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Schienenguterverkehrsentwicklung [Mrd. tkm] in Deutschland

Jahr Summe Summe Anteil WLV Anteil WLV Anteil Intermodal Anteil

GV WLV (%) EWLV (%) GZ (%) (%)
1990 62.1 53.8§ 86.6 32.2§ 51.9| 21.6 34.8 8.3§ 13.4
1995 70.5 62.3§ 88.4 31.6§ 44.8 30.7} 43.5 82 11.6

2000 | 77.5 63.1 81.4| 30.8 397 32.3§ 41.7 144 186
2005 | 954| 722 757|325 34.1 39.7; 41.6 23.2 243
2010 | 107.3 76.2  71.0| 286 26.7 47.6§ 44.4 311 29.0
2013 | 112.7| 703 624|283 25.1| 420 37.3| 424 376

202
025 151.9 96.0 63.2| 364 24.0| 59.6 E 39.2 559 36.8

Prognose

2030
153.7 875 56.9| 305 19.8| 57.0 37.1 66.2 . 43.1

Prognose

Anteile fir EW und GZ wurden fir 2025 und 2030 geschatzt
(keine Werte in der Prognose enthalten)

Viwas Final Conference | October 2015 2



Single Wagon load : the GAPS

* Low reliability: connections missed, supply chain jeopardized

* High costs of service:
— multiple manual operations
— High marshalling costs
— Low filling coefficient of distribution trains
— High last mile costs

* Decrease of private sidings number
e |nsufficient volumes of traffics to cover fixed costs
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The vicious circle of the single wagon load decline
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Possible reactions

* Improve Combined transport (all types)
* Increase freight priority (political)

* Develop strongly innovation (wagon design, EP
Brake,Automatic couplers, Newlast mile solutions,
automated marshalling yards,...)

* Introduce freight villages to bundle traffics
economically (partly political)

* Introduce automated traction on secondary tracks

* Develop all possible information system for booking to
increase the filling coefficient, for tracking and tracing,
iImproving train management
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Effect of C-pressure control during drag braking— example from AAR ECP

Coal Train Wheel Temperatures
Albert Canyon

Capacity for Rail

Temperature
reduction according

ECP Coal Train Wheel Temperatures
Albert Canyon

to braking system

Source: Wachs et al, 2011,
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