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We handle the world.
High performance Container Crane Technology by Kuenz.

Hans Kuenz GmbH |  6971 Hard - Austria

T +43 5574 6883 0   |  sales@kuenz.com | www.kuenz.com

We turn Munich into a hub!

A RELIABLE CONNECTION

www.egim.eu

Editorial

ollowing its scrutiny of inland water-
way transport, the ECA Luxembourg 
(European Court of Auditors) has 
placed the policies and invest-
ments of the EC (European 
Commission) rail transport 
under its magnifying glass. 
The conclusions of the 
ECA report are compa-

rable, even though 
the funding for rail-
way transport was 
much higher: Eu-
ros 28bn. 

A European railway network (like the airspace) 
is non-existent, just a collection of smaller (na-
tional) networks with lots of differences and hin-
drances. Unfortunately fear and national pride 
override the European community spirit….

It would be a great step forward if the net-
work participants would see themselves as 
Europeans; a lot of hindrances could be 

solved pragmatically and the rail tracks 
finally could warm up!
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possibly including “door to door” deliveries

Mannheim

The connection between the view of the longest fortress in the world (according  to        the Guinness Book of Records) and combined transport is not immediately obvious.

Seacon Logistics is the number one logistics supply chain director with a
maritime character. In addition to overseas import, export and warehousing
activities, we also handle the distribution of your goods to and from any
destination in Europe. For more than 30 years, our business locations situated
at inland road, rail and water terminals have been the foundation of our
operations. We offer the best solution for every situation as regards price,
service, transit time and environmental quality.

More information?  Contact our sales department, T +31 (0)77 - 327 55 55, you can
also send an e-mail to info@seaconlogistics.com or see www.seaconlogistics.com

Seacon Logistics bv, P.O. Box 3071, NL - 5902 RB Venlo, The Netherlands
Venlo (NL) - Born (NL) - Amsterdam (NL) - Duisburg (DE) - Melzo (IT) - Budapest (H) - Moscow (RU)

Advanced logistics for a smaller world

The best transport solutions

to your clients throughout Europe

Overseas Logistics

Multimodal Inland Locations

Supply Chain Solutions
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ogSure
your umbrella for  safe logistic operations

Telephone    :  +49 40 380 433 91 
Email  :  info@logsure.de
Website   :  www.logsure.deLogSure
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Tunnelled
Swiss 

embassy
 in Berlin

At the inauguration 
day of the 

Gotthard tunnel
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Pioneering freight loading solutions 
are important for Switzerland

© Alp Transit Gotthard AG

With a length of 57 km (the same distance as 
the route between Erstfeld and Bodio or the rail 
stations Göschenen and Ariolo) the GBT is the 
longest rail tunnel in the world und designed for 
high speed trains (250 km/h). Started in 1993 the 
works were completed in 2016 and 
the tunnel came into service in 
the same year. The building 
costs amounted to 
CHF 12,000,000,000 
and thus CHF 211,000 
per metre.

With this tunnel 
the Alps cross-
ing via the 
Gotthard has 
become 30 
km shorter and, 
as it is a flat r a i l 
track, cost- w i s e 
much more efficient. In 2020 
the construction of the Ceneri 
Base Tunnel (CBT) will be completed as well and 
of then the complete Gotthard route will become 
a flat rail track. The train weight limitation of 1,400 
tons will be history; from then on trains with a total 
train weight of 4,000 ts can roll over this route. 

The tunnel capacity has been calculated with 
200 to 260 cargo trains (converted to TEU of 
80 TEU each train, this means 5,840,000 to 

7,592,000 TEU yearly) and 65 passen-
ger trains per day, which 
means a phase of less than 

5 minutes. Though the full 
capacity will certainly be 

first reached after comple-
tion of the CBT.

According 
to projec-
tions the 
transport-
able car-

go volume 
through the 
GBT amount to 

40,000,000 tons yearly or 
3,300,000 TEU (in case of an aver-

a g e weight of 12 ts per TEU). 

M i n d though the huge difference in both 
converted calculations: first from trains to TEU 
and then from weight to TEU….. the tunnel is 
ready, but it appears that some homework must 
be done again!

ome 20 years ago Switzerland de-
clared her support for the modal shift 
from road to rail. Thanks to innova-
tive companies and the introduction 
of modal shift stimulating measures, 
66% of freight now crosses the Alps 
by rail. 

Pioneer since 1994

With the acceptance of the Alps initiative in 
1994, the Swiss people decided to protect the 
Alpine environment better against the transit 
traffic on the road. The freight traffic modal shift 
has been part of the Swiss Federal constitu-
tion since then. The organization Alpen-Initia-
tive is strongly supporting the reduction 
of freight trucks on the alpine roads as 
well as the modal shift and the protection 
of the Alps. However, Switzerland's am-
bitious target of a maximum of 650,000 
truckloads crossing the Alps per year has 
yet to be  realized.
In June 2016 the Gotthard Base Tunnel 

was opened, the longest rail tunnel in the world 
and part of a wider prestigious project known as 
Neue Eisenbahn Alpentransversale (NEAT) or 
the New Trans-Alpine Railway. With the NEAT 
Switzerland is writing a chapter in traffic history. 
The flat rail through the Alps has to improve the 
modal split further and stimulate all processes 
towards the modal shift from road to rail. So 
was the promise of the national government to 
the Swiss people before the vote on the NEAT 
in 1992.

Bitter aftertaste

A bitter aftertaste is left by the fact that it was al-
ready clear before the inauguration of the long-

est rail tunnel in the world, that the tunnel 
on its own will not contribute to the modal 
shift of the Alps crossing freight transport 
to rail. The in-traffic development special-
ized company Metron calculated a modal 
shift effect of 2.5%. This means, that the 
political job of Switzerland concerning 
the modal shift, even after opening of all 
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of 4 metres. The 
150-year-old tun-
nels,   the   catena-
ries as well as low 
platform roofs or 
protective devices 
however allow only 
trains with a height 
of 3.80 metres. 
Thus lots of trailers 
cannot be trans-
ported by train on 
the Gotthard route. 

To  let  the modern  trailers  use the alpine cros-
sing flat rail the rail infrastructure between Ba-
sel and Chiasso must be refitted to a 4 metre 
corridor. Until the inauguration of the Ceneri 
base tunnel in 2020, Switzerland will bring 150 
objects to the 4 metre profile; the budget for it 
has been secured. 

Welcome innovation: CargoBeamer

CargoBeamer has realized a milestone in the 
logistic sector. With a state of the art rail and 
logistic technology, CargoBeamer is already 
able to transport 4 metre high trailers per rail 
along the Gotthard route. 

Since April 2015 the ”CargoBeamer Alpine” 
train is transporting daily trailers with 4 metre 
corner  height  from Cologne through the Gott-
hard to Milano area or vice versa. A welcome 
innovation!

Swiss policy at work

Switzerland is on its way to a sustainable freight 
traffic shifting policy. With the construction of 
the 4 metre corridors and the introduction of 
the LSVA (toll for heavy trucks) several traffic 
shifting measures have already taken place. In 
addition there are other innovative companies, 
whose solutions deliver an important contribu-
tion to the protection of the Alps. 

©  BAV Bern
Verlagerungsbericht 2015

three NEAT base tunnels (Lötschberg, Gotthard 
and Ceneri), has not by any means reached its 
goal. Further political measures must be taken 
to keep to modal shift process sustainably go-
ing. For that not only hardware, like the tunnels, 
but also software, like political instruments are 
necessary.

Quadrupling traffic

The freight traffic will reach new dimensions 
in the future – by 2050 the international freight 
volume is expected to quadruple. The growing 
freight volumes generate an enormous strain 
for man and environment, especially for the cli-
mate. This makes it so much more important 
to support innovations in the environmentally 
friendly rail sector. Within the considerations to 
shift from road to rail, making the longest part of 
the journey by rail then transferring to road for 
the final mile, there has been a sticking point: 
non-cranable trailers. 

Focus: non cranable trailers

Trailers are the most important means of trans-
port in the European freight transport and will 
keep this role in the near future. Innovative 

companies like CargoBeamer, LOHR UIC, 
NiKRASA, TOMLIFT or RAILRUNNER have 
understood the potential and present their al-
ternatives of how non cranable trailers can get 
on trains and be transported in that way. For the 
modal shift of freight traffic from road to rail such 
systems and solutions are extremely important. 

Problem solved

After all about 85% of the trailers rolling on the 
European roads are not cranable and cannot 
be integrated in combined rail transport con-
nections. Thanks to the new technologies the 
volume of freight which can be transported by 
rail is increasing substantially – they contribute 
clearly to the modal shift of freight traffic to rail, 
a professed target, which Switzerland has been 
striving towards for years already. 

Four metre profile

Besides the non cranable trailer there is in Swit-
zerland the additional problem that the rail in-
frastructure on one of the most important freight 
transit axles, the Gotthard route, has not been 
prepared for the latest freight traffic standards. 
Lots of trailers nowadays have a corner height 

For what the Swiss shifting policy has already 
achieved some recognition is appropriate: the 
number of alpine crossing trucks has been 
continuously going down over the last years in 
favour of rail which is gaining a higher market 
share. This is in contrast to Austria, which faces 
a yearly growing number of trucks at the Bren-
ner.

Europe: wake up!

Nevertheless what is the benefit for the Euro-
pean freight traffic, when only Switzerland stim-
ulates the modal shift? The refit of the 4 me-
tre corridor does not make much sense when 
in Italy the connecting rail routes are not being 
refitted for 4 metre trains. The effect of the intro-
duced LSVA (toll for heavy trucks) is minimized, 
as long as the low diesel price reduces the at-
tractiveness of transport by rail. 
The construction of high-tech tunnels does not 
work if rail transport is not supported interna-
tionally. To implement the modal shift in a sus-
tainable way a rethink is needed in the Europe-
an transport policy. It is this approach which will 
not only protect the Alps, as the Swiss are al-
ready aware, but also improve the quality of life 
for both the people and the environment along 
Europe's busiest transport routes.

Daniela Walker, Alpen-Initiative

Contact
Thomas Bolli

thomas.bolli@alpeninitiative.ch
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Approach to 
the Gotthard

Modal shift    swiss made

...that was 
then!



Intermodal & containers BOX®BOX® Intermodal & containers

1716 BOX BOX® ®2016 - 21 2016 - 21

IXOLUTION
I N T E L L I G E N T  E X E C U T I O N

Standard software for
intermodal transport & logistics
www.ixolution.com Zwijndrecht [NL] & Nettetal-Kaldenkirchen [D]
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hen, caused by a merger, two 
members leave the UIRR at the 
same time, this effects all figures 
of the whole organisa-
tion:  in 2012 Ökom-
bi and Hungarokombi 
merged with the Austri-

an Rail Cargo Group, which is not a 
UIRR member; and the moment IFB 
stopped the Mainhub Railshuttle in 
the Antwerp port region, the loss of 
tkm was manageable, but the loss of 
single transports was enormous. 

According to the estimations of Ákos 
Érsek, press officer for the organisation, 
the UIRR covers 45% of the intermodal 
rail market in Europe. As far as conclu-
sions are to be drawn, it is a clear dis-
advantage when the ensemble of figures 
does not cover the whole sector, but just 

a part of it. Jumps and changes in the collection 
and consistency of the figures may occur more 
often. 

However a clear trend can be observed in 
transport in respect of the length of 
the railed distances. The share of 
rail consignments with a distance 
over 600 km has grown from 64% (in 
1990) to 85% (in 2015), and there is 
accordingly a decrease in the share 
for distances under 600 km from 
36% in 1990 to 15% in 2015. 

Another obvious trend is the advance of 
the container: from 1990 to 2008 this 
nearly quadrupled in volume. However 
since 2008 a kind of stabilization of the 
number of containers (incl. swap bodies) 
seems to be taking place, but the earlier 
mentioned member and volume moves 
have of course also had their effects in 
this chapter of the figures.

ECA Luxembourg

Concisely summarised, the Court has come to 
the following conclusion: the set targets of the 
European Commission in respect of the modal 
shift in favour of rail, have been realized only 
partly and thus insufficiently, unless high in-
frastructural investments 
amounting to €28 billion 
are made. 

The amounts are com-
pletely different, but the 
result is the same: the 
targets set by the Euro-
pean Commmission are 
far from being met.

An important question 
is whether the targets 
are set based on pres-
sure from the CO2 and "green-at-all-costs" de-
bates  or on realistic estimations of what can 
be achieved within the available infrastructural 
frameworks.

Besides that there is still a lot of improvement 
potential within the cooperating rail networks. In 
contrast to the airspace, the European rail net-
work is a patchwork infrastructure, technically 

and in its organisation - far away from a com-
pletely shared European infrastructure. Instead 
of a united rail infrastructure there are still a 
lot of “member networks” with lots of hindering 
differences and a forced cooperation dominat-
ed by fear of competition. That these circum-
stances and the attitude weaken Europe and its 

economic power does not 
seem common sense.

The different pricing for 
the use of the infrastruc-
ture (rail and barge), 
generally but also on na-
tional levels, is absolutely 
incomprehensible when 
one considers the sworn 
European spirit of  com-
munity. It just stimulates 
truck tourism or has the 
opposite effect of the set 

targets – ultimately it is a  disadvantage for all 
single member states. 

“The European rail policy needs as a matter of 
priority a European attitude, loyalty and a stable 
working together, instead of more funding pro-
grams and Euros from Brussels”, according to 
Ladislav Balko, the ECA member responsible 
for the rail report.

Member and system changes aggravate the trend picture
This time ECA criticizes the slow progress in the “modal shift” towards rail
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he fact that most trailers on the 
road are not cranable  is not en-
couraging given the widely sup-
ported policy of shifting substantial 
cargo volumes from road to rail.

To make trailers cranable, a re-
inforcement of the supporting 
part of the 

trailer chassis is neces-
sary (ideally during the 
production of the trailer 
chassis), which gener-
ates 400 kg extra weight 
in the trailer and reduces 
the loading capacity with 
the same weight. 
 
Making all trailers crana-
ble related to its  percen-
tage is rather unrealistic. 
Considering the short 
transport distances and/
or the need for tempera-
ture controlled transports 
a 100% refit is not necessary. Because of the 
fact that the majority of trailers are being used 
in long distance operations, transport experts, 
engineers and rail operators have already been 
searching for many years to find ways to bring 
these trailers onto the train.

Besides the cranability of the trailer their height 
is also a major issue for the success of alterna-
tive concepts. Thus you can see lowered load-

ing platforms in nearly all innovative concepts; 
they have been lowered partly so that these rail 
cars can pass with 4 metre trailers, where the 
rail track profile will only allow 3.85 metres high 
trailers.  

On the following pages we show five solutions, 
which are all in operation even when you have 

to book a long distance 
flight to see one of them. 
Four of the solutions are 
definitely focusing on 
the non cranable trail-
er, one needs a special 
designed trailer. In the 
solution engineering 
there are three main di-
rections: in three of the 
solutions the carrying 
rail cars have been com-
pletely newly designed 
without demands for 
the trailers to be trans-
ported; in one solution 
both rail cars and trailers 

were redesigned and redeveloped; and in one 
solution neither trailer nor railcar got special de-
mands, just an adapter that makes what until 
now was an impossible connection.

The still growing environmental awareness 
(CO2, NOX, SOX und Feinstaub) will certainly 
give these developments tail wind and hopeful-
ly increase the shift in cargo volumes to rail in 
the coming years.   

Most trailers are not cranable
For many years the figure of 95% - the percentage of trailers on the roads 
which are not able to be moved by crane - has haunted the industry

3
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APM Terminals Maasvlakte II (APMT MVII) has her rail terminal located at the 
center of Maasvlakte. This location makes for an excellent consolidation point 
for both maritime and continental volumes. With the Open Access Rail Terminal 
(OART) concept, we open up our rail terminal to handle external cargo.

Contactgegevens
Commercial Department
(Accountmanager Landside)

E-mail: roy.de.haan@apmterminals.com
Tel.:  +31 (0)10 754 9656 or 
+31 (0) 646828319

APM Terminals Maasvlakte II B.V.

Europaweg 910, 3199 LC Rotterdam

Postbus 8, 3000 AA Rotterdam

Nederland

Handelsregister nr. 24399863

Lifting Global Trade

www.apmterminals.com

www.DailyLiftingMVII.com
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RAlpin
ffers an accompanied combined rail 
transport service to cross the Alps to/
from Freiburg and Basel to/from 
Lugano and Novarra. The truck 
drives onto the train and the dri-
ver sleeps in  the  sleeping  wa-
gon during the alpine crossing. 
Thus the alpine crossing by rail 

is resting time for the driver, who can con-
tinue his journey immediately after arrival 

of the train at its destina-
tion (Freiburg or Novarra). 
With nearly 6,000 trains a 
year, mainly via the Lötsch-
berg route, 110,000 trucks 
are being transported 
yearly with this alpine rail 
service, which (according 
to the UIRR conversion) 
represents 220,000 TEU. 
An important component 

of this system, besides the well known rolling 
highway system, are the small wheels under 
the rail cars, which are being exchanged more 

often because of the  higher tread loss. Re-
pair and maintenance of the railcars and 
wheels is done in RAlpin’s own workshop 
in Wangen close to Olten.

Contact

René Dancet

rene.dancet@ralpin.com
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LOHR UIC
he LOHR UIC is as a development 
more or less a MODALOHR 2.0. 
The MODALOHR itself is not UIC 
approved and is only operational on 
tracks which have been constructed 
for the MODALOHR or have been 
modified as such. 

With the operational experiences gathered 
on the pilot track between Le Boulou (F) 
and Bettembourg (L) and of course with 
the target to get the rail cars UIC proved 
and thus operational in a much larger area, 
Lohr redesigned the MODALOHR into the 

LOHR UIC.LOHR UIC consists of a railcar with 
an approximately 30˚ turnable platform, which 
can be turned for loading and unloading onto 
for the LOHR UIC rail cars specially built termi-
nal. At one side of the train the truck drives on 
to the 30˚ angle turned platform, uncouples and 
secures the trailer on the platform, and drives 
away on the other side of the train. 

The LOHR equipment operated rail service 
between Le Boulou (F) and Bettembourg 
(L) transported in 2015 66.334 unaccom-
panied trailers (according to the UIRR con-
version this is equal to 132.668 TEU) with 
34 rail pairs weekly. In March 2016 a new 
service has started, the so called VIIA Bri-

tanica, with a single trip dis-
tance of 1,400 km between 
Calais (F) and Le Boulou (F). 

In this service a daily train 
pair is rolling, each with a 
capacity of 40 trailers, which 
corresponds with a yearly 
capacity of approximately 
50,000 TEU.

Contact

Hervé Morel

herve.morel@lohr.fr
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CargoBeamer
fter the engineering, develop-
ment, testing, market introduction 
and some pilots (like Wolfsburg 
<> Beckingen; Bettembourg <> 
Lübeck) CargoBeamer presented 
itself in 2015 as an operator (hav-
ing its own developed rail-
system as a unique selling 
point) with its own regular 

rail service connecting Cologne (CTS) 
and Domodossola (Hangartner). Ideally 
CargoBeamer trains run between ter-
minals which have been equipped with 
a CargoBeamer track and the specially 
prepared siding floors along the track 

in order to realize the unloading or loading of 
the train in more or less just “one move”. After 
a “second move” the train is loaded again and 
can leave….. after just 15 minutes! Before this 
high speed loading and unloading operation the 
truck drives the trailer on to a sledge, which is 
lying alongside the railcar on a prepared floor 
which has two slits in which beams move the 
loaded sledge to its position in the railcar.

As soon as the sledge has reached its po-
sition in the train, the four side-gates are 
closed and secured. The closing of these 
four side-gates connects the sledge with 
the boogies and together they compose 
the CargoBeamer railcar. Because of 
the fact that the sledge has a very small 

distance to the railway embank-
ment, this concept generates 15 
extra height centimetres for the 
carried cargo of trailers and/or 
loading units. 

At non CargoBeamer equipped 
terminals the sledge is alterna-
tively loaded or unloaded with 
“piggy back” equipment in the 
crane or the reachstacker. 

Contact

Barbara Schafroth

bschafroth@cargobeamer.com
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bout 90% of all trailers in Germany 
are not cranable. So forwarders 
with their decision for road 
transport have, in the long 
term, been automatically 
bound to that modality, and 
even in cases where a shift 
to rail (e.g. long distanc-
es) would have resulted in 

huge economic advantages. New flexi-
bility is what NiKRASA offers – a real in-

novation, which was developed by TX Logistik, 
bayernhafen Gruppe and LKZ Prien. 

NiKRASA

The abbreviation stands for “Nicht KRAn-
bare SAttelauflieger” and describes the 
solution which the product offers: trailers, 
which could not be handled with a crane, 
can be handled with this system and shift-
ed from road to rail.

During the process of developing 
the system the practical demands 
from shippers, forwarders and 
terminal operators were equal-
ly taken into account. “The huge 
advantage of NiKRASA is, that for 
the participants nothing changes: 
processes and equipment stay 
identical”, declares Christoph 
Dörre, business development 
manager for NiKRASA in TX 
Logistik. “The system fits to the 
current market standards and can 
be used very simply and flexibly.” 

NiKRASA is closing the gap between road and rail: 
non cranable trailers become cranable
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er frequency for forwarders, more handlings for 
terminals and a higher flexibility for shippers. A 
win-win on all sides.”  

NiKRASA 2.0

The future target is to establish the system 
wider in the market and to improve it. Together 
with its project partners TX Logistik is actually 
already developing NiKRASA 2.0. “The system 
will be improved to be even closer to the de-
mands of the shippers, forwarders and terminal 
operators,” Dörre promises.  

Contact

Susanne Linken

s.linken@txlogistik.eu

Kompatibilität von Verkehrsträgern ist  
keine Selbstverständlichkeit.
 
Von rund 1 Mio. Sattelaufliegern europa-
weit sind gerade einmal 5 Prozent kranbar. 
NiKRASA bringt systemisch Bewegung ins 
Spiel. 

Wir schließen die Lücke und bringen Sie 
von der Straße auf die Schiene.

Nicht kranbare Sattelauflieger werden  
kranbar: Mit einer Platte werden Ihre Trailer 
auf die Schiene umgeschlagen.

MAKING STANDARDS WORK
FOR A PERFECT MATCH BETWEEN ROAD AND RAIL

TX Logistik AG

Junkersring 33 . D - 53844 Troisdorf
Tel: + 49 (0) 22 41 14 92- 0
Fax: + 49 (0) 22 41 14 92- 139
info@txlogistik.eu . www.txlogistik.eu

TX_AZ_90x252_Tetris.indd   1 25.10.16   10:21

Simple handling 

NiKRASA consists of two parts: a passable ter-
minal platform and a transport platform. For the 
handling the truck drives with the trailer onto the 
terminal platform and puts the trailer down in 
the middle of the transport platform. Afterwards 
the portal crane (or reach stacker) lifts both the 
sledge and the trailer onto the train using "piggy 
back" equipment. Both elements (sledge and 
trailer) belong together and are loaded togeth-
er into a pocket wagon. The terminal platform 
stays at the terminal, and the transport platform 
is loaded into the pocket wagon, in order to un-
load the trailer at the destination directly from 
rail to road. “Our customers are enthusiastic 
about the simple use of the system” says Chris-
toph Dörre. This explains the growing demand 

for NiKRASA: actually TX Logistik operates 
about 100 transport platforms, with which the 
rail operator has transported 4,000 trailers be-
tween Padborg and Verona, Herne and Verona, 
Malmö and Herne as well as Bettembourg and 
Triest. The trend is for further growth. 

NiKRASA a win-win both for 
customer and rail operator

In the meantime the number of mixed trains is 
growing: trains with normally loaded intermodal 
fitted trailers combined with trailers on NiKRASA 
platforms. “In this way routes become financial-
ly positive, which they were not with cranable 
trailers only," explains Dörre. “With NiKRASA it 
becomes possible to improve the utilization and 
to offer more round trips. Which means a high-
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Transition Unit

The RailRunner Transition Unit (TU) provides the means of coupling RailRunner containers/chassis to standard locomotives 
and railcars equipped with conventional railroad knuckle couplers. Equipped with both a RailRunner coupler and a standard 
knuckle coupler, the TU is first attached to the lead RailRunner chassis/container before coupling with the locomotive  
or railcar.

Features
n High Speed Capability: RailRunner bogies have passed  

all AAR required tests at 70 mph and runs at speeds up  
to 100+ miles per hour.

n Wheel Wear: RailRunner bogies feature radial steering 
that mitigates wheel wear and tear, reducing mainte-
nance costs and extending product life.

n Smooth Ride Design: Slackless coupling and air spring 
shock absorber dampened suspension on bogies insure 
damage-free transportation and attracts fragile, high-
value payloads to rail lanes. The slack-free RailRunner 
coupler provides almost 100% less slack than conven-
tional intermodal and 95% less slack than typical double 
stack.

n Rail Car Components: RailRunner bogies are equipped 
with standard, commercially available railcar equipment, 
wheels, axles, bearings, couplers/draft gear and braking 
systems.

n Easy-to-Load Design: RailRunner bogies easily couple 
with chassis using a failsafe-locking pin that secures  
the chassis to the bogies. Air suspension allows lifting  
of the road vehicle providing sufficient wheel clearance 
for the track.

Specifications
n Width: 8' 4"

n Overall Length: 16' 0"

n Running Height: 45" (top of rail to center line of drawbar)

n Wheel Base: 6' 8"

n Weight: 19,000 lbs.

n Max Operating Speed: 70 mph

n Carrying Capacity of bogie: 91,000 lbs.

n Rail Wheels: AAR J-33, class C, AAR-1B tread

n Roller Bearings: 6" x 11" AP type Raised Wheel Seat,  
Class E

n Operating Air Suspension Pressure: 90-110 psi 

n Buff/Draft Capability: 400,000 lbs. according to  
AAR RP-257-90 standards and recommended practice

n Brake System: NYAB TMB 60. Brake Valve DB-60 or  
equivalent and 1¼" i.d. brake pipe with gladhands

n Forklift Pocket: For easy positioning of the bogie on and 
off the track; frees track space

n Safety/Security: Optional security package, fully  
compliant with FRA safety requirements

Transition Unit

The RailRunner Transition Unit (TU) provides the means of coupling RailRunner containers/chassis to standard locomotives 
and railcars equipped with conventional railroad knuckle couplers. Equipped with both a RailRunner coupler and a standard 
knuckle coupler, the TU is first attached to the lead RailRunner chassis/container before coupling with the locomotive  
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Intermediate Unit

RailRunner’s Intermediate Unit (IU) is an integral part of the unique bi-modal system. This bogie transforms the  
RailRunner chassis and/or road vehicle from highway equipment to a high-speed rail vehicle.

Features
n High Speed Capability: RailRunner bogies have passed  

all AAR required tests at 70 mph and runs at speeds up  
to 100+ miles per hour.

n Wheel Wear: RailRunner bogies feature radial steering 
that mitigates wheel wear and tear, reducing mainte-
nance costs and extending product life.

n Smooth Ride Design: Slackless coupling and air spring 
shock absorber dampened suspension on bogies insure 
damage-free transportation and attracts fragile, high-
value payloads to rail lanes. The slack-free RailRunner 
coupler provides almost 100% less slack than conven-
tional intermodal and 95% less slack than typical double 
stack.

n Rail Car Components: RailRunner bogies are equipped 
with standard, commercially available railcar equipment 
including wheels, axles, bearings, and braking systems.

n Symmetrical, Easy-to-Load Design: Intermediate bogies 
easily and symmetrically couple with special RailRunner 
chassis using their patented wedge-shaped, self-guiding 
design and failsafe-locking pins. Air suspension allows 
lifting of the road vehicle so that wheels clear the track.

Specifications
n Width: 8' 2"

n Overall Length: 14' 0"

n Running Height: 51.0" (top of rail to center line of drawbar)

n Wheel Base: 6' 8"

n Weight: 15,000 lbs.

n Max Operating Speed: 70 mph

n Carrying Capacity of bogie: 95,000 lbs.

n Rail Wheels: AAR J-33, class C, AAR-1B tread

n Roller Bearings: 6" x 11" AP type Raised Wheel Seat,  
Class E

n Operating Air Suspension Pressure: 90-110 psi 

n Buff/Draft Capability: 400,000 lbs. according to  
AAR RP-257-90 standards and recommended practice

n Brake System: NYAB TMB 60. Brake Valve DB-60 or  
equivalent and 1¼" i.d. brake pipe with gladhands

n Forklift Pocket: For easy positioning of the bogie on and 
off the track; frees track space

n Safety/Security: Optional security package, fully  
compliant with FRA safety requirements
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40' Chassis

RailRunner's unique chassis can carry any standard domestic and/or international shipping container and operates both over 
the highway as well as over the rail. The specially designed chassis is built to withstand rail tension and compression forces of 
400,000 lbs., sufficient for operating long trains with up to 150 container chassis and up to 5,200 trailing tons (depending on 
route parameters). Each chassis is equipped with patented RailRunner front and rear receiver boxes for coupling the chassis to 
the rail bogies as well as with 1 ¼" diameter air pipe with gladhands for compatibility with conventional rail braking equipment 
when traveling by rail.

Specifications
n Designed Rail Buff/Draft forces: 400,000 lbs.

n Overall length: 40’ 7"

n Fifth wheel height: 48"

n Overall width: 8' 0"

n Chassis Weight: 8,000 lbs.

n Load Capacity: Road 48,000 lbs., Rail 67,200 lbs. max.

n Kingpin Location: 36"

n Highway Suspension

	 n Leaf Spring Suspension 

	 n Moveable tandem wheelset

	 n 22.5 x 14.0 aluminum wheels

	 n 444/50R22.5 super single tires with  
  Tire Inflation System (TIS)

	 n 2S/1M ABS air brake system

n Rail Components

	 n RailRunner receiver box

	 n 1¼ train line pipe and glad hand connections
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RAILRUNNER
Terminal not important!

ith the RAILRUNNER concept 
the terminal loses its importance: 
just a rail siding is necessary and 
nothing else. Anywhere where a 
rail siding is available, and is long 
enough for the number of trailers 
to be handled daily, the RAIL-
RUNNER concept could be used. 
Because of the tractive and 

brake forces, the dedicated chassis and 
trailers have heavier constructions than 
the normal types. Nevertheless a full 
RAILRUNNER train must have about 
200 ts less weight than regular trains 
(trailers on pocket wagons) and because 
of the much smaller gaps between the 
trailers, better aerodynamics.

The RAILRUNNER train is very compact and 
can bring 49 trailers together in a 700 metre 
train, which is much more than other rail con-
cepts can offer for trailer systems: pocket wag-
ons, Lohr UIC, CargoBeamer; not one of them 
is even 35 trailers! 

This advantage however was one of the rea-
sons why the 1991 founded and very similar 
concept BTZ  (Bayerische Trailer Zug) went 
down the tubes, because the track costs for 
the BTZ train became 30% higher than those 

for regular freight trains because of the 
UTI-factor (more or less a fine for the bet-
ter use of train windows). 

After several successful decades in the 
US, the RAILRUNNER concept is on its 
way back. Rainer Mertel (KombiConsult 
Frankfurt) attributes its success in the 
US not to the technical aspects but to the 

new operating model. Halving the staff on the 
trains combined with the technical advantages 
has resulted in lower production costs. 

In South Africa and India long term contracts 
have recently been settled with RAILRUNNER, 
which makes sense considering the poor in-
frastructure in terms of the availability of inter-

modal terminals on the one hand, and on the 
other hand the long transporting distances in 
both countries.

Contact

Gerhard Oswald

goswald@gomultimodal.com  
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Universal growth model for container transferia near deep-
sea terminals. Picture shows a transferium for a throughput 
of 500,000 TEU/year.

4 stack lanes, 8 OHC's, quay length 150 m1

Handling speed: 
- shuttles 100-160 moves / hour (200-320 TEU/h)
- trucks    100-120 moves / hour (200-240 TEU/h)
  
Terminal area: ± 3,0 hectare
Stack capacity: 3.300 - 4.100 TEU

3534 BOX®2016 - 21 BOX®

Higher performance, 
lower costs and a lot 
more advantages!

Containertransferium 
new style!

2016 - 21

http://www.ngict.eu/website/home/animations/
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LHG Lübeck
The Lübecker Hafen-Gesellschaft (LHG) 
is the biggest German terminal operator in 
the Baltic Sea area. Not only is the port of 
Lübeck a bundling point at the Baltic Sea, 
but also the wide range of services of the 
LHG subsidiaries, mainly related to rail 
transport, completes the excellent service 
offered in Lübeck.

 
Baltic Rail Gate  
efficient terminal facility 

o be competitive in intermodal trans-
port, a productive intermodal terminal 
facility is a must.    Baltic Rail Gate 
(BRG), a joint venture of Kombiver-
kehr Frankfurt and LHG, is the 
crucial point of the sea port of 
Lübeck. With the foundation of 

the BRG and the inauguration of the im-
pressive crane in 2003 in Lübeck a new 
chapter in intermodal handling began, 
which had until then been done with reach 
stackers. Since then two gantry cranes 
work alongside six train-length tracks. 

In the year of its foundation the handling per-
formance reached the figure of 40,000 contain-
ers, trailers and swap bodies; in 2015 the per-
formance already counted more than 98,000 
units. The terminal is being used by different 
operators: Kombiverkehr, TX Logistik, Hupac 
and the LHG subsidiary European Cargo Logis-
tics (ECL) – Baltic Rail Gate is free of discrimi-
nation and accessible to all operators. 

The sea and rail schedules fit perfectly togeth-
er, which means that waiting times during the 
transition from sea to rail or vice versa are kept 
to a mimimum and because of that the dura-
tion of the total transport is very attractive. Four 
operators offer 30 rail connections to different 
destinations in Germany and Italy each week, 
together with a lot of gateway connections to 
destinations in whole Europe. Most  trains  ope-

rate in “night jump”, which means that they 
leave Lübeck in the evening and reach 
their destinations in the economic hot 
spots (like Duisburg and Ludwigshafen) 
the next morning. Forwarders appreci-
ate the economical and environmentally 
friendly methods of transportation as well 
as the reliability of the terminal. 

In addition  to  the  loading  and  unloa-
ding  of  trains,  Baltic  Rail Gate is offe-
ring a wide range of services around 
intermodal transport: agency services, 
cargo control, truck haulage and re-
pairs. 

ECL offers 
attractive rail connections 

The “icing on the cake” in the  intermo-
dal offer in the port of Lübeck is without 
doubt the  LHG subsidiary European 
Cargo Logistics (ECL), which has been 
continuously expanding its activities 
over recent years. 

 The connection Lübeck <> Verona has been in 
existence for twelve years and with six depar-
tures weekly offers an attractive transport du-
ration for trailers, containers and swap bodies. 
For example, a trailer can be loaded on a Friday 
afternoon in Helsinki and be available for 
truck delivery on Monday in Verona; this 
local trucking service can be offered by 
ECL as well. 

In cooperation with CFL, the ECL partner in 
Luxembourg, ECL offers connections from 
Werden to Bettembourg (Luxembourg) as 
well as Le Boulou and Lyon (France).

But integrated transport solutions for 
Stockholm are also in the portfolio. Togeth-
er with the Swedish partner Green Cargo 
there has been an integrated transport 
solution (rail-sea-rail) developed, for which 
route (Scandinavia - Baltic Sea – continent 
or v.v.) forwarders can place one single or-
der at ECL. A one-stop-shop solution. 

All intermodal connections are optimally 
tuned with the ferry arrivals and depar-
tures in Lübeck-Travemünde. This close 
cooperation with the Scandinavia quay 

berthing lines enables the best possible connec-
tion with Sweden, south Finland, Russia and the 
Baltic states. With the “European one-stop-book-
ing” concept, for example, a container from Lud-
wigshafen arrives in four days at St. Petersburg, 
five days for the Verona to St. Petersburg route 
and only three days for a trailer from Verona to 
Ventspils or Liepaja. 
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SSG: Truck- and Trailer- Service 

The subsidiary Skandic Service Gesellschaft 
(SSG) stands for another building block in the 
intermodal service package of the LHG group. 
The workshop established in 2012 maintains 
and repairs trucks and trailers of all brands. The 
workshop is located in the centre of the Lübeck 
port terminal Scandinavia quay and is able to 
operate 24 hours a day.  Because of its central 
location at the quay ferry waiting times or driver 
resting hours can be used optimally for repairs 
of trucks and/or trailers. 

For nearly a year SSG has been offering a fur-
ther service in the port: as a service and sales 
partner of the so called “tomlift” system SSG 
can undertake a refit of trailers which are not 
cranable, in order to get them cranable and thus 
capable for rail transportation. SSG obtains 
from the manufacturer of the system a building 
kit which can be installed in two working days. 
Through this refit the trailer, which was only 

suitable for road transport before, has become 
a full intermodal trailer and can be handled with-
out restrictions at any intermodal terminal. 

The delivery time depends on the type of trai-
ler and the ordered volume of building kits. The 
building is screwed together and thus can be 
taken off if wanted and reused later as well. Es-
pecially for forwarders, who do not participate in 
combined transport but are considering joining, 
the “tomlift” is a perfect option.  

NRS shunts and repairs 

The LHG subsidiary Nordic Rail Service (NRS) 
is also executing “the last mile” around the in-
termodal terminal Baltic Rail Gate for Deutsche 
Bahn, with its own fleet of diesel powered shunt-
ing locomotives. NRS pulls the block trains 
into the terminal area and delivers them after 
unloading and reloading outside the terminal 
area – exactly where the electrified rail network 
starts.

NRS was founded in 2004 and is a so called 
(licensed) rail transport company (the German 
abbreviation: EVU), with a staff of 30 people ac-

tive in rail transport, rail car repair, rail track and 
signal construction. The wide portfolio  of  servi-
ces includes shunting, national rail traction, 
maintenance of the 60 rail sidings of the Lübeck 
port rail, terminals and the operation of an own 
rail car workshop. With their mobile workshop 
team NRS repairs and maintains rail cars of the 
operators and rail car owners. Larger repairs are 
done in the NRS rail car workshop in Lübeck. 
The rail cars are moved with their own locomo-
tives to the rail car workshop which has two 70 
metre long covered rail tracks with pit. NRS has 
been certified according ECM and VPI.

Besides these services, which are more or less 
focused on the intermodal operators and their 
daily needs, NRS has built up a second pillar 
and is operating dry bulk trains through the 
whole country. Thus companies from the build-

ing and agricultural 
sector, can not only 
order storage and   
handling   servi-
ces from LHG, but 
also order the neces-
sary transport at 
NRS. NRS  is  execu-
ting the direct trans-
port from the produc-
tion location to the 
port, where the cargo 
is taken over by LHG 
for storage in ware-
houses or in the open 
air, awaiting the sub-
sequent transport by 
truck or sea vessel.
 
Conclusion 

The intermodal hot 
spot Lübeck is im-
pressive not only 
for the variety and 
strengths of the co-

operating players but also for its function as a 
bundle point. Forwarders can simply put their 
loading units, with different destinations around 
the Baltic Sea, on a train in an industrial area 
like, for example, Ludwigshafen, and LHG will 
take care over of the further distribution. The 
beneficiaries of the extensive service portfolio 
of the LHG group in combination with the huge 
number of ferry services, are the forwarders, 
who want to execute their transport orders with-
in Scandinavia and continental Europe using all 
modes of transport, including sea, but increas-
ingly choosing rail.

Contact

Natascha Blumenthal

natascha.blumenthal@lhg.com
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Melzo 
(Milan)

Ravenna

Gioia Tauro

La Spezia

Cagliari

Rail Hub Milano: 
Formula-1 gearbox 
for Italian seaports
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ith the growth of the deep sea 
ships, and the consequent growth 
of maritime terminal equipment 
and infrastructures, the hinterland 
of  sea  ports  has  similarly   deve-
loped. 

Hinterland connectivity

The supply and catchment 
area of maritime terminals has expanded
and is in continuous growth. The most 
important catalysts in this process are 
the hinterland connections and their 
frequency, as well as the availability of 
reliable and efficient shunting and yard 
operations. Ports with superior volumes 
and good connectivity infrastructure are 

able to attract more business opportunities from 
shipping lines and services, and to therefore 
draw even more volumes. This will stimulate the 
beneficial circle of a vast network of intermodal 
connections, generating development and new 
business opportunities for the whole area.

Contship Italia Group

The gateway ports of Contship Italia 
Group, located in the northern Italian ci-
ties of La Spezia and Ravenna, are not 
an exception in this sense. 
However, the morphological features of 
their hinterland, as well as the impos-
sibility of large inland infrastructures in 
the immediate proximity of the port, has 

forced the Group in the past to take the lead on 
this issue, coming up with alternative solutions 
to guarantee an efficient and seamless supply 
chain in response to recurring and/or unexpec-
ted peaks of volumes. 

Rail Hub Milano = the solution

Contship’s solution is the intermodal platform 
Rail Hub Milano (RHM), a comprehensive logis-
tic hub located in the hinterland of the economic 
capital of Italy, in 
the heart of the 
Po valley, with 
the objective to 
bundle volumes 
and to expand 
the range of 
maritime ports into the hinterland, reaching the 
economies of scale with its extended network of 
national and international rail connections. 

Already 7,000 trains a year

Serving both the Group’s ports, as well as other 
Italian gateways, rail & truck operators, RHM 
today handles around 7,000 trains per year, 
aiming to reach 9,000 in the near future, and 
offering fast and efficient connections of mari-
time and continental cargo to Italy and Europe, 
through more than 90 weekly domestic and in-
ternational round trips.

Asia: 7 days closer

With better maritime transit 
time from Asia (7 days earlier 
for import containers, com-
pared to ports in North Europe) 

and the approaching comple-
tion of NEAT (Neue EisenbahnAlpenTransver-
sale - new alpine rail crossing), the so-called 
“Southern Gateway” represents a concrete op-

Rail Hub Milano (Melzo): 
A Formula-1 gearbox for Italian seaports
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portunity for Swiss shippers and receivers to save transit time 
and end-to-end costs, and avoid unnecessary CO2 emissions. 
This viable option provides customers with the extra benefit of 
doing business with a single partner, capable of managing all the 
segments of the supply chain (maritime terminal, rail operations 
and inland transfers) from port to door, and vice-versa. 

Contship Italia Group continues to provide efficient and effective 
maritime and intermodal services satisfying all their customers’ 
needs!

Contact

Daniele Testi

daniele.testi@contshipitalia.com

MELZO (MILAN)

ZEEBRUGGE

NOLA

GIOIA TAURO

BARI

FROSINONE 
(Rome)

RAVENNA

BUDAPEST

PADUA

LA SPEZIA

GENOA

FRENKENDORF (Basel)

DUISBURG 

ROTTERDAM

VENLO

TRIESTE
PARMA

REGGIO EMILIA
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t could be argued that the inspiration for 
a state of the art intermodal terminal at 
Burghausen was the modest container 
module on the factory plant of Wacker 
AG. In the absence of a container ter-
minal in the Bavarian Chemistry Trian-
gle the operators of this mini container 
module needed to demonstrate high 

accuracy to handle containers safely in such a 
small area. The people who operated the early 
mini container module still deserve respect 
for the foresighted attitude as well as the 
high accuracy to handle containers safe-
ly in such a small area. 

Modal shift

Out of consideration for the environment 
and the modal shift, with wide and great 

regional support, a forest landscape has been 
sacrificed to develop the first phase of BKT 
Burghausen (Burghausen Kombi Terminal). Al-
ready, just a few years after the operational start, 
the number of containers (and intermodal units) 
being handled at BKT is reaching its capacity of 
60,000 TEU and thus the shareholders (City of 
Burghausen, DUSS Bodenheim, Karl Schmidt 
Heilbronn) must deal with the further planning of 
a second crane for the BKT terminal.

Reefer and special chassis

Besides the general terminal equipment 
BKT Burghausen operates an expanda-
ble station for reefer containers as well as 
an above-average fleet of special chassis 
(sideloader and tipping chassis). Prepara-
tions have been made in order to let E-lo-

comotives enter the 
terminal “with swing” 
and pick-up elec-
tricity again at the 
end of the terminal 
where they should 
leave the terminal in 
the future. With four 
full train tracks (700 
metres) the terminal 
has been designed 

and equipped with a good eye for the future. 
Because of the central location within the Ba-
varian Chemistry Triangle the volume potential 
for the terminal is much bigger than “only” the 
container output of Wacker AG Burghausen. All 
the chemical locations like Gendorf, Ismaning, 
Unterneukirchen, Aschau am Inn, Burgkirchen, 
Trostberg and Waldkraiburg have, with BKT 
Burghausen, practically all the national and in-
ternational transport connnections at their front 
door and can use this interface more or less 
intensively. 

In addition to the container traffic, the rail 
track between Munich and Burghausen (via 
Mühldorf) is being used intensively by trains 
for passengers as well as freight trains with dry 
and liquid bulk cargo. Because of the fact that 
this route is mainly single-track and thus not 
really “modal shift”  friendly,  the  development 
of this infrastructure into double-track with 
electricity should be moved to the forefront of 
discussions. In rail jargon the track has been 
“developed according to the needs”, neverthe-
less the pictures of some bottle necks speak 
for themselves, carrying the risk of worse con-
nection quality in Munich and thus the risk of a 
reverse modal shift…. back to the road!

Contact 

Tom Schimmel

tom.schimmel@kt-burghausen.de

KTB Burghausen joined the combined transport 
network and is growing towards its expansion
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hen one travels from Hamburg to 
Milano or from Paris to Warsaw, it 
is natural that one must, as a train 
passenger, change at junction 
railway stations, if there is 
no direct connection to the 
final destination. In order to 
change as few times as pos-
sible the traveller generally 

chooses the best junction, getting the 
quickest travel time or the fewest chang-
es. 

“In rail freight transport this is identical. Not every 
route in rail transport leads directly to the final 
destination. When one, in the design of the in-

termodal transport chain, decides for com-
bined transport via rail, then the under-
standing of the necessity of the “change” 
of the cargo unit (container, tank, swap 
body) on different connecting rail sys-
tems must be present. It isn’t a question 
of if, but more how often, how quickly and 
for which price,” declares Dipl.-Ing. Wolf-
gang Müller, chairman of the board of 

Deutsche Umschlaggesellschaft Schiene – Straße 
(DUSS), which operates 22 combined transport ter-
minals in Germany. 

It is usually just a short walk for a train passenger 
to cross from one platform to another to continue 
their journey, but for heavy cargo units without hav-
ing their own mobility the change is a bit more com-
plicated. Developers and engineers have worked 
out clever solutions to simplify the change of car-
go units. Until now in combined transport terminals 
this has been mainly point-to-point cargo units be-
ing handled from train to truck and vice versa. The 
change function (from train to train) is rare.

Traffic grows, parameters have changed

The growth of traffic during recent years was also 
generated by the combination of intermodal network 
connections with handling of cargo units from one 
train to another.  For a long time now all intermodal 
cargo units do not travel anymore between two de-
fined points A and B. In the meantime capacity re-
strictions, but also the market demand, require that 
cargo units are being transported from A to B via C, 
if this optimises the rail network and is helpful for the 
shift of road traffic to rail. For this a polished logistics 
chain must be created to manage the change from 
one train to another smoothly and effeciently.

The mega hub concept corresponds with 
the changed intermodal demands

The mega hub concept takes these demands into 
account. Different trains bring a mix of cargo units 
from all parts of the connected regions to a central 
hub, where new destination oriented trains are be-
ing put together.

The handling of these cargo units from train to train 
must be realized efficiently and quickly. When every 
day a hundred or more intermodal cargo units must 
be unloaded and reloaded quickly on to connect-
ing trains, the conventional vertical craning method 
will soon cause a bottleneck. Because  of  that  the  

engineers and developers have concentrat-
ed on the handling speed and additionally 
on horizontal production, which supports the 
flow of the intermodal cargo units in a mega 
hub terminal. 

In this design the single cargo unit is not being 
passed along step by step at different crane 
exchange points, but put on a mover along 
the crane alley, which is moving the cargo 
unit into its position in the soon departing 
train. This relieves the crane operation and 

Mega hub Lehrte
Mega hubs – The connected freight transport of the future
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saves the im-
portant crane ca-
pacity for its real task: 
the quick loading and un-
loading of trains.

Mega hub Lehrte was 
more than 25 years on the agenda

Looking at the past history of the mega hub 
Lehrte, close to Hannover, the mega hub con-
cept of the 1990s represented a technology 
threshold, dealing with issues like the useful 
geographical stationing, making best use of 
technology, the financing and last but not least 
the operational implementation. 

Planning and building laws and regulations of 
the client (DB Netz AG) and the political discus-
sions, mainly concerning the location and the 
financing, has dominated the process for a long 
time, but have finally been solved. The federal 
railway authority did the planning permission 
hearings and the permit to build was given in 
April 2015. For the realisation a unique financing 
agreement was made in 2012 between two re-
sponsible federal ministries (traffic and finance) 
as well as DB Netz AG and DB Energie GmbH.  
All planning is ready, and the basic production 
concept has been tested elsewhere success-
fully in smaller operations. The concept which 
is the operational and productional basis for 

L e h r t e , 
has been re-
alised and tested 
in lots of small solu-
tions as well as in central 
combined transport terminals in 
Germany. Additionally the university 
of Hanover developed simulations, with 
which the capacity models for Lehrte have 
been measured in different scenarios. 

At the operational start of Lehrte one can al-
ready fall back upon a foundation of experienc-
es and expectations in the procession of chang-
ing cargo units. “When you take for example the 
DUSS-terminals   Cologne  Eifeltor  or  Munich-
Riem, there we realize with the conventional 
craning method a lot of changing cargo units, 
without which the actual combined transport 
network would not be possible at all,” adds 
Dipl.-Ing. Wolfgang Müller. “There are all kind of 
cargo units (eg containers, tanks,  swap  bodies,  
trailers) changing in a volume range of 10% of 
the daily train arrivals of European connections 
to and from Germany. 

Thanks to advancing IT the organizational ex-
penditure in Köln-Eifeltor is getting more and 
more under control, but it is still substantial. 
Modern IT solutions, like the operational man-
agement system for terminals, support the time-
ly coordination of the changing cargo units, but 

do not prevent the need for the cargo units to be 
moved excessively through the terminal” con-
cludes Müller.

Looking at the project mega hub Lehrte from this 
point of view, a share of 80% of the total through-
put is expected as changing cargo units. Such 
dimensions would overtax classic terminals. For 
Lehrte a different technological and production 
approach is necessary. The dimensions ask for 
rethinking: technically and productionally. The 
terminal will be equipped with high performance 
cranes equipped for handling on both ends and 
with six rail tracks located under them.

With the cranes all current cargo units in com-
bined transport can be handled. The operation of 
the sorting and moving area along the middle of 
the terminal and along the crane alley will be done 
with movers on which the cargo units are put on or 

taken off by the cranes. In the first building phase 
12 movers will come into operation; an extension 
up to 36 movers is possible. The automatic guid-
ed movers take care of the horizontal transport of 
the cargo units (except trailers) between the differ-
ent crane working areas. 
Through this operation it will be possible to sort 
cargo units out over the complete length of the 
trains without disturbing the operation of the 
cranes.

Dipl.-Ing. Wolfgang Müller

“Change is a necessity to make 
combined transport more effi-
cient and more attractive.”

Dipl.-Ing. Wolfgang Müller

“...a share of 80% of the to-
tal throughput is expected as 
changing cargo units...”
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Separated: craning and sorting

Separated: craning and sorting – less crane run-
ning generates a higher handling performance. 
The division of labour between the cranes and 
the sorting area reduces the distances the 
cranes normally have to move and because of 
that a higher handling performance in the train- 

to-train handling. The mega hub 
Lehrte  is  getting  a   

 hand-

ling capacity of 130,000 cargo units in its first 
phase. The next phase of development will be 
oriented to further handling development as 
well as the operational experiences within the 
terminal.

Further information

http://bauprojekte.deutschebahn.com/p/me-
gahub-lehrte
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Recently Maasvlakte 2 was officially opened 
and the first container terminals will become 
operational in 2014. This causes the flow of 
containers in the port of Rotterdam to be 
fragmented even further. The philosophy 
behind the neutral Barge Service Centre is 
to bundle these little call sizes and to save 
money. www.bargeservicecenter.nl

Barge Service Center: neutral solution,
common benefit

Kramer Group B.V.
Missouriweg 17

3199 LB Maasvlakte-Rotterdam
+ 31 (0) 181 362 880
info@kramergroup.nl
www.kramergroup.nl
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CONNECTING ASIA TO EUROPE  
BY RAIL IN 15 DAYS

DOOR-TO-DOOR RAIL SOLUTIONS
ALL TYPES OF CONTAINERS
•  FCL
•  LCL
•  Special container
•  Special rack for cars stuffing

ADDED  VALUE SERVICES
• Track & Trace / Control Tower
• Warehousing
• Reloading into truck
• Customs & tax representation

> 15 DAYS DELIVERY 
> 15 TRAINS A WEEK

www.gefco.net
Mail: railasia-europe@gefco.net 
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