it was 2.8 (see Figure 50).

RU staff availability 2021 g 2022 jg 2023 g 2024 | 2025 | Trend
Train drivers 31 33 3.3 3.3 3.2
Operational staff 2.9 3.1 3.2 3.1 3.0
Other staff 2.7 2.9 3.0 2.8 2.7

Figure 50: Rating of the availability of personnel for railway undertakings (2021-2025; average values); Grading
scale from 1 (very good/no need for action) to 5 (unsatisfactory/urgent need for action); the trend arrows
indicate the trend from 2024 to 2025.
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2.3.2  Railway vehicles

In the 2024 Railway Market Analysis undertakings were surveyed about the line locomotives, shunting
locomotives, railcars® (multiple-unit sets) and special vehicles they operate. Only vehicles in use by a railway
undertaking for at least six months were taken into account. Vehicles that changed railway undertakings and
were in use for a short time were not included.”

Around 55% of the railway undertakings indicated that they only operate their own rolling stock. Another
24% use their own rolling stock as well as that of third-party providers and 21% of the respondents operate
only rolling stock from third party providers (see Figure 51).

24%
55%
21%
= RU's own vehicles = Third parties own vehicles

= RU's and third parties own vehicles

Figure 51: Keepers of the tractive vehicles operated by the railway undertakings (2024; in %)

In the 2024 reporting year the railway undertakings active in the German railway network operated nearly
15,950 powered vehicles. Of these nearly 16,000 powered vehicles, around 13,300 tractive vehicles were used,
mostly throughout Germany, of which more than half (7,950 vehicles) were multiple-unit sets. In addition,
around 2,800 line locomotives, just over 1,350 shunting locomotives and about 1,200 special vehicles were
operated by the railway undertakings throughout Germany.

Around 2,650 tractive vehicles were deployed mostly internationally. In contrast to domestic operation, the
tractive vehicles predominantly used for international operation were line locomotives (just over 1,900
vehicles). In addition, railway undertakings had approximately 750 multiple-unit sets in use.

Of the 15,950 tractive vehicles in operation, around 2,200 vehicles were equipped with ETCS. Line locomotives
represented the largest share of ETCS-equipped vehicles (just over 1,500). In addition, there were 650 ETCS-
equipped multiple-unit sets (see Figure 52). It should be noted that no distinction was made between system

6 This includes multiple unit trains with non-powered trailer vehicles such as ICE 1 and 2.

7 Parties that are only keepers or owners of vehicles were not surveyed.
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versions when counting the number of ETCS-equipped vehicles. Further equipping the German railway
network with ETCS may require an upgrade, particularly for older system versions, which means that these
vehicles would also have to use modification resources again.

7,950
2,800
1,900
1,500 1,350 1,200
750 650
. - o % mem M o
Line locomotives Shunting locomotives Multiple-unit sets Special vehicles
B predominantly in Germany m predominantly cross-border

Figure 52: Number of tractive vehicles that railway undertakings operated in Germany and internationally in
2024

2.4 Economic situation of the railway undertakings

241 Revenue and average passenger numbers

With an increase of approximately 3% over the previous year, revenue generated by railway undertakings
grew for the fourth year in a row and now exceeds €26bn. This placed revenue in 2024 some 34% higher than
in 2020 (see Figure 53). Prices were raised in all three segments of transport services, in some cases
significantly, to take account of increased costs. Improved transport performance in regional and local rail
passenger transport additionally contributed to revenue growth in that segment.

25.5 26.2
24.0
20.
19.5 0.0 6.3
5.0
12.7
2020 2021 2022 2023 2024

W passenger short-distance M passenger long-distance  ® freight

Figure 53: Revenue trends in the railway transport market (2020-2024; in billions of euros)
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Regional and local rail passenger transport

Revenue generated by railway undertakings in regional and local rail passenger transport rose by around 4%
in 2024 to a new record high of €13.3bn. This is 36% more than in 2020 (see Figure 53).

The increase per train-kilometre was around 6% to €18.8 (see Figure 54).

Average train occupancy saw a significant increase for the fourth year in a row, growing by 14% to an average
of 92 passengers per regional or local passenger train (see Figure 55). Revenue per passenger-kilometre was
slightly less than in the previous year. Both fare revenue per passenger-kilometre and regional transport
authority funding per passenger-kilometre continued to decline (see Figure 56).

15.8 15.7
15.4 15.9 16.3
10.4 10.6 11.0 11.2 11.7 13.9 13.9
) )
o 4 10.0 10.8 10.7 10.6

46 5.2 >7

2020 2021 2022 2023 2024

=o—Total
=0—Regional transport authority funding
—8— Market revenue

9
45 4.0 .
+

2020 2021 2022 2023 2024

== Total
=—0—Regional transport authority funding
—0— Market revenue

Figure 54: Revenue per train-km in regional and local rail passenger transport generated by all railway
undertakings (2020-2024; in euros per train-kilometre) (left); Revenue per train-km in regional and local rail
passenger transport generated only by non-federally owned railway undertakings (2020-2024; in euros per
train-kilometre) (right)
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Figure 55: Average train occupancy per train in regional and local rail passenger transport for all railway
undertakings in this segment (2020-2024) (left); Average train occupancy per train in regional and local rail

passenger transport for only non-federally owned railway undertakings in this segment (2020-2024) (right)
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e . . .
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Figure 56: Revenue per passenger-km for all railway undertakings in regional and local rail passenger
transport (2020-2024; in cents per passenger-kilometre) (left); Revenue per passenger-km only for non-
federally owned railway undertakings in regional and local rail passenger transport (2020-2024; in cents per

passenger-kilometre) (right)

Long-distance rail passenger transport

In 2024, long-distance rail passenger transport had to cope with a 1% decline in revenue to approximately
€5.9bn (see Figure 53). Revenue generated in 2024 was nearly double the amount in 2020.

Following strong growth in the previous two years, revenue per train-kilometre travelled consolidated in 2024
and fell slightly by 1% (see Figure 57, left graph). For the first time since the pandemic, average occupancy for
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the year declined 3% in 2024. However, it was still high at 285 passengers (see Figure 57, centre graph).

Revenue per passenger-kilometre stabilised at 12.6 cents (see Figure 57, right graph).

36.3 359

30.2
12.0
19.4 291 285 125 126
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Figure 57: Revenue per train-km in long-distance rail passenger transport (2020-2024; in euros per train-km)
(left); Average train occupancy per train in long-distance rail passenger transport (2020-2024; number of
passengers) (centre); Revenue per passenger-km in long-distance rail passenger transport (2020-2024; in cents

per passenger-kilometre) (right)

Rail freight transport

Railway undertakings in rail freight transport saw revenue increase by around 2% in 2024. Despite a decline in
transport performance, revenue reached €7.0bn in 2024, which was still higher than in the previous year and
27% higher than in 2020 (see Figure 53).

This increase in revenue was due to disproportionate price increases that were established in the market.
Revenue per train-kilometre increased by 8% to more than €28. Revenue generated by non-federally owned
railway undertakings in rail freight transport increased by 13% (see Figure 58).

After the average freight load per train declined in the previous two years, the level stabilised and rose slightly
(by 3%) to 553 tonnes (see Figure 59, left diagram).

Revenue per net tonne-kilometre continued to increase, growing by 4% to 5.1 cents per tonne-kilometre. The
increase reported by non-federally owned railways exceed 10%, raising their revenue to 4.0 cents per tonne-

kilometre (see Figure 60).
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Figure 58: Revenue per train-km in rail freight transport generated by all railway undertakings (2020-2024; in
euros per train-kilometre) (left); Revenue per train-km in rail freight transport generated only by non-
federally owned railway undertakings (2020-2024; in euros per train-kilometre) (right)
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Figure 59: Average freight load per train in rail freight transport for all railway undertakings in this segment
(2020-2024; in tonnes) (left); Average freight load per train in rail freight transport for only non-federally
owned railway undertakings in this segment (2020-2024; in tonnes) (right)
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Figure 60: Revenue per net tonne-km in rail freight transport generated by all railway undertakings (2020-
2024; in euros per tonne-kilometre) (left); Revenue per net tonne-km in rail freight transport generated only
by non-federally owned railway undertakings (2020-2024; in euros per tonne-kilometre) (right)

2.4.2  Retail prices

Ticket prices and freight rates as well as trends pertaining to them in the individual modes of transport are
important factors, among others, that determine how competitive the railway is in intermodal transport.

To assess price trends for end-customers, the Bundesnetzagentur compares the results from its own market
survey with the public statistics of the Federal Statistical Office (Destatis). The Destatis statistics reflect the
price trends of specifically defined services having a constant quantity structure from the perspective of the
railway customer. In contrast, the average revenue per tonne-kilometre or passenger-kilometre as calculated
by the Bundesnetzagentur also reflects shifts in the quantity structure of the demanded products and services.

Such shifts arise, for example, in rail passenger services due to changes in demand for commuter passes and
discount offers such as saver fares or BahnCards. During the last two years, new, and in some cases temporary,
offers (the 9 Euro Ticket in the summer of 2023 and the Deutschlandticket since May 2024) led to major
changes in demand structure in rail passenger transport.

Regional and local rail passenger transport

Following the end of the COVID-19 pandemic, the average revenue generated by railway undertakings per
passenger kilometre fell noticeably as demand for passenger service revived. Revenue per passenger kilometre
was only 4% higher in 2024 than it was in 2019, despite the high inflation that had developed in the interim.
This was due to the launch of the Deutschlandticket in May 2024, which led to a significant increase in
demand for passenger transport service and consequently to a larger number of passengers in the trains. Due
to the fact that the monthly price for a Deutschlandticket was in many cases lower than traditional
subscription tickets, market revenue for the railway undertakings was actually 16% less than in 2019. This
decline is being compensated through higher payments to transport authorities that order regional and local

rail passenger transport services (see Figure 61).
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In this context it is important to remember that the fare revenue risk due to the increased use of gross
contracts lies increasingly with the transport authorities for regional and local rail passenger transport
services. From a financial perspective, depending on the contract arrangements, passenger demand and the
resulting amount of revenue generated from fares are only of secondary importance for many railway

undertakings.

[t was also determined that, from the passenger’s point of view, the introduction of the Deutschlandticket
(and the 9 Euro Ticket that was offered for three months in 2023) brought noticeable savings. The Federal
Statistical Office’s price index for 2024 shows that the cost of transport that year was nearly 20% lower than in
2019, despite the fact that high inflation had increased the price of many products and services in 2022 and
2023.

1753
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Figure 61: Retail prices in the regional and local rail passenger transport segment (2019-2024; indexed 2019 =
100)

Long-distance rail passenger transport

Retail prices for long-distance rail passenger transport tickets fell noticeably in 2020 with the lowering of the
value-added tax rate. The Federal Statistical Office’s price index shows that average fares for selected ticket
products decreased throughout the period 2020-2022 and then increased slightly starting 2023. Despite this,
fares, after adjustment for different VAT rates, were on average nearly 6% lower in 2024 than in 2019.

By contrast, the railway undertakings’ market revenue per passenger kilometre increased by 15% between
2019 and 2024. The introduction of the Deutschlandticket in regional and local rail passenger transport
ultimately did not have any relevant impact on the revenue situation of railway undertakings in the long-
distance rail passenger segment (see Figure 62).
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Figure 62: Retail prices in long-distance rail passenger transport (2019-2024; indexed 2019 = 100)

Rail freight transport

In the pandemic years 2020 and 2021, rail freight transport undertakings received nearly a full refund, in some
cases retroactively, of the track access charges they had paid. However, revenue per tonne-kilometre fell
correspondingly from 2020 to 2021 because rail undertakings often passed on the savings to their rail freight
customers when they demanded it.

Influenced by strong demand for transport and the lowering of track access charge assistance to around half
of the amount of the paid track access charge starting January 2022, rail freight transport market revenue
increased again, but only slightly surpassed the 2020 level. This indicates efficiency gains by railway
undertakings and that there continues to be strong pressure on prices in the transport markets.

In 2023 market revenue in rail freight transport jumped by around 20% due to a significant decline in demand
in rail freight transport as well as to the fact that the rail freight undertakings were able to impose higher
transport prices in the wake of the general wave of inflation, which also drove up the cost of traction power
which is very important for the railway transport market. In addition, transport contracts that were no longer

economically viable were terminated.

According to data from the Federal Statistical Office, transport prices for predefined services increased by 28%
between 2019 and 2024, while the market revenues generated by railway undertakings have grown by 30%

since 2019 (see Figure 63).
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Figure 63: Retail prices in the rail freight transport segment (2019-2024; indexed 2019 = 100)

2.4.3  Financial results of railway undertakings

Market participants’ data for 2024 shows that all railway undertakings active in the German market had an
absolute net income of negative €660mn. This was virtually unchanged over the previous year. The slight
improvement seen was only right of the decimal point. Following the significant losses reported in 2021 and
2022 when the accumulated annual results exceeded negative €1bn in both years, the market appears to have
stabilised. The amount of the loss was once again primarily determined by the DB subsidiaries in their

respective transport services.

The losses listed in the annual reports of DB Cargo (negative €468mn) and DB Fernverkehr (negative €427mn)
alone are greater than the total market loss. Based on this, non-federally owned railway undertakings in

particular helped stabilise the market results, albeit at a lower level.

In the non-federally owned sector, transport undertakings in rail freight transport and regional and local rail
passenger transport reported slightly positive overall operating results. The undertakings in long-distance rail

passenger transport did not generate any profits (see Figure 64).
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Composition of railway undertakings’ annual results for 2024

thereof non-federally

in millions of euros Annual result thereof DB owned undertakings
Local/regional +172 +136 +36
Long-distance -428 -427 -1
Freight -404 -442 +38

[ All undertakings -660 -733 +73 ]

Figure 64: Profit/loss for the year of the railway undertakings grouped by type of transport service and by
federally owned/non-federally owned; in millions of euros

Looking at the overall market result there are undertakings in each type of transport service with positive and
negative results. A total of 57% of all the railway undertakings surveyed reported a positive operating result
for 2024. Compared to 2023, 12% of the railway undertakings slipped from a positive to a negative operating
result. In 2023 around one third of the railway undertakings did not generate enough revenue through their
core business to cover their expenditure (see Figure 65).

54% 46 %
RUs with positive RUs with negative
operating results operating results
0.43

-1.07
Sum of positive operating results in €bn

B Sum of negative operating results in €bn

Figure 65: Breakdown of all railway undertakings' operating results (2024; in millions of euros and % of
railway undertakings)

Despite this, the sum of the positive absolute results increased from €0.34bn to €0.43bn. However, the
combined result of the railway undertakings with a negative operating result also increased, from negative
€0.99bn to negative €1.07bn. Together this resulted in a total market result of around negative €0.66bn.
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Regional and local rail passenger transport

The positive/negative distribution of the annual results worsened from around 60/40 in 2023 to 50/50 in 2024.
The cumulative absolute results however remained on a level similar to that of the previous year. The positive
results totalled €0.3bn, while the negative balances came to approximately negative €0.1bn (see Figure 66).

The result per train-kilometre or passenger-kilometre stabilised in the positive range for not only the entire
regional and local passenger transport market but also the non-federally owned railways. The result for the
federally owned railway undertakings in the regional and local rail passenger transport segment reached €0.27
per train-kilometre and 0.29 cents per passenger-kilometre (see Figure 67).

The profit margin in regional and local rail passenger transport was positive for both for the overall market
and for the non-federally owned railway undertakings, maintaining the positive trend for the second and
third years in a row respectively (see Figure 68).

48 % 52%
60 60 62 : - : :
RUs with positive RUs with negative
operating results operating results
49 48
0.3
-0.1
m Sum of positive operating results in €bn

2020 2021 2022 2023 2024 B Sum of negative operating results in €bn

Figure 66: Share of railway undertakings (RUs) with a positive operating result (2020-2024; shares in %) (left):
Breakdown of operating results of RUs in regional and local passenger transport (2024; in millions of euros
and % of RUs) (right)
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Figure 67: Operating results in euros per train-km and cents per passenger-km for all railway undertakings in
regional and local rail passenger transport (2020-2024) (left); Operating results in euros per train-km and cents
per passenger-km for non-federally owned railway undertakings in regional and local rail passenger transport
(2020-2024) (right)
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Figure 68: Profit margin of all railway undertakings in regional and local rail passenger transport (2020-2024;
in %) (left); Profit margin of non-federally owned railway undertakings in regional and local rail passenger
transport (2020-2024; in %) (right)

Long-distance rail passenger transport

In 2024 the results for long-distance rail passenger transport, which is dominated by DB Fernverkehr AG, not
only fell into the negative range but also worsened for the second year in a row. The results declined
significantly to a loss of €1.29 per train-kilometre. The loss per passenger-kilometre was just under one cent.
The profit margin which was negative in 2023, fell further to negative 7.3% in 2024 (see Figure 69). This decline
was not due to operations because passenger numbers remained stable at a high level and fares rose. Rather,
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increased refunds due to passenger rights played a role here, as did higher depreciation on vehicles in some

cases.

Information on the economic situation of non-federally owned railway undertakings in the long-distance rail
passenger transport segment is available only regarding certain specific areas. In total, the operating results
reported by the non-federally owned railway undertakings were slightly in the negative range, although the

majority of market participants reported positive results.
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Figure 69: Operating result per train-kilometre and passenger-kilometre generated by railway undertakings in
long-distance rail passenger transport (2020-2024) (left); Profit margin of railway undertakings in long-
distance rail passenger transport (2020-2024; shares in %) (right)

Rail freight transport

In rail freight transport the share of railway undertakings with positive operating results fell from 76% in 2023
to 65% in 2024 (see Figure 70). These undertakings contributed to an overall positive result of only about
€0.1bn. Rail freight transport was dominated by the heavy losses of DB’s subsidiary DB Cargo, which alone
amounted to nearly negative €0.5bn. However, several larger non-federally owned railway undertakings also
showed a loss in 2024. These losses extended, at the most, into the lower double-digit million range, but were
usually significantly less than this. Operating results for the market consequently continued to be negative
overall, with a slight upwards trend. The gap to profitability for the overall rail freight transport market could
only be closed with the help of DB Cargo.

The rail freight transport result is much more positive when only the non-federally owned railway
undertakings are examined (see Figure 71 and Figure 72).

As in the previous year, the rail freight transport market for non-federally owned undertakings was able to
generate a profit again in 2024, even though market risks continue to exist. In future the possibility of passing
on further rising costs to the end-customer in the form of price increases will be limited.
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This becomes clear from a closer look at the profit margin. The profit margin for the overall market improved,
rising to negative 7%, while competitor railways in rail freight transport remained steady at approximately 2%.

85 65 % 35%
77 76 RUs with positive RUs with negative
70 €5 operating results operating results
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m Sum of positive operating results in €bn

2020 2021 2022 2023 2024 B Sum of negative operating results in €bn

Figure 70: Share of railway undertakings (RUs) in rail freight transport with a positive operating result (2020-
2024; in %) (left); Breakdown of the operating results for RUs in rail freight transport (2024; in millions of
euros and % of RUs) (right)
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Figure 71: Operating result per train-kilometre and tonne-kilometre of all railway undertakings in rail freight

transport (2020-2024) (left); Operating result per train-kilometre and tonne-kilometre of non-federally owned
railway undertakings in rail freight transport (2020-2024) (right)
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Figure 72: Profit margin of all railway undertakings in rail freight transport (2020-2024) (left); Profit margin of
non-federally owned railway undertakings in rail freight transport (2020-2024, in %) (right)

244  Refunds made to passengers

In 2024 railway undertakings refunded €118mn to passengers. Railway undertakings in long-distance rail
passenger transport refunded €102mn to passengers while railway undertakings in regional and local rail

passenger transport made refunds totalling €16mn.

There has been an increase in refunds to passengers since 2020, with a particularly sharp rise in the years 2022
to 2024. The reasons for this include poorer punctuality rates and streamlined procedures for applying for

refunds, which passengers are increasingly doing online (see Figure 73).
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Figure 73: Passenger refunds (2020-2024; in millions of euros)
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2.4.5 Infrastructure costs and revenue

Access beneficiaries must pay charges for the use of railway infrastructure. The primary charges are for track
access. However, charges are also to be paid for the use of service facilities such as passenger stations, freight

terminals and storage sidings.

The share of revenue spent on infrastructure costs varies between the three types of transport services.
Railway undertakings in regional and local rail passenger transport expend the largest share of revenue on
these costs. In 2024 they spent around 38% of their revenue on infrastructure charges, mainly for their use of
train paths and stops (see Figure 74, left). Operating costs in railway transport have risen more than the
infrastructure charges in recent years, so that the share of revenue spent on infrastructure charges has
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Figure 74: Infrastructure costs as a percentage of the revenue of railway undertakings in all three types of
transport services (2020-2024; in %)

In long-distance rail passenger transport the increases in the usage charges for infrastructure and the
elimination of the track access charge assistance raised the share of revenue spent on infrastructure charges to
25% (see Figure 74, centre). This was the same level as before track access charge assistance was first granted.

Thus, infrastructure usage charges developed parallel to the revenues that railway undertakings generated in

the market.

By contrast, track access charge assistance for rail freight transport was provided again in 2024, albeit at a
lower level than in 2023. Consequently, the share of the railway undertakings’ revenue spent on infrastructure
charges increased from 10% to 11% (see Figure 74, right).

2.4.6 Breakdown of the infrastructure costs

Track access charges are the largest cost item regardless of transport service. In regional and local rail
passenger transport, the next largest cost item is station fees, and in rail freight transport it is charges for the

use of other service facilities (see Figure 75).

In regional and local rail passenger transport, track access charges accounted for 81% of all infrastructure
charges paid. Station fees accounted for 18% of the infrastructure costs while just over 1% of the revenue
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derived from charges was spent on the use of other service facilities (see Figure 75, left). However, many
railway undertakings use their own track systems for conducting maintenance work and parking rolling

stock. In some cases, their use is covered by internal billing and is not shown separately.

A total of around 89% of the infrastructure charges paid by railway undertakings active in long-distance rail
passenger transport was for track access. The remaining 11% is divided into 9% for station charges and 2% for

charges for the use of other service facilities (see Figure 75, centre).

18% 70%
89%
38%  — 1% 25% 11%
81% \) % 30%
2%

= Track access charges
Station charges
= Other station charges

Figure 75: Infrastructure costs of the railway undertakings in regional and local rail passenger transport (2024;
shares in %) (left); Infrastructure costs of the railway undertakings in long-distance rail passenger transport
(2024; shares in %) (centre); Infrastructure costs of the railway undertakings in rail freight transport (2024;

shares in %) (right)

The track access charge assistance continued to be granted in the rail freight transport segment, lowering the
infrastructure costs of railway undertakings operating in this market. This assistance was reduced in 2024,
which had a noticeable impact on the level of infrastructure costs compared with 2023. The share of track
access charges paid in 2024 amounted to 70% of the total infrastructure costs; the remaining 30% were spent
on charges for the use of service facilities such as freight terminals or storage sidings (see Figure 75, right).

2.4.7  Track access charge assistance and service facility charge assistance

Track access charge assistance in rail freight transport

To strengthen rail freight transport, the federal government introduced track access charge assistance for rail
freight transport for a prorated financing of approved track access charges (TraF6G) in 2018.

During the pandemic additional support of up to nearly 98% of track access charges was paid. After special
funding ended, the funding rate returned to its original level of around 45% starting in 2022. The average level
was approximately 48% in 2023 but then fell to an average of 31% in 2024. When funding is not completely
used, the funding rate is regularly increased somewhat in the last quarter of each year. The average funding
rate in 2025 is approximately as high as it was in 2024. However, the funding budget was cut to €200mn. If
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volume were to increase (currently not foreseeable), the funding rate would have to be reduced or the budget

would have to be increased (see Figure 76).

The total volume of assistance paid in rail freight transport in 2024 was €239mn. Around €152mn was paid to
non-federally owned railway undertakings; DB railway undertakings received around €87mn. This roughly

reflects their respective market shares.
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Figure 76: Track access charge assistance in rail freight transport (funding rates in %)

The Bundesnetzagentur surveyed the railway undertakings in rail freight transport specifically about the
impact that the track access charge assistance had in rail freight transport for the year 2024. Responses were

received from 127 freight railways.

Around 44% of the respondents (approximately 10% more than in the previous year) indicated that they
would have reduced their transport operations had they not received track access charge assistance. The
majority of the respondents estimated that in such a case they would have had to reduce their transport

services by up to 25%.

More than one third (39%) of the rail freight undertakings were able to expand their services in 2024 because
of the track access charge assistance they had received. For most of this group, the average expansion of

services due to track access charge assistance was around 10%.

More than two thirds (70%) of railway undertakings passed the reduced track access charges on to their
customers in the form of discounts. The majority of respondents reported that they granted discounts of up to

10% of the track access charge assistance.

Track access charge assistance did not create additional room for investments for the majority (81%) of the
railway undertakings. The 22 undertakings that did see room for investment reported an aggregate total of

more than €60mn in investments that were prompted by this assistance.
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Around three quarters of railway undertakings (76%) reported an improvement in their competitiveness
compared to road freight transport, although mostly only to a small extent. Nearly 20% strongly or very
strongly agreed with this. A quarter of railway undertakings did not view the assistance as a means of

improving their position in the intermodal arena.

Service facility charge assistance

As it does with track access charge assistance, the federal government provides funding for the use of sidings
in train formation facilities. For the 2024 reporting year the railway undertakings in rail freight transport
indicated that they had received service facility charge assistance totalling nearly €19mn, 87% of which went
to DB railway undertakings. Approximately 95% of the service facilities that received assistance were DB
facilities and only some 5% of the facilities belonged to non-federally owned infrastructure managers. Still,
16 undertakings are planning for additional traffic in the area of single wagonload transport in the future. In
addition to this, 39 railway undertakings plan to apply for service facility charge assistance in the future.

However, the majority of the undertakings surveyed do not see service facility charge assistance in its current
form as suitable for promoting single wagonload transport while safeguarding competition, and criticise the
cost and amount of work that go into applying for the assistance.

2.4.8 Single wagonload transport assistance

To stabilise transport performance in single wagonload transport, the federal government grants
proportionate assistance for the operating costs incurred. In the best-case scenario, this assistance should
additionally help shift freight traffic to rail. To help identify adjustments that may be necessary the
Bundesnetzagentur surveyed railway undertakings on the effects of previous periods when assistance was
provided. This survey was conducted as part of its Railway Market Analysis.

The Bundesnetzagentur received responses from a total of 163 undertakings. Forty undertakings reported that
they had received assistance. This included 21 undertakings contracted by another railway undertaking (see
Figure 77). The other 123 undertakings indicated that they did not apply for the assistance because, in addition
to not conducting single wagonload transport and therefore not being eligible for this assistance, applying for
it involved a considerable amount of bureaucracy. Many small and midsized railway undertakings in
particular do not have the personnel resources needed to correctly apply for the assistance or to provide

documentation.
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Figure 77: Answers to the question “Did your undertaking receive operating cost assistance for single
wagonload transport during the reporting year?” (2024; in %)

Nearly half of the undertakings receiving this assistance passed it on to their customers in the form of reduced
prices (see Figure 78). Around 39% of the respondents discounted their prices by up to 10%. However, the
majority of undertakings that received this assistance reduced their prices significantly more. Taken together
this translated into an average price reduction of some 17% on the part of the respondent undertakings as a
whole (see Figure 79). For one in four undertakings the assistance provided impetus for additional
investments, primarily in personnel recruitment and training, the development of their IT infrastructure and

in the procurement of vehicles (see Figure 80).

55%
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Figure 78: Answers to the question “Did your undertaking pass the operating cost assistance for single

wagonload transport you received on to your customers in the form of reduced prices?” (2024; in %)
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Figure 79: Answers to the question “How much higher do you think your prices would have been last year if

you had not received operating cost assistance for single wagonload transport?” (2024; in %)
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Figure 80: Answers to the question “Did the operating cost assistance for single wagonload transport you
received provide impetus to undertake additional investments?” (2024; in %)

The railway undertakings did not report any appreciable increase in their offerings for single wagonload
transport. Only 10% of the undertakings that received operating cost assistance for single wagonload
transport actually provided more service because of this assistance (see Figure 81). Thus, operating cost
assistance appears to have at least fulfilled the goal of stabilising transport performance in single wagonload
transport, even though freight transport has not yet seen any significant shift from road to rail.
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Figure 81: Answers to the question “Did the operating cost assistance for single wagonload transport you
received put you in a position to expand the single wagonload transport services you offered last year?” (2024;
in %)

In addition, most of the undertakings involved felt that the assistance was fundamentally suited to protecting
single wagonload transport while ensuring competition (see Figure 82). There was however general criticism
of the application process and verification system which were often described as being too complicated and
costly.
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Figure 82: Answers to the question “In your opinion, is operating cost assistance for single wagonload
transport suited to protecting single wagonload transport while also ensuring competition?” (2024; in %)
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2.5 Energy

2.5.1  Energy prices for traction current

After increasing sharply in 2022, the marked upswing in traction current prices slowed noticeably in the
following year. Prices then fell again, this time quite significantly, in 2024. Thus, traction current prices
continue to follow, with something of a delay, the drop in prices for electricity on the exchange. Railway
undertakings had to pay an average of 12.8 cents per kWh for traction current in 2024. This was more than one

third lower than in the previous year (see Figure 83).
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Figure 83: Traction current prices (2018-2024; in cents/kKWh)

By contrast, network fees continued to rise to 7.85 cents per kWh in 2024, some 25% higher than in the
previous year. Contrary to the situation in other branches, railway undertakings have very little influence on
usage behaviour that is of relevance to network charges. Annual peak consumption is primarily determined
by the amount of actual traffic during railway operations and cannot be influenced by the railway
undertakings. In contrast to many industrial operations, it is not possible for railways to shift high demand for

traction current to times when demand is lower because demand is generated by actual railway operations.

2.5.2  Traction power from third party providers

For more than 10 years now, private railway undertakings have used the option of channelling traction
current from third party providers through DB Energie’s traction network. When doing so, they purchase the
traction current they need from so-called third-party providers. As a result, there are only network charges to
be paid when using the traction network. Seventy undertakings made use of this option in 2024 and drew
their traction current from four providers that are active in the traction current market. Individual railway
undertakings bought their traction current directly on the spot market or through direct marketers. Some of
the railway undertakings purchased their traction current through the traction network of the electricity
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supplier in their own company group. In 2024 more than 10 terawatt hours were consumed through the
traction network.? In the process more than three terawatt hours were transmitted by third-party suppliers.

In addition to the routes where DB Energie’s traction network is already in use, there are also a number of
electrified routes, primarily for regional and local rail passenger transport, which have a regional electricity
utility that provides traction current. In this case the railway undertaking that is active in this segment and the
respective regional electricity supplier come from the same company group.

2,53  Electrical operation

Being an environmentally friendly mode of transport, railways make an important contribution to

environmentally friendly mobility. Most trains in Germany’s railway network use electric traction.

At present, 55% of all routes are electrified. Of the approximately 38,900 km total route length, a little more
than 21,500 km were electrified in 2021. Electric traction was used to provide more than 76% of the train-
kilometres travelled in the German railway network. This corresponds to more than 860mn train-kilometres.
The share of electric traction used in the German railway market varied between the individual types of
transport service. Regional and local rail passenger transport accounted for considerably more than half of the
total transport performance using electric traction. Rail freight transport was responsible for more than 24%
of total electrified transport, while long-distance rail passenger transport accounted for more than 19%. The
share held by other transport services was less than 1%.

The size of the shares of transport performance that is generated using electric traction varies between the
individual transport segments. Long-distance rail passenger transport provided nearly 99% of its transport
performance using electricity. This figure was more than 67% in the regional and local rail passenger transport
segment. In the rail freight transport segment, more than 90% of transport performance was provided using
electricity. The share was approximately one third for other types of transport. A breakdown of the respective
transport performance shows that electric traction was used to provide more than 99% of the transport
performance in long-distance rail passenger transport. This figure was more than 80% in regional and local
rail passenger transport. In the rail freight transport segment, the share of electric transport performance was
more than 87%.

Since 2024 regional and local rail passenger transport has increasingly been replacing diesel traction service
with new vehicles that use alternative drive systems. The transport performance of hydrogen-powered and
battery-electric multiple train units was still well below 1% in 2024. When the transport performance of
battery-electric multiple train units is added to the transport performance of other categories of electrically
powered transport, the total electric transport performance in regional and local rail passenger transport was
more than 81% in 2024. This share will grow significantly in the coming years as more and more battery-

electric multiple train units come into use.

2.5.4  Energy consumption by rail transport service

In Germany three quarters of total operating performance is provided using electric traction. More than
12 terawatt hours (TWh) of electrical energy (gross) were used for this. More than 2 TWh of this were

8 Net consumption after offsetting the energy fed back into the grid.
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recovered during railway operations using modern electric vehicles that feed braking energy back into the
traction network. A total of 5.6 TWh was consumed for electrical operations in regional and local rail
passenger transport, with more than 3.1 TWh being consumed in long-distance rail passenger transport. Rail
freight transport together with other miscellaneous types of transport consumed more than 3.6 TWh.
Rounded off, net consumption in regional and local rail passenger transport was probably 4.2 TWh. This
figure was 2.8 TWh in long-distance rail passenger transport and 3.2 TWh in rail freight transport.

Due to different requirements and the use of a diverse range of vehicles, the individual market segments
exhibit differences in their consumption per train-kilometre travelled. Besides the track profile, the main
factors influencing consumption are the total gross load of the train, the maximum speed travelled and
(particularly in regional and local rail passenger transport) the number of stops. A multiple-unit train used in
regional and local rail typically consumes an average of 9 kWh per train-kilometre; this figure is
approximately 14 kWh for longer double-deck trains. In the case of typical light railway systems (tram+train),
consumption on railway lines averages 5 kWh per train-kilometre. Loco-hauled passenger trains in the long-
distance rail passenger transport segment need approximately 11.5 kWh per train-kilometre travelled. This
figure averages about 18 kWh for long-distance freight trains.

When energy consumption is broken down by the electric transport performance reported by the respective
type of transport in the railway market, it is possible to make intermodal comparisons with other modes of
transport. Based on this, average net consumption per passenger-kilometre was 0.08 kWh in regional and local
rail passenger transport in 2024. Approximately 0.06 kWh net per passenger-kilometre was consumed in long-
distance rail passenger transport in 2024. During the 2024 reporting year, rail freight transport used a net
average of 0.03 kWh per tonne-kilometre. In urban areas, electric private road transport averaged
approximately 15 kWh per 100km driven distance. Consumption on so-called long-distance routes
(motorways and federal roads) averages some 21 kWh per 100km. This places consumption per passenger-
kilometre travelled with average passenger loads® at around 0.11 kWh and a good 0.15 kWh respectively. The
nationwide use of electric trucks for routine logistics operations has been growing since 2024. In this area, an
average consumption of 0.08 kWh per tonne-kilometre! travelled has emerged for road freight transport.

2.5.5 Developments in alternative drive technologies

Since around 2012, greater attention has been paid to smaller diesel locomotives in efforts to reduce CO2 in
vehicle fleets. The first hybrid vehicles with an ancillary storage battery were authorised. Individual
modifications and later a number of new vehicles with hybrid drives were developed, also motivated by the
potential for saving fuel. The stock of these vehicles has however stagnated at 60 in recent years as figure 84
shows.

The availability of new, alternative technologies has opened up new possibilities for providing engine power
for railway vehicles. Advances that have already been implemented on the road have also been put to use in
the railway vehicle market in recent years. Compared with the other transport services, regional and local rail
passenger transport reports the smallest share of transport operations that are conducted with electric

9 average occupancy of 1.4 persons per passenger vehicle (according to the UBA)

10 estimated; ca. 1.0 kWh per kilometre on average over the year at average capacity utilisation (according to the KBA’s estimate for traffic

within Germany)
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traction. The pressure to reduce CO2 emissions is particularly strong as a result of the regional transport
authorities’ public mandate to offer transport services also on routes that are less in demand and consequently
often not electrified. It is here where the greatest potential for reducing CO2 emissions in rail transport is to be

found.

15

43 43 22 2 55

2015 2016 2017 2018 2019 2020 2021 2022 2023 2024
——V-Loc hybrid <100 km/h
——Dual-mode traction vehicles

Figure 84: Vehicles equipped with alternative drive technology (2015-2024; number of vehicles)

After a short period during which the focus was on hydrogen technology, the current situation is changing. In
regional and local rail passenger transport, technology-neutral calls for tenders are regularly decided in favour
of battery-electric multiple train units. Only occasionally does a transport contract explicitly call for the use of
hydrogen-powered trains. At this time, the German vehicle register currently lists around 50 hydrogen-

powered trains.

The fleet of battery-electric trains in the regional and local rail transport segment has been growing for the
last two years. According to the German vehicle register more than 50 electric multiple train units that are
additionally equipped with traction batteries were licensed at the end of 2024. The regional transport
authorities’ current plans indicate that significantly more than 500 such vehicles are needed. The planned
battery-electric multiple units will replace all of the diesel-powered vehicles used to date. This will
significantly increase the share of electrically powered transport services and, in the process, the CO2-friendly

share of transport provided in the regional and local rail passenger transport segment.

The inventory of dual-mode traction units has grown considerably since 2020. A total of 236 vehicles were
listed in the German vehicle register at the end of 2024. Using dual-mode propulsion it is possible to operate
on routes without having to change locomotives due to the lack of overhead contact lines. Furthermore, these
vehicles are suited to operation on the last mile so that service can be provided mostly or entirely with electric
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traction. They also eliminate the need for bringing along diesel-powered shunting locomotives or holding
them available on location. These vehicles contributed to the increase seen in the electric transport
performance in rail freight transport from about 90% in 2019 to 93% in 2024.

2.6 End-customer survey in the rail passenger transport segment

In 2024 the Bundesnetzagentur conducted a comprehensive passenger survey and a supplementary survey of
industry associations to determine the opinions and experiences of the users of rail passenger transport
service in Germany. The survey covered various aspects of the use of the German rail passenger transport
system, including sojourn and service quality at train stations, train quality, punctuality, the provision of
information, and passenger behaviour in strike situations. The report was published on the
Bundesnetzagentur website (https://www.bundesnetzagentur.de/650442).

The findings show different levels of passenger satisfaction with sojourn quality at train stations. Lighting and
signage were rated positively while the assessments regarding cleanliness were significantly more negative.
The lack and condition of toilets in train stations and in regional and local rail passenger trains was
particularly criticised.

Punctuality in both long-distance and regional and local train service was considered a problem, with greater
dissatisfaction being expressed in the long-distance rail passenger transport segment. At the same time,
passengers rated this criterion most frequently as being very important. The survey ultimately confirmed the
presumption that unpunctual and unreliable trains do the greatest damage to the image of rail transport. As a
consequence, this is where the greatest need for action is. In addition, passengers are dissatisfied more often
with the information provided to them (via displays or loudspeaker announcements) in train stations and
trains than with information provided to them via an app.

The survey also showed that a substantial proportion of passengers had not gone on planned trips, primarily
because of train cancellations and unpunctuality. The majority of these persons could use an alternative mode
of transport (usually a car), whereas a smaller proportion did not have any options available to them. Strikes
negatively impacted the mobility of this group of users.

Industry associations viewed sojourn and service quality at train stations and train furnishings and fittings
critically while passenger ratings tended to be more positive in comparison. The areas construction site
management and goodwill arrangements were rated only by the industry associations, the majority of which
assessed these two categories as unsatisfactory.

Leisure plays a larger role than work does with respect to the cited reasons for travelling by train. Only after
transport for school and training (which plays a larger role in regional and local transport) has been added
does “work-related transport” (in a broader sense) post a slightly larger volume, at least in regional and local
transport.

The results of the passenger survey indicate that there is a particular need for improvement in the areas of
punctuality, sojourn quality in trains (especially the toilets) and train stations, the provision of travel
information, and the avoidance of strike side-effects. These issues are therefore especially important for
making rail passenger transport more attractive and thus achieving transport policy goals such as increase in
the share that rail passenger transport accounts for in the modal split for passenger transport.
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2.7 End-customer survey in the rail freight transport segment

Under section 67(3) of the Rail Regulation Act the Bundesnetzagentur is required to survey the end-customers
of the railway market (particularly in the rail freight transport and rail passenger transport segments) and
include their views in their decision-making processes. Such a survey of users of rail freight transport was
conducted in 2025. The report was published on the website of the Bundesnetzagentur
(https://www.bundesnetzagentur.de/650442).

The survey was conducted from April to June 2025 using the European Commission’s EU Survey tool. A total
of 1,289 undertakings and industry associations were invited to participate in the survey; 336 did. The survey
focused on market diversity and the range of services on offer, the effects of strikes, and alternative transport
options using rail freight transport. Respondents were also given recurrent questions which will be used for
making long-term assessments of the railway market.

The survey underscores that it is not a lack of capacity or determination on the part of railway undertakings,
but rather and primarily the limited capabilities and reliability of the infrastructure that present the main
impediments to shifting more transport traffic from the road to rail. Bottlenecks on routes, uncoordinated
construction sites, the lack of railway sidings, and congested junctions act as major constraints.

In light of this, railway infrastructure development, improved coordination of construction sites, the creation
of additional connection options and a more transparent route access structure were cited as priority
measures. Although technological innovations such as digital automatic coupling (DAC) can augment these
developments, sufficient capacity and optimised processes are needed for them to have any real impact.

Shippers view strikes as a serious problem for planning security and reliability. Approximately 58% of the
undertakings surveyed rated the provision of emergency service during strikes as important or very
important. Practical consequences of strikes include short-term diversions, having to switch to other modes
of transport, and an enormous amount of additional work and expense. Furthermore, around 20% of the
respondents reported having production downtimes as a result of strikes, indicating serious disruptions in
supply chains and value-added processes. Although robust quantitative data on the financial losses are
lacking, there is a clear need for discussions about ensuring a minimum of transport services and planning

security during labour disputes.

It is clear from analyses that rail freight transport is important for the majority of undertakings. However, it is
not without alternatives. More than 90% of the undertakings surveyed said they can switch to other modes of
transport, primarily lorries, followed by inland waterway vessels and ocean-going vessels. Only about 8% are
completely dependent on rail transport. The amount of time needed to shift to an alternative mode of
transport varies significantly: one fifth of the undertakings surveyed are able to react within one day, while
nearly one quarter need more than five days.

Greater reliability and better value for money are the primary reasons cited for using alternative modes of
transport, whereas advocates of rail freight transport point to advantageous conditions, a lack of alternatives
and the pursuit of sustainability goals.

Overall, it is apparent that a switch to rail transport is fundamentally possible, but will require significant
improvements in the areas of infrastructure, reliability and cost structure.
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In order to tap into existing potential for shifting transport to rail, it is essential to increase capacity and
improve reliability. This will require the accelerated expansion and modernisation of nodes, terminals and
sidings, along with substantial improvements in construction site coordination in order to avoid capacity
logjams. In the short- and medium-term, it will be vital to make more efficient use of existing infrastructure,
such as by using optimised timetable and track management systems and improving congestion management.
Operational quality must be improved at the same time by ensuring more reliable transport times, greater
punctuality, transparent compensation schemes, and provisions that ensure planning security even during

strikes.

The majority of the undertakings surveyed use single wagonload transport. Most of them however gave
negative marks for the level of diversity in the services on offer. The respondents said they would like to see
more competition and a production concept that is aligned with user needs in order to strengthen this area
over the long term.

Customer satisfaction with rail freight transport is declining overall and particularly with regard to transport
times, punctuality, compensation payments and transport costs. The situation is however more nuanced. Full
train load transport tended to be rated better while single wagonload transport had the lowest level of
satisfaction among respondents.

2.8 Market voices

As part of its annual railway market survey, the Bundesnetzagentur gives the surveyed undertakings the
option of providing written feedback on certain topics as “market voices”. A particularly large number of
comments were submitted regarding personnel, timetable quality, construction measures and non-scheduled
rail service. The comments reveal a clear pattern: delayed and inconsistent information about construction
measures and the working timetable, personnel shortages, weak IT support and high resulting costs are
concerns for undertakings operating in the railway market. It is apparent from the comments that the
problems are mutually reinforcing and place constraints on planning certainty, quality and economic
efficiency.

The content of comments submitted by undertakings active in the railway sector is summarised below. These
statements do not represent the opinion or position of the Bundesnetzagentur.

2.8.1 Personnel

The largest number of comments, all with similar content, were provided regarding the reasons for difficulties
in personnel recruitment. Across the sector, the personnel recruitment situation was described as strained.
According to the respondents, the primary factors driving this are a general shortage of skilled labour,
extremely scarce train driver resources and long, costly training. Job advertisements generate little response.
Job applicants are often described as being insufficiently qualified. Working time models with shift work,
night work and weekend work further reduce the attractiveness of employment with the railway. High pay
demands, poaching by other service providers and costly personnel leasing increase fluctuation and costs. In
addition to train drivers, there is a significant lack of train dispatchers, guards, examiners, shunting and
scheduling personnel, as well as specialists for maintenance and workshop work, IT and engineering. This
situation is further exacerbated by regional factors such as rural locations, island locations or competition
arising from the higher wage levels paid in Switzerland. Bureaucratic requirements and demographic effects
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have an adverse impact. Heritage railway operations with primarily volunteer workers also report difficulties
attracting young recruits.

2.8.2  Train paths that are not cost-efficient

Asked why it was necessary to request train paths that are not cost-effective, the respondents noted that this
was done because other train paths meant unsuitable times and excessively long journey times. Construction
sites and diversions that reduce the amount of available capacity and lead to conflicts on congested routes are
frequently identified as causes for this. As a consequence, undertakings had to take routes with earlier or later
time intervals, long standing times or expanded routes, in some cases just to ensure that the transport service
could be provided. Some undertakings reported that deviations of + 30 minutes from scheduled times in
international transport operations make it impossible to guarantee that the connecting train path is still
available at the neighbouring infrastructure manager. In several cases it was reported that there were virtually
no alternatives to using train paths that are not cost-efficient.

2.8.3 Timetable quality

Negative ratings for timetable quality frequently stem from poor scheduling during disruptions, insufficient
network capacity and delayed or incorrect information about construction sites or timetables. Operational
control centres are considered to be understaffed and hard to reach. Decisions are delayed and diversionary
routes are not consistently implemented. Some undertakings commented that long-distance traffic is
prioritised over freight traffic. The physical condition of the railway network is, they note, the reason for
numerous speed restrictions, congestion and the lack of passing tracks and storage sidings. Entire corridors
are quickly blocked when disruptions occur.

Timetables and the related documents were reportedly often received too late or were incomplete. In many
cases train path configurations that are automatically generated create unworkable routes with detours and
long-standing times. Manually configured non-scheduled rail services are generated only shortly before
departure. Requested train paths and routes are not taken into account on a reliable basis; corrections are

time-consuming.

Existing problems are further compounded by communication and process deficits. Points of contact do not
exist or cannot be reached. It is often unclear who or which office is responsible. Information is spread over
several portals. Quality varies significantly between regions, the respondents said. All in all, this leads to
extended journey times, greater risk of delays and a significant amount of work and expenditure in
connection with dispatching and personnel planning.

2.84 Sales

Unresolved issues relating to the Deutschlandticket dominate the sales and fares area. Many questions
regarding commission arrangements and how revenue is to be divided up remain open. According to the
respondents, access to the sales systems has been formally standardised but at the operational level this has
led to higher costs and more work because the eTicket system has more stringent standards. This will

encourage a market shakeout and create financial and personnel-related burdens for smaller providers.

In addition, special regional features are seen as obstructive, such as unadjusted revenue distribution in
northern Hesse and barriers to entry in the system used in Lower Saxony. One particular point that was made
is third parties’ lack of access to the platforms used in DB online channels. For passengers the
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Deutschlandticket has led to greater fare transparency and better access to transport services. For operators
processing and settlement continue to be complicated.

2.8.5 Technical access to the network

Problems with technical access to the network are primarily due to protracted, in some cases non-transparent,
processes, red tape and the condition of the infrastructure. Transports that exceed their loading dimensions
often do not work out due to missing or incomplete measurement data, lowered weight limits for bridges, or
heavy wagon bans. Parallel to this, the expense, work and uncertainty involved with line compatibility checks
(and amplified by short-term changes during the year and planning errors) are increasing. Closures at short
notice, lowered route class weight limits, and lines subject to speed restrictions (“slow zones”) reduce options
and make alternate routing necessary. Additional constraints arise from insufficient information about
vehicle clearance profiles and the lack of data on oversized transports that exceed loading dimensions.

Approval and processing procedures are often slow and vary from region to region as reported by
respondents, noting that another factor in this connection is understaffing. Information is reportedly
incomplete or poorly organised. There are no points of contact and the Technical Access Conditions are not
consistently communicated. In the case of the electrical circuit and safety subsystem, respondents cited
disparate ETCS standards, disruptions and uncertainties about future ETCS equipment and regulation.
Seamless train radio operation is hindered by limited GSM-R coverage, the lack of interoperability with non-
federally owned networks, dead zones and extensive authorisation procedures. Further technical
impediments include the lack of electrification at individual locations, incompatibilities in sections of
overhead contact lines, and interference currents that prevent the use of modern locomotives locally.

Regarding the disparate processes, differences in situations pertaining to access requirements, overregulation

and general bureaucratic hurdles were cited.

2.8.6 Non-scheduled rail service

Respondents said that non-scheduled rail service has room for improvement in connection with
transparency, speed and coordination. They called for real-time information regarding available lines and
unused capacity, ideally provided in the form of a dynamic map or dashboard with a traffic light system. The
databases used by the ordering and information systems should be standardised, and contradictions and
inconsistencies between portals should be eliminated. Information on line closures - including dates and

routes - must be immediately visible during the ordering process, they added.

There should be clear rules governing the competences and availability of the points of contact. The
respondents also called for reducing regional differences with the help of adequate numbers of technical
personnel at the infrastructure manager. It has also been said that the automated train schedule system needs
to be improved or supplemented with manual assistance for non-scheduled rail services. Cancellation and
correction processes should be more fault tolerant, too.

The respondents said they would like to see more train paths being offered in ad-hoc transport operations,
additional parking facilities and transparent, non-discriminatory path allocation.
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2.8.7 Construction measures

Construction measures interfere with operations, respondent said. Frequent complete or partial closures,
long-standing construction sites and multiple simultaneous activities that interfere with regular routes have a
negative impact on quality and reliability. Timetables for diversionary routes reportedly result in longer travel
times, additional marshalling and labour times and, in some cases, several-day postponements. The diversions
themselves were often restricted or inappropriate. The networks are congested because transport operations
are concentrated on a handful of rerouting axes, it was reported.

Communication and planning processes are frequently belated or uncoordinated. Key documents often
arrived too late, had been changed or, in individual cases, were missing. Procedures and ways of working
varied greatly between regions. The inclusion of the railway undertakings reportedly often happened too late
or not at all. Information regarding construction measures in service facilities was in some instances not
linked to the relevant train paths. Substitute and storage capacities were limited and were changed at short
notice. At times requested timetables and storage sidings were not available.

The situation was exacerbated by IT and process deficiencies. Tools do not reflect reality. Times were
estimated incorrectly. Documents were inaccurate. Invoices for diversionary routes contained errors.
Unmanned control centres, problems reaching relevant offices, and personnel-related restrictions placed

further strains on operations.

The consequences were increased costs for train paths, energy and personnel plus high internal costs for
rescheduling. This resulted in a noticeable loss of quality for passengers and customers. Levers to counter this,
the respondents said, would be earlier and reliable communication regarding construction sites, consistent
bundling of measures, inclusion of railway undertakings on a binding basis, robust substitute capacity in
service facilities, and better data and process quality including correct documents and invoices.

2.8.8  Alternative service facilities

Alternative service facilities were not used mainly because they were too far from where they were needed
and their use consequently resulted in empty runs, detours and additional direction changes. These distances
made their use economically unattractive and did not fit into the undertaking’s operational concept. This
situation was aggravated by insufficient operational connections and technical restrictions like insufficiently
long platforms, missing overhead contact lines and restrictive train parameters. In some cases, storage sidings
were not available or were blocked.
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3 Regional transport authorities/regional and local rail passenger
transport services provided under public service obligation (PSO)

3.1 Revenuein regional and local rail passenger transport

The most important source of revenue for railway undertakings in regional and local rail passenger transport
- in addition to market revenue!! - is public funding paid by regional transport authorities to railway
undertakings that have been contracted to provide transport services. This funding come largely from the
federal government’s regionalisation funds which were made available to Germany’s federal states under the
Regionalisation Act from 27 December 1993. In 2024 spending for contracted regional and local rail passenger
transport service was slightly more than €11.3bn. Over €9.9bn of the more than €11.3bn in total expenditure
were financed using regionalisation funds. More than €141,000 of the revenue generated in regional and local
rail passenger transport was funding from other public authorities, such as local authorities.

Assistance from the regional transport authorities accounted for 59% of the railway undertakings’ revenue.
Market revenue accounted for the remaining 41% of the railway undertakings’ revenue in the regional and
local rail passenger transport segment. This share increased significantly over the previous year (see Figure 85),
probably due to increased transport demand. In addition, fare revenues from the regional transport
authorities’ sales systems were recorded directly for the first time rather than by the railway undertakings!2.

In 2019 funding received from regional transport authorities accounted for 54% of the railway undertakings’
revenues. Fare revenues made up the other 46%.

e 34% 32% 37% 36% 41%
s 66% 68% 63% 64% 59%
2019 2020 2021 2022 2023 2024

® Funding from regional transport authorities
m Market revenue

Figure 85: Breakdown of revenue in regional and local rail passenger transport (regional transport authority
assistance and market revenue) (2019-2024; shares in %)

11 The term market revenue covers all revenue generated through sales to customers, primarily fare revenues. It does not include public
funding.

12 This is the case for around 7% of the fare revenues.



82 | BUNDESNETZAGENTUR

3.2 Operating performance for transport services provided under public service obligation (PSO)

In 2024 regional transport authorities contracted more than 764mn train-kilometres in regional and local rail
passenger transport, of which around 708mn train-kilometres were travelled. Since 2020 the number of train-
kilometres contracted has been higher than the number of train-kilometres actually travelled (see Figure 86).
This is due among other things to short-notice cancellations, in particular cancellations resulting from

timetable changes during the year (due to construction sites) and general staff shortages.

764
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738
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723
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705 708
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—8—Train-kilometres actually travelled

Train-kilometres contracted by regional transport authorities

Figure 86: Operating performance under public service obligation and train-kilometres actually travelled
(2020-2024; millions of train-kilometres)

Based on the number of train-kilometres contracted, around 84% of the train-kilometres were awarded in

competitive procedures (including tendering) (see Figure 88).

The share of the market held by federally owned railway undertakings and the share held by non-federally
owned railway undertakings have changed only slightly in recent years. Non-federally owned railway
undertakings were awarded 42% of the train-kilometres contracted in regional and local rail passenger

transport (see Figure 87).
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Figure 87: Market shares for contracted transport services in regional and local rail passenger transport (2020-
2024; in %)

B Contract awarded through competive tendering

m Contract awarded directly

Figure 88: Share of contract-awarding procedures in regional and local rail passenger transport based on train-

kilometres contracted under PSO in the respective year (2020-2024; shares of train-kilometres in %)

Regional transport authorities can award net or gross contracts for regional and local rail passenger transport
services. For the 2024 reporting year, the share of gross contracts (based on expenditure for contracted

transport services) was 69% and the share of net contracts was 31% (see Figure 89).
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Figure 89: Breakdown of net contracts and gross contracts (2020-2024; in %)

3.3  Awarding of transport contracts

Regional transport authorities awarded 18 transport contracts during the 2024 reporting year (see Figure 90).
These authorities expected 23 transport contracts to be concluded in 2025.

39
34
26
| I |
2020 2021 2022 2023 2024

Figure 90: Number of transport contracts concluded during the respective year (2020-2024)

Eighteen transport contracts were awarded in 2024, with 15 awarded in competitive procedures and three
awarded non-competitively (see Figure 91).

Of these 18 transport contracts, fewer than 1% of the contracted train-kilometres were awarded for the entire
duration of the respective contract in non-competitive procedures and more than 99% were awarded in
competitive procedures. In most cases involving transitional contracts or contracts with a short duration, the
award process was not competitive.
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Of the transport contracts awarded during the 2024 reporting year, electric traction was required for eight
contracts and diesel traction for another eight. The remaining two listed battery-electric as the form of

traction.
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m Contract awarded directly

m Contract awarded through competitive tendering

Figure 91: Number of transport contracts awarded in competitive and non-competitive procedures (2020-
2024)

Bidders submitted a total of 20 tenders in the 15 competitive contract-awarding procedures in 2024. This
means that on average more than 1.3 bidders took part in a contract-awarding procedure. The number of
bidders has continued to decrease in recent years (see Figure 92).

2.2 21 2.1
15 1.5
I I |

2019 2020 2021 2022 2023 2024

Figure 92: Average number of bidders for transport contracts awarded in competitive procedures (2019-2024)
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Of the 15 transport contracts awarded in competitive procedures in the 2024 reporting year, six were awarded
to federally owned railway undertakings and nine to non-federally owned railway undertakings (see Figure
93). The six transport contracts awarded to federally owned railway undertakings had a total volume of about
300mn train-kilometres over the entire contract period. The nine transport contracts that were awarded to
non-federally owned railway undertakings in competitive procedures accounted for more than 137mn train-

kilometres over the entire contract period.
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m Awarded to federally owned RUs m Awarded to non-federally owned RUs

Figure 93: Transport contracts awarded in competitive procedures (2020-2024)

All three transport contracts that the regional transport authorities awarded without a competitive procedure
were awarded to non-federally owned railway undertakings (see Figure 94). These three transport contracts

accounted for more than 3mn train-kilometres over the entire contract period.
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Figure 94: Number of transport contracts awarded in non-competitive procedures (2020-2024)
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3.4  Financing rolling stock in regional and local rail passenger transport

In eight of the contract-awarding procedures the regional transport authorities offered assistance for

financing rolling stock.

In all these procedures the railway undertakings accepted the offer. The transport contracts in three of the
eight contract-awarding procedures in which financial assistance was offered were awarded to federally

owned railway undertakings.

3.5 Penalties and fines paid by railway undertakings to regional transport authorities

In 2024 railway undertakings paid €459mn in penalties and fines to regional transport authorities. This figure

has risen markedly in recent years (see Figure 95).
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Figure 95: Penalties and fines paid by railway undertakings to regional transport authorities (2020-2024; in

millions of euros)

3.6 Personnel of the regional transport authorities

From 2023 to 2024 the number of employees working for regional transport authorities (measured in full-

time equivalents) increased from 1,142 to 1,178 (see Figure 96).
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Figure 96: Personnel of the regional transport authorities (2020-2024; full-time positions)

3.7 Factors that influence the regional transport market

Regional transport authorities participating in the annual market analysis have the opportunity to evaluate

and rate market-related aspects on a scale of 1 (very good) to 5 (unsatisfactory).

The ratings for most of the factors have varied only slightly over the years 2021 to 2025. The ratings for the
development and maintenance of the railway network continued to worsen, while the ratings for the
development and maintenance of passenger stations improved. Comparatively speaking, the regional
transport authorities gave the best ratings to the track access and station usage pricing systems (see Figure 97).

Regional transport authorities on infrastructure

Network development status 34 3.4 3.4 3.3 3.6
Network maintenance status 3.3 3.1 3.3 3.5 3.6 N
Development status of passenger stations 2.9 2.8 2.8 2.9 2.8
Maintenance status of passenger stations 3.2 3.1 3.1 3.3 3.1
Track access charging systems 24 2.5 24 2.4 2.5
Station usage charging systems 2.5 2.4 2.5 2.5 2.7
Price/performance: track access charges 3.2 3,2 3.1 33 33
Price/performance: station usage charges 3.3 3,2 3.1 3.4 3.2

Figure 97: Regional authorities’ ratings of the factors that influence infrastructure and pricing systems (2021-
2025; average values; grading scale from 1 (very good, no need for action) to 5 (unsatisfactory, urgent need for

action))

3.8 Comments by the regional transport authorities

As part of the Bundesnetzagentur’s market monitoring activities in the railway sector, regional transport
authorities have the opportunity to inform the Bundesnetzagentur of their recommendations, advice and
wishes for its future regulatory work. They can also provide the Bundesnetzagentur with comments, tips and



BUNDESNETZAGENTUR | 89

empirical data relating to access to the railway infrastructure market. Two regional transport authorities took
the opportunity to submit comments, some of which are summarised below:

Due to existing bottlenecks certain train path requests could not be made. Furthermore, there are no train
paths available. Although these problems are less pronounced with train path requests for the annual
timetable, it is difficult to receive a train path during construction phases.

In light of the growing competition over train paths posed by long-distance transport, protecting regional and
local rail passenger transport train paths used for regular interval service is paramount to maintaining good

regional transport service.

From the customer’s perspective, greater train frequency would be desirable. This cannot be requested,
however, due to the lack of available train paths. Since this is a long-standing situation, these services are

generally not included in transport contracts.
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4 Railway infrastructure: Railway lines

4.1 Infrastructure managers

The Bundesnetzagentur’s market analysis for the 2024 reporting year incorporated data provided by
148 infrastructure managers with infrastructure that trains can travel on.

411  Operating performance

Following the signs of recovery seen in 2022 and 2023, operating performance in Germany’s railway networks
declined slightly in 2024 for the second year in a row for a combined total of approximately 1,123mn train-
kilometres in all categories of transport service (see Figure 98).

Operating performance in the rail freight transport sector fell by somewhat more than 4% while operating
performance in rail passenger transport reported a slight decline of nearly 2%. Besides being an effect of the
start of a general renovation of the railway system in Germany, this was due to a continued high volume of
construction measures with accompanying line closures, a continuing weak economy combined with isolated
shortages of operational staff and general operational problems.

1.122 1,097 1.143 1164 1.151 1123
708 705 721 721 722

148 143 150 165 164

253 237 263 268 254

13 12 9 10 11
2019 2020 2021 2022 2023 2024

W Regional and local rail passenger transport
m Long-distance rail passenger transport

® Rail freight transport

m Other traffic

Figure 98: Operating performance (2020-2024; in millions of train-kilometres)

4.1.2 Rail network

The length of the German public rail network reported by infrastructure managers was slightly less than
39,000 km in 2024, virtually unchanged from the previous year. The infrastructure subsidiaries of DB Group
reported that they had added 14 route-kilometres and operated 33,447 km of tracks, around 86% of the
German public railway network. A decline on a similar scale was observed among non-federally owned
infrastructure managers (see Figure 99). Compared to 2024, infrastructure that was not ready for operation
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increased by some 25 km to now over 250 km.
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Figure 99: Germany’s rail network 1994-2024 (length in kilometres)

Compared to the levels seen in recent years, electrification rates stagnated not only for federally owned routes
but also for non-federally owned routes. A total of 62.4% of the network operated by Deutsche Bahn was
electrified, while the electrification rate of the non-federally owned route networks was approximately 11%.
Taken together, the overall electrification rate for the German rail network was slightly more than 55% in
2024 (see Figure 100).

Infrastructure managers reported that 526km (a little more than 1%) of the rail network is now integrated into
the European Train Control System (ETCS). The high-speed train network with line sections designed for
maximum speeds of at least 250 km/h has a length of 1,159 km. High-speed routes and routes that are
equipped with ETCS are operated exclusively by DB InfraGO.

degree of electrification
Total 2024: 55.1%

degree of electrification 21,469

Total 2010: 52.1%

20,148 20,871

degree of electrifiaction

19,715
DB 2024: 62.4%

degree of electrification
DB 2010: 58.9%

17,748 .
degree of electrification

DB 1994: 42.9%

I N on <

n O N 0 O - NN T LN ONOOANO - N M T D ON OO
(= I <) B <) B ) B =) | O 0O 00O 0D OO OO W ™ ™Y -l ™ = = = = N N AN AN

1994
2000
2020

Total, electrified =@=DB, electrified

Figure 100: Degree of electrification in the rail network 1994-2024 (length in kilometres; shares in %)
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4.1.3 Personnel

The number of full-time employees'® working for infrastructure managers increased considerably once again
during the 2024 reporting year. Infrastructure managers reported having a total of approximately 54,000

employees (see Figure 101).

50 54
| 46 47 I I
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Figure 101: Filled full-time positions at infrastructure managers (2020-2024; in thousands)

The share of female employees grew slightly to around 22%. The number of part-time employees also
increased slightly by 9%, while the share of trainees in relation to the total number of employees remained

constant at approximately 8%.

18%

33%

49%

m under 30 years ™ 30-50 years ® over 50 years

Figure 102: Personnel structure at infrastructure managers (2024; in %)

The proportion of employees who are over 50 years of age shrank by around 3% compared with the previous
year while the proportion of employees under 30 years of age grew by 1%. As a result, the proportion of

personnel between 30 and 50 years of age grew slightly once again (see Figure 102).

13 Full-time equivalents; part-time positions are counted proportionately.
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As part of the market survey, infrastructure managers were given the opportunity to rate the availability of
technical operational railway personnel (such as operations schedulers, traffic controllers) and other

personnel, using a scale from 1 (good availability) to 5 (places company’s existence at risk).

In the case of technical operational railway personnel, the ratings assigned to the personnel situation
improved slightly, posting an average rating of 2.9 for the first time since 2021. The rating for other personnel

remained unchanged at 2.7 in the current survey (see Figure 103).

IM staff availability 2021 | 2022 | 2023 |§ 2024 @ 2025 @ Trend
Operations staff (train dispatchers, controllers) 2.9 3.1 3.0 3.0 2.9
Other staff 2.7 2.7 2.8 2.7 2.7 -

Figure 103: Ratings assigned the availability of personnel for infrastructure managers (2021-2025; average

values)

414  Congested railway lines

Congested railway lines and temporarily congested railway lines were at the centre of many developments
during the 2024 calendar year.

As in past years, DB InfraGO AG was the only infrastructure manager to formally declare parts of its railway
infrastructure to be congested. Once again, there were no declarations of congestion issued for non-federally

owned railway infrastructure in 2024.

DB InfraGO AG identified congested railway lines in its infrastructure usage conditions (Annex 4.6.2). These
lines are found primarily in the highly congested conurbations Hamburg, Rhine/Ruhr, Rhine/Main, Berlin
and the routes connecting with them as well as on important north-south and east-west corridors. Examples
of these lines include the sections Hamburg-Harburg-Hamburg Main Station, Remagen-Bonn-Cologne-
Ruhr Area, Mannheim-Waldhof-Zeppelinheim, and the Berlin light railway line. The strong demand for train
paths on these lines has exceeded available capacity for years now.

The Darmstadt-Heidelberg/Mannheim line was the only new addition to the list of regular congestion
sections for the 2024 timetable year after a declaration was issued in late 2022 in connection with the
declarations of temporary congestion issued for the diversionary routes for the Riedbahn line that was closed
entirely for general renovations. As in past years, it was noticeable that in 2024 congestion could not be

reduced by eliminating existing congested railway lines.

In particular, the regional transport authorities responsible for regional and local rail passenger transport
informed the Bundesnetzagentur in the market survey questionnaire for the railway system that there are in
fact additional congested lines that have not been officially declared as such. This is because conflicts were
foreseeable during DB InfraGO AG’s time interval consultations on the working timetable and during the
preparation of tenders for transport contracts and consequently railway undertakings were often not even
asked to request train paths in the first place. “Hidden” congestion of this type is seldom recognised. For this
reason, it is not reflected in official procedures although it does impact day-to-day operations.
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The year 2024 was unusual insofar as for the first time larger numbers of routes were declared to be
temporarily congested and this status was then cancelled later in the year. The first time this happened was
with the general overhaul of the Riedbahn line (Frankfurt-Mannheim), which was closed for this work from
mid-July until December 2024. In this connection, the diversionary routes were declared to be temporarily
congested. These declarations of temporary congestion were cancelled once the Riedbahn line was reopened
on 15 December 2024 with the change of timetable. This was the first time ever in Germany that a declaration

of congestion for a route was officially cancelled.

In addition, declarations for temporarily congested routes were already issued in November and December
2024 for general renovation projects scheduled to begin in 2027. These early declarations show that this
instrument is currently being used systematically to point out the possibility of foreseeable congestion at an

early point in time.

Court rulings have clarified the application of the priority criteria (section 55 ERegG). In its ruling from
October 2024, the Cologne Administrative Court stated that priority criteria cannot eliminate congestion but
merely serve to distribute scarce capacity. At the same time stringent requirements were laid down for
proving a “hazard to integrated regular interval timetable systems”. This limits the infrastructure managers’

room for manoeuvre.

The year 2024 marked a turning point in the way congested railway lines are handled. On the one hand, this
was the first time that an instrument that addressed temporary congestion in construction corridors — a
declaration of a temporarily congested railway line - was fully applied and, in the case of the Riedbahn line,
subsequently cancelled. On the other hand, the number of regularly congested railway lines remains virtually
unchanged. They continue to encompass central corridors in the German railway network.

There is no fundamental difference between declarations of temporary congestion and declarations of regular
congestion in terms of their legal consequences. Table 2 below outlines the differences.
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Table 2 Differences between long-term and temporarily congested railway lines

Temporarily congested railway

Feature Congested railway line

line

Demand exceeds capacity on a Duration is fixed from the outset
Cause long-term basis for structural and ends upon completion of the
reasons measure

Unlimited, until infrastructure Lo
o Limited from the start and ends
Validity measures take effect and the .
o upon completion of the measure
declaration is cancelled

Time horizon Several years to several decades Weeks to months

“Long-term” congestion that
) ] . Very foreseeable, temporary
Perceived effect makes itself constantly felt during . . .
. congestion with a defined end
operations

Berlin light railway line, Remagen- Diversionary routes during the
Examples from 2024 Bonn-Cologne-Duisburg- complete overhaul of the
Dortmund Riedbahn line July-December 2024

All in all, this results in a mixed picture for the industry. On the one hand, planning insecurity is growing for
railway undertakings due to the large number of bottlenecks and the additional pressure from temporary
congestion arising from them. Regional transport authorities are facing an increasingly complex situation
when awarding contracts for regional and local rail passenger transport services. Railway undertakings in
regional and local rail passenger transport are unable to remain in business when they can no longer provide
services at the prices originally calculated for their transport contract. Railway undertakings in the rail freight
transport segment are increasingly confronted with a situation in which they are able to provide the requested
transport services only under difficult conditions due to the railway infrastructure’s limited capacities. Parallel
to this, the general conditions in intermodal competition, such as road transport, have largely remained the

same.

On the other hand, the system has been made more transparent through a combination of regulatory control,
clear legal standards and the use of the option to temporarily declare routes to be congested.

In the long term however, only an expansion of the infrastructure can eliminate structural congestion. As long
as the infrastructure is not expanded, congestion - be it regular or temporary - will continue to be a

determining factor for the competitiveness and operational performance of Germany’s railway network.
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4.2  Ratings given for access to railway infrastructure by railway undertakings

A long-term analysis of the ratings given for access to railway infrastructure reveals an ongoing, gradual
decline in the level of satisfaction since 2010. Compared with the previous year, the average rating in each of
the categories examined worsened by at least 0.1 point. In particular, the ratings assigned by access
beneficiaries for the condition of the railway network tended to be negative (see Figure 104).

RU ratings for access to rail networks

Allocation of train paths vor non-schedulded rail services 2.5 2.6 2.6 2.6 2.6 -
Allocation of working timetable train paths 24 24 2.5 2.5 2.5 -
Timetable quality 2.7 2.7 2.8 29 29 -
Scheduling in the event of a disruption 2.7 2.8 2.7 2.9 2.9 ->
Construction planning 3.0 3.2 3.1 3.2 3.4 N
Network development status 3.2 34 3.6 3.6 3.6 -
Network maintenance status 3.1 33 3.5 3.5 3.6 N

Figure 104: Ratings given for access to railway infrastructure by railway undertakings (2021-2025; average
values; scale from 1 (very good/no need for action) to 5 (unsatisfactory/urgent need for action)). The arrows
indicate the trend from 2024 to 2025.

The ratings for scheduled construction measures indicate that in actual practice respondents have little
influence on the planning of construction measures. Correspondingly, the rating for this aspect continues to
be negative (average of 3.7). However, compared to the previous year the rating improved slightly by 0.1 point.
The necessity of using diversionary routes also received poor ratings. Although the ratings for the necessity of
providing rail replacement bus services also improved, ratings in the other categories worsened slightly (see
Figure 105).

RU ratings for scheduled construction measures

Timely notification (only working timetable)? 2.2 2.1 2.1 2.2 2.3
Timely notification (only construction measures durring the year)? 2.5 2.6 2.5 2.5 26 N
Was the RU included in planning and coordinating the constuction measures? 2.9 2.9 2.9 3.0 3.0 -
Was the RU able to influence on the construction measure? 3.5 35 3.8 3.8 3.7
Was re-routing of trains necessary? 3.4 3.8 3.4 3.2 3.4 N
Was it necessary to provide alternative transport? 2.4 2.7 2.2 2.2 2.1
Were changes to planning not reported to you or reported too late? 2.8 3.1 2.9 2.9 3.0 b
Were there any deviations from the original plans when the measures were conducted? 29 31 3.0 3.0 3.0 -

Figure 105: Ratings given by railway undertakings for scheduled construction measures (2021-2025; average
values; scale from 1 (very good/no need for action) to 5 (unsatisfactory/urgent need for action)). The arrows
indicate the trend from 2024 to 2025.
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4.3  Charges for the use of railway lines

43.1 Track access charges

Track access charges payable to infrastructure managers are to be determined on the basis of the costs
incurred in connection with the railway infrastructure. As an exception to this general legal requirement, DB
InfraGO and DB RNI are bound by an incentive system under which the sum of their charges during a
particular period may not exceed a specific ceiling for the total costs for that period. This requirement aims to
make cost-conscious operations economically attractive for the infrastructure manager.

The level of the track access charges levied by non-federally owned infrastructure managers is reviewed and
approved by the Bundesnetzagentur every year on the basis of their costs, particularly those for energy,
personnel and purchased services. Should expenditures be directly booked as costs and not depreciated over
the long term as investments, track access charges could rise significantly over the short term.

Because of the many different types of railway line infrastructure whose use, traffic intensity and general
condition can vary greatly from infrastructure manager to infrastructure manager, the respective track access
charges also vary markedly in some instances. The generally higher charges for the use of non-federally
owned railway lines are mainly due to the significantly lower usage rates for these lines, particularly for
infrastructure that is used primarily or exclusively for rail freight transport.

62.78

35.62

9.00

7.90
5.62
1.59 >03 2.90 2.08

Regional and local rail Long-distance rail  Rail freight transport
passenger transport  passenger transport

Minimum weighted average Maximum

Figure 106: Range of average track access charges of the infrastructure managers by type of service (2024;

euros per train-kilometre)

Track access charges in regional and local rail passenger transport ranged from €1.50 to €35.00 per train-
kilometre. The range for charges in the long-distance rail passenger transport segment extended from €5.00 to
€9.00 per train-kilometre, depending on the infrastructure manager. The largest spread was seen in the rail
freight transport segment, where charges ranged from €2.00 to €63.00 per train-kilometre, depending on the
infrastructure manager (see Figure 106).
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Regional and local passenger transport 2024 | 5.71 Euro

Long-distance rail passenger transport 2024 | 7.96 Euro

Rail freight transport 2024 | 3.17 Euro

119.9
119.9
1111
110.4
/ 105.3
2019 2020 2021 2022 2023 2024
=@= Consumer price index =0-Producer price index
—=@=IM input price index =—0—Rail freight transport
Regional and local rail passenger transport —8—Long-distance rail passenger transport

Figure 107: Average track access charge of infrastructure managers, not including track access charge
assistance (2020-2024; indexed 2010 = 100)

Track access charges in regional and local passenger rail transport averaged €5.71 per train-kilometre in 2024.
At €7.96 per train-kilometre, the charge in the primarily non-PSO long-distance rail passenger transport
segment was significantly higher.

Track access charges paid by railway undertakings were the lowest in the rail freight segment, an average of
€3.17 per train-kilometre. When the track access charge assistance granted for rail freight transport is taken
into account, the actual amount paid for track access was €2.18 per train-kilometre (see Figure 107).

The data reported indicate that between 2023 and 2024 prices rose by 5% in regional and local rail passenger
transport, 3% in long-distance rail passenger transport and 11% in rail freight transport. Based on the
approved track access charges for 2025, an increase of around 18% can be expected in long-distance rail
passenger transport and approximately 16% in rail freight transport when the track access charge curb in
regional and local rail passenger transport is applied. The charges for 2026 that DB InfraGO is applying for will
increase by about 16% on average across all transport services. The actual charges, including those for
subsequent years, will depend on whether and how legislators and DB will adjust the rules for setting track
access charges.

432  Access beneficiaries’ assessment of charges

As part of the Bundesnetzagentur’s annual market survey, access beneficiaries have the opportunity to rate
the level of non-discrimination and the price-performance ratio of the infrastructure managers’ pricing

systems on a scale of 1 (very good) to 5 (unsatisfactory).



BUNDESNETZAGENTUR | 99

Compared with previous years, their assessments were slightly worse in 2025 (see Figure 108). This was
probably due to the large increases in track access charges that took effect in 2025.

RUs: price-performance ratio charges

Non-discriminatory pricing system for train paths 24 2.4 2.4 2.5 2.6 N

Price-performance ratio for track access charges 2.9 29 29 3.1 3.2 N

Figure 108: Ratings assigned by access beneficiaries to pricing systems and charge levels (2021-2025; average
values; scale from 1 (very good/no need for action) to 5 (unsatisfactory/urgent need for action)). The arrows
indicate the trend from 2024 to 2025.

4.4 Economic situation of infrastructure managers

44.1 Revenue

Infrastructure managers generate their income from the charges they collect for the use of their train paths
and from external funding. In 2024 they generated a total of €6.1bn in income through track access charges.
The infrastructure managers’ revenues in 2024 thus did not change from the revenue levels seen in 2023 (see
Figure 109).

The share of revenue that was generated through track access charges in regional and local rail passenger
transport remained unchanged at €4.0bn. Track access charge revenue generated by long-distance rail
passenger transport also increased, from €1.27bn to €1.3bn. This accounted for one fifth of total revenue.
After having already fallen by 5% in 2023, revenue from rail freight transport continued to decline in 2024 but
at an accelerated pace with the result that it fell by 7% to €0.76bn for the year. Rail freight transport’s share of
total revenue generated through track access charges shrank further to 12.5% (see Figure 109). This was
primarily due to the 4% drop in the number of train-kilometres travelled.

5.4 5.7 6.0 6.1

2020 2021 2022 2023 2024
W Regional and local rail passenger transport
B Long-distance rail passenger transport
| Rail freight transport

Figure 109: Revenue generated by infrastructure managers through track access charges by type of service
(2020-2024; revenue in billions of euros; shares in %)
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442  Financing of investments

In 2024, infrastructure managers invested more than €7.7bn in the existing railway network. This is nearly
40% more than the approximately €5.6bn invested in 2023. The relative shares of own funds and external
funding shifted sharply. Last year external funding accounted for an 80% share. In 2024 this share had fallen to
less than 50% (see Figure 110, left). This was primarily because DB InfraGO had to pay in advance for large-
scale projects while the external funding was disbursed on a deferred basis. As a result, the amount of own
funds used climbed from €1.1bn to €4.1bn.

Investments in the construction or expansion of infrastructure rose slightly from €5.3bn to €5.5bn. Three
quarters of this came from external funding. Some €3.5bn in external funding was paid out in 2023. In the

following year, €4.2bn was spent on the construction or expansion of infrastructure (see Figure 110, right).

€4.235mn
76 %

€3.620 mn
46 %

€1.323 mn
24 %

€4.128 mn
53%

® Own resources m Own resources
m External funding received m External funding received

Figure 110: Investment in the infrastructure of the existing network (left); Investment in new construction or
expansion of infrastructure (right) (2024; in millions of euros; shares in %)

The federal government provided around €6.3bn for investment measures in 2024, approximately €500mn
less than in the previous year. This corresponds to 80% of the total external funding received by infrastructure
managers. Germany’s federal states and local authorities provided approximately 16% (€1.2bn), while EU

funding covered some 4% (around €330mn) (see Figure 111).
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Figure 111: Sources of funding for investment measures (2024; in millions of euros; shares in %)

4.4.3 Results situation

After posting a drop in earnings to negative €1.6bn in 2023, DB InfraGO, the largest German network
operator, reported that earnings improved to negative €0.2bn in 2024. Despite this, infrastructure business
was negative. DB InfraGO reported a 10% increase in revenue and a quadrupling of other operating income.
This includes state funding which jumped from €0.5bn to €3.3bn due in particular to back payments for the
previous year. However, material costs rose by 20%, personnel costs by 14% and other operating expenses by
37%".

Sixty-eight non-federally owned infrastructure managers provided information on their annual results for
train-path infrastructure. Fifty-nine percent of them reported a positive annual result for their infrastructure.
A negative result was reported by 41%. In absolute terms, positive annual results reported by non-federally
owned infrastructure managers totalled €35mn while negative results came to negative €10mn. Based on this,
the financial side of the infrastructure business can be assessed, as in the previous year, as positive overall, at
least for the non-federally owned infrastructure managers that responded to the survey.

14 See DB InfraGO 2024 Annual Report, pp. 34-44
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5 Railway infrastructure: Service facilities

5.1 Service facility operators

There is no central register for railway infrastructure that covers all infrastructure managers and their service
facilities. To complicate things, a licence is not required to operate most service facilities. In light of this, it
must be assumed that the Bundesnetzagentur does not have a comprehensive overview of the railway
infrastructure market in some segments.

In the course of its 2025 Railway Market Analysis for the 2024 reporting year, the Bundesnetzagentur gathered
data from more than 700 service facility operators. Nearly every infrastructure manager reported that it also
operated service facilities. The total length of tracks being operated in service facilities in Germany remained
stable at more than 11,000 km.

In 2024, Germany’s railway infrastructure encompassed more than 31,000 different, publicly accessible service
facilities. This included nearly 19,000 storage sidings alone. It also had more than 7,000 passenger stations and
stopping points, over 3,000 marshalling yard tracks and train formation facility tracks, around 900 freight
loading and unloading facilities (including some 170 terminals for combined transport services), around 350
railway fuelling stations/refuelling facilities and nearly 400 maintenance facilities. In addition, approximately
140 port facilities were connected to the German railway network.

5.2 Resources of the service facility operators

In 2024, service facility operators reported a total of approximately 44,000 filled full-time positions®s.
Following the trend seen in recent years, this number increased again in 2024 (see Figure 112).

44
42
| | ' I I
2020 2021 2022 2023 2024

Figure 112: Employment at service facility operators (2020-2024; in thousands of full-time equivalents)

15 Measured in full-time equivalents, with part-time positions being counted proportionately.
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5.3 Economic situation

5.3.1 Revenue

Service facility operators have two primary sources of revenue. Their usage charges are generally used to cover
their costs for operating and maintaining their facilities, while external funding is often used for investments.

2020 2021 2022 2023 2024

W Station charges m Other station charges

Figure 113: Revenue generated from charges for the use of service facilities'® (2020-2024; in billions of euros)

The operators of service facilities generated revenues of approximately €1.8bn from usage charges in 2024.
This marks a further increase in the amount of usage charges for service facilities (see Figure 113). In 2024,
stops at passenger stations accounted for 61% of these charges. The remaining 39% of usage charges were paid
for the use of other types of service facilities. At €283mn the largest share of this went to usage charges paid
for infrastructure used for freight handling, followed by €175mn for the use of rail sidings.

5.3.2 Results situation

Based on data provided by the non-federally owned operators of service facilities, the Bundesnetzagentur also
ascertained that their aggregate revenue fell short of their expenditures during the year. A comparison with
the survey data from previous years indicates that the shortfall between expenditures and the amount of
revenue being generated through usage charges has increased further (see Figure 114).

16 Without fuelling stations or maintenance facilities
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Figure 114: Revenue and expenditure of non-federally owned service facility operators in the respective year
(2020-2024; shares in %)

In 2024, expenditure for maintenance, depreciation and the operation of service facilities was 57% more than
the revenue generated through infrastructure usage charges, a continuation of the trend toward increasing
expenditure that began in 2019.

A majority of the non-federally owned service facilities do not, however, have the primary aim of generating a
profit through their operations. Rather, their function in many cases is to support the respective company’s
primary business goals. Thus, in many cases the operation of railway infrastructure does not constitute the
main focus of the business, but instead is undertaken to support other business goals. In such cases, cost
shortfalls that may arise are regularly offset through cross-funding from other business units.

5.4 Examination of selected service facilities

54.1 Maintenance facilities

During the 2024 reporting year, more than 220 operators of maintenance facilities reported nearly 400
maintenance facilities to the Bundesnetzagentur; this figure includes more than 100 maintenance facilities
that are run by 11 federally owned operators (see Figure 115). As in the preceding years, most maintenance
facilities are operated by undertakings that are also railway undertakings or leasing companies for rolling
stock or are affiliated with them.

At approximately €3.9bn, the revenue reported for 2024 was once again slightly more than for the previous
year; the share of total revenue generated by federally owned operators of maintenance facilities remained
nearly unchanged at around 81%.



Maintenance facilities
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5.4.2 Loading and unloading facilities/Freight terminals (combined transport/conventional
transport)

Based on information available to the Bundesnetzagentur, there were approximately 900 locations in
Germany that have transloading facilities with track systems. These were run by more than 270 operators. The
operators of these facilities included six federally owned undertakings.

Of about 900 locations with loading and unloading facilities, approximately 120 were designated only for
transloading goods for combined transport. Nearly 50 other locations were capable of transloading freight for
combined transport services as well as conventional freight. More than 730 locations were used only for
transloading conventional freight, making this the largest type of location.

These 730 locations which were designated only for transloading conventional freight have more than 340 DB
InfraGO AG loading terminals. These DB InfraGO AG terminals have 450 loading tracks; nearly 300 of them
were used more than 70% of the time. Approximately 130 loading tracks were used less than 30% of the
available times.

More than 140 of the transloading facilities are located in the federal state of Lower Saxony, followed by the
states Bavaria and North Rhine-Westphalia with more than 120 transloading facilities each, and Baden-
Wirttemberg with around 90.

At approximately 80% of these locations the operator of the transloading facility is also the undertaking that
operates the track system in the facility.

To ensure reasonable, transparent and non-discriminatory access to public railway infrastructure, service
facility network statements have been issued for around 90% of these locations. In addition to service facility
network statements, operators of service facilities are required to draw up and publish lists of their charges.
Approximately 80% of the service facility operators complied with this requirement during the 2024 reporting

year.

As arule, a wide variety of freight can be transloaded in the freight terminals because the necessary
equipment is available there or can be provided by the operator of the transloading facility. In actual practice,
the transloading activities in the terminals usually involved just a few unvarying types of goods.

At the locations with loading and unloading facilities for combined transport, over 90% of the locations can
transload containers. Furthermore, nearly 70% of the locations with loading and unloading facilities can
handle swap bodies and cranable semi-trailers. In the combined transport segment, non-cranable semi-
trailers and vehicles used for rolling road service for heavy goods can be transloaded at only a few locations:
approximately 25% and 15% respectively. In addition to the category of load unit to be transloaded, the
properties of the transported goods are also very important. More than 70% of the operators of terminals for
combined transport services reported being able to transload load units that contain dangerous goods (see
Figure 116).
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Truck (rolling road)
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Figure 116: Types of goods that can be transloaded in terminals for combined transport (2024)

Approximately 12.46mn twenty-foot equivalent units (TEU) were transloaded in combined transport
terminals during the 2024 reporting year. Forty-foot containers accounted for around 45% of these
transloaded load units. Twenty-foot containers accounted for nearly 30% of the transloaded load units, while
other load units (including swap bodies and semi-trailers) represented the remaining 25%. Compared to the
previous year, the volume of transloaded goods in freight terminals for combined transport increased slightly
once again. Due to the strained economic situation in 2024, the value of the transloaded freight was less than
the figures reported for the years 2021 and 2022. The development of handling performance over the last five

years is shown in Figure 117.
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Figure 117: Volume of goods transloaded in freight terminals for combined transport (2020-2024; in millions
of TEU)
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Loading and unloading facilities!” for conventional freight most commonly transload piece goods/general
cargo/parts loads and solid matter. Goods requiring special handling, waste and chemical products can be
transloaded at slightly fewer than half of all freight terminals for conventional transport. Liquid or gaseous
goods as well as dangerous goods can be handled at 25% of the loading and unloading facilities (see Figure
118).

Conventional general cargo
Concrete components

Timber

Steel products

Bulk freight

Vehicles and machines
Agricultural products

Paper rolls

Scrap metal

Goods requiring special handling
Waste/disposal

Chemical products, fertilisers
Dangerous goods (conventional)

Liquid or gaseus goods

Other types of freight
0

R

20% 40% 60% 80% 100%

m Possible m Not possible

Figure 118: Types of goods that can be transloaded in terminals other than combined transport terminals
(2024)

In addition to the above-mentioned categories of freight, approximately 15% of the locations with
conventional loading and unloading facilities also transloaded other types of freight. These included palletised
goods for forklifts, wind turbines, chemical products on pallets, military tracked vehicles, motor vehicles of all

types, and heavy goods.

In April 2025, the Bundesnetzagentur published on its homepage an interactive map showing the locations of
loading and unloading facilities in Germany. It can be accessed at:
https://www.bundesnetzagentur.de/DE/Fachthemen/Eisenbahnen/Infrastrukturkarten/start.html

Independently of this, the following map shows the locations of all currently known loading and unloading

facilities in Germany (see Figure 119).

7 DB InfraGO AG’s loading terminals are not included in these observations. DB InfraGO AG did not provide relevant information for

lack of own data.


https://www.bundesnetzagentur.de/DE/Fachthemen/Eisenbahnen/Infrastrukturkarten/start.html
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Figure 119: Locations of loading and unloading facilities in Germany (2024)
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5.4.3  Railinfrastructure in ports

The Bundesnetzagentur currently has knowledge of 140 port locations'® with rail infrastructure. These are
“classic” port railways and not simply all service facilities that are located in a port. At these more than 140
locations there are known to be further undertakings operating transloading facilities with track systems
(conventional freight terminals and combined transport terminals), storage sidings, train formation
facilities/marshalling yards, maintenance facilities and refuelling facilities (fuelling stations). These
undertakings are known to have more than 280 facility locations.

Measured in terms of user numbers and revenue, Hamburg and Bremen are the largest ports with rail
infrastructure. There are 30 locations in Lower Saxony and more than 20 in North Rhine-Westphalia. The
states Schleswig-Holstein, Rhineland-Palatinate, Mecklenburg-Western Pomerania and Bavaria each have
more than 10 locations with rail infrastructure in ports.

At more than 70 locations, the rail infrastructure operator in the port (“classic port operator”) is also the
operator of a transloading facility (conventional freight terminal or terminal for combined transport services)

with a track system.

In order to ensure reasonable, non-discriminatory access to public railway infrastructure, more than 90% of
the operators of a port railway'® have issued a network statement for service facilities.

At slightly more than half of the port locations with rail infrastructure, only one company operates the
infrastructure (track system and transloading facilities).

The locations of ports with railway infrastructure are shown on the following map (see Figure 120).

18 These are geographical locations (such as the names of cities). When all undertakings (including those with a different address) are
counted, there are more than 290 facilities.
19 “Classic” port railways are meant here. When all public undertakings with railway infrastructure in a port are included, around 70% of

the locations have a network statement.
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Figure 120: Locations of ports with rail infrastructure
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5.5 Access to service facilities

5.5.1 Network statements for service facilities

Service facility operators are required by law to provide all access beneficiaries access under non-
discriminatory terms and conditions to the infrastructure they operate.

The network statements for service facilities that market participants have prepared are reviewed by the
Bundesnetzagentur before they go into effect to ensure they are in conformity with the law.

When certain conditions are met, such as the applicant holding a position in the market that is not relevant to
competition, the Bundesnetzagentur can, upon request, issue an exemption from this requirement. However,
even then there are still minimum obligations that must be fulfilled, such as preparing an infrastructure
description (description of the service facility).

In 2024, 64% of service facility operators that were required to prepare a network statement had one (see
Figure 121); however, only 54% also opt to publish it.

40 46 46 47 47 46
60 54 54 53 53 54

2020 2021 2022 2023 2024 2025

® With a network statement = Without a network statement

Figure 121: Service facility operators that have published a network statement (2020-2024; in %)

5.5.2  Assessment of access to service facilities

Most of the ratings for access to service facilities remained constant compared with the previous year. The
rating for storage sidings fell slightly over the previous year. The level of satisfaction was lowest regarding
access to storage sidings which received an average rating of 3.1. Compared with 2024, the rating for access to
refuelling facilities also worsened by 0.1 point in 2025. Although access to freight terminals was rated slightly
better (total rating of 2.6), the remaining categories did not change over the previous year and placed in the
middle of the 2 range (see Figure 122).
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Access to service facilites

Freight terminals 2.6 2.7 2.7 2.7 2.6

Marshalling yards / train formation facilities 2.8 2.7 2.8 2.8 2.8 ->
Storage sidings 2.9 3.0 2.9 3.0 3.1

Ports with rail infrastructure 2.5 2.5 25 24 2.4 -
Maintenane facilities 2.6 2.6 2.6 2.6 2.6 ->
Refuelling facilities 23 23 2.3 2.3 2.4 N
Passenger stations / stops 2,3 2,4 2.3 2.3 2.3 ->
Development status of passenger stations / stops 2,7 2,6 2.6 2.6 2.6 -
Maintenance status of passenger stations / stops 2.8 2.7 2.7 2.7 2.7 -
Training facilities 2.4 2.4 2.3 2.3 2.3 ->

Figure 122: Ratings for access to service facilities (2021-2025; average values; scale of 1 (very good/no need for
action) to 5 (unsatisfactory/urgent need for action)). The arrows indicate the trend from 2024 to 2025.

5.6 Service facility charges

5.6.1 List of charges for service facilities

Operators of service facilities are required by law to set charges for the use of their infrastructure and publish
them in a list of charges. These usage charges are to be collected on a non-discriminatory basis from all users
of the respective railway infrastructure. This also applies to undertakings that are affiliated under corporate

law.

Operators of service facilities that are used exclusively for museum-related or heritage railway purposes are
exempt from this requirement. This exemption applies to 25 of the approximate 700 service facility operators

in Germany.

In 2024, 52% of the undertakings that operate service facilities had drawn up corresponding lists of their
charges, slightly more than in the previous year (see Figure 123). This increase was primarily due to
information received from undertakings that had been contacted for the first time in connection with the
market survey. They had not yet been asked by the Bundesnetzagentur to prepare a network statement for

service facilities and a list of their service charges.
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m With a list of charges m Without a list of charges

Figure 123: Service facility operators that have drawn up lists of their charges (2020-2024; in %)

5.6.2  Access beneficiaries’ assessment of charges

As part of the Bundesnetzagentur’s annual market survey, access beneficiaries are given the opportunity to
rate the level of non-discrimination in the pricing systems and the price-performance of the pricing systems
on a scale of 1 (very good/no need for action) to 5 (unsatisfactory/urgent need for action).

During the time from 2021 to 2025, the ratings worsened in some cases and placed only in the mid-range of
the scale on average. It should be noted that most of the assessments regarding charges have deteriorated. The
area of passenger stations/stops received a rating of 2.4, putting it at the top of the list for the level of non-

discrimination in pricing systems (see Figure 124 and Figure 125).

Price-performance ratio

Passenger stations / stops 2.7 2.7 2.7 2.6 2.7 N
Freight terminals 2.7 2.7 2.8 2.7 2.7 -
Marshalling yards / train formation facilities 2.8 29 2.8 2.8 29 N
Storage sidings 3.0 3.0 3.0 3.0 3.1 N
Ports with rail infrastructure 2.7 2.7 2.6 2.6 2.6 -
Maintenance facilities 2.7 2.7 2.7 2.7 2.8 N
Refuelling facilities 25 25 2.5 2.5 2.6 N
Traction current (traction power) 2.8 3.1 3.1 29 29 -

Figure 124: Ratings assigned by railway undertaking for the price-performance of the pricing systems (2021-
2025; average values; scale of 1 (very good/no need for action) to 5 (unsatisfactory/urgent need for action)).
The arrows indicate the trend from 2024 to 2025.
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Non-discrimination in charging systems

Passenger stations / stops 2.4 2.4 2.5 2.5 2.4

Freight Terminals 24 2,4 2.5 24 25 N
Marshalling yards / train formation facilities 2.6 2.6 2.7 2.6 2.7 N
Storage sidings 2.7 2,6 2.7 2.7 2.7 -
Ports with rail infrastructure 23 2.4 2.4 2.4 2.4 ->
Maintenance facilities 2.5 2.4 2.5 2.5 2.5 ->
Traction current (traction power) 2.4 2.7 2.6 2.5 2.5 -

Figure 125: Ratings assigned by railway undertakings for the level of non-discrimination in the pricing
systems (2021-2025; average values; scale of 1 (very good/no need for action) to 5 (unsatisfactory/urgent need

for action)). The arrows indicate the trend from 2024 to 2025.
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6 Industrial railways

6.1 Industrial railway operators

During the past two years the Bundesnetzagentur was in contact with the competent licensing authorities of
the individual federal states (federal state rail supervisory authorities). After conducting a comparison of data,
the Bundesnetzagentur included other industrial railway operators for the first time in its latest surveys to

gain a better picture of the market situation.

For the 2024 reporting year, the Bundesnetzagentur collected data from more than 1,300 industrial railway
operators (owners and operators of industrial railways and private sidings). The Bundesnetzagentur currently
has information about approximately 2,060 industrial railway sites (including sites that are not ready for
operation). The number of sites has declined in recent years due to the dismantling and decommissioning of

railway sidings and to the termination of infrastructure access agreements.

More than 310 of these sites were not used for freight transport in 2024. Over 410 others were not ready for
operation and therefore could not be used by railway undertakings. One of the reasons for sites not being
ready for operation was the need to cut back vegetation. Freight was transloaded at more than 1,310 sites.

Over two thirds operate their industrial railway at the respective sites themselves.

More than 50% of all industrial railways are connected to the public network of federally owned railway
infrastructure managers. The remaining industrial railways are connected to the public network via non-

federally owned railway infrastructure managers or other industrial railways.

Looking at a breakdown of operational industrial railways that were used and those that were not used in
2024, more than 67% of the sites were operated as “closed” industrial railways. In other words, they could only
be used by one railway undertaking. More than 17% of the sites were “partially closed” and another
approximate 16% were “open”. These sites could be used by more than one railway undertaking.

North Rhine-Westphalia has the most industrial railway sites (491 sites). Bavaria has 298 sites and Lower

Saxony 257 sites.

Various types of facilities were operated at the individual industrial railway sites. These included loading and
unloading facilities, storage sidings, train formation facilities/marshalling yards, maintenance facilities,

refuelling facilities and, in individual cases, passenger stations.
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Figure 126 below shows the number of all industrial railway sites in Germany, broken down by federal state.?

Federal state Total

Baden-Wiirttemberg 254
Bavaria 298
Berlin 15
Brandenburg 72
Bremen 27
Hamburg 49
Hesse 110
Mecklenburg-Western Pomerania 32
Lower Saxony 253
North Rhine-Westphalia 491
Rhineland-Palatinate 74
Saarland 28
Saxony 128
Saxony-Anhalt 127
Schleswig-Holstein 36
Thuringia 68

Figure 126: Number of industrial railway sites in each federal state (2024)

The industrial railway operators also carry out maintenance work at around 20 sites.

6.2 Resources of industrial railways

In 2024, the industrial railway operators had around 8,470 full-time equivalent employees.

Tracks with a total length of around 6,250 km and routes with a total length of over 420 km were in use at

more than 2,060 sites.

6.3 Transport volumes and types of freight

The industrial railway operators reported transporting more than 243mn tonnes of incoming goods, which is
around 37% of total rail freight volume, and more than 194mn tonnes of outgoing goods on their respective

industrial railways. The sum of the incoming and outgoing goods thus exceeded 437mn tonnes.

As part of the Bundesnetzagentur’s annual market survey, industrial railway operators can optionally specify
the type of freight and goods that can be transloaded at each site. The following table lists the different types
of freight and the number of sites at which each type can be handled; sites at which more than one type can be
handled are counted more than once. Operators could also indicate further types of freight handled at their

sites. These included biodiesel, sand and gravel, fertilisers, construction site equipment, palletised goods, sugar

20 Irrespective of whether the industrial railway infrastructure was used or was not ready for operation.
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(loose and packaged), gypsum products, montane wax, bulk freight, sodium bicarbonate, filter cake,
agricultural lime, copper and refrigerating appliances (see Figure 127).

Agricultural goods (grain, oilseeds, feed, etc.) 81
Wood and other forest products 80
Goods in combined transport (container, swap bodies, trailers, etc.) 94
Papier rolls and other pulp products 55
Vehicles, machinary and machine parts 108
Steel products (coils, slabs, steal beam, steel profiles, sheets, etc.) 277
Scrap metal (NE- and other scrap metal) 242
Waste/Disposal (waste papier, waste glas, old textiles, building material recycling, etc.) 92
Liquid or gaseous goods (petroleum products, gases, crude oil, vegetable oils, etc.) 213
Bulk good (coal, ores, stones, grounds, building materials, etc.) 218
Chemicals, fertilizer 182
Dangerous goods 218
Components and finished parts made of concrete 60

Figure 127: Overview of the number of times selected types of freight were handled (2024; number of sites
handling the respective type of freight)

In April 2025, the Bundesnetzagentur published on its homepage an interactive map showing the locations of
industrial railways whose operators did not withhold consent to their disclosure. This map can be accessed at:

https://www.bundesnetzagentur.de/DE/Fachthemen/Eisenbahnen/Infrastrukturkarten/start.html

Independently of this, the industrial railway sites are also shown on the following map (see Figure 128).


https://www.bundesnetzagentur.de/DE/Fachthemen/Eisenbahnen/Infrastrukturkarten/start.html

BUNDESNETZAGENTUR | 119

Factory réi_IWay operators

Figure 128: Industrial railway sites (2024)
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7 International market monitoring

7.1 IRG-Rail Market Monitoring of the European railway market

The Independent Regulators' Group-Rail (IRG-Rail) is a European network of independent regulatory bodies.
Every year the group issues a comprehensive report on the European railway market. The European rail
market analysed by IRG-Rail extends beyond the European Union and includes markets in non-EU countries
such as Kosovo, Serbia, Switzerland and the United Kingdom. Thirty-one governments provided their data on
the railway market for the 13th report for the 2023 reporting year. Taken together, the route lengths of the
railway networks in the participating countries total approximately 233,000 km. This figure has remained

stable for over 10 years.

Figure 129: Route length per country in Europe (2023; in kilometres)
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At the end of 2023, 57% of the European network was electrified. The degree of electrification is increasing
only very slowly, by an average of 0.5% per year. Electrification rates seen in the individual countries however
vary greatly, from 0% in Kosovo to 100% in Switzerland. Most countries in Western Europe, particularly
Benelux, report rates above 70%. At 55%, Germany remains below the European average. The Baltics and
Southeastern Europe as well as Great Britain and Denmark report electrification rates of less than 40%.
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Figure 130: Degree of electrification of the railway network of the respective countries (2023; in %)

Operating performance in 2023 remained stable overall but exhibited differences between passenger and
freight transport. Rail freight transport saw a 6% decline in the number of train-kilometres travelled, while rail
passenger transport saw an increase. This increase was also reflected in the number of passengers, which grew
15% over the level seen in 2022. Europe as a whole has not returned to the levels reported in 2019, although a

few countries such as Germany have.
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Figure 131: Total operating performance of the European countries (2023; in billions of train-kilometres) (left);
Number of passengers transported in Europe (2023; in billions) (right)

The level of network utilisation rose slightly in 2023, driven by passenger trains. It remained however slightly
below the record high set in 2019. An average of 53 trains travelled per day and train-kilometre on the
European rail network.
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Figure 132: Network utilisation in Europe overall and broken down by passenger transport and freight

transport (2023; in trains per train-kilometre and day)

However, network utilisation in the individual countries varied greatly. Considerably more than 100 trains
travelled per day and train-kilometre in the Netherlands and Switzerland. By contrast, this was just slightly
more than 10 trains in the Baltic states. Looking at the average number of trains in western industrialised

countries, Germany can be found in midfield with around 80 trains.
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Figure 133: Combined network utilisation in the respective countries and broken down by passenger
transport and freight transport (2023; in trains per train-kilometre per day)

Transport performance in Europe was not uniform. Nearly all countries saw a decline in rail freight transport.
Net tonne-kilometres fell by 8% in 2023. In this area, economic and political crises as well as large inflation-

driven cost increases had an impact on demand.

By contrast, the number of passenger-kilometres travelled in rail passenger transport increased by 12%, once
again slightly exceeding the numbers reported in 2019. In addition to the catch-up effect following the
pandemic, new train connections, particularly in high-speed and international transport, had a positive

impact.
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Figure 134: Transport performance of the European countries; rail freight transport (2023; in billions of net
tonne-kilometres) (left); Rail passenger transport (2023; in billions of passenger kilometres) (right)

One decisive factor for the railway undertakings’ economic development continues to be the price of energy.
The price paid for traction current increased again markedly in 2023, while the average price paid for a litre of
diesel fuel fell significantly following the high reported in the previous year. The rate of increase is however
already less than in the previous year. Consequently, prices can be expected to stabilise or, as in Germany, fall
in 2024.

Diesel price per litre Electricity price per kWh
131
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Figure 135: Development of energy prices; average price paid for diesel fuel for railway vehicles (2023; in euros
per litre) (left); Average price paid for traction current (2023; in euros per kWh) (right)

Track access charges per train-kilometre are increasing throughout Europe. Although the increase for freight
train paths is not very large, it ends a years-long trend of declining train access charges in this segment. The
charges for passenger train paths had already risen significantly in 2022 and then continued to rise in 2023 as
well, increasing by around 10% within two years. The train access charges that have already been approved for

the following years will continue this trend.



124 | BUNDESNETZAGENTUR

5.08 512
471 4.72
i i 2.93

2019 2020 2021 2022 2023
m all traffic M passenger u freight

5.40
5.09

4.69

Figure 136: Total average track access charges paid and broken down by passenger transport and freight

transport (2023; in euros per train-kilometre)

Consistently positive trends can be observed in the area of competition. Competitor railways won market
share from domestic incumbents not only in the passenger transport segment but also in freight transport. In
the area of rail passenger transport, the market share held by domestic incumbents fell below 75% for the first
time. Rail freight transport saw competitor railways gain an appreciable three percentage points, increasing
their market share to 55%. The decline in rail freight transport business has been primarily at the expense of
domestic incumbents, while privately owned competitors were able to preserve and increase the amount of

transport services they provide thanks to their greater flexibility.

passenger freight
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Figure 137: Development of the market shares (2023; in %); Rail passenger transport (left); Rail freight
transport (right)

The 13th IRG-Rail Market Monitoring Report with statistics for 2023 and the preceding reports are available
on the IRG website. The 14th IRG-Rail Market Monitoring Report with data for 2024 is scheduled to be
released in April 2026.

https://www.irg-rail.eu/irg/documents/market-monitoring


https://www.irg-rail.eu/irg/documents/market-monitoring
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7.2 RMMS (Rail Market Monitoring Scheme of the European Commission)

Pursuant to Article 15(4) of Directive 2012/34/EU, the European Commission is required to report every two
years to the European Parliament and the Council on the railway transport market in Europe.

These reports examine the state of the railway network in the European Union as per the above-mentioned
Directive, as well as the evolution of the internal market for rail services and the development of service
quality. They also map out the evolution of framework conditions such as infrastructure charges, capacity
allocation and infrastructure restrictions, infrastructure expenditure and financing, plus price development,

the quality of passenger transport services, the evolution of employment and the social conditions.

The European Commission issued Implementing Regulation (EU) 2015/1100 in July 2015. This Regulation
requires Member States to provide the European Commission specific information regarding the
development of their railway markets. This is done as part of the Rail Market Monitoring Scheme (RMMS).

The 9th monitoring report was released in July 2025. It describes developments in the railway market in the

European Union during the years 2018 to 2022.

Looking at transport volumes, passenger and freight volumes increased by approximately 3% a year until
2019. Passenger volume then dropped by 46% in 2020 due to the COVID-19 pandemic. Rail freight transport
fell by 8% during the same period. The market share held by competitors steadily increased from 2018 to 2022

in the wake of the opening of the EU railway market.

Approximately 900,000 persons were employed by railway undertakings and infrastructure managers in the
EU in 2022. That same year, 42% of all employees were over 50 years of age. At 77%, the vast majority of

employees were male.

The total length of the railway network in the European Union was approximately 202,000 km in 2022. Fifty-
seven percent of the railway network was electrified. The high-speed network covered more than 12,000 km.

The 9th monitoring report is available in English at: https://transport.ec.europa.eu/news-
events/news/european-commission-adopts-9th-report-development-rail-market-2025-07-30_en
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8 Background to the market analysis

The Bundesnetzagentur works to ensure fair and effective competition in the railway market. The background
to the survey is discussed in further detail below.

8.1 The Bundesnetzagentur’s mandate

The Bundesnetzagentur analyses trends in the railway market on a regular basis. This work helps to identify
potential discrimination at an early point in time and strengthen competition.

Statistical data and analyses which provide insights into the structure and development of the railway sector
are published in its Railway Market Analysis. The scope of the Bundesnetzagentur’s market monitoring
activities is defined in section 17 of the Rail Regulation Act.

8.2  Railway market analysis conducted by the Bundesnetzagentur

The Bundesnetzagentur’s specific duties and powers are set forth in the Rail Regulation Act (ERegG) and the
General Railway Act (AEG).

To fulfil its market monitoring responsibilities under section 17 ERegG, the Bundesnetzagentur has conducted
written surveys to collect market data each year since it took up its work in 2006. For its 2025 market
monitoring for the 2024 reporting year, the Bundesnetzagentur sent its questionnaire to around 2,550 market
players.
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Figure 138: Market definition used in rail market monitoring

The Rail Regulation Act requires all market players, including operators of industrial railways, heritage
railways and non-standard-gauge railways, to provide information to the Bundesnetzagentur. There are no
exemptions from the requirement to participate in the market survey. In the event that a market player does
not comply with the requirement to provide information, the Bundesnetzagentur can (in accordance with
section 67(4) in conjunction with section 67(1) ERegG) impose an administrative fine of up to €500,000.
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The results of the market survey are published in both the “Railway Market Analysis” and in the
Bundesnetzagentur’s “Activity Report — Railways” (section 71 ERegG). The market analysis contains statistical
data and analyses of them, while the activity report focuses on the regulatory aspects of the market. The
market analysis enables interested parties to gain insights into the development and structure of the rail
sector.

In addition, as part of the Rail Market Monitoring Scheme (RMMS), Member States of the European Union are
required by Implementing Regulation (EU) 2015/1100 to provide the European Commission with specific
information on the development of the rail market.

8.3  Market definition and survey scope

Undertakings that operate infrastructure are classified as infrastructure managers or service facility operators,
depending on the type of infrastructure they operate. Undertakings that offer transport services on this
railway infrastructure are referred to as railway undertakings (RUs).

In addition to data that the Bundesnetzagentur collects directly, the market analysis draws on information
from other sources including the Federal Statistical Office, the Federal Logistics and Mobility Office and the
Federal Railway Authority. Wherever data is not from the market analysis, the source is separately identified.

The market analysis used data from more than 370 railway undertakings that were currently active in the
market, of which 125 provided regional and local passenger services, 34 long-distance passenger services and
256 freight services. Data on other transport services and shunting operations was also taken into account. The
analysis also used data from about 148 route operators, more than 700 service facility operators and over 1,300
industrial railway operators. In addition, more than 30 regional transport authorities provided the
Bundesnetzagentur with data for the 2025 reporting year. The Bundesnetzagentur thanks all market players
for their support in connection with the market survey.

8.4  Special features of the analysis

The values shown in the charts and tables are generally rounded off to one decimal place. Sum totals can
deviate from the sum of the individual values shown in this report when the sum totals use absolute numbers
while the individual values are rounded off.

Some of the graphics show the years 2019-2024 in order to depict the impact of the pandemic. As a rule, the
last five years (2020-2024 or 2021-2025) are shown.

8.5 Method for rating influencing factors

As part of the survey, market players are asked to subjectively rate aspects of access and non-discrimination
on a scale of 1 (very good, no need for action) to 5 (unsatisfactory, urgent need for action). The influencing
factors rated by the market players are shown in table form.

Even though this particular part of the survey is optional for respondents, many of the railway undertakings
provide an assessment of the current market situation. The published findings therefore reflect the market
situation and can be regarded as representative. The order of similar indicators in the ratings is particularly
interesting as it shows the areas where railway undertakings see the most problems.
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Since the participating railway undertakings assess the market from their point of view at the time of the
survey, these findings (unlike the other data for the reporting year) relate to the year in which the

Bundesnetzagentur conducted the survey (2025).
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Annex

Annex 1: Thematic grouping of delay causes from the incentive system for the assessments in 2.2.2
“Network quality”

Group Cause code Reason

18 Operational personnel (network)

28 Technical personnel (network)

48 Personnel Station & Service and DB Energie
Personnel

58 Transport personnel RU

68 Technical personnel (RU)

81 Network control centre order to strike

19 Other operation network

20 Overhead contact line systems

21 Telecommunications systems

22 Construction projects

23 Track

24 Level crossing protection systems
Infrastructure

25 Electrical circuit and safety systems

26 Turnouts

29 Other technology network

30 Deficiencies on the speed-restricted line

46 DB Energie facilities

47 Station & Service facilities
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49 Other Station & Service and DB Energie
27 Network vehicles
62 Passenger vehicles
Railway vehicles 63 Freight wagons
64 Tractive vehicles
69 Other vehicles RU
14 Initial delay of trains on the network
50 Exceeding the stop time
51 Request of the RU
52 Loading operations
53 Irregularities in the load
Provision of transport - -
services/operation > Train preparation
57 No cause reported by RU
59 Other transport-related reasons RU
60 Vehicle movement/operational planning
61 Formation of train by RU
95 Splitting trains
91 Headway (train concerned was on schedule)
92 Headway (train concerned was late)
Headway
93 Turnround time
94 Connection
External factors 40 Next IM
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41 Previous IM

70 Next RU

71 Previous RU

80 External causes - next IM

82 Weather conditions

83 Greasy surface

84 Authorities

85 External factors

90 Hazardous events

10 Scheduling (sales)
Timetabling 12 Scheduling error

13 Preparation (operations)

31 Construction work

Construction work

32 Construction work irregularities




144 | BUNDESNETZAGENTUR

Annex 2: Explanatory comments on delay causes from the incentive system for the assessments in
2.2.2 “Network quality”

Cause
Reason Examples
code
. Irregularities or deviations in scheduling processes and
10 Scheduling (sales) . )
hand-over train for operation.
12 Scheduling error Irregularities in the train scheduling process.
. . Irregularities in operational preparation and support
13 Preparation (operations)
processes
Initial delay of trains on the .
14 Late departure of DB Netz AG trains.
network
18 Operational personnel Personnel-related reasons in the area of scheduling and
(network) railway service.
. Disruptions in carrying out operations not attributable to
19 Other operation network
codes 10 to 18.
20 Overhead contact line Limited availability or irregularities in power supply systems
systems for electrical traction and infrastructure.
51 Telecommunications Limited availability or
systems irregularities in telecommunications systems.
Limited availability or irregularities
22 Construction projects on bridges and tunnels and other route construction
projects.
Limited availability or
23 Track ) L
irregularities in the track systems.
04 Level crossing protection Limited availability or
systems irregularities in level crossing protection systems.
s Electrical circuit and safety Limited availability or
systems irregularities in electrical circuit and safety systems.
26 Turnouts Limited availability or irregularities in turnouts.
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Irregularities in DB Netz AG trains (eg breakdown train,

27 Network vehicles i
emergency cranes, measurement vehicles).
- Technical personnel Personnel-related reasons in the area of maintenance and
(network) persons acting on their behalf.
Limited availability or irregularities in network technology
not attributable to codes 20 to 27. Required system tests and
29 Other technology network L .
false alarms and indicators of possible faulty network
technology that have been received.
L Lines subject to speed restriction due to deficiencies.
Deficiencies on the speed- ] ] ) ]
30 . . This also includes lines that have been made subject to speed
restricted line o .
restriction by an authority.
. Construction work and construction-related diversions and
31 Construction work .
work on or near the railway track.
. Construction work and work with advice of work in
Construction work ] . o
32 . . progress or operational order that arises through deviation
irregularities .
from planning.
Additional delays that arise on the DB Netz network but that
are the result of technical, operational or other limitations
40 Next IM . .
for an infrastructure manager or route operator taking over
the train.
Additional delays that arise on the DB Netz network but that
. are the result of technical, operational or other limitations
41 Previous IM . .
for an infrastructure manager or route operator handing
over the train.
Limited availability and irregularities in the provision of
46 DB Energie facilities traction current or electricity for service facilities through
DB Energie or a subcontractor.
47 Station & Service facilities Irregularities at DB Station & Service facilities.
18 Personnel at Station & Personnel-related causes at DB Station & Service or
Service or DB Energie DB Energie or persons acting on their behalf.
19 Other Station & Service or Irregularities at DB Station & Service or DB Energie not

DB Energie

attributable to codes 46 to 48.
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Exceeding scheduled stop times in train stations and at

50 Exceeding the stop time
stops.
RU requests to DB Netz regarding changes to scheduled
journey and stop times,
51 Request of the RU ] ] o .
routing, train destinations or for unscheduled train
handling.
. . Loading operations/catering during train journeys after the
52 Loading operations .
train has been successfully handed over to DB Netz.
Irregularities in the load during the train journey. This
L includes irregularities in loaded railway vehicles, vehicle
53 Irregularities in the load . ) ) ]
parts and mounting material for trains of accompanied
motorcars, “rolling road” trains and similar transports.
. . Trains handed over late to DB Netz in stations where the
54 Train preparation L. .
train journey begins.
Departing late, running behind schedule or exceeding the
57 No cause reported by RU . . . ) o
stop time with no information from the train dispatcher.
Personnel-related reasons in the area of train crews,
58 Transport personnel RU . . .
catering/service staff and staff who prepare the trains.
59 Other transport-related Transport-related reasons not attributable to
reasons RU codes 50 to 58.
Vehicle . . . . I
. Planning error in the running of vehicles and deviations
60 movement/operational . L
. from the planned vehicle characteristics.
planning
61 Formation of train by RU RU-related irregularities in scheduled train formation.
Irregularities in passenger vehicles and/or attached vehicles.
. This includes irregularities in control cars, inactive tractive
62 Passenger vehicle ] . . . ]
vehicles, multiple unit trains and, where applicable, attached
freight wagons.
Irregularities in freight wagons and/or attached vehicles.
) This includes irregularities in non-active tractive vehicles,
63 Freight wagons

multiple unit trains and, where applicable, attached

passenger railway vehicles.
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Irregularities in active tractive vehicles, multiple unit trains

64 Tractive vehicles . . . . .
and railcars (including tractive vehicles).
Personnel-related causes in the area of technical RU
68 Technical personnel (RU) personnel (train drivers, on-board technicians, shunters,
examiners.
Vehicle or personnel-related irregularities not attributable to
69 Other technology network
codes 60 to 68.
Additional delays that arise in DB Netz AG territory
70 Next RU but that are the result of irregularities caused on external
infrastructure by the RU taking over the train.
Additional delays that arise in DB Netz AG territory but that
71 Previous RU are the result of irregularities caused on external
infrastructure by the RU handing over the train.
80 External causes - next IM External causes at external IMs.
Network control centre .
81 . Delays as a result of personnel on strike.
order to strike
Irregularities in facilities, vehicles or other limitations to
82 Weather conditions railway operation when the irregularities were
demonstrably caused by exceptional weather conditions.
Traction problems due to slippery rails or related
83 Greasy surface .
precautionary orders.
. Authority order, rescue operation or precautionary orders
84 Authorities L
from the authorities to prevent damage.
Irregularities in facilities, vehicles and other operational
85 External factors o
limitations caused by external factors.
Hazardous events according to specifications of the German
90 Hazardous events . . o
Federal Bureau of Railway Accident Investigation.
o1 Headway (train concerned Required headway rules if the train concerned is displaced
was on schedule) from its own train path due to another train’s delay.
9 Headway (train concerned Headway rules if the train concerned is delayed again by

was late)

waiting due to its own delay.
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Transferring the delay when one train arrives to the

93 Turnround time departure of another train so that the personnel or vehicle
can be re-used. The train number must be changed.
. Making a connection in accordance with the wait time rules
94 Connection L
under Guideline 420.0401Z01.
95 Splitting trains Scheduled splitting or joining of trains at stopover points.
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