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A. THE SAXONPART

1. The objective of the investigation

The procurement and financing of rolling stock, whether freight or passenger , is a major challenge for
railway undertakings. The purchase of a commuter railcar costs several million euros, depending on the
configurati on and type of vehicle. An electric locomotive with an ETCS module and the option of cross -

border operaton costs between G4 million and 04.5 million,

the procurement volume .

In regional rail passenger transport (German abbreviation: SPNV: Schienenpersonennahverkehr), there has
been a change in vehicle procurement that is still progressing. Innovative, tailor -made procurement mo d-
els ensure more competition and cost -effective procurement. In the cross-border regional rail passenger
transport between Germany and Poland examined here, it should be considered that there is currently no
electrically powered multiple unit concept s on the vehicle market that is equipped with  both the German
and Polish train security and power systems. The available or used electric multiple units are usually au-
thori zed either in Germany or in Poland. The procurement costs amountto appr o X . 0 5 t
vehicle (e.g. five -part multiple unit). For multi -system vehicles, the procurement costs are estimated to

be between 30 and 50 % higher.

The aim of the study is first of all to show the general procurement models as well as their advantages and
disadvantages, in particular concerning the possibility of purchasing a rolling stock for cross-border traffic

between Germany and Poland. Based onthe general procurement possibilities and forms of financing, a
rough guideline for the cross -border procurement of rail vehicles in regional rail passenger transport will

be developed.

The reason for the study is the complete line electrification between Dresden and Wroclaw, which is e x-
pected to be availa ble from the beginning of the 2030s, and the resulting possibilities for transfer -free
regional and long-distance passenger transport on this route.
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2. Methodical procedure

The basis for the multinational procurement and financing model is formed by the pr evailing framework
conditions for the financing and awarding of transport services in regional passenger transport in Germany
and Poland. The differences and similarities in connection with the financing and procurement of rolling
stock in Germany and Poland will be worked out in a first step. At the same time,  existing studies on vehi-
cle procurement models and financing options for vehicles will be evaluated.  Subsequently, models from
practice are presented and analysed.

The preparation of a general guidel ine for cross-border vehicle procurement, which considers the financ-
ing possibilities, will be based on the results of the previous working points.
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3. Financing of Regional Rail Passenger Transport in
Germany and Poland

3.1. Financing Regional Rail Passenger Transport Germany

The current financing structure for regional passenger transport in Germany is highly complex. Various
financing instruments are available, with four main financing pillars emerging. In addition to regionalis  a-
tion funds under the Regionalisation Act, the Regional Rail Passenger Transportis financed by subsidies
from the Municipal Transport Financing Act (Gemeindeverkehrsfinanzierungsgesetz) or the Unbundling Act
(Entflechtungsgesetz), funds from the Federal Railway Expansion Act (Bundesshienenwegeausbaugesetz
BSAG, the Service and Financing Agreement (Leistungs- und Finanzierungsvereinbarung) and by fare rev e-
nues.

A major cost factor for the railway undertaking (RU)is the financing of the rolling stock. Depending on the
type of vehicle and the service provided, the capital costs for the vehicles are between 15 % and 20 % of
the total cost of providing a train kilometre .*

In Germany, regional (local) and long-distance transport can be easily distinguished based onthe continu-
ing implement ations. The difference does not only result from the definition of local transport, which in
the majority of cases refers to a travel distance of up to 50 km but also from the organisational separa-
tion. Local public transport is under the responsibility of the federal states or their relevant organisations,
which order the operational services from RUs . As a rule, transport services must be put out to tender
throughout Europe, depending on the transport volume. Competition has become the norm for Regional
Rail Passenger Transport awards.? The award periods in Germany are usually 10-15 years, which is partly
due to the necessary procurement in connection with capital costs. In case of the connection between
Dresden and Wroclaw, there have not been any long-distance services in the strict sense for some time.
Instead, a cross-border regional express connection was maintained in various constellations between 2008
and 2018 which came to a provisional end with the start of electric train operation on the Polish  side.
The regional express service is thus an exception and was achieved with great effort on the German and
Polish sides and in the absence of comparable long-distance services. On the other hand, the Regional
Express has led to a high quality of developm ent of the two border regions. In the long term, however,
regular, transfer -free long-distance transport connections in the corridor described are desirable and ne c-
essary for reasons of attractiveness, among others. Long -distance transport connections are generally op-
erated on a commercial basis. The electrification and the closing of the gap between Dresden & Gorlitz
Zgorzelec is an essential basis for an economical long-distance rail passenger transport .

The state railways Deutsche Bahn(DB) has been losing more and more market share in regional rail pas-
senger transport since the opening of the market due to increased competition. In  recent years, the m a-
jority of regional rail passenger transport services were awarded to competitors of DB Regio. The chart
Figure 1 shows the share of bidders in completed rail passenger awards in 2016. To continue to ensure
competition in rail passenger invitations to tender, public authorities have deve loped various financing
models so that procurement does not have to be carried out by the RU. The models are explained in Chap-
ter O.

! Transport Economy and Logistics Centre (Zentrum Transportwirtschaft und Logistik): ~ Ausschreibungswettbewerb im europ &-
ischen SPNV®Was kann Osterreich aus den Erfahrungenvon Ausschrébungen in Europa lernen?, Wien, 2013

2 See also: Marx, Westen: Ausschreibung von innovativen Modellen im Naheverkehr, Eisenbahningenieur, Marz 2019
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B Go Ahead (10,1 %)

W Keolis (6,0 %)

Transdev (5,8 %)

B Sonstige (2,1%)

B BeNEX (0%)

M National Express (0 %)

Quelle: mofair

Figure 1: Proportion of bidders awarding  rail passenger services 2016 *

3.2. Financing Regional Rail Passenger Transport Poland

The financing and awarding of rail transport contracts in Poland are very different from that in Germany.

The Polish administrative districts are responsible for awarding and financing regional transport contracts.
In this sense, the local govern ments contribute financial resources to the financing of  rail passenger ser-
vices. Since the end of 2008/beginning of 2009, 16 Polish administrative districts have been owners of the
respective railway companies and rolling stock. * While in Germany regional transport services are te n-
dered and awarded based on secured financing through long-term contracts (e.g. 10 to 15 years), in Po-
land, due to the uncertain financing, only transport contracts with short terms of 3-5 years are common.

In Poland, there is har dly any competition in regional passenger transport. > Asmentioned above, the pu b-
lic railway undertakings are owned by the regional authorities, which means that regional vehicle pools

can often be used, which has a positive impact on costs.

In long-distance rail passenger transport, too, certain services are ordered by the state  through the ce n-

tral infrastructure resort of the Ministry of Transport.

3 Mofair

“ Lars Neumann, Céline Pinto: Strategische Perspektiven der Arbeithehmer im européischen Personenverkehr

® Senate Department for Economics, Technology and Research Berlin (Senatsverwaltung fiir Wirtschaft, Technologie und
ForschungBerlin): Entwicklungen im grenziiberschreitenden Eisenbahnverkehr zwischen Deutschland und Polen, Berlin, 2014
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4.1. General models for vehicle procurement

The vehicle procurement strategy and vehicle financing is an important strategic decision for rail
transport companies. In 2010, the operators in Germany still owned around 89 % of the railcars in the r e-
gional passenger rail network. In the past, the procurement of rolling stock  and financing was left to the
railway undertakings through tendering procedures. This approach is advantageous if standard vehicles are
used and the capacity required for the individual lines can be estimated well in the long term.

In the meantime, more an d more vehicles are provided by leasing companies or by public authorities or
the federal states, which opens up new perspectives for all involved. This chapter describes the general
models for vehicle procurement.

As explained above, in comparison to Poland, the rail vehicles used in Germany are not explicitly owned
by the railway undertaking (or by banks or leasing companies depending on the financing model). Not all
vehicle provision models are explained in this study due to a large number of models. Concerning a poss-
ble joint vehicle procurement between Germany and Poland, the most important supply models are pr e-
sented in this specific context. These are:

A Provision of vehicles by the rail vehicle industry
Procurement of vehicles by railway undertakings
Procurement of vehicles by the regional authorities

Foundation of a joint German -Polish vehicle pool

> > > >

Procurement of vehicles by third parties

In the case of vehicle provision by the manufacturer or the rail vehicle industry, the manufacturer of the
rail vehicles is contractually obliged to produce, supply, rent and maintain the rail vehicles. To keep the
risk as low as possible, the manufacturer usually founds his own company based on the above -mentioned
requirements . In return, the contracting authori ty undertakes to use the vehicles during the rental period
so that the rental costs can be reliably covered. It is also advantageous for the manufacturer if the rental
contract generally corresponds to the life of the vehicles to reduce the residual value risk.

In the ideal case, the public transport authority leases the vehicles to various railway undertakings  (RUS)
over their entire service life to ensure that the vehicles are used to their full capacity. ® RUSs shall then be
contractually obliged to have the repair carried out by the corresponding companies of the manufacturer
subsidiary.® The RUcan also directly access the model ovehicle provision by the manufa cturer 6.

Another form of provision is the provision of vehicles by an RU. In this case, the RU procures the vehicles
itself and is therefore also their owner. The acquisition is made through equity or financing with the i n-
volvement of third parties. It al so has to take care of the maintenance of the vehicles. ° The possibilities of
financing will be discussed in more detail in the next chapter.

A further possibility is the provision of vehicles by the public autho rity or by the state. Here, the public

authority or the state establishes its own company, which acquires and manages rail vehicles itself. When

tendering routes for RUs it will be ensured that the use of vehicles is stipulated contractually to be from
thecontracti ng a dhehmaintenange@an alpodo@tbkenoverbycont racting eut hori
vant organisation.

® ETC Tranport Consultants GmbH: Machbarkeitsstudie fir ein forderfahiges Modell zur nachhaltigen und betreiberneutralen
Fahrzeugbereitstellung, Februar 2018
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Alternatively, the RU can procure the vehicles and pass them on to the contracting authority immediately
after receipt. This makes use of the R U &xspertise, which may not be available to the responsible body.®

In particular, it has been shown that the number of bidders in procedures involving the provision of veh  i-
cles by the public authorit ies or the use of financial assistance is higher on average than in procedures
without such bids by the public authorities.

The Landesnahverkehrsgesellschaft Niedersachsen mbHLNVQ can be cited here as an example. While an
average of 1.7 bidders submitte d bids in procedures without a vehicle pool between 2012 and 2014, the
average number of bidders in procedures with a vehicle pool was 3.8. ’

The objectives of the RUs (participation in tenders, economic efficiency, key figures) and the objectives
of the au thorities (competition, low bid prices, appropriate risk distribution, high performance/quality,
etc.) can be achieved with the help of public authority models. 8

Also, there is the possibility that the public authorities may  set up a joint vehicle pool . The vehicle pool
company then procures the necessary rail vehicles and takes care of the necessary financial resources.
The contracting authority, in turn, issues invitations to tender in which the RUs can wincontracts to ope r-
ate routes. Here it is contract ually agreed that the RU which provides the transport services must rent the
vehicles available in the vehicle pool. © addition, the RU must take care of the maintenance of the rolling
stock and the contracting entity must ensure that the maintenance is carried out comprehensively and
with sufficient care. © The procedure gives the public authority a better control or overview of the veh  i-
cles, as these are not the property of the RU, but belongtothe pub | i ¢ a wehicl®poal.t® Wihsthis
construction it is also possible that the vehicles will be purchased by the RU and later resold to the public
transport authori ty. A prerequisite for a common vehicle pool, however, is that the terms of the transport
contracts of the participating service providers can be harmonised and that both sides have the wil | to
cooperate.

The creation of a joint vehicle pool has some impor tant advantages. This means that the vehicles can be
ordered by the vehicle pool company before the routes are awarded, which in turn prevents the RU from
not having any vehicles to operate the route after winning the tender.  Also, rationalisation benefits can
be achieved and passenger gains can be achieved as new, larger vehicles can be procured. Also, savings
can be achieved since the vehicles for the vehicle pool can be purchased in larger numbers than would be
possible for a single RU. Also, a vehicle p ool can ensure equal opportunities among the individual RUs.
From a financial point of view, a pool of vehicles will facilitate interest payments, since there will be no
interest on capital if regionalisation funds can cover the financing completely .°

In regards to the establishment of a German -Polish vehicle pool, there are further requirements and com-
plexities. The following essential points must be clarified in advance:

A Clarification of the use and procurement of the vehicles
A Carification of the modali ties for vehicle registration with railway authorities ( EBA/UTK

A Clarification of the award procedure

Another conceivable method of vehicle procurement or provision is procurement by third parties. Here
there is first the possibility of the direct procur ement of the vehicles by a third party. In the  process, the
public authorities launch an invitation to tender in which they look for a company to provide the vehicles. e
After winning the tender, this vehicle p rovision company shall be obliged to procure rail vehicles follo wing
the specifications of the responsible body. Also, the company must take care of the financial means to

" Federal Office for Goods Transport (Bundesamt fiir Giiterverkehr): Marktreport SPNV, 2015/2016
8 Transdev: SPNVFahrzeugfinanzierung, 11.Deutscher Nahverkehrstag Kéln
® https:/iwww.Invg.de/spnv/fahrzeuge  -fahrzeugpool/fahrzeugpool, called on 10.05.2019
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purchase the vehicles.® If the public transport authority 6 found a vehicle supply company, it is up to the
public transport authority to determine by invitation to tender that an RU can provide transport services

on the tendered routes. ® The tender stipulates that the RU must rent the vehicles from the vehicle pr o-
curement company and ensure that the vehicles are properly maintained. ® The vehicle supply company
monitors the maintenance, as it has a special interest in ensuring that the vehicles remain in good cond i-
tion. ©

A second option for vehicle procurement by third parties is vehicle procurement by the cont racting au-
thority with subsequent contract transfer to a third party. In this case, the responsible authorities first
search for a vehicle supply company by tender, which is to take over the financing and leasing of the veh i-
cles.® In addition to this, a tendering procedure is carried out by the responsible body in which a rail veh  i-
cle manufacturer is sought who can manufacture the required rail vehicles. Once such a manufacturer has
been found, the public autho rity concludes a sales contract for the rail vehicles. This purchase co ntract is
then transferred to the vehicle supply company. °

The invitation to tender for the provision of transport services stipulates that tenderers must hire vehicles
from the vehicle supply company and are obliged to maintain the vehicles.

4.2. Financing possibilities
4.2.1. General information

In addition to the procurement of vehicles through equity or  revenue reserves (if available), various fi-
nancing models exist on the market. Depending on the financing model, the value of the vehicle serving as
collateral (asset) and the creditwo rthiness of the rail transport company or the investors play a different
role in the financing conditions. The diffe rent financing models do not influence the value of the vehicle
but on the risk distribution between the financier and the railway company '° In general, a distinction

must be made between the following financing models :*°

A Capital market financing
A Loan financing without collateral on vehicles/corporate financing with high credit rating

A Loan financing, with real security on vehicles/classic object financing with  the high significance of real
security

Finance leases and synthetic operating leases

Real Operate Lease/Rental

Capital market financing is an instrument for financially strong and larger transport companies operating
throughout Europe, as well as larger leasing companies. Financing takes place, for exampl e, by issuing
bonds. These bonds are then purchased by several investors, spreading the financing risk and using the
money obtained by issuing the bonds of a company for financing purposes Through capital market finan c-
ing, financing terms of up to 20 year s can be achieved (common duration mainly before the 2008 econo m-
ic crisis).'® Another possibility is the financing of vehicles at favourable conditions with EUROFIMA ** or the
European Investment Bank.

It is al so possible to issue promissory notes. The borrower hands over this promissory note to the lender
and receives a certain sum in return. The lender, in turn, then passes on part or all of the loan to other

1% Allianz pro Schiene: Umweltbezogene Risikobewertung bei der Finanzierung von Schienenfahrzeugen, Berlin 2009
1 European Company for the Financing of Railroad Rolling Stock (www.eurofima.org )
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credit institutions to  minimise his risk*%. Promissay notes are usually only issued for large sums and have a
long maturity. =

Loan financing without collateral requires a relatively high proportion of the customer's equity. Thus, the
financing costs are correspondingly high. The loan is repaid from the cus tomer's cash flow. The borrowing
costs are thus determined based onthe borrower's cash flow. However, the latter may contribute colla t-
eral to the loan that is not the property to be financed (land, office buildings, etc.). This can reduce cre d-
it costs. In general, the maturities of such loans are quite short (one to five years), as the lender bears a
relatively high risk'®. Interest expenses arecomparatively very high.

In the case of loan financing with real security, the object to be financed also serves as security for the
lender. The vehicle, which is to be both financed and used as security, is appraised before the loan is
granted. The economic and technical lifetime plays an important role here, as this also affects the term of
the loan. In general, it can be said that the credit period is about half the life of the vehicle.' The service
life of rail passenger vehicles is generally 30 years and more.

The level of financing costs depends on how universally usable the financed vehicle is. The better its un i-
versal applicability or the robustness of the vehicle, the lower the financing costs, since the probability of
a bad investment is minimized. It is important , however, that the borrower deposits the vehicles as col-
lateral, but still has unrestricted access to his vehicles.

Ideally, the borrower will set up a separate company for this type of credit, which will be used as the
owner of the vehicles. This has the advantage for the borrower that in the event of insolvency of the cu  s-
tomer, the lender can only access the property of the company and cannot intervene in the company i t-
self. On the other hand, the risk is more calculable for the bank, as it can only expe ct the vehicles as a
risk and not the customer's operating business.

With finance leases, the residual value risk lies with the lessee and not with the lessor.  Also, the lessor
has a comprehensive right of recourse against the lessee. Depending on whether the lessee is the owner of
the vehicle and the basic rental period is between 40% and 90% of thedepreciation period, he does not
have to balance the vehicle.

In the case of finance leases, the residual value risk of the vehicle lies with the lessee, who must also
account for the vehicles in accordance with International Financial Reporting Standards (IFRS). As long as
the non-cancellable basic rental period is between 40% and 90% of the depreciation period (depreciation
period according to official tables ) and the lessee is the beneficial owner, the vehicle does not have to be
accounted for by the lessee in Germany in accordance with the provisions of the German Commercial Code
(HGB)™

The lessee can transfer the entire risk to the lessor if a correspondingly high final rental payment has been
agreed. The amount of this final payment is determined by the lessor. This form of leasing is called sy n-
thetic operating leasing. In both cases, the term of the lease is between 5 and 12 years.*°

In the case of so-called real operate leasing, the lessor assumes the residual value risk **and the reuse risk
in addition to his lessor risk so that the lessee does not have to carry the vehicle in his balance sheet.
Operate leasing is the classic form of financing in the competitive market  of rail passenger service.™ The
advantage of such a real Operate Leasing is that the lessor takes care of many formalities, such as com-
cluding the purchase contract for vehicles so that the lessee can concentrate on his core business.*®

12 http://wvww.wirtschaftslexikon.co/d/schuldscheindarlehen/schuldscheindarle hen.htm , called on 07.05.2019

12 http://www.wirtschaftslexikon.co/d/schuldscheindarlehen/schuldscheindarlehen.htm , called on 07.05.2019

4 ELEisenbahningeniur (Thomas Schmidt): Operating Lease: Ein Finanzierungsmodell fir Fahrzeuge im SPNV, November
2015

' Transdev: SPNVFahrzeugfinanzierung, 11.Deutscher Nahverkehrstag Kéin

'8 ElEisenbahningenieur (Thomas Schmidt): Operating Lease: Ein Finanzierungsmodell fir Fahrzeuge im SPNV, November
2015
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Stringent tests exist to qualify as operating leases under IFRS. The lease term may cover only a relatively
small portion of the economic life of the leased asset and the lessee does not have the option to purchase
the leased asset at the end of the lease term at fair value. The shorter the lease term, the more expe  n-
sive the rent usually becomes, because the lessor's residual value risk and the administrative expense ar e
higher than with longer terms.

Also, the lessee cannot purchase the vehicle for its current value after the leasing contract expires *°. The
lessee no longer has any risk as the lessor assumes this. As aconsequence, such a form of leasing is rel a-
tively expensive, as the lessor has the risk paid for and the leasing term is relatively short. In  practice, the
lease term is between one and five years for locomotives and between seven and 15 years for rail passen-
ger vehicles.'® Due to the residual value risks, the spread of operating leases is considered to be rather
low.

4.2.2. Mixed forms of financing with support from public authorities

In addition to the forms of procure ment and financing already mentioned, mixed forms of financing are
becoming increasingly modern with the support of the public authorities.  Examples of this are:

Debt service guarantee

Assumption of the interest rate risk by the responsible body

Re-use / Re-registration Guarantee

BW/VRR Model

> > > >

Extension of the duration of the transport contract to 22.5 years

The debt service guarantee is increasingly used for the individual vehicle provision methods, in particular
for vehicle provision by independent third parties and vehicle procurement by public authorities with co n-
tract transfer. *’

In this case, the task holder guarantees the lender timely payments of the debt service, i.e. the interest
or loan repayment. *® This debt service guarantee can be offered with a tender for the routes. In the °case
of such a debt service guarantee, the RU must transfer the vehicles to a separate company, so that if the
RU becomes insolvent, the vehicles do not become part of the insolvency estate. 2 In a crisis, the respon-
sible body can take over the property company or enter into the rental or leasing agreement. If a claim is
made, the customer's fee shall be reduced by the guarantee amount paid. Within the framework of the
debt service guarantee, various arrangements are possible.

When assuming the interest rate risk, the executing agency assumes the risk of the interest rate change
over the period from submission of the offer to the conclusion of the financing agreements. *® Thus, the
RU does not have to fear a loss if the interest rate develops in such a way that it would ha rm the financing
contract concluded by the RU with third parties.

In the case of a reuse guarantee, the public authority takes over the RU's vehicles as soon as the RU's les-
ing contract expires. *® The public authority shall pay the residual value for the vehicles and make the v e-

Y ETC Transport Consultants GmbH: Machbarkeitsstudie fiir ein férderfahiges Modell zur nachhaltigen und betreiberneutr a-
len
Fahrzeugbereitstellung, Februar 2018

8 VDV/BAGSPNV Vehicle Issues Working Group (Arbeitsgruppéahrzeugfragen): Finanzierungsinstrumente im Besteller
Markt, Marz 2015
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hicles available for a new tender and then hand them over to the tender winner .ZAlternatively, the

awarding authority may group the vehicles in a separate vehicle pool and make the vehicles available to
the winner of the tender . The sale of vehicles is also an option. *

In the case of a re -registration guarantee, the contracting authority shall ensure that new vehicles which
are part of the same tender in the case of a call for tenders shall again be part of the call for tenders in

the case of subsequent calls for tenders. ** Only legal changes can lead to the fact that this guarantee ca n-
not be given. *®

20 BAGSPNVUbersicht Finanzierungsmaglichkeiten Auftraggeber, 2013
2L BAGSPNVUbersicht Finanzierungsmaglichkeiten Auftraggeber, 2013
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5. Practical examples of vehicle procurement and
financing

5.1. Procurement at country level /  public authority

To support the transport companies at the beginning of the market opening and the competitive award,
some public authorities decided to purchase the vehicles themselves and make them available to the 0 p-
erator. The measures aimedto keep the barriers to market entry for railway undertakings as low as poss i-
ble and thus to promote competition .

There is a continuing and growing conflict between an increasing number and complexity of the networks
to be allocated on the one hand and the associated limited number of bidders and the limiting investment
resources on the other. As a result, the public authorities are increasingly called upon to make the market
more attractive for bidders, so that the public authorities themselves increasingly assumerisks. There's a
risk shift. Vehicle pools currently exist in Lower Saxony and Hesse and, more recently, in Berlin . Also, the
VVR modeland the BW model are another form of vehicle procurement and financing.

With the VRR model (named after the Verkehrsverbund Rhein-Ruhr), the option is offered within the
framework of a "classic" invitation to tender (transport service is put out to tender, procurement of the
vehicles is the RU's task) that the responsible body or a national company subsequently acquires the veh i-
cles from the RU and leases them back to it. The EVU thereby receives the financing conditions of the
national company. The latter in turn obtain favourable financing conditions by the fact that the Land
guarantees debt service to the financing bank. If the contract is a warded to a bidder who draws this o p-
tion, a vehicle pool is created for the follow -up tender, since the public authority/the national company
acquires ownership of the vehicles and provides them in a follow -up contract (usually after 15 years).

The debt service guarantee is also offered - as in the VRR model- within the framework of a "classic" inv i-
tation to tender. The public authorities offer to guarantee the loan repayment for vehicle financing for 24
years (or the depreciation period of the vehicles). If the contract is awarded to a bidder who exercises
this option, the bidder must bring along a leasing company for insolvency reasons, which enters into the
purchase and financing contract. %

The chart Figure 2 illustrates the Baden-Wirttemberg model. Under this model, the state of Baden -
Wirttemberg has established a company, the Landesanstalt Schienenfahrzeuge Baden-Wirttemberg
(SFBW), which concludes all necessary contacts with the rail transport companies. The RUs conclude a
vehicle delivery contract with the manufacturer of the rail veh icles, whereby they configure the vehicles
according to the specifications of the SFBW. Although the RU buys the rail vehicles itself, the SFBW buys
the vehicles back from the RU immediately after the contract is concluded, whereby the vehicle supply
contract becomes the property of the SFBW. Immediately afte rwards, SFBW leases the rail vehicles back
to the RU, similar to the VRR model.

The SFBW remains the owner of the vehicles and the RU must take care of the proper maintenance, which
in turn is controlled by the SFBW. The tender for the routes will be carried out by the State of Baden -
Wiirttemberg itself. ?* The SFBW finances theRUthrough the direct purchase of the required vehicles. The
SFBW itself takes out loans for this purpose, whereby the Land of Baden -Wirttemberg provides the lender
with a debt service guarantee. This has the advantage for the RU that the more favourable conditions of
the federal state can be used for the loans. **

“’State of Baden-Wiirttemberg: Modelle zur Fahrzeugfinanzierung
%3 State Institute for Railway Vehicles Baden -Wiirttemberg ( Landesanstalt Schienenfahrzeuge BaderWiirttemberg)
24 State Institute for Railway Vehicles Baden -Wiirttemberg ( Landesanstalt Schienenfahrzeuge BaderWiirttemberg)
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Baden-Wurttemberg Model

Capital
Service Guarantee

Financial Contract State Undetaking
 Vehicle Lease ! Basic Lease Transport
Contract Contrg.\ct

RU1

Transport Contract
Vehicle
Delivery contract

Manufacturer

Figure 2: Principle of the BW model *°

A state-owned company responsible for rail vehicles has also been set up in Lower Saxony, namely Landes-
nahverkehrsgesellschaft Niedersachsen (LNVG). In contrast to the BW model, trains are procured by the
LNVG before the lines are tendered to RUs. Thus, LNVG buys the trains independently according to its
requirements. This offers the LNVG and the future operators the opportunity to compensate for the long
delivery time of the trains so that rail operations ¢ an commence quickly after the tender has been award-
ed. Also, LNVG canrealise volume discounts on vehicle purchases if it procures vehicle material for seve r-
al routes at the same time. An RU could not obtain these volume discounts for a single route. LNVGcan
also finance the vehicles from regionalisation funds, which eliminates capital costs.?®

5.2. Procurement by transport companies

Until the financial crisis, with a few exceptions, the responsibility for procurement and financing lay with

the railway undertak ing. Due to the growing lot sizes in the allocation of networks, which increases the
required number of vehicles , reinforced by high -interest rates for self-financing of the vehicles by rail
transport companies and high risk when the transport contract exp ires without a follow -up agreement,
new models for vehicle financing have arisen in recent years . This has already been explained in Chapter
5.1. Nevertheless, the RUSstill provides the vehicles for a large number of awards.

%5 Dr. Ute Jasper: Madelle der Fahrzeugfinanzierung
%6 Regional Transport Company of Lower Saxony mbH (Landesnahverkehrsgesellschaft Niedersachsen mbH): Fahrzeugpool
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6. Summary and overview

The Table 1 shows the most important models for vehicle procurement, taking into account the procur e-
ment structure, vehicle financing and vehicle maintenance.

Table 1: Overview of vehicle procurement models

Property of the Baden .
Life cycle model au::;: T’ls:,yo:ool VRR model Leasing railway Wuerttemberg G::m:::p‘:::lh
undertaking model P
Owner Transport Transport Transport Leasing Railway Transport Various transport
authority or third | authority authority company/ railway | undertaking authority authorities
parties undertaking (country)
Responsible for Transport Transport Railway Railway Railway Railway Transport
the choice of authority authority undertaking undertaking/ undertaking undertaking authority
vehicles leasing company
Procurement Tender by Tender by Railway In responsibility In responsibility Railway Transport
structure transport transport undertaking sells | of the leasing of the railway undertaking sells | authority
authority authority vehicles after company undertaking vehicles after purchases the
choosing them to choosing them to | vehicles, the
the transport the transport railway
authority, the authority, the undertaking then
transport transport rents them
authority leases authority rents
them back to the them back to the
railway railway
undertaking undertaking
Vehicle financing | Municipal loan (if | Municipal loans or | Municipal loans By the leasing Railway Transport Financing by
owned by regionalisation (if possible) company undertaking authority takes transport
transport funds out a loan, gets a | authority by
authority) capital service regionalisation
guarantee from funds
the country
Vehicle Tendered by the Tendered by the Carried out by Carried out by Carried out by Carried out by Carried out by
maintenance transport transport the railway the railway the Railway the railway the railway
authority in authority in undertaking undertaking undertaking undertaking undertaking
combination with | combination with | under control of under control of under control of under control of
the provision of the provision of an asset manager | an asset manager the transport the transport
the vehicles the vehicles authority authority
Model types Alternative Vehicle pool Maintenance by Finance leasing Model Purchase of
vehicle financing | belongs to the third parties (accounting with | adjustments vehicles by the
depending on the | country (manufacturer) the lessee/ freely selectable railway
owner railway by the railway undertaking, sale
unertaking) undertaking to the transport
authority,
transport
authority rents
the vehicles back
to the railway
undertaking
27
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7. Conclusions for the use of multi -system multiple units
between Saxony and Lower Silesia
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7.1. Framework

The general conditions for the procurement and use of multi -system multiple unit trains between Saxony
and Lower Silesia are, among others, influenced by the foll owing factors:

A Date of commissioning the electrified roadway Dresden &Gorlitz dborder D / PL
A The validity period of the transport contract in the East Saxony network

A Vehicle inventory and procurement on the Polish side
A

Organizational/ institutional framew ork for coordinating / ordering cross-border regional rail se rvices,
inter alia, by harmonising the transport contracts

These influencing factors and their interactions are explained below.

7.1.1. Route electrification Dresden 9 Gorlitz dborder D / PL

The project is registered in the Federal Transport Infrastructure Plan but is not considered as a pressing
need. To put the necessary processes in operation, the Free State of Saxony commissioned DB Netz AG
with the preliminary planning and they finance it completely . Although the further planning steps have
not yet been secured to be financed, there is a clear hint for implementing the infrastructure project in

the context of the compensation for the coal phase -out in the Lusatian district: This project is contained

in the list of railway projects in the draft for the Structural Strengthening Law for Coal Regions % which
has been passed by the German Cabinet on August 28, 2019. The parliamentary procedure is currently
ongoing. The law is expected to be adopted in the ¢ ourse of 2020.

According to DB Netz, the preliminary planning is currently in the technical review. The completion should
take place after the implementation of the Regional Planning Procedure by the end of 2020. A separate
planning section was created for the electrification between the state border and Gorlitz train station.
This is a prerequisite for relocating the place of interchanging the local rail transport for cross  -border
connections from Zgorcelec to Gorlitz. Gorlitz station will also be the stat  ion for changing the electricity
systems. In the final state, train journeys with the respective power systems can start or end here and
multi -system vehicles can pass through the station.

Provided that the design and approval planning is continued in 2020 and then a subsequent project a p-
proval procedure for this section is passed, the construction can begin in 2025 and possibly be completed
in 2026/2027. According to the current state of planning, completion of the route between the Gorlitz and
DresdenNeustadt stations is possible by the end of 2029.

7.1.2. The validity period of the transport contract in the East Saxony network

The four public transport authorities, i.e. the Zweckverband Verkehrsverbund Oberlausitz  -Niederschlesien
(ZVON), the Zweckverband Verkehrsverbund Oberelbe (ZVOE), the Liberec Region and the Usti nad Labem
Regi on have awarded the services in the EasternmSaxony

%8 Draft of a law on struc tural strengthening of coal regions , Federal Ministry for Economic Affairs and Energy ( BMW), 2019
(see https://www.bmwi.de/Redaktion/DE/Downloads/E/entwurf -eines-strukturstaerkungsgesetzes-
kohleregionen.pdf?__blob=publicationFile&v=12)
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sion of the following local rail services:
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RE 2 DresdendZittau dLiberec

RB 61 Dresdend Ebersbachd Zittau

L7 Liberec dZittau 0 Varnsdorf d Seifhennersdorf
RE 1 DresdendBautzen 6 Gorlitz

> > > > >

RB 60 Dresdend Bischofswerda 6 Bautzen 6 Garlitz

To establish a connection in the direction of Wroclaw, 10 pairs of trains are extended to Zgorzelec. Diesel
multiple units of the types Desiro (Siemens) and Regio -Shuttle (Stadler) are used.

7.1.3. Vehicle inventory and procurement on the Polish side

The Lower Silesian Voivodeship founded the RUKoleje Dol-n ot | Os ki e (KD) inral@aB8-7 t o
senger services. KD provides transport services with its vehicles and has been carrying out a comprehe n-

sive procurement program since 2012, which is supported by the Polish ERDF program. This also includes

the 31WE series electric multiple units, which were pu
and have been used since of the electrification for the 2018 timetable change between Wroclaw and

Weglinec has been completed. Since the timetable ¢ hange in 2019, this line has been extended to

Zgorcelec where there is a connection to regional traffic from Saxony (see chapter 7.1.2).

The multiple units are licensed for a maximum speed of 160 km/h. There are eight connection s between
Wroclaw and Zgorcelec every day; the fastest i n the "Sprinter Kaczawa" with 1 hour and 28 minutes. Ac-
cording to the manufacturer, it is not possible to retrofit trains with batteries to run cross-border connec-
tions.

In 2020, the KD will procure 5 five-part electric multiple units, which  come into operation also on the
Wroclaw-Zgorcelec route®. Given the lack of a time perspective for the continuation of the route electr  i-
fication on the German side to Dresden until the end of 2019, all -electric mul tiple units that have been
procured so far have been exclusively equipped with the Polish power and train  security system.

7.1.4. Organizational framework

Before the schedule change in 2018, contractual agreements on the use of vehicles had to be made for the
direct connections without change between Wroclaw and Dresden. This primarily concerned ordering
transport services with German diesel multiple units which are licensed in Poland. Since these are used
vehicles, they only had to be rented. The rental was sec ured by a corresponding transport contract for
three years. The same vehicles currently run to Zgor zelec.

Under the current conditions - i.e. with a change in Zgorcelec - the schedules between the authorities
ZVON and KD / UMWDprimarily have to be coordinated in a way that the connections for ten daily train
pairs are guaranteed. This can also be assumed in the same way for the state from the commissioning of
the section between the state border and Goérlitz station if the electric KD multiple units run wit h the
Polish electricity system there.

2 https://lwww.eurai Ipress.de/nachrichten/fahrzeuge -komponenten/detail/news/koleje -dolnoslaskie-nur-newag-bietet -

dialmode-triebzuege -an.html
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The question of ordering vehicles with multi -system equipment or cross-border transport services without
change for regional traffic between Wroclaw and Dresden will be relevant at the end of the 2020s when
the electr ified route section to Dresden is going to be commissioned. According to the current status, this
coincides approximately with the expiry of the existing transport contract in the Eastern Saxony network

in 2031. To be able to use the future infrastructural possibilities for direct connections without change
with attractive travel times, a detailed perspective for the procurement of multi -system multiple units
must be shown at an early stage and coordinated across borders. Given the complexity of the topic, it is
advisable to create an institutional framework that can either be used for direct procurement - e.g. inthe
form of a separate vehicle pool - or accompanies the procurement professionally and thus creates the
basis for contractual agreements.

7.2. Conclusions

The organizational form to be selected should consider the general conditions described above. This con-
cerns, in particular, the way that awarding or creating transport services on the Saxon and Lower Silesian
side dwhich differ significantly & has been practised until now . While it is almost certain that in the Lower
Silesian Voivodeship the KDwill be the service provider with its vehicles, the public authorities in Eastern
Saxony are publicly tendering the traffic performance. So far, the contrac ted RU has also provided the
vehicles to be used. In the future, however, it would be  also possible that the East Saxon clients - similar
to e.g. the Verkehrsverbund Mittel sachsen (VMS) in 2014 procure vehicles for a future transport contract
and make them available to the authorized RU. The intersection between the Polish and German conste |-
lation remains the vehicle fleet that will be used across borders on electrified routes in the future. This
means that a vehicle pool could be created, which is procur ed either by the German or Polish partner or
by both together. In this context, "procurement” means a contractual relationship with a company that
provides the vehicles in one of the variants described in chapter 7.2 (i.e. purch ase, leasing, etc.). Given
the significant additional costs for the dual -system vehicles, it is necessary in this specific case to clarify,
among other things, how many vehicles are to be procured and how these are to be integrated operatio n-
ally into the v ehicle fleets on both sides of the border. The multi -system vehicle fleet should therefore be
dimensioned in such a way that it primarily serves the regional development of the border region of Sax o-
ny-Lower Silesia and does not render superfluous the justi fied demand for connecting this border region to
high-quality long -distance transport.

Comparable considerations in other German-Polish border regions show that it is already foreseeable that
finding a suitable variant is not a selective decision, but rath er a more complex coordination process that
considers several actors and the legal and financial framework. For this purpose, it makes sense to unite
the relevant actors (regional authorities, regional rail authorities) in an institutional, cross -border form of
cooperation that:

A leads this coordination process,
A supports professionally the establishment of the preferred variant for vehicle provision and
A coordinatesin the long-term cross-border vehicle use.

For the cross-border cooperation of public institut ions, European law has established the legal form of
European Grouping of Territorial Cooperation (EGTC). EGTCs aim to facilitate and promote cross -border,
transnational and interregional cooperation between their members.

The EGTC is therefore a platform that supports cooperation. At the same time, such a network serves as a
planning and decision-making aid. The topics dealt with by the EGTC are diverse. In the field of local pu b-
lic transport, for example, timetable design, route routing or type or mobili ty offer play a role. On the
other hand, it must be clarified which requirements must be placed on the vehicles that are to travel the
routes in future. It is also important to examine the extent to which the station infrastructure needs to be
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adapted (Example: platform height). The basic structure of an EGTC also helps here, as the agreements
appear to be less complicated and more binding due to a clearly defined circle of participants. As a result,
agreements can usually be reached much more quickly. In cross-border traffic , in particular, an EGTC of-
fers the advantage that transfer times between the trains of the companies participating in the network
can be optimised by jointly drawing up timetables.

A further advantage of the EGTCis the joint elaborati on of the bases for vehicle procurement if vehicle
procurement is necessary (depending on the procurement or financing model, RUs can be found using invi-
tations to tender, which contribute their vehicle material to the operation of the route). In addition to the
aforementioned specifications , the basic principles also include drawing up together the invitation to te n-
der for the vehicle procurement. The procurement coordinated within the EGTC avoids problems such as
incompatibility between the veh icles of different companies since a vehicle is procured from the outset
which is used by all transport a uthorities and can operate on the various routes based on the technical
equipment defined. The EGTCcan also be used for marketing purposes, for example by operat ing a com-
mon website. On the one hand, it can be shown in this way how closely the associations cooperate. On the
other hand, a customer-friendly approach can be significantly enhanced if the homepage offers possibil i-
ties to make t he c ftessasemmieor exanple \iteniglyt damtgin Ilcross-border timetable
information, which also shows the connecting trains across the border, or joint ticket sales and sales acti  v-
ities, which can lead to cost -saving effects.

Finally, the European Grouping of Terr itorial Cooperation is particularly useful when it comes to planning
and/or optimising cross -border rail transport, as it promises advantages in terms of joint offer design and
joint vehicle procurement.

7.3. Examples of institutionalized cross -border coopera tion (EGTC) in the
transport sector

EGTC Eurodistrict Strasbourg Ortenau *°

The tramway Strasburg (FR) was extended to Kehl (DE) in two stages (Kehl Hbf and Kehl Rathaus). The
signage in the trains and the passenger information are bilingual. There is also a bus line from Erstein (FR)
to Lahr (DE).

EGTC Eurodistrict Saar Moselle

Following a 2012 traffic study in the Eurodistrict Saar Moselle, which revealed that only 1% of residents
use public transport for cross -border travel, several measures were developed within the framework of
the EGTC. The reactivation of the cross -border bus line MS1 has already been implemented. A cross-
border, uniform ticket system and a public transport connection between Saarbriicken (D E) and Forbach
(FR) with its lane are also pl anned.*

EVTZ Eurometropolis Lille -Kortrijk -Tournai

Ticket prices for cross -border services between Lille (F R) and Kortrijk (B E) and between Lille and Mouscon
(BE) have been reduced by 2096 to make the use of regional trains for cross -border services more attra c-
tive. The train also runs hourly from Lille to Kortrijk. Another train departs hourly from Lille to Tournai

% hitp://www.eurodistrict.eu/de/th%C3%A8me/mobility%C3%A9
%! hitp://lwww.saarmoselle.org/lgde  -page754-opnv.html
32 http://www.eurometropol  is.eu/areas -focused-on/mobility/railways.html
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(BE), more often at peak times. 3 Also, there are good bus connections between the cities of Lille, Kortijk,
and Tournai that provide tangentia | connections between all 3 cities.

EGTC new Dresden-Prague line **

Four members have joined together to form an EGTC for the construction of the new Dresden -Prague line.
These are the Free State of Saxony, the Czech Republic, the administrative district S axon Switzerland -
Osterzgebirge and the district Usti Nad Labem. The EGTC ains to provide organizational and technical

support for the construction of a new railway line between Dresden and Prague from a regional perspe c-
tive, in particular the border area . It shall be achieved with the new line to  significantly shorten travel

times in passenger transport and to create additional train path capacities in freight transport. Besides
the noise pollution on existing lines should be significantly reduced and th e route should be flood -proof.
The seat of the EGTC is in Dresden at the location of the Saxon State Ministry for Economic Affairs, Labour
and Transport (SMWA)

EGTCNOVUM®

An example with a direct geographic link to the area of investigation is the EGTCNOVUM. The EGTC was
founded in 2015, based on an MoU signed in 2011 (i.e. about four years of founding process, accompanied
by an Interreg project running from 2012 to 2013). The EGTC ains to intensify, facilitate and spread cross -
border Polish-Czech cooperation to strengthen economic and social cohesion. The EGTC is based in Jelenia
Gora. The EGTC was approved by the Polish Ministry of the Interior. EGTC members are regional bodies in
the Polish-Czech border region, including the Lower Silesian Voivodeship, the Liberec district and the
Polish and Czech communities of the Neisse-Nisa-Nysa Euroregion. The EGTC is managed by a Polish dire-
tor and a Czech vice director. The nationality of the director changes according to the frequency defined

in the statute. T here are also three employees. Personnel expenses, the office and other costs are f i-
nanced from membership fees and the acquisition of projects (Central Europe, Interreg Va etc.). The base
amount of the membership fees is used to finance the own contributi on of projects. The topics of the
projects so far include cross -border rescue services, the teaching of language skills, marketing of health
resorts and cross-border road connections. There is already a working group on transport, which is led by
UMWD. Ths working group usually meets twice a year.

7.4. EGTCas an instrument for coordinating the cross -border u se of multi -
system vehicles

The EGTC instrument hasmany advantages These include, for example, a separate legal entity , additio n-
al funding possibilitie s and the consolidation and transparency of cooperation between public actors
across national borders.

There is no general statement on the legal nature of the EGTC as an organisational form.

Insofar as the implementing regulations for the EGTC Regulation do not decide on the supplementary legal
provisions to be applied, the tasks, the membership composition and the objectives of the group are dec -
sive for determining the relevant regulations. The legal nature of the EGTC thus determine s the applicable

% hitp://www.eurometropolis.eu/life  -in-the-eurometropolis/getting -around/tak ingthetrain.html
% http://lwww.nbs.sachsen.de/index.html; http://www.eviz.eu/EVTZEisenbahn -Neubaustrecke
% https://www.euwt  -novum.eu/
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areas of national law. Fr om the point of view of the approval authority, the association of local EGTCs
seems to be the most appropriate. *

Special framework conditions also exist concerning the award procedure for invitations to tender for se r-
vices. The EGTCmay choose between the procurement law of the host Member State and that of the
Member State in which the EGTC operates. The provision by the EGTC assembly preserves flexibility for
future changes. To this end, the choice of law most favourable to the EGTC should be explored. The
choice of legal form is also influenced by the national law of the parties involved. Here it is imperative to
involve a legal expert in the procedure for setting up an EGTC.

The Table 2 shows other key aspects which must be answered when an EGTC is set up and when vehicle
procurement and financing is discussed, considering the legal form chosen.

Aspects Annotations

Saff EGTCs can simultaneously employ their staff, work with dispatched staff or employ freelanc ers
temporarily . A combination of national rules is possible.

Membership Only the institutions listed in Art. 3 EGT C-regulation may be members of the EGTC. It follows
that the creation of an EGTC by private bodies is not permitted.

Liability Agreement with the respective national law. Given the completely different liability systems,
the Brandenburg licensing authority, for example, is sceptical about the EGTC, for which
Brandenburg members are supposed to be secondarily but fully liable. *

Funding The EGIC is financed from the funds provided by the Union for the (co)financing of cross-
border programmes and projects (Art. 7 para. 3 EGTC Regulation). In all other respects, the
EGTC shall pay its maintenance costs from the financial contributions of its memb ers. The
contributions can be determined e.g. by the number of inhabitants or by another key. Here,
the members have a broad scope of action.

Sart -up financing Through subsidies (CEF/Interreg)

Sovereign tasks The tasks entrusted to the EGTC by its members shall not involve the exercise of powers or
obligations of public authority to safeguard the general interests of the State or of other
public bodies. This includes, among other things, the design of tariffs for local rail passenger
transport. *°

Subsidies and methods EGTCs must submit the same grant applications as other bodies. When applying for EU fund-
ing, there is no need to integrate additional partners, which is an advantage.

Household The EGTC has an annual budget which the Assembly is responsite for drawing up (Article 9(1)
EGTC Regulation). Other documents (annual accounts and annual report) shall be drawn up in
accordance with the law of the Member State in which the head office is situated. The audit
and disclosure of the financial statement s is also subject to the law of the country of domicile
(taking into account international standards).

Table 2: Overview of key aspects of EGTCs

The aspects mentioned in the table are not exhaustive but are intended to provide an orientation to the
complexity of the topic.

% Marcin Krzymuski, Christian Lier, Sabine Zillmer: Modellvorhaben der Raumordnung (MORO): Europaische Verbiinde fiir
territoriale Zusammenarbeit & Unterstiitzung bei der Vorbereitung ; Berlin, 2019

37 Ulrich, Peter: Grenziiberschreitende funktionale Kooperation im deutsch-polnischen Grenzraum am Beispiel des Trans
Oderana EVTZ

% hitp://lwww.evtz.eu/EVTZFinanzierungHaushalt
39 http://www.evtz.eu/Art7TEVTZVO
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TRANS-BORDERS

The activities in the EGTC Pamina are a current example. The state of Rhineland -Palatinate is providing
approx. 8 million euros to support the local rail passenger transport associations in the north and south so

that they can develop rail vehicles that can be used across borders. The budget will be spread over the
years 2020 and 2021. In the railway project of the special purpose associations, the new trains are to be

used on the lines Neustadt-WissembourgStrasbourg, Karlsruhe-Waorth-Lauterbourg-Strasbourg and Trier-
Perl-Metz, as well as on other lines. These trains should be able to run on both German and French net-
works®. Also, a new cross-border mobility portal was launched in the Eurodistrict of Pamina in earl y 2019.

If the initiative and the will for cooperative public transport services exist, there are possibilities for i m-
plementation. Many associations and companies are bound to each other by agreements. Examples are the
Distribus (lines 602 and 603) and the airport shuttle in Saint Louis: there is a contractual relationship b e-
tween the French public authority (Stadtverband 3 Frontiéres), the French operator (Distribus) and the
Swiss public authority (Basler Verkehrsbetriebe, also operator). *

Each form of cooperation presented has its specific advantages and disadvantages. The best form of coo p-
eration, however, depends primarily on the nature of the offer

9 Rail Business, 22.05.2019
“pTV: OPNV in der Metropole SaarbriickenMoselle EstVerkehrsplan; Strabourg/Karlsruhe, 2011
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8. Guide to vehicle procurement & financing

8.1. Basic requirements and important framework conditions

The mogt important basis is the selection according to the technical specifications of the vehicles. Also, it
must be checked in advance how many vehicles are to be procured, depending on the intended use , the
area of use and the transport service to be provided. After electrification of the Dresden -Gorlitz section,
the use of multi -system local railcars should be aimed at . So far, multi -system local railcars have not been
licensed for German-Polish crossborder traffic. However, it can be assumed that the registr ation and use
of such vehicles will be possible in the coming years. The number of vehicles and the vehicle configuration
determine s the investment costs.

This specification and the preparation of the admission process, i.e. accompanying or preparing the  actual
procurement, should be regarded as an obvious task for the cooperation to be established , e.g. in the
form of an EGTC. The latter must be provided with the necessary technical and financial resources.

8.2. Procurement and financing

The issue of procurement and vehicle financing is very crucial and cannot be resolved without the i n-
volvement of all stakeholders, taking into account the specific requirements.

In addition to the question of vehicle financing, possibilities for a joint long  -term procurement strategy
should also be discussedin the EGTC

In 2017/2018, the Senate Department for the Environment, Transport and Climate Protection of the State

of Berlin commissioned a feasibility study for an eligible model for sustainable, operator -neutral vehicl e
provision. The decisive area of investigation was the corridor between Berlin-Brandenburg and Poland
(Berlin-Stettin) . Within the framework of a workshop, three concrete models for an in  -depth examination
were proposed: *?

A Model I: vehicle provision by the vehicle manufacturer , vehicle ownership by the manufacturer
A Model II: Vehicle provision by the Polish authorities

A Model lll: Contractual obligation of the operator to hand over the vehicles at the request of the public
authorities (public authority -induced reuse guarantee)

A Model IV: vehicle procurement by the EGTC through the participation of the special purpose associ a-
tions/traffic associations within the EGTC

Model | (provision of vehicles by the rail vehicle industry) is particularly advantageous if lo ng-distance
transport services are also to be offered by rail transport companies on the routes under consideration.
The vehicles must be suitable both for long -distance traffic (IR/IC/TLK standard) and for fast regional
traffic (RE).

Model Il (provision of vehicles by the Polish public authority) would be conceivable in principle, but would
only be effective if subsidies can be generated for vehicle procurement.

In Model Il (reusability guarantee induced by the public authority ), the vehicles are procured by the RU.
The Polish and German public authorities agree on their common goals and the respective rights and obli-
gations in a project -specific cooperation agreement. On this basis, the public authorities shall organise a

42 ETC Transport Consultants GmbH:Machbarkeitsstudie fiir ein férderfahiges Modell zur nachhaltigen und betreiberneutralen
Fahrzeugbereitstellung, February 2018
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