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_INTRODUCTION

1. The report is in two parts’ and there are two annexes. In the first
part the Coumigsion aﬂalyseshthe_presept situation of the national and
international goods %ranSpciﬂ3eefkefSﬁ(Ieﬁd7éfaneport only) in the enlarged
Comnunity in the light of ‘the laws and regulations in force in the Member

.States: and. of the progress so far achieved at Commumity levels .- [:i:

. In druw1ng up, thls anulys1s, sorious dlfflcultles were encountered _
ow1ng eopeclally to the lack of resources and, more partlcularly the 1nab111ty
to monitor the. markets in the enlerged Communlty. However, the complementary
4consultations with profes51onal und Sociomeconomic interests: dld not: produce

the 1aformatlcn expected.

2. In {he second: part, entitled "Results", the Comm1551on Tooks' into Just
hcw far the operation of the transport markets has contrlbuted to the
obJectlvcness of the Treaty, especially of Article 2 thereof as prov1ded
-for in Artlcle T4, ' i ‘

iﬁ;i Durlng the Sccond qucrter of 1975 the comm1s51on submlttcd the ropcrt
:ﬂfor consultatlon, to gOVernmentrl prcfess1onal and soc1o~econom’c 1nterests.
To the.extent that the Comm1551on agreed with the comments of representat1VOs
,of these 1nterests thelr observations have, to a large extent, been included
in the altcred document In some cases, the pr1nc1pal observatlons huve AT

been marLed w1tn an astcrlsk at the foot of -the correspondlng page. "

4, It is not the aim of the present report to justify the systems proposed
for the operation of the transport markets as submitted by the Comm1551on to
the Council but it does allow the various Community bodies to determlne
objectively the transport .situation in the different national and interw |
national goods markets. To this end it constitutes a document to accompany

the propoéals which the Commission is, in addition, submitting to the Council.
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I + L PART I ! ',-:,‘-','J.' _:'-,» e v e g ". - L S .
. ‘.: . .-, - . T n L o
. L. RO A - LT e

" 'THE PRESENT SITUATION =~
54 The structure and feaiures of ‘the transport merkets which can be dis—

cerned wt Communlty level have been 1nfluenccd 1n tn01r dcvelopment although
to: dlIfercnt degrees, by the- rules and: %egulgtlons edopted by thé nation&l t
1author1t1es and thé Commvnlty institutiors;: and by ngrcemcnts conciudeﬂ DJ

the Meﬂber States within other 1nternatlona1 org,nlzatlons.

One should therefore havo a falrly clear 1uea of the contont of these.
revulatlons, 1nd this informatlon can be found in ennex I to thls report ?

(:ooc. v11/136/75)

6. Similarly, one should have some grasp of material deﬁelébﬁéﬁ%ehiﬁlthe

systemu governed by these revulatlons, 28 regards pertlcularly traff;c, means

of transport and trqnsport rates. The- tﬂbles given 1n.Annex II to this report
'(Doc.'VII/137/75) supply ‘some information on this usnec‘b. 44-$¥”““-'3

7. 1w5;n.this_part;ofbthe report there,is'a;brief analyéﬁe 6f»this, datd and .
a ¢lassification of“%he'ﬁfincipal trends of development iﬁ:fheééyéteﬁs%oVerw

the last few: years.

e ."/.’.‘:.
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1., Transport rogulations

3. "Until recent yoars, national_trepsporf regulations grew out of the
'dévelobmbntfof the various means of transport from the railway monopolies.
until the substantial development of road transport, by way of the economic

“crisis of the thirties. .

For sone years, there hus been a general trend towards maklnb these )
remulgolono moere flexible in all transport sectors znd in all the Nember
States, although the recgnt energy.crlsls'and the groving awareness of the
proﬁlems connected with the éuality of life have increased the emphasis.laid

on the public service aspect of transport.

9. It is worthy of note, however, that whilb the problems have been.
uba81cally the Same in. all the Hembcr States, the solutlons adopied hav

varlcd w1dely from one to znother, lgadlng to murhea cuwrrent dif ferenccg. (*)

-
v [

Por ingtonce, in.the.;gil sectorl,in the United_Kingdom_and_Irelan@,,3'

~ thes c 1s a system of almos%xcomplete.freedam a8 .regords the fOrmafiqn.of'raﬁesﬁ:
. By conir st, inithe'other Henber'States,Arailways‘are 5%5ill sﬁbject-ﬁo;rules

Wthh are compulsory, thougn to widely Varying degrees.

In tne roau sector, nost Medber States have adopted regulations concer-

" ning either access to thc narkut, or tranSport rates and conditionsz, or both
together. The Unitéd Kingdom has abolished all regulations regarding capacity

and the formation of transport ratés. A AP

(*) The Group of. the Mine railway companies of the TFC (the UIC groun)
corments that the vorious solutions adopted by Member States are based
on divergent economic geographical and historical situations.

coifoas
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As regards neasures on access to the morket, ‘certain Member St tés
have : siwp]y inposed subjechiivé:conditions such as wiether the trrnsport
undertaling is of good repute,-whether it is of appropriete financial standing .
and whether- it has professional conpetence. At present, the Member States -
gencrally require only one or two of these conditions tO'be-ﬁét.”Nkanwhile,
a Coun01l D1rect1ve of 12 Nbveﬁber 1974 (l) requlres conpllmnce w1th all these

three crlterla as from 1 January 1978 -

" Other Mewber States at the saine time apply quota systems based.on -
eriteria connected with thé situation of thé markets or the individual needs

of the enterprises.

As regards transport rates and conditions, strictly regulated tariff
~systems.are”tb‘bé found next to systems of completée freedom in rate: formatisn.

A

In the waterwveys sector, access to the market is free ercept for natio-

nal transport in one country. On the gther.hand,.ih the four comtinentnl
“Member States‘which have substantial inland wateruwsys systens, .o voriety or
provisions goverms transport .ratés for hational traffic, and in:certain casés,

transport is chartered wnder-a "queue" systen..

LAt dbaas s

2. Dévélqbﬁenf in'trc ié -

“10;'; Before we consider thé problems relating to-the'érgaﬁizatioﬁ of the
goods transport merkets, it would be worthwhile analysing the activity of
the various means of tronsport within the enlarged Comrmnity. But statistics

L )

(1) 0 Yo L 308, 19 November 1974.
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available for the three means of surface transport within the nine Member

‘Stotes of the Commmumity-are not coumpletes; . they are not establishedvon identical

bases- and therefore do: not: pernit truly accurale comparisons. In addition these

statistics are of a very global nature. -

At present, only tne transporu St"tlSulCS publlshec by the UN (1) are
su;f1c1ently accurate to permlt a number of prellmluary observatlons on the.

overallhdevelopment'of‘goods.trafflc,and the‘relhtlve.lmportange ofbtnc various

" means of traﬂSpoft;within the enlafged Community; Statisti¢s published so far

byhthe'$OEE»(2) relate'only‘to the sionriginal Member States:

11. A study of the statistical tables 1 and 2 in Ammex II (Doc. VII/137/75)

leads to :the following conclusionss:

'(i) trensport requirements have expanded rapidly in conaunotlon with economlc

~expansion within the Cormunity. For the ten yeas®s period of cormperison
slopted, 1963/1972, the index for total traffic expressed in tons kilo-

™e ires, taxlng 100 ¢ 25 the “base, has risen to 1i4.

(i) +hé distribution of traffic among the-four means of .surface transport.

has been affecteg over these ten years by far-reaching developments in

"thé trungport nurkeus.

“One . notess P :

o

-3 gene;alvfall iﬁ ;he reiétive ghare of tﬁe faiiﬁays in 511 goods !
" traviport; in fon years, from 1953 to 1972, it fell from 33 % to 27 %
“flﬁ the’ Netherlands and the Uﬁited Kingdon, where competition is the
Etwst free, the ﬂbsolute volume carried by the rallwhys also fell
o ¥down 267p if ‘the ‘Netherlands, down 16 % in the thited Kingdon). The
“index for total velutio stands &t°101 in 1972 (1963 = 100).

o

(1) Anmmel bulletin of transport statistics for Furope. 19{2 (United- NHtlons 1973)

(2) Statistical 0ffice of the ﬁuropean Conmunltles.

'*'/'f‘
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S decllne 1n tﬁe shgre of trafflc currled By - VﬂterWay from° 18 4 in ¢
1963 down to 1’ ; in 19,2, though waterway trﬂfflc ‘rendins Oonlaznt ©
- in the Nétherland~ (50 7 5f total trﬁfrlc), iBetantifl “in Ger many
(20 %) and in Belgivm (23 %), ot relwtlvely 1ittle idipsrtance in
-France, (8 %) and negligible in ‘the other couatrles. The 1noex~of

_botal volune stends.at 124 in 1972 compa.red m.'th 1963.

- a rapld vrowth in road transport (for hlre oxr reword mnd on ot

ﬂccounu) whose ‘sharé in total ¥raffic rose from 44 % in 1963 650 %
in 1972, the 1nge- for total volume stands at .lb3 in’ 1972 comnared

- with 1963.

- & very rapid increase in transporfAﬁyﬁﬁfﬁéiine; whdéé'éhéfé”iﬁ5£hé’
trefflo rose from 2 % in 1953 to 10 % in 1972; the index for total

t

‘ volume sthnos at 609 in 1972 compared with 19o3¢

2, Developments in means of transport

12.» Tables 3, 4 and 5 supply 1nformat10n on the developmente in neans of

transport (coamer01al rowd vehlcles and 1nlana waterhay vessels) Onb notes'

-~ gogdAtranspprtsra substantial increase in the totcl number. of rosd vehicles
in the Commmnity (up by 43 % in 1971 compered with 1962). This increase has
occurred in all the Member States. It has been particulariyino%iceéble in

the Netherlands (+ 92 %), Italy (# 68 %), France (+ 60 %) and Germany (+ 55 %)

' Itthas»not”been<§ossible‘to break down:these nunbers for vehicles- according
to whether they aré used for transport for hire or.reward or- fortrensport
on own account However, acoording't0~31partialﬁflgure'supplied#by the SOEC -~
t#ble‘4réonoernihg’f0ur countries only:« the nubber of ‘vehiclessused on own
account business is far higher then the.humber -of wvehicles used for hire
or reward (four times o8 nany in Germany, twelve tinmes as many in Frandée, four

tines as many in Italy and eight times as meny in Belgiun). On the other hand,

- * e T Y : v T . R | - a ‘ - .
- 3 G RFENCR Y .o e ey P
REES A PR T R

ooc/o-q
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as reoardu capzcity offered, the proportlonate dlfference between these twe
forns of trensport is rmmch smaller (abovt 1. 5 in Germuny,-J in Franca, 1.1

in Itoly end 2.3 in Belgium).

Eor the reference period 1962/1971, an account troansport has grown much éore
than trﬁhsport for hire or réward;.in Germany + 45.8'% as‘égainst ?G.c A for.
nbnber of vehicles and 75.5 % as againsi 66,2 % fdr_capacity, and in Italy

+ 1’3 7% againét 20.9 % for numb;r of vehicles and 91.4 % against 22.5'% for
capu01ty. In Prance and in Dclglum the urend is reversed though to a2 lesser

degree.

- thcrvay trwfflc- the total number of vasaels has fallen: 61 500 in 1971 as

aga;nst 69,300 in 1962, lore detazled ezahlnatlon of the flgures reveals th 5
the numoer of barges fell - 13,200 ugalnsu 22,¢OO°ont the namber of 1lbhters
has more than doubled, 3,100 as‘agalnst 1,400,

4. Trends in transport rates

12 The only Tairly complete information available to the Commission relates

to rail transport. Tables 6 and 7 show the trend in thé ﬂvefnge reﬁenvé'per
ton/ﬁilometre per full wagon from- 1963 to 1973 It con be seen that in 211 coun~-
tries for which comﬁlete figures ure-avallable the index for these @ve;uge;revenues
per t/km are lower than the indices for consumer‘price inéreéSes,

For'internatioﬁal transporﬁ by inland waterway it has begn posSible to_
collect oni;:avéérféiﬁ émdﬁhf 6f”§éfy;fréémehiéi;tihféféétidn relating to‘Rhine
'trénénort ( ehles 8 ”ﬂéﬁd‘9)m'Thié'iﬁfb;;nfiéﬁﬂ;;ﬁiaugﬁpé;f tg indicaté thaf Rhine

frelgnt rﬂtes hwve increased in about the same proyortlon as consumer urlces.

It has not been possiBle-to eqllect information concerning international
oagd trqnsrort. There are German sfati°tios for the nrices applicable t6 paiionai
tra*flc bat thuse figures cannot be conpared with *hose of other countries, Under

‘these conultlons 1t has not been p0331ble to follow up tne suggestlon nade by the UIC

coo/--o
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PART 1T
RESULTS

The problenm is to discover how far the operation of the transport
narkets at Communify.level, whose main meterial features are described in
Part I of this report, has contributed, as stipqlated~in.Article T4 of the

Treatly, to the objectives.laid down mainly in Article 2.
The results should be exanmined with regard to:

1. Contrloutlon of tbe organlzwtlon of the trgnspor* mwrkets to the develop-

ment of the conmon narLct
2. Competitive situation of the market
3. Commmmity 1ntegratlon of thg transport sector

1_-Conron or anlzatlon of trans rt mar&eto in the conue:t 01 the L~VNAve
4. &

tqwargs the general policy objectives

5e dffectlveness of statc ‘intervention in the common organlzatlon of the.

'tra,nsz)ort ma.rkets

1 Contrlbuulon of the organlzatlon of the trwnsnovt

markets to the developﬂent of the conrnon narkeu

Al

14. In its communication to the Council of 24 October. 1973, the Connission
s‘L'w'heL that "the pursuit of the general obaectlves of the Treaty mthm 'hhe
frameworlk of a common transport policy cevevocce requ1res the progre351ve
‘1ntroductlon of coherent Communlty transport arrangements capuble of meeting
the requlrements of econovlc mnion and of soclety, ot the least éost to tne
Communlty. On the effeotlveness of these arrangenents will depend in large
‘measure the optimn utilization of factors of production and development in

'the interests of improving living and working conditions",
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15. I one wishes to study the present sitnation %o Qiscover whethér zhd to
what extont<theAproviEions ﬂﬁoptédtso far'atwna%iénaiﬁand Cdﬁmunity»level have
m;dc 1t nosglble to: achlcvc the obgectlves lald dovn ;or the common - transport

‘ pol*cy w1tn1n the frwnewor“ o; the organlzailon of tLe transport narket, the

'_follow¢ng should be con31dered°‘

- Ja):the'Qﬁahfitafiﬁevahd'qualifatiVQ1changesIWhiéh have oocurred in the-demand
for transport in a continentaifmarkef.and in' the light of changes in the,
oconou-es of the Commnn ty,

.

b) the ability of the present systems, based on the control of capecity and

' 4pansport rates, to meet the demand forJfréﬁsﬁoff mdé%*éfféétiﬁély,'takihg
“acbouhteof'the requirenents laid down for the;commoﬁ=jraﬁsport'poliby,,i.e.:.
- 1o reduce the cost of transport serviCes and iﬁprove their quality,

~ to foster contlnuous adaptatlon to technlc al ﬂrogress, profltablllty

- bflthe'uhdértaking«dnd3theiimpfovementfoffliving,and~wbrking con&itions.’

This part of the report attempts to supply an answer to these.questions.

i “ [ e .
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1.1« Ch

anges in.the:demand fo .ﬁgggsggrt,"

T 101,10 Quentitative changss
» . 164 .. The creation’ of. the customs union,:the progressive establishment.
of economic union and the favourable growth of the ecgnqmieshggﬁthQﬁMember
States have brought about & substantial ‘increase in production and tfade;
unnthe demand for 1ranSport has followed ‘this expan51on whlch contimied without
& break witil the economic crlsls of 1974. o : s
This development is shown in figures in table 1 of Annex II.

- . . .
TR O . - . . - oo N s . N e . . . e
= et T R EREE A A Lo ’ PR .o

PSR

© 141l.24:8tructural changes . ..% . ... . AT ETIN:
Frtre 9707 Tnis expansion in demand has been addompanied by far-reaching changes
in structures.

.. The main features of the last 20 years have been:

'"*”Jﬁ%héféﬁﬁs%i%ﬁti&hidfﬂbil1forﬁcer%éin conventional -sources of éﬁérgy such
_‘as,goal;,
- growing industrialization of the economies of the Member States, with
the result that movements of raw materials and industrial products have
been taking a growing share of transport activity compared with movements

of agricultural products;

o growing emphasis on the division of labour in the manufacturing process,
leading to an increase>in the anount of transport reﬁuired for the various

stages of this process;

- an improvement in the quality of life, which has considerably increased
the market for certain consumer products whic¢h in the past were regarded

2s luxury products for a limited market.

on’n/o&a
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ALY fhééeféleménté~£d€é"ﬁr&fdﬁﬁd@&féﬁéhgéd“tﬁé.ffadition514éoﬁpo—
sitiod of “thé ‘demand fdf‘fféﬁéﬁd?%“éhd'hé%é;ﬁfoughf“éﬁbut“thé need for new
equipment, sometimes very specislized and for raold and’ regular “transport,
A substantial developnent 1n conblned transporu and a greater 1ntegratlon

’

of tranoport 1n the proauctlon prooe

1.1.3. Changes in transport flows =

b
o

18;.‘ The shift of the iron and steel-indpstry_towards cégstallareés'and;
on tha'contrary,’the éetting up of refineries on inland'sites nearer %o .
'théfdistfibuﬁibn-mérkets for industrial products, “the creation of poles
"»of‘in&ustrialfaevelopment in=ceftain"régioné which were largely agricultural
“in the past ~ these ard the most dbvidusﬁfeatﬁres (the'tiﬁfdf the *iceberg,

as it were) of a profound change in the traffic flows 'in Western Barope.

The result las been a‘new distribution of traffic movements among .
“the verious means of tranaport resultlng in partlcular from thelr ablllty
to adept’ to anew market 31tuat10n..For 1nstance,'the~decllne«of-coa15
the shift towards sexports of new hédvywindustry‘(iroﬁténd~éteel and
chemidals)iwhich déprives the interfial transport nétworks of substantial ‘
" t7affic in frel and ore, the ‘developmeént of pipelines for transporting
" '611 products (érude #nd refined) have militated against ‘surface tronsport
:and_in'paftiéular*agaiﬁéf‘the-réilwayé.f -

~

i

In1.4, Chenges in services provided

- 19, The lengthening of the production processes fpr”a.grgwing number
of goods produced - by a long series of complex and costly processes whose

value greatly. exceeds that of the original raw maferial, the strategic

ceifons
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funotlon of stocks, the cost of money - all these are ;actors which have

‘p profoun@ly modlfleo the relat1onsh1p between the tlje and rate factors

PR

in trwnSport. ST
" In Gther wordsy. Such 4. oompet1t1Ve market as” th - of 1adngtry :

where production costs and the wiproductive tying' upvof-capital must be
reduced to the minimun and the movement of ca pltal nust be speeaeﬂ _up,

fast and regular transport services:® are hénceforth by 0o meane neg11g1ble

~factors in_ the production.process. . . .. . CEe L

The same trend charaterlzes the aemand relatlng to transport of

P

agrlcultural products, s1nce the 1ncrease in the purcha51ng power of 1arge

N sectlons of the populatlon of the Member Stetec h 8 con51derab1y enlmrged

a some markets for agrlcultural products.

. It follows that Por a great quantlty of incustrlal products the
;f:j "quallty" factor of transport (1n terms of speea and tne tyne of services
: prov1ded) beoomes nore 1nportant than the "rgte" fector. In addl 1on the

i 1ncrease'1n the value of nanufactured pmoducts means thai there ig 2
progre581ve reduotlon in the relatlve 1mportance of transportrrates 1n
the prlce of theee products. The comblnatlon of these factors goes sone
way towards providlng an ex planavlop for the chabﬂes 1n demand for tr1ns~

T port and the changes in the respectlve 1mportaace of eaoh method of trans-

por’t .

A final factor, though less”inmpsrtant %hén'{HBEé"Eeﬁ%ionednebove,

. should not be overlookedgep_'_‘u:..

Cvsefees
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e The?gro%iﬁgfnupher of‘produotioh1stagesgftheﬂspeoialization'of"
‘centresfof”activity,'the‘éstahlishment“of*ﬂﬁlti—pﬁrposeistorageidebéts;
with 2 fest turn-round of stocks ‘«-these chianges in the distribution =
circuits have led to an increase in the transport'ofismaii 1oads; where
rapld dellvery is often needed for thls type of trafflc roed transport
1s nore flex1b1e and has the advantage of supp‘ylng better door—to-door

serv1ces than the rallﬂays.'

1;2,JRelat;onship between supply and denand for transvort onstheqmarget

20, After the foregoing brief'outline of the fundamental changes whieh'
have cowe obout in the voluae, structure and features of transport demand
how far have the Comnunlty transport systems been able to meet - transport needs,

both quantltatlvely and qualltatlvely°

- 21, _ Transport users' requlrements oan be deflned as both the demand and
tthe noed, etpressea by an 1nn1v1dual and by a group of 1nd1v1duals 1 e..the-

. Connunlty. The 1nd1v1dua1 expresses hlo demand for transport faolllty and

where thls 1s not satlsfled by the normal market mechanlsms, then a need arlses._
Where transporters operatlng in thelr own 1nterests meet the demand under normal

'narket conc1t10ns, then this Sorv1oe is a oommer01al one. Where the supplv of
conrer01nl serv:ces is llmlted then the unfulfilled demand generates a requlre«

T ment for an addltlonal form of serv1ce. This demane can be deflned as the “need“'

or "soclal demand"

- .
. . . . ’ soo-/.-e
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o A oommercial serv1ce 1s one 1n which all the costs 1ncurred are
ﬂ_directly covered by the prloe paid by the uscr. A need or soclal serV1ce
13 one where the prlce of transport 1s dlstrlbuted between both the consu~-

. her and the publlc authorltles...y__,

There are two types of serv1ces in the need sector or the soclal
. sector. "those Whlch are 1nherently profltable and those wh1ch are unnro-

fitable because charges are kept low for polltlcal o soc1a1 reasons.

. A further. dinehsioh, ig, introduced if we distinguish.betifeen:indi- *
v1dua1 costs and collectlve costs. This distinction is most 1moortant at _
the level of 1nvestnent ceclsions. The public authorltles must take ocount
'not only of the 1nterna1 co te but also the external costs. It shoula be B
“tnoted here that the tcchnique of cost-beneflt analy81s has heIped to S
clarlfy these problems. '

3

Genrally speak1ng, the concept of ‘"need sector" 1ncluaes the collec~
jtlve requlrements uhlch nust be met but for which there is no market (for
‘:example, defence and public order) T4 also 1ncluues other requmrements -

#fwhlch are sold but in tne sale of whlch competltion is 1mpos51b1e (such us
T.electrlclty) It also 1ncludes the "publlc utllity" aspect of transport. ;

:”ransport as a whole, however, is not a publlc utlllty, but it 1s 1mportwst

?to recognlse that some features of the transport requlrements of the' oommo;
'nlty have the characterlstics of a publlo utlllty. Where caterlng for the

public utility element in transport gives rise o losses, a need ‘sector

arises.,
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It is difficult to- qu.ntlfy the‘"need" sector: t0 ‘sone extent it nust
besa qualitative judgment of the publlc ‘authorities to declde whetner an@ to

-what extent a ‘need sector exists.

VGenepally,speakingband;for prectieel pgrposee, the_demend for freight
t;ensport:cap_be treeted_as~a cOmmefciel demand. In certain cases, of course,
the supply;of‘transeort eervices on a commercial besislwould not be regarded
as in.thelgenereilinterest;and it is for.this.reasenxjhat.Aftiele\Sb)df the
EBC Treaty and Article 70 gf the ECSC Treaty provide for such social freight

transport services.

1?2.linhe?QﬁaﬁtitetiVe satisfaction of transport neéds on conriercial markets

22.... As:regards road transport, it can be censidered that in.general
.. (except. for: certain specified ‘connections) transpert.caﬁaoify hes ‘been
able-to meet the denena. The analysis of {rends 1n total goods traffic
(table ‘in fmnex 1I, doc. VII/137/75) shows thet the growth in road. $rans-
port has been by far the ‘greatest (up by 63 % between 1962, and 1973, for

a total increase in'all surface transport of 44 %). (*)

\
23. The question arises, however, whether the quantitative restrictions
inposed by certain Member States both at national and international level
may have prevented an even gfeater increase in road:transport services.

There are grounds for thinking that such restrictions on transport for hire

i

or reward are inh no sme 211 way responsible for the greater use -of own account
transport and therefore the develovment of a form of transport which is ofteéen

preferred to other neans of transport. Purthermore, even though economic

Rt R

(*) The UIC.group considers that the available statistics are inalequate in
themselves to allow indisputable conclusions to be drewn. This is particu-
larly because the statistics are of -a very global nature whereas in practice
it is possible to discern a very large number of sub-markets where the

";elation between offer and demand can be very different:
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. 'forces are stronger than the restplctlons imposed by, the authorltles,

‘.the market neverthelesg suffers durlng the reudgustnent perlod, purtlcun
'larly owing to the delays inherent in admlnlstrative operatlons. Mbanwhlle,
as the market has continued to develop new measures designed to meet an

"nyfearliefzéituationdane,immediately ottt . of date., TS thisumuﬁﬁbe:édﬂed the
.- 'fact thatethe undertaking, prevented fromiadaptingﬁspﬁntaheouslyy"cahnot
[ iconduct airational medium-term operations policy and is obliged: tdo' react

s disjointedly to administrative manipﬁlatiohs’ rather: than on .the: basis of

_ consicerations founded in modern economic reslities.- * *

24,  From what has been said above (*) one cen conclude that intorvene

?tlon by the authorztles has not thwarted the netbral development of road

‘i o e Ced g
Cr e »:"~--‘V -p" .,'.-\ S T . R Y L e i

trunsport; thls 1s con?lrmed in a comparailve stuey of trafflc development
O imvthe marketS'subjected to quantitative restrictions. and :in traffic¢ net-
morks; which are ‘completely unrestricted. It mist be admitted, however,
;jhat»in.certain cases the quota system, when appliedfveryestriﬁgeﬁtly,
" hes led to under~capacity, which in turn has distorted- conditions. of

. competition ‘(éxamined in detail later in this report)s. = .

et |

(*) The UIC. group considers that the above-mentioned examination largely relates
to the interests of the Community and of users and insufficient account has
been taken of the interests of transport organizations.
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-In general, the waterway tranaport sector. is not. affectud by quan--

~titative restrictions:-and. all: trensport needs have boen met.,,

.i P

Homever, there is a degree of Uualltatlve und even quantltwtlve

nﬁlaugustment and the Stutes h?ve had to 1ntervenc to remove the oldest

, veseelq from use by means of bredklngbup overatlons partlally financed

~,by,th¢ publlc”authorlﬁles.

Furthermore, and th"s is ow1ng malnly to the fact that 1n1and

'*‘?'h'"w~torway”trafflc deﬂeﬂds on ‘natural c1rcumSu.nces, whlch mans’ that reserve

.; capa01ty must be avallable, temporwry over—cup 01ty occurs, perlodlcﬂlly.

.

In order to mect these 81tuhtlons, a system of temporary laylng-up on 2 '

. qypluniapy basis, applicable to the main waterways in thevCommuplty,_is

‘now

26,

being planned.

As regards transport by rail, existing capacity can be regarded as

.:suffic}en{ to meet demand in normal periods, It should be noted however

thats | ‘
I S ST

(1)

(ii)

R are

ihﬁééfﬁént decisions in piant and equipment éreEnoffenfirély at the

. dlscretlon of the rallwuy undertaklngs, but are generally bused on

-

-d@c;SIQnS:dy the fnverplng authorltles tﬂ“en under wnnual budget

procedures which must allow, for pclltlcal_pequlrementg,:

as passanger end good§ services are operated to ethéf’?ﬁ’OQG
Pal g P & y 80

, oerv1ces -are sonetlmes affected by. the requlrenents of the passenger,

et

ik

servicesj gnd‘even on certaln networks_hav to tmke secona place to

';them_ﬁuring rush périods;
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_(IIT).the: railway infrasfpggjﬁpesi;yggggﬁgegelopmen%4isrnotchntrblled
byethe-networks,hgpvern_to:awlefge;exﬁent:the*QOSSibilitieSJof.cona
tlnuously adgustlng trensport supply to demend. Some lines are

- already saturatcd. leflculties thus occurred 1n the flrst months

- of the energy crisis when there was & suustentlal 1ncreaSe in demand

| for rall transaort Thi's 51tuat10n also’ ffects the quallty of the

- service offered to customers, rartlculurly s rcgards dellveqy dates.

- 1.2.2. Quanjifative satisfaction of transport needs on_the_comme:cial market

':27i e gain an 1dea, if only epprox1mate, of the ertent 46 which the

‘ trensport system heas been able to meet transport needs at Comuunitv level,
"fthe analy81s mist go beyond the purely qunntltﬁtlve aspects and cover the
ablllty of the various means of transport to meet the dlverse needs of a

hlghly 1ndustr1allzee economy. - . o

B

28, Road transport by-feason'of its fleiible'strﬁeture,ﬁﬁas@%eEHfable

to adapt to a large cxtent to these requirements despite quantitative

.restrictions. This adaptation has occurred on several levelss.

(i): sPec1a11zatlon of trenspgrt egplpment The range of commerc1 al
- Vehlcles now avallable on the narket neans’ that carriers can use
the type of equlpment sultable for the needs of the customers as

'rege:ds bgth_gseful load and facilitiesj

V'Hfii)h:gpality of serv1oe. The remarkable progress in the car “industry

o ‘”and the beneflts deriv1ng from the 1mrrovement in lnfrastrnctures -
particularly the construction of motorways ~ have enabled the road
tranSport carriers to improve their door-to-door services by reducing

the delivery timess;
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(1 ) flexlblllty 1n manﬂgpment The structure of the - 1noustry (nriy_nmall

'f°undertak1ngo)‘ pread throughout the country has meant thgu carrlers
" have been able to ellmlnﬂte or substantlully reduce tbe wnltlng
‘per¢ods between the demand for serv1ce oy the’ customer and the

FIRERE B . - . A N TS

'x‘:“'wV811ablllty of transport

r29;,"5¢WéterWay transport has also been sble to adapt progressively to

chenges in the demand for:transport.-'

Inland watermay fleets and equlpment huve developed con rably
w1th tne 1ntroductlon o1 .new. technlques (such as push convoys, poss1b111ty
'_of contlnuous nav1gﬂtlon thanks to radar, 1no”ease in deadwelghm) Qnd
sgeclallzatlon of vessels.

A considérable. offort has beén méﬂeg-ﬁith some financial assistance

i

from States, to replace obsolete equipment.

Finally, major construction works have been carrled out on the
'i maln IMropean waterwajs (such as canallzctlon, modcrniz tlon of 1oc
”"and bther’ englneorlng 1nsta11at10ns, ete. ), and this’ has enableo the

' 1ntern 1 woterway notworks to 1mprove profltabllltv and produotlon efficiency.

’ . 'R :

- .30. . The railways, ﬁesoite the-budgetary-restrictions referred to above,

have made renarkable efforts to 1mprove the quality of services offered to

' customers and substnntlal orogress has been achleved

o
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'_,rall operatlons offer conoared w1th 6ther mcans of transport (lower

.»«

relat1ve energy consumptlon compared w1th road tranoport, Safcty, less

dependence on weather condltlons and greater ;reedom Irom trafflc coM-—-

'l

gestion, very large unit loads and convoy loeas, greater p0531b111ties

for: wu‘tomatlon ana .80 on) They do not always have 2 uuff1c1ent degrec

of independence to enable them to. better adapt rapldly to the new n@rket
rcqulrements by developing the spec1allzed transnort nerv1ces which the
~ra11wqys can’ offer more eff1c1ently thgn any other means (such as truns~;
fport by whole tralns, long dlstance tranSport transport by sectxons of

| trains! large containersy, connectlon—to—oonnectlon tranaport ﬁnd 80 on) (*)

- 2. .Competitive situation of the market .

2.1. General remarks

“3l,t 1 In the llght of the factors descrlbed 1n the flrst seétlon as rg-
éards the exxent to whlch the transnort systens have been able to meet
. requlrements, the questlon arlses as to the effects of this sztuetlon on
"transport rates and how f.r the frelght transport mgrkets have been

*aﬁfeét@dfby,the‘Qccnrrénée”df @ominqnt pcsitiénS‘g;'ﬁcuﬁthrqat"‘chpetition;

_ The very mlxed nature of the market ane the 1ack of conmsf.exrL
and systematlc 1nformgtlon mean that 1t is 1mpossible to assess the situ~ -

ation with any great degree of accuracy..

(*)'The Bundesverband Spedition und Lagerei conoluers that the bad situation
in whioh the railways find themselves is not exclu31vely due to their lack
of 1ndependence.

1
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2.2. Abuses of dominent positions = .;ﬂfufﬂ;sgf{QSQQf U

32, . Generally speaking, the’ fact thet road and waterway trénspbrtl
- operations are carried out by a-large rumber of ‘operators is emough to

" redute any risk of abuse of & dominant’ position in these modes of transport.

Competition within each of these sectors is very lively and this

strongly reduces the possibility of a moénopoly or oligopoly on the market.

This situation is confirmed by the fact that the application of
Regulation No. 1017/58 appiying rules of competition to transport by rail,
road ahd inland watcerway has not yet given rise %9 any intervention by

the Commission for the penalizing of abuses in this area.

33, Theoretidally, the problen coﬁld arise of whether the presence
" on the market of national rail ﬁndérfakiﬁgs might he£b6uf‘the risk of an -
.'ollﬁopollqtlc formation of rates on the markei.: Tae Commlsvlon's services
'conSLder that in genere 21 the snswer to thls questlon is in the negatlve,
sihcé*the“share of the railways {n the fre;ght.transport'market,ooth
netional ané international has fallén (on certainbmarkets i% is even in .
the n1nor1tJ) IL wllowgnce 1s nade for the suastantlal shlfts between: |
types of transport service (espe01 lly from the rallwwys uo road trans-~
port), 1t should be assamea - ana experlence 1n faot has shown - that 1n _
:'practic 1 terms the.rlsk of abuse of donln&nt pos~t10ns 1s strongly '
3 redvced; on the eltber haﬂd, 1n some SpOCLflc transport marketo (ruedlng,
2.p e“amyle, sp 001w1 equlpment)or v1s—a~v1s some cvstomers, the ra 1lwgys can

flnd themselves in 2 uomlnant p031t10n, at 1cast for some tlme, and

esne01a11y 28 a result of the appllcatlon of speclal tnrlffs. o

v

,.,./..;'

r
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2.3« "Cutthroad"” competition

34. _ The risk of "cutthrOﬂt“ competltlon hau often been relerred to,
' both at natlonal and at Commun;ty level to justlfy certain interven—
;tlons oy the publlc euuhorltles to restrlct the freedom of de01s1on of
the undertaklngs as regards both 1nvestment 1n plgnt and equlpment and

- rates.

This report does not gfiemp{ to digcués~the theoretical basis of
this view, but seeksterely to establish whether and how far such

situations could arise.

35, As regérds road transpof-t'J it is difficult to give an accurate

answer to this question.

Op1n10ns are lelded as to the natlonal transport markets, the

view. of the rallway undertaklngs shared to. some extcnt by the road
_.carrlers, is that the market is in a- 31tuatzon of permanent surplus of
supply, whlch leads to cutthroat_competltlon, bht,the ugeps,areAnot of

this o‘pihion.

. As regards ihternétional transport operations between Member States,

. the application of Regulation Nb'1174/68»leadé.to Certaih.cbﬁclusfﬁﬁs,_

" Observations over the last few yeérs\show that generally transport rates
remain within the brackets of 23 % without falling to the lower Linit.
Spécial-contracté'concludéﬂ‘at-lower rates geﬁeféllyfreflect lower costs
resultmng from a better organlsatlon of transnort Thls experience would
tend to- exclude any trend towards foutthroat® comnetltlon 1n road trgns~‘

port.

erifoun
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26, The Comm1351on's serv1ces do not belleve tnat thls type of compe- '

tition is: likely to be o seérious problem or ocecur pers1stent 1y, as the
very structure of the~profe551on wourd‘prevent it. It would beﬁdifficult

for a small'road transport undertaking to'adopt for very long a pricing

;polic whlch d1d not cover costg w1thoat hutomatlcally g01ng out of

t'ou81ness. (*)

Could these differences of ‘opinion perhers arise from the diffe-
rent 1nterpretatlons gaven to the term “cutthro t" comoetition° It thie

term is taken to- momn the 81tuat10n in whlcn 1nequa11t1es of treatment

""betteen the undertaklnnﬂ concerned are reflected in costs aad therefore

2.4-‘

pr101n5 pollo", the >~oe1em must be seen 1n a dlffereqt llght - that of

dlstortlons to competltlon, which W111 be rererred to later in tnls paper.

The effects of the competition situation on transport rates

37, A oomparisen of consumer price trends,withithe«trehd'foréaveraée

product per ton/kllonetre for rall tran°oort in fvll wagons (the only

' complete data avalluble to the Commlssron s serv1ces (see Anney II, table o,

: doc. VII/137/75) shows that in qll countrles for whlch complete flgures

are evullable consumer prlcee have rlsen Paster - though not all at the

same rate as the transport rmteS¢ The 1nference is that competltlon on the

' varlous trenseort marleus has helped to prevenu nn 1ncrease 51m11ar to that

(*)

'*n the cos+ of 11v1nD over the last ten yeers, E: 51tuatlon whlcn has been

of ~dv¢ntage to usérs (**)

‘The UIC group and FICT (Internationel.Cenfederation of Transpori .Executive

Stal fﬁ) express the view that this is not a convincing argument.

(W*) The UIC group notes, in this conteyt the nearly general deteriorztion in

liave not always found sufficient compensation in their tariffs.

the financial résults of the railways; in addition, during the recent period
of increased inflation, all the trensporters have been confronted with
considerable increaseg in cost which, in view of the competitive situation,

.
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1

A

'38....." The more homogenous nature 'of inland‘wdtérw@z-opérations (or at

- least of .& large part ) 'makes for a more accurate aasessment of ‘effects

. iof the competition situation on this market.

_ The over-capa 01ty whlch occnrs in this sector brings ~bout sudden
falls in transport rates which are very harnful economlcally to the

undertakings concerned. This situation should be remedied, however, by

" . the laying-up messures riow .being plamned.

_,39.;, _As regards the roilways, rates often play the role of .guide rates.

However, the rates are influenced by the retes for road and water way

’iransport,_wpich‘are often in quite open,éqmpgtition with them, with the

. result that the‘gompetitive tariffs or rates on the railways apply to

2'565,'

an-évergrowing volune of traffic and thereby reduce the revenue expected

when normal rates are fixed., .. . ...

Distortions in competition

40. ’ The fact thmt the Communlty frelght transnort market is suffl—

>M{c1ently competltlve does. not mean that there are no dlstortaons to

competition, So far it has not been p9§81ble:tp organize, on a.satis-

~factory foqting, competition in the.surface transport of goods.in the

VuMbmber States. This situation obviously extends to the Community level

and 1s one of the fundamental obstacles stending in the way. of the

development of the common tr“nsport policy.

ceiSens
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he causes of the se élstortlons to COﬂpetltﬂon are to be fou&d 1\ot
inside anc . out81de the org anlzatlon of the mmrket The most lmportuat are

"the'follbwing:'(*) _'.‘i ff‘ . i R  , , : fv

(i), . the still vnresolved questlon of rela tlong between the ra 1lways and

the States (1),

(id) the questlon, still outstanulng, of the charging of 1nfrastructure

. costsy K ' o .

¢
A

o (did) dlupwrltlcs ad- d1¢9erencos 1n stanaaré which at Communltj level

and in’ each ]"Iember St a‘he govem vra.nsport capacity ‘a.nu rates.

[ Lo S

These problems should he considered separately.

’

41.. - s regards fhe_;qjlways, there'ié'no doubt that the~pértidu1&r'$tatus

of these transport wndertakings is one Of alements which have so far prevented

a final clarification of the situatioi.

. Tue naintenance of the publlc service nature of the rnllwafs has led
tha publlc uthorltleb to intervene in.the, settxnn of+the: gencrel level of
teu, w1th the result that traffic revenue does not necegsarlly cover. total
costs.\The resvltlng lom rbvenvos,'ano the fnct thnt ﬂt prescnt the ravlwzy
. aCOOLntlné systeas do not m;ko a cleur dlstlnctlon betuuen rcverue Anu costs

for the ncodu secto; as COﬁvared w1th tne pasuenger sector, can only trengthen

' tne ES"uﬂ tlon that certala rwllzwy ratvs are oasad on Uolmtlcal grounds.

N B . A . ¢

(*) The UIC and the unions prOﬁﬁse that in addition the following should be nLntloned°
' '~ the inequality in the working conditions in the verious modes of transport mnd
the lack of respect for rules in this area as well as in the area of safety;
- the insufficiency of railway investments.

(1) Council decision EEC no. 1473/75 on putting the reilwey undertakings on o
soun@er ;ootlng and ha monlzlnv the rules govern;n finencial rclatlons between

4 solv‘tlon to thls "JI‘Ole"’l. (OJ‘ of the EC ne L 152)

'
e-o/ooo
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It is obv1ous that 80 longAas aular ge part of the market is
.covercd by "polltlcal" rates; of whlch 1t is zy no neans ce“tgln that they .
cover the corresponding costs, the posolblllty of arr1v1ng at an organi-
zgtign_gf the narket based bnxthe ma;két»ecgnpmyl;s‘bouﬁd“toeremain~open,

to question (1).

This is a question of fundamental importance for further studies. '

42, uS regmrds the chwr.l ofﬁlnfr~§tructure OoﬂtSI the rwllways are.

frf

the onl transporu undertaklngs whlch bear the ehtlre flnan01cl responsi-

blllty for the costs of managlng and malntalnlng thelr 1nfrastruoture.

The difficulties, hbwever} are surely not insuperable. An interim
, solution would.be to make the disadvantages c.1‘:'I.sz'mg'f‘ror:1 this-situation
',W'for the rallways ellglble for compensatlon, whlch could be authorized

under Regulation (EEC) Yo 1107/70..:

i
43. . .There remains the problem of distortions arising ﬁrqmzrégulations

governing transport. cavocity and rates. .

TF

w1

s

The dlvergent and dlsnarate measures wh cﬁ now characterlze tho
Conmunlty transport ncrkets are a source of dlrtortlon (of every tjpe, as
the Comm1331on'° consultatlons have revealed. Uhotever the system to be

. adowted at Communluy level, 1t must be a harmonlued one. Falllng thls,
the very foundatlons of the common transport pollcy as lald down in
:Artlcles 74 and 75 of the Treaty are called ;n quegt;qn and st:lpgqg of ...

.. 211 neaning.

(L) I8 should be noted tnut, in the decision referred tb in footnote (1) to
point.40, the Council retained thie possiblllty for Member States to 1nter-
vene in the setting of the rate levels for rhllwqys.
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1

13.,qumunity integggtién;pf fhe‘£Qgpspprt sector

i
.,/-

44. - The 1nt° ratlon Ol the tranuport seuto;, that 1s, the frec move-
nent of t;ansport services. W1+h1n the Connanluy, muﬁt'cont~1bute o *he
achievement of. the common ﬂarxbi in general, it therefore cons 1tutes

‘onc of the g@neral objectives of the cdmmon.tranepor# policy and should_

. have beeén brought about through‘the'estabiiSthnt‘of the-following:.
(i) tnc common rules referred to in Article 75 (;) (a),

(ii) the conditions of access for non-resideni carriers %o national

transport operations in a Member State (Article 75.(1) (b)),

(iii)-the'conditions to enab1e~0afr*ers to gﬁin permanent acdéss to .all
transnoxt activities in: the terrltory of Hember gtate ( hé'right-

of es tab11°hnent, Art;cles 52 et Y.

How far bﬂve th0°° objectives,been'achicved? : ;

3.1, nhe common rules refcrrcd to in Article 15 (1)~jgjmpf the Treﬂ@”

"45w=  In road transport, the measures which have enabiediéertain progress

lito’bé achieved towards the free movemént.of serviops are, in pgftsculaf.
the first directive of 1962 (1) as amended in 1974 ( Y the dlrect1Vﬁ on
conbined transport ( ) and the Com ﬂunlty quota (4)

(1) OTJ. Wo 70, 6 August 1962, page 2005
(2) 0.J. Mo 84/3 of 28 March 1974,

(3)‘not yet published | ,
(4) 0.3. Mo 349, 28 December 1974, page 5

veefoee
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It nust hOWGVuT be adnlttea that the dlreCulves of 1962 and 1974

relnte only to0 certﬁln trufflc and that the Commun*ty quota affects'

only a Very small perccntwge of ﬂll trmde oet*een Menber Statcs and is

'ut present due to remaln 1n foroe only untll a1 Decenber 1°7J.f

The gréater part of goodS'frahsporf'by road'beﬁween'Member'States

th srefore remains subject to the pwov151ons - sometlmes divergent and

contradictory (espnc1ally for transport on oan uccount and trgnult

operatlons) - laid down in the bllqteral agreenents, which perpetuate

a systcm based on traffic oper tlons regerved fof the nationsls of the

Contraﬂtlng States. The gquotas stipulated in these agreeuents net only
run.-counter: to any frocess of 1ntegrat10n but nlso seem to be contrary
to the compuISOfy provisions of - Artlcle T of the Trewty, whlch prohibits
any discrimination based on natlonallty. Furthermor ey these quotas are
distributed among the Contracting States on a bas1s.which does not suffi-

ciently reflect the real requirements of the market.

46, '~The'sifuation is more satisfactory a8 regards inland waterway
“traffic, where the*e is practically no hindraonce to the free international

. novement of services. However, this favourable trend cannot be Qttributed

to action by the Commmmity: it is due to inteynatiqnal.conditi@ns\which
for a long tine past have enoéurdged.this devélopment”inftrdffic on the

nost 1mportant nevigable wzterwayo in western Burope.,

veifeen
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47 ThA rallwqy networkq haJv also 1ncre@sea co—operatlon at 1nter~

tlonal 1ove1.

~

So xar, Community legi lntlon has not been of overriding importance
as reﬂards the Corhinlzymlevel lnteg“ vtion of this ctor of activities.
However, the Council recently adppted cértﬁfn guiéelines of principle
rege:ding-co—operation betﬁeen railway underta kings a gnd their Communlwwm

. . s b
wide integration (1.). o . O

48. ' In conclusion, it should be noted that, since the entry into force
of the Trea%y,'fhe conmon transport poliéy hes only marginralily enéouraged
the transport narket towards the free movemen®t of transport services. -

-

3.2, Jccess to national transport qperﬁtlons by non-re51dent carriers

‘

(irticle 75, 1 (b) of the Treaty)

49. - XNo provision has been-adopted in this maﬁier'at Community level,
and in fact the situation has not changed ulnce the establlsn:cnt of the

Cormmmity. -

National merkets for the carrizge of goods by road remain conﬂwrt-
ﬂ@nued and ron—re31gent carrlers have not acquired any freedom of -access

to national trgnsport operations.-

I LTI S L
f

(1) See Article 11 of the Coun011 decision referre& to in footnote 1 to point 40.

/

G‘../ L3
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‘On the other ‘hend, in inland waterway traffic the supply of ser-
vices is largely reﬁlised thanks to the very open conceptlon whlch has

always characterized this sector.

The problem does not arise in-rail transport owing to the particular

- features of IallW'y operations.

00ﬁrmr1»v leﬁlolht1on, thon, h ) had no 1nﬁoct “egwrdln he access
of non-resident carriers o national transport opﬂra+10nq and the terms

of Article 75.1 (b) of the Treaty, which ought to have been applied before

the end of . the transitional pericd, have remained a dead letter.

3.3, T

ﬁrggqunfﬁ“mgn OJ the rlﬁhi oF eq+ab11°hment (ﬁrfvﬂle 5; et qoq3 of the
Trea

t:ﬂ‘_d—. ,x,“u -

50. The work at Commwnity level (startedfsomewh@t léter thangﬁhe;date

aid dowm by - the general programre (1)), which was intended to implement
th-' tht of estwbllsxmenu in trans rport over tloas wa; not comvietec 7ith
‘éuccgss ow1ng 40 developments in the siﬁuatlon’ N o e )
In view of the degision handed down by the Court of Justice in
Case 2/ 74 (2), the ﬁrovisions of fhe Treaty reloting to the rlgnt of
cstabgwskm@nt are hencefor+h dLrectTr app1 ; 1 an d e3l restﬂlctions
contained in national legislation to “the froedon of estaallshnonu of

nationals of one Menber State in another Iember State must be conzidered

as annulled (%),

A Ao W SIS

(1)
(2}

(*)

Oou‘- ITO 2, 15 Jo,l’lua.l’y 19C2 i -, ..
0.J. No C 1_]_4, 27 SOP em-her 19[[!. p'j,ge 26 e : .. - T

The Pundesverband Spedition und Lagerel notes that there are hindrances
to the excvcize of the wafession of custons agent in Idaly, France aad
in the Benslux countries. ‘

cosfonn
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4. The common orgenization of the transport. markets in the

context of work towsrds the general policy obiectives

4.1. Goneral Remarks -

51. " The highly industrialized nature of our economies is one of the
oénétituant factors which has certainly influehced trends in the demend
“for trensport; but this: fact should not eclipse - though this is on quite
a different level -- the indirect influence on the denand for transport of

concentions which are apparént‘at national and at.Conunity‘level; the
desire to correct by neans df State intefvgntioh the hafmful-effecfs for .
society which may ,rise‘ffbm tﬁe-ihpiémenfation of policies based solely

on the law of the market, that is, of 1ncustr1 2l or&fits.

" Pegional policy, whose aim is 1o correct economic disequilibria
between the reglong of the Conmunlty, is an embodiment of sach a coaseption,
" which embodies a "p031t1ve actlon" approach by thc public authorities. The

sene applies to environmental end land use policies.

§2. In it communlcatlon oP October 1973, the Commission highlighted
. the role whlch the Gormon tr‘nSﬁort pollcy conlu Dlay ih échieving the

objectives laid down by these policies,

Here, it nust be admltted tnat the impact. of transport in the
achlevement of these policies will be primarily confined to transport
1Dfrastructureu.bThe fact remains that the provfsions govgrying the ‘
operation of the f?anqurt‘markets (capacity, transport rates and»céndi—

tions, competition) can also-have some effect in the.same-direqtion.(*).

(*) The UIC group notes thet other interventions are possible in order to

direct some traffics towards the- modes of traasaor which are bettgr adapted
to the objectives aimed at.

f . . .
. ot./-no
)
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.o This applies’particularly.as.zegardse-- <o s

can T T e e SHe ML mie Sde o afmew 2t

(i) services set up to meet requirements in the public interest, which

may be included-in the category of public servicessy ..

(ii)u tariff neasurcs, .particularly themsuppo:t'measures’refefred~to
. in-Article 80 of the EEC Treaty and Article 70 of the ECSC Treaty,
- applied to. give tenporary assistance to regions or undertekings in

difficulty.

n'53.' It should be recalled here that the establlshnent of serv1cos
nhose purpoue is to ncet publlc 1nterest 1mp11es that the underta:zngs
respon81ble must fulfll certzln Obllg@thﬂS gnoun as "publlc serv1ce
obligations", that is the obllgatlon to operate the servzces, tne 0011~

gation to provide- transport facilities and tariff obligations.

‘ _ On 26 June 1069, 1n order to regulate the Uuestlon at Communlty
level the Counc1l ﬂdopted Regulutlon No 1191/59 which 1ntbr wllq

enshrines for the three modes of transport'
- the prlnclple of the ellnlnatlon of hé.obligations iqherén@»in the
concept of publlc serV1ce,‘

- fhe maintenance or imposition of such obligations insofar as they are

" reqiired 4o ensture the adequate ‘provision of transport services.
"It is worth kmowing how much advantage is taken”of the possibi-

1itiés opened by national end Comminity provisions to achieve social

end- économic objectives through ‘the ‘establishment of public services.

ceifons
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442 Obligations 4o operate services and to provide tramsport. fecilities

A4 In Zlmosgt =11 *hn Member Sta tes; rail services, ‘both pasuenger
ané goods, are required té‘comply with obligations to operéﬁe services
and to. provide urunoport facilities. The other modes of trancport, except

Tor the regular carriage of passenpers by road, are not subgnct to such

obligations.
55, The maintenance of the obligation to operate services mesnc, amnong

-other things,‘that cerfain’15w-traffio'connecfions must'continué.to he’
operateds their deficits are covered fronm financial conpens ation by the
State, in accordence w1th Commurlty regulntzons. It is well Imown. that
this 51tu°tzon ar1Sﬁs fro reasons whloh 1n nr*nc"ple fall ortcl le the
trans wort sector, t is not cn+1rcly out of the qapstlon that urwnsvort
operatlons carried out ﬁt fhe free 1n1t13t1ve of uhe andcrtaklrgs i vht
-in certain b#sés be eble to meet these trgnsporu neeas w1thout belng a

charge on publlc Tunds.

56{‘ _‘mhe Ob1lbut13n to prov16e t;ansﬁort a01;1ﬁ1cs is a generel Oull—
éation which is 1nposco malnly on the rallways and whlch, togcwhcr w1th
tariff obligations, may Lean economic disadvantages for the undertaklngs
‘concerned. . |

i
i

In an increasingly competitive market where there is a wide rong
of tytes of tramsport, the guestion of whether this obligation should be

naintained ought o be examined.
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Ae3s Toariff obl;ggtlons‘

o t e v PR g P R
. : -

'

5T ror reasons of general econonic pollcy, governments usivally have
& hand in settlng the general level of tneftranspprt.pates:applled by
their‘railway undertakings..?or the other modes of trensport this inter-

ventﬂon is restrlctcd to the sector subject.to compulsory ra ucs..

These interventions, particularly refusals to authorize gencral
increases in rates, result for the enterprises concerred in losses of
revenue which are not automatically eligible for compensation .and thus

uncermine the prqfitabil;ty of these undertakings. ..

-

Furthermore, in certaln countrles, chanpes in rates to adapt to
marmet cordltlons are lso suogect to prior authorlzat1on, whlch in a
'comnctltlve market conctltutep a serlovs comncr01 1 dls dvantage for the:

enterprlges subgect to the 1nterventlons. Gcnermlly speakln “this is the

case for the rallwgy hndertaﬁlngs.

Interventlonq of this ngture oupht to be reotrlcted to the cgaes

’ re;erred to in Artlcle 80 of EEC Treaty and trtlole 70 of EPSC Treaty (1)..

ol St . s erieve
(1) See footnote 1 to point 41. '
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S. The effectiveness and suitability of State intervention _ B

v

in the common organization of the transport merkets

i

53. In the light of what has been stated abové, “the value and effective-
ness of the national and Commuhify7rdles-@Overhinv‘capacitiesaand prices
“elaulng to the transvort of @oods w1th1n & oonmer01al market should

' dlgcussea.

5 1. The various types of rvlee governing capacity

59."" The plac1n5 Of quentitative restrictions on capacity is designed

to limit competltlon ‘between neans of transport and andevtahlngs engaged

~in the operation of the same means of transport. The introd lct;en ‘of such
‘- restrictions is in fact an effort.to influence.the levelef traﬁsport
" prices:indirectly in order %o bring then to.=a level which is. con81dered
adequate.,The lollow1ng instruments are generally used:i

- tr.neport -authorization quotas,

=-the, examination of the individual requirements cf transport undertakings.

The first method is used in most cases, while the sécond hes so far”

been applied only in the Netherlands.

- 5.1.1, Transport cuthorization quotas : , ' s

_~'60..,. The quota sysucm generally applled 1nvolves the laylng lonn of
quotas in advance, and it is by its very ‘nature relatlvely rl”l&. Conse-A
-quently, ané in-the light of .the experlenoe gained in thls fleld, a quota
syptem applled on a perﬂanent basis could not ensure a sufflclently flexible
and rapld quantltqtlvo auaptatlon of supply to demand. Partlcular mention
nust be made of the fact that the gquotas- are a8 a general rule deternined
W1thout reference to forecasts of requlrements and - for a perloq flxed in
advance, whlch neans that they are unable to cope w1th the often very

con51derable fluctuatlens on; the ‘markets. ooncerned beoauee of 1ts arbitrary .

R
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V'-a»naiure,ftﬁéhuse of the quota systen is liable to result in an excessive

limitation of capacity and en unjustified increase in transport prices.

If, onmthé.other hand, the quotas 1a1d down are such that they in
no way restrlct the vtlllzatlon of ex1st1ng capa01t1es, the systou can be
- regarded as completely useless and gives rise only to burezucratio forme-

lities.and unjustifiable expenditure.

To sumlﬁp,-fhere.is o risk that the currently appliceblé quota
system is likely either to lead to arbitrary results or o be completely

ineffective. (%)
. v6l. v Pinally, it oust not Bevfo?got#eh that the transport o?‘gpods by
ré?d is designéd to fulfil special requirementé,(doqr—}oédqor transport

| Qithoﬁt'thé need for trans-shipment, flexibility of: the underteking,

1 gpécialization), accompaniment-of the goods, etci..) which, especially
A-fn’the caise of. certain categories of-transrort,,are,now,cons%dered to be

essential conditions. -

If a quota system involves actual restribtions*on;thg;fulfilmenf
" of tsers' transport requirenents, this results, -in’ the ‘long term, in a
shift towards own-account transport which is subjeot to pr«ctlcelly no

restrlctlons.

(*) The UIC group, while recognising that-the quota eysten’can favour national
1ntercsts, 1s in favour of its comtinuance in any future narket organizations

< in dlmlnlshlng 1ts rlgldlty by llmltlng the length of valldlty of the
authorlsations, '

et in taking into tonsideration the very -importent element of elasticity,
whlah .is to be found in the nore. or less intense use of the authorisations
for a certain capa01ty in tons, dependlng upon the market situbtlon,
IS & < establlshlng forecwsts and 1n llnlng uv the quotau w1th the pattern
of trafflc developdent. ” S ~

1

‘ inally,.as a general rvle, the quota system will not lead to an unjustified
" increase in ‘transportoedsted . o e W NE  a

' Thé Bundesverband Spedition’ wnd Lagerei quotes a Gernan example .to show how 1
quota system can be applied flexibly and without 111 effects. _ /
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5.1.2¢ The examination of individual requirenents

62., The Netherlandu controls caoaolty by exan1n1ng 1nd1V1dua1 transport

“requlrements. Under thls systen any transport undertaklng w1sh1ng to obtaln

transport authorlaailon must prov1de proof (by produ01ng the contracts)

of tne transport requlrements which it must fulfil.

Under this systen reneWaiiof an authoiizationois sﬁbjéct~t0'{he-
prov1810n of proof that the transport operator has effected k! volume of

transport operatlons proportlonal to the autnorlzed oapaolty mna with a

» sufflolent proflt mﬂrgln.

‘*Fhffhefdofé,fthe competent authorities méy'Suspendvthe issue of .

authorizations if the market situation so requires. -

The vérions éystems of charging

":63;?“:‘Thé*sjstéme of"Charginé'curfently‘a?plied_nay be divided into two-

main categories:

- cempulsory tariffs,”involvinggfixed.prioeg, either naximumﬂor,minimum,
or bracket tariffs, differing mainly'according to‘the'type of produot and
fhe.fonnagegftrénsport’opefafons and users mst spply these tariffs and
any prices not based on these tariffs mist be examined b&:the authorities

befone or after their applicafion;

- reference tariffs, involving prices or scales which the transport
operator and the user are free not to apply if they do not wish to do 80,.

in which case no ‘explanation is required by the authorities.,

In the first case the appiication of tariffs is the general rule,

while the appllcatlon of individual prices is the ex cception.

In the second case, the situation is generally reversed.

'la/.o'
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At present, all taraffs, whlch, furthermore, have been ratlfled

L

- and sometimes even lald down - by the authorltles, are basca on the

L5average cdst-of transport -and~correspond-to the‘aotual costs 1ncurred

5.3.

by 1nd1v1dual tndértakings only to the oxtent’ thut the dlfferences between

“the tarlffs are presented with' a very detalleé oreakdown.

The effects of tariffs on the prices applied .

"64, - Where the compulsory application of tariffs is actually monitored

“and authorized, and where prices deviating from the tariffs ave the,

~ exception, the tariffs constitute a form of protectlon and gu,rantae

the revenue of tranSport operators. Prlce competltlon is pos51b1e only

-“w1thin the 11m1ts prOV1ded for by the tar1$fs.

are anpl1ed varles 1n practlce. ]

This method of organizing the market by coordlnating tarlffs
implies the appllcatlon of $ariff systems with ecuivuﬂent effec% by ell

-transport operators irrespective of the means of trangport involved.

65, At present compulsory tariff systems, referenééftéfif?g'and’systems

- involving the .free formation of :prices:coexist.. .

Furthermore, the extent to whlch some compulsory systems of charging

coefene
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‘66,‘; Uhder these condltlons, w1th the exceptlon of the compulsory tarlff
systo“ of the rlllVWJS, it is therefore dlfflcult to cons1der & uystem of
-oha_glng, even, one 1nvolv1ng compulsory t“rlIfS, ceocble of serv1ng as
more than a guldcllne ror determlnlng 1nd1v1duul prices;. at the most 1t

may be regaraea as he v1nr a psychologlcal effeot In fact, 1¢ thp Inoricet

81tuatlon resultlng both from the supply/ﬂemwna relatlonshlp on the trans—-*“’

nort market and from the trend of costs 1s no longer reflected 1n the
4 a%lffs applled transactlons between contractlng p%rtles w111 1nevit bly

_adapt themselves to the actual economic situation.

It is particularly easy in the case of = doﬁnwaid'tendehcy in
<’relatioﬁ to’fldor-pricesvnot’to comp1yﬂwith the regulatioﬁs.laiﬁ Qovm,
if a mutual agreemént is redchéd by the.ocontracting pa arties, abo m«y‘
employ nﬁméfoué means‘(refunds; fictitious.prices_pn the transprj'docu—
ment discounts for regular cuotomers, etc...) Which nake it easy fo avoid

oompllance with regulations.

Iﬁ thé case of an upward tendency in relation to the maxirmum
prlceu, transgo;t oaerLtore nay avoid the arp’10at10n of cnmpulsory
'tarlffs by selectlng tboue offers whlch enaLle them to obtaln the -

greatest prof¢t

“The reletlve 1ne fectlveness of flxed tarlffs has been confirmed -
'by the applica tlon of Regulatlcn (EEC) Mo 1774/%8 the main features of
Jthh are contalnem 1n the various: reports drawn up by the. Comn1ttee of

E}*pe,rts se‘t up by tha,t Hegulatlon (*).

(*) The Bundesverband Spedlt’Oﬂ wnd ‘Lagerei ‘questions thls conclu51on and
clalms that it is the 1nauequacy of both checks and- sanctions in some
: countrles that 1s the bﬁSls of the fallure of this experiment.
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The Commlttee hzs noted in partlcul@r that in the case .of, certaln
transnort routes betveen “the’ Member States the bracket oﬂrezu, fixed ot
.'23 %, has w1dened con51derably 28.a result of the ch nges in the pwrltles
of" the currencies of the Member’ States concerned. Fowevcr, this conside-

:reole w1den1ng of the bracket has not affec»ee the average level of

[ 'pr1oes applled, these having remained relatlvely stable.

1v5;4.5The'effects of rulcs governing,capacity'en’thc:economie viabilitj of

- the means of transport

ALGT;'f The serv1oes of the Commission do not have sufflclent 1nform@t10n
- to. enable them to assess the effect, iy elthef general terms or on 1nd1—
B vidual sectors, -of t1e regulatlons governln& the Organlzaxlon of the
o trunsport market on the economic viablllty of neans: of - transport and to

5outline the trends over the past yearsr 2

Nevertheless, mention should be made of certain factors which have

a negatlve effect on the econonlc v1ab111ty.

68.. The road treneﬁort seetor‘is, especieliy at interﬁetienei'ievel,

governed by regulations whichﬁrestrict capacity aﬁd thus reduce its

economlc viability. For example, under bilateral agreements, transaort

Voperators naking the outward Journey laden ney not make the return Jeurney
‘”tlgden unless the con51gnment is 1ntenaed for the ceuntry of orlgln of

the wvehicle. The carrlage of goods 1ntended for another Member State (es

in the case of the Community quota) ig prohrblted. The same applies to

the execution of transport operations on the terrltory of “the country to

"uhlch the outward journey is belng effected

Furthermore, bllateral quotas are normally determlned on the bas1s

of the pr:.nclple of re01proclty (*) 'I'hus the capac:.tles of the two contrac

(*) The Bundesverband Spedition und Lagerei is in favour of maintaining this
principle as long as no harmonizaetion of business costs (taxes, fuel and-
' vehicles, social regulations, weights and dimensions, ete...) has heen
agreed at conmunity level.

,;../._,



'pwrtles engageu “in the transport operailons are. the same even it the'
: volame of goods bei ng transnorted in each direction dlffers. ‘Such’ a
- situstion can only prevent the optlmal wtiliza tlﬂn of the means of trans—-
port, It should. also be noted tha+ transport autborlzatlons are issued -
accordlng to rules 141ch place an additional restrlctlon on ecoromlc
v1abillty. ThlS category of rules 1ncludes prov1s1ons prohlhlilng the

nterchangeublllty of . seml-trallers between transnort operators, (for

| exampley to enable a reldy system to be 1nplemented) ‘and not allow1ng

:autborl atlons to be used on the ba31s of total tonnage (whwch ncwns,
for exanple, that &n authorlzatlon ‘for the trensport of forty tonnes ‘may |
- be used either for a vehicle with that capac;ty or for twc tweat;-tonne

.vehicles

Finally, seﬁeral_Mbmber States do not operate a systéﬁ'of hiring
.. vehicles which would make it possible to.cope-With peak_demand end enable
©...reserve Qapacities_fo be built up to.deal with seasonal fluotua?ions in

denand.

.69. In the flelc of 1n11nd waterway trﬂnsnort in Wthh as 1ndlcgted

above, the prlnclple o; freedon to prov1do serv1ces ha ﬂlrewdv been ‘
adopted to a large emtent @nd wherc there is no system of a1thorlvstiors

reotrlctlng capacities, the situation is better.

The prlnczpcl factors haVLag a negatlve effect on the eoonowlc
v1gb111ty of the meahs of transport are cllnﬁtlc facﬁors whlch 11m1t the

drﬂugnt of ShlpS and n”CuSoltate the cr atlon of a reserve of hold oapa01ty.

- The' systen of temporary 1mmob111zatzon of vessels should held %o

reduce. these dlSqdvantages.

R
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' 7Qt» As far as rell transport 1s concerned where the only rules
governlng c2 3301ty are the restrlctlons resultlng from the gnount of
:budgetary aﬁpronrlatlons allocated thc probleﬂ dealt WltJ he e does

~ not arise. .

5.5;:A§@pjéfiqn tosfhe”féqﬁireﬁehts of the market in tifie snd £iooe

'71;;“?"Thé ruieS‘géverning.prices,and-conditibnsiof'fidn3por$§ in the
'"form'fhtﬁhich-theyféré applied today, in general constitute rizid instru-
" ‘nent’s whichtpréﬁéht tariff reasures from being edapted to the changes
r'which'6céur'fgr_éach,franspOrf market in‘fﬁe»courSefof‘timef(bngaccount,
Sf‘égésohainand cyciiéal fluctuations in démand) or to‘the.véfioﬁs
requirements of a transport ﬁarket of continental size, such as “the

.. Community market.

7§ : “Measures designed to regulate transnort oapa01tles and” Drlces
lﬁornally take the forn of leglslptlve provisions or regulations which
require long periods (*) for preparation and adoption and are %Hérefore
ﬁ:ll ely to proauce thelr effects when the 51tuﬁ110n on tle marked mzy have
“chunged completely, thzs also-prevents the necessary measures to de@
{Lwlth serlous andsudden dlsturbances on the market fron belng adopted in

good tlne.

) Z3._Av Furthermore, such proVisions are applied on =z general basis:.

:-consequently thby do not allow for dlfferent 51tuat10ns, whlch coald
‘arlse in oertaln sections of the transport marﬂets, partlcularly on the
geographlcal markets. Thus the measures adopted oreé ll”ble to prove
-useless in certain regions and even to be»contraryntolthg_actual require=-

nments of some sections of markets.

Finally, the way in which these different instruments are used
ig such that it is not possible to spread their application or effects

over a period of time carefully using them simultaneously or =% intervals.

(*) The Bundesverbwnd Speidition und Lagerei quotes the German cxample where'
the procedures are prompt’ 3(8 weeks for a tariff). :
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DESCRIPTION OT' THZ LLGAL AI'D RAGULANURY SITUATIOV IN THE VARIOUS
LEMBER STATES AID AT COMEUNITY LEVEL

I, RAZLWAYS

1. In every Iliember State o company operating on a national basis

is respensible for the carriage of passengers and goodse

The séttihg up of these companies was only wade possible as a
result of intervention by the public avthorities which had to make it
legally possible for tae raiiway coqpaﬁies to develop the infrastructure
required for such transport. Special laws have been introduced in all the
¥enber States in order to prevent avuse of a dominant position as 2
result of the monopoly held by the railwoy companiess As a result of the
growing coupetition resulting from the development of road haulage, the
specizl rules epplicable to the railways have had to be relaxed,

In cerioin Hemher States there a#e, in addition to the national
compahics, railway coumpenies which operzte on secoadary routes and which

are, in mony cases, opcorated by the rezional autlworitics.

§1s Access to thc markes

2e Theoretically, the railway companies are not restrlcted as
regards carrying cepaclty, whether national or international carriage
is involved, Increascs in rolling stock are limited only by}the financial

means granted to the railiray companies by the public authorities.
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Tariffs and terms of carriags .

At national level

3 ‘ In some Member States the railway companies are given
almost completa frecdom whon fixing their prices, whereas in other
Member States they are bound by a strict system of tariffs and, in
wost cases, the obligation to effect transport operationse

The British and Irish railway cormpaniocs fix their tariffs
freelye The tariffs, which are dependent on the market situation, are

‘neither published nor communicated to any authority, except in the
case of the carriage of ECSC produciss They are however subject to the
obligation to run the servioe and %e offect transport operations,

- The Netheriands rajlway companies, while subject to a system
of takiffs (very simple tariff systen involving maxirunm prices authorized
by the Government), effect most of their transport operations on the
basis of individual oon‘i:ré.cts based on lower tariffs, Such contracts
are published only if ECSC products ars being transporteds

The other Member States on the Continent used to have a
gysten of compulsory, fixed ad valoiem tariffs spplicable under nornal
-oircumstances, and a ;ystem of special published tariffs. All such
tariffs had to be approved by the supervisory authorities before their
application. In certain States the roilway companies could, under
certain éircumsta.nces and subject to prior approvel, conclude individual
contraots not based on the published tariffs. |
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To ensure respect of the principle of non--discrirination, the railway
companies had to cllow comparable tariffs and terms to users who . were
operating under comparable conditions. : €

}Howadays such a rigid systenm appiies only in .Italye The
tariff cystem opplied by the FS involves a general tariff, special fixed
tariffs and individual corntracts concluded, in perticular circumstances,
by the FS ;n their own interest, |

The strongest tendency towards greater liberalization in
rail transport has been recorded in France. The SNCF has gradually been
-freed from its principal tariff restrictions. In general the SNCF applies
a syster of so-called refercnce tariffs, which do not require frior
approvai, corprising either a fized tariff or a paxdimum and minimun tariff,
the difference between which must not exceed that applicable in the case
, of the combetitive neans of transport; within that bracket the SNCF may
- £ix an epplicable tariff., It may also conclude individuzl contracts based
on tariffs fallin either within or outside the tariff bracket,

In Cnrmggg the DB applies either fixed or oradket tariffs.

The DB resorts only rarely to the latter type; on the rare occasions when
1% docs apply such brackct rates, the hracket may have a width of 23%;1
All rates are subject to government authorizaxién and are publiéhed.
. ‘Nevertheless, the DB is authorized, within the framework of its business
managenent, to adept its tariffs aanuslly to the situation on the market,
’hut by no more than 20%, Furtherrorc, for the routes leading to and fronm A
" ¢he Gorman seaports, the DB is, under certain circumstances,authorized
. %o fix its tariffs freely, by concluding individual contracts, not based
" on the published tariffé The tariffs applied on the basis of ‘such

| contracts are not published unless they ore to be applied to the carriage
of ECSC productao

In Eelgium the SNCB imst apply f1 red tariffs which have been
published and authorized beforehand by the supervisory authority, but it has
been authorized to conclude individual contracts for the carrluge of nonyECSC
goods, at non-published rates, prov1ded that such contracts improve the

ofee
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company*s financia.l position. Contraots concluded for a period of more o

than one yee.r are subject to prior mrthonzatmn by the Iv mis’ter.

Special publishecd tariffs nay be applied to the carriage
of EOSC producte. They mst be fixed for a mnimum period of one yea.r, )

" and prior authorization by the Minister is requ:.red only if they a.re sisd

i A

concluded for a period of more than elgzteen months,

The Grand Duchy of Luxeubourg applics a system of published ta~
riffs, The lews in this comnection provide that individual contracts may
be concluded, but the Luxembourg Governnment still has to ley down the . -
torms on which such contracts may be concluded and the rulcs goveming
the publication of the ta.riffs.

In Denmark the railway tariffs are generally fixed, e.p‘,roved
and publisheds The Danish railwayshave only a limited number of special .
~ published tariffs, They may apply reductzons of up to 50% of the publ:.shed
tariffs,

‘At international level

4.' The tariffs and terms apphc able to rail transport are .
determined at international level ‘oy ‘the provismns of Article 9 of the -
"International Conventmn concermng the Carrla.,gc of Goods by Rai Rail" (Cﬂ&)

in the case of traff:.c betﬂeen the countries uh:.ch have &gned the Convention.
All the Memoer Stotes ha.ve s1gned 1t. o o ‘

] Pureua.nt to those provieions, "the cost of traneport and
supplenentary expenses are caloulated on the basis of the .tariffcﬂlegally
in force and duly published in -each State". The publication of international
rates is compulsory only wherc the publication’ of national rates is . - -
oompulsory. Individual contraots mey be concluded, provided -that .. . ' 4.
oompa.rab}lo‘ ratés are applied to other users in comparable circumstantes.

i ‘/. §E
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The publicatiorn of such contracts is rot obligatory under
the CIuI. It is o'bhg'-tory only in the case of contracts for the intra~
Copmm:.ty caxriage of ECSC products,

Se At 09 aunity level reference rmust Le made to the Agreenent
of 21 March 1955 concluded by the Member States of the ECSC with a view
to establishing through internatimnal railway tariffs for coal and steel
traffic between Member Stotes. o

II, ROAD TRANSFORT

§1 focess %o tho morkcet
Ge As regerds the conditions for the admission to the occupation
of commercial road haulage operator, a distinction rust be made between
the sudjective conditions, vhich rclate to the transport operator hinself,
aud the objective conditioas, which relate to the organization of the
transport market and the fulfilment of the transport requirenents,

Te There are three types of subjective condition: the person

must be of good repute, _be of °ppropr1ate fma.nc;a.l sta.mhng and setisfy

the condition as to profess 101d corpetences

: ~On 12 Novezber 1574 the Council adopted a Directive on
."admsu:.on to the occupation of road haulage: opera.tor in natmm.l end’
internatlonal 'tra.nsport operat:.ons“l This Directive in"roduces the
principle that, with effect from 10 Jeauwory 1978, odaission to the
occupation of road haulage operator is to be subject to the person. .
concerned scticfying the cordition as to professional competence, as

well of being of good repute and of appropriate financial standing.

o

1) 0¢Je n® L 308, 19 Noveober 1974, p. 18
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B ) As vogards supervising the capacity of road haulage undertakings
in the Member States on the basis of objective criteria, very different rules

exist depending on the viows held by each Kewber State with regard to
transport coordination,

A The rules applied by the lenler States generally differ |
dopending on whether national or internationzl transport is involved and,
"in the casc of the former, a further digtinction mmst be made between
short~and long-distance transport,

National transport

%S¢ - As a general rule, no specia.l rules govern access to the market
in the case of short-distance n:.tio*xal tre.nsporto

An authorization or licence is required Ly operators for long-
distance road haulage. '

. - 1In Be lgdun such authorization are issued, with no quota
restrictions, to undertakings which can prove that they carry out some
ehort-distence road haulage operatz.ons.

= In Germany, Dennark, Fra.nce, Ireland and Italy there cre

quota restr:lctzons on long-distance transport.

- In the Netherlands there are no quota restrictions on such
transport, but a licence is required which is issued only after the individual
requirements of‘ the transport undertakings have been examined,: -

- In the Grend Duchy of Luxenbours national road ‘haulage is

sub ject neither 1o quota reatrlctmns nor to any exanination of the
reqmlrenents of the markets,

= In the United Iungdom adnission to the occupat:,on depends
solely .a  tu results of qualitative control carvied out for the sake of

soad 5. et
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* No reéstrictions arc placed on nrivate road haulage except in
the Netherlands where such haulage nust be registereds Reg:.stra.t;on may
e refused if the applicent canmot prove that he plans %o ca.rry out suoh
haulage only on o private tasis or if it is necessary . to refuse the

apnlication in the generzl interest,

International tronsport

10. In order to be able fo carry out international road haul;.ge
operetions, undertaltings in almost ever:, comntry st obta.m prior
authorize tzon, t such cuthorization is generally issued mthout d:.fﬁculty

to holders of a national hzula oe authorizotione

Furthernore, bilateral agreements botween Hember States lay
do'm annual quotas which may be troansported between two countries by the

operators fron ezch countrye. Ti.c "‘oru..l seion Coos net intervene in the

conclusion of such agraecontse

Efforts to achieve s common orgarization of the narkets in

20ad haulage between Momber Stntes led to the wdopilon by the Council oa

119 July 1968 of a Reguletion introducing a Commmity quota of 1 200

authorizatio:s a.nd laying cowr the nunber of authorizations to be granted
to each of the six original Tcitier States n" the Cormmunitys As that Regu.lati.on
expired on 31 December 1972, the Courcil adopi~d a new Regulation on 28 -
Decenber 1572 leyirg down a new Community quota for 1973 and 1974 end
capahle of .being extended for crie yeore That Regulation also 1aia dmm the

"murber of authorizetions to be granied to the new Mecuber States and raised |

the overall quota for 1973 to 1584, and for 1974 to 1 T9ze. On 19 December
1974 the Council cxtended the validity of that Reg&atm** for one year,

raieing the Cowrmnity quota +5 2 353 authcmzat{ons.

AIn add:.tlon to the Corrmnity q*uot...u, r,greenents certain .
Mecmber States lay down ozla..e h quotasl. The MAL.nbcr of such authorizations

to be granted is deteruined by %remem between the States concernede

o/oo

1 See toble ammexed hereto
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. 'Finally, within the framework of the ECMT, a systen of
multilateral quotas operates alongside the two ¢ther aystems,

§2¢ Tariffs and conditions of.transvort

National transport
11, The tariffs applied by the various lember States in the road
sector differ consideravly, A
~ In Ireland, Denmark, the United Kingdom and the Grond Duchy
of Luxembours, road haulage tariffe are not subject to any

restrictions laid dowvmn Ly regulations. The teriffs are arrived
at by free discussion between the hauliers and the users,

Alongside these completely freec systens, the other Member
States implenent tariff policies wiich irvolve differing

degreea of intervcntion.

Gerpany and France have the most exhaustive sets of mles;s

- In Germenr a distinction must Le nade between short-dietahce
haulage (GUiernzhverkehr) and lonpg-distance h&iula.ge
(CMterfernverkehr).

In the case of short-distance haulage, i.es within a fifty
kilonetre radius of the place where the vehicle is registered, trénsport
- undertakings apply corpulsory tariffs with a 40% bracket spreads There are
elso certain regional ta.riffs which contain either fixed ratos or rates
with a suallef brackect spread, A .

Long-distance trancport is subject to corpulsory tariffe with
& 17% bracket spreads Until 1961 all the tariff rates were fixed,
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As in the case of the DB, long-distence road haulages under-
takings may conclude special contracts not based on the rublished
tariffs when transporting goods to an from tke German seaports. Such
contracts must be published.

The French tariff.system is applicable to the carriage of
geods within France over distances of 150 km or more. The tariff rates
applicable to haulage over shorter distances may be fixed freely.

The tariff system consists of a compulsory tariff with a bracket
spread of 23 %. The tariffs may be applied freely within a 14 %
bracket spread ; where the bracket spread lies between 14 % and 23 %,
the applicable tariff rates are subject to prier authorization by

tae CNR (Comité national routier) ; such tariffs must be published.

- BSpecial contracts may be concluded under certain circumstances,
subject to the prior spproval of the Minister of Transport and publi-
eation if the rates on which such contracts are based lie below the
lower 1imit of the tariff bracket.

'In Belpium road haulapge tariffs are fixed freely except 1n the
case of the carriage of ECSC products. Carriagé of the latter is
subject to a compulsory tariff with a bracket spread of 30 %, and
thoserates which are more than 5 % above the lower limit of the
bracket in the case of coal, and more than 10 % sbove that limit in

‘the case of steel, must be published.

The Netherlands has a system of tariffs based on maximum

rates below which transport undertakings may {ix their tariffs freely
depending on the law of supply and demand provided that the rates

ectually epplied are economically viable.

By a law of 6 June 1974 the Italian Government approved the
introduction of a system of comvulsory tariffs with a bfacket'spread
of 232%; Under that system contracts based on tariff rates outside
thé 23 % bracket are prohibited. The Italian Govgrnment still hes

to adopt the measures for the enforcement of that law.



- 10 = VI1/136/75-

Internztional transpoit

12, As regards international transport within the Community,
Regulation (EEC) No 1174/68 of 30 July 1968 introducescompulsory,
direct tariffs with a bracket spread of 23% for the carriage of goods

by road between llember Statcs, These rules, introduced by wey of ..
experiment, do not prevent the conclusion of épecial sontracts baaed
on tarifis falling outside the limits of the brackets, provided that
all of the foilowing conditions are fulfilled:

~ existence of circumstances not previded for in the tariffs, in
particular competition from other means of transyort or private road

haulage,
= large quantity to be transported (500 tonnes in 3 months),

- guaranteod viability.
Juch contracts must be published,

13. A8 regards international transport not carried out betweon
Hember States, mention should b2 made of the NIJO tariifs spplicable -
in the Netherlands to transport 4o and from non-member countries,
Those teriffs have a large bracket spread of 75% which is applicable
only to the Netherlands transport undertgkings.

Under the German lawn on road haulage, tariff rules arec
'applicable to the Germaﬁ section of the route irrespective of the
/,;nationality of the transport operator. {Lpart from the German tariff
" rates appliceble to tha Gorman gection of the routa, a sultable rate

s’

-~ muet be fixed for the non=Germen section of thé route.

II1 INLND N:VIGATION

14. Not all the Member States transport roods by inland watérumy;
in those countries which do, the importance of this means of transport

varies considerably.

- oao/'oo
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It is very important in the Netherlands, Belgium and Germanye.

Llthough it is less important in France, it is nonetheless not
negligivle,

In two other Membor States, Italy and the United Kingdom, the

scale of 'inland waterway iransport is minimal,

§1. Access to the market

15, In examination of the lezal systems governing sccess to the
3, . - x
river transpoﬂ% market in tihe seven liember States concerned reveals

that they differ less than those governing road transrort,

In cortein countries, such s Belgium, Gormony, the Grand Duchy

of luxembourg and the United Kingdom there 2re no bzrriers preventing

access to the market,

In France vessels must be registered, which renerzlly means
that foreign vessels cannot use the Fronch wnterwnys, In fact, as
a result of the conclusion of international agrecments, veosels not
registered'in France may usc the French waiterwvmys near the border or
in order %o reach a port vhere they have been offercd an international
loade In France, a new vesacl cannot be brought inte service unless

an old vesscel is taken out of service at the same time,.

In Itaix and the Netherlands a licence is required bofore
goods can be tronsported by woterway.

In cortain countries, oege 3elgiwn private river tronsport

is governed by very strict rulcs a3 repards cutherizations to operate,

cno/-ct
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It should alec be mentioned that in Belgium, France and
the Netherlands river transport operators can carry out transport

operations only after registering on a list (freighting rota), Undor
this system the user cannot select the transport operator freely and it
is not possible to contlude transport éontracts‘freelyo

§2o Tariffs end torms of transport

16, In Italy and the United Kingdom river transpbrt tariffs are fixed
freely Ly transport undertakings and users. A

It is only since the cannlization cf the PMosclle that
Luxembourg has been affected by inland waterwey transport, but no
tariff regulations have boon adopted in this scctor os any river

transport concerning luxembourg is aiwnys international transporte

The other four Member Stetes in which inland weterwny

transport plays en important part in the transport cccnomy, have systems
of tariffs vhich are fixed, published, supervised and approved by the

State. In Belgium, France ani the Nctherlands such systems are

-appliceble alongside the systom cf freighting rotas,

Tariffs are fixed (Germany), fixcd within a bracket
~(Netherlonds), within brockets (Fronce) or hrve minimum rotes (Belgium).

BExcoptions may be gronted subject 4c the aprroval of the

froight committecs.’ ’
In recent ycars the rules have tended to become more flexible,

especiclly in the Netherlands -~nd Germony.

& bill hns been presented in the Netherlonds in favour of
the.abolition of the systém of freighting rotnas; in Germany use wos
recently made of the possibiiity granted under the lows in force to
fix freight rates within o bracket. '
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Internotionol freipht rates are fixed freely, In certoin

countries freight ratee for exports ars posted in tha freight officoen.
As regards transport cn the hine, mention must be made of the
oxistence of pools and agrcements concluded by the operators to deal

with the latent crisis threatening this scctor.

LCHITGVEILNTS AT COIMTUNITY IEVIL

1965 framewerk decision

17. During its session of 22 June 1965 the Council reached an

agreement on the organizntion of the transport markete

Part of the agroement related to the tariff system to-be_
introduced within the fromevork of the common transport policy. On
29 Octcber 1965, after this agrreement hnad been reachcd, the Commission
presented the Council with o proposal for a gencral regulation, with
amondments to an initial propesal, relating to the introduction.of‘a
syatem of bracket teriffs for the carringe of goode by road, railwny

and inland wmterwayr,

The proposal provided fors

~ the introducticn of a system of reference tariffs, in addition to the
compulsory toriff brockets, ie.es of 2 system of zpproved, published

tariff brociets of an indicntive, not compulsory nature;

- publication of the tariffs and tcrms of transport npplied outside the

comsulsory tariff brackets and roference tariff bracketss

]

~ = the abandonment, in the casc of spocicl contracts Lased on toriffs

outside the compulsory tariff brockets, of the prinéiple of prior
authorization, so that such contracts would, ns o general rule,

only recuire subsequent justification and publicationy

§.

-Qo/oao
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- ths setting np in the Comission of s oommittee to nonitor the
%ransport markets

LAt Lo

= the introduction of a eafeguard clause enabling the ‘kmber Statem to
employ a Community prooednre to remedy aerious distortions uhieh could
glve rise to the application of the new %ariff system.

During an initial threeﬁyear period, the new tariff system would
be applied only %o traffic betwsen the Member States, Compulaory )
tariffs would be applied to oarriage by rail and road, and referenca
tariffs to transport by inland HaturWEyo

After this initial etage, the system should be extended to
natfonal traffic and the system of reference tariffa should be applied
%o tha traneport by rail and road of cartain bulk goods.

In order %o give the aystem the greatest possible ‘degree of |
economic compatibility, the Commission had considered it advisable ¢o
introduce additional provisions relating to certain points not dealt
with explicitly by the Council, The Commission had therefore allowed
the Member States to fix compulsory tariffs, on a temporary basis,
with maximum or minimum rates for transport to which reference tariffs
are applied, in order to prevert, whers neccasary, abuse of dominant
.positions or cut-throat competition, |

Apart from providing for the intr.duction of the tqriff system,
the agraeement of 22 June 1965 also made provision for a number of '
“other measures aimed. at harmonizing tha conditions for the operation
of the markets and concerning, inter allia, admiesion to the profession,
monitoring of carrying capacities, agresments, non-State 1ntegvontion
in competition, infrastrusture and its costs, the finanoial equilibrium

.o_o/oo_o
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of the railways, the standardizoticn cf their accounts and their -
relaticns with the Stats. ' ’

1966 Council Resolution

a

18. At its session of 19 and 20 October 1966 the Council adopted
a Resoiution in which it ceased to give priority to the tariff .
system, advocating the adoption of mcasures in all fields of the
common transport policy with a view to achieving a balanced
organization of the transport market. It recognized in particular
the need t» prevent abuse of dominant positions or cut-throat
competition, and asked the Commission to present proposale regarding
road and inland:watcrway carrying capaciiy and admission to the

profession,

1967 framework decision

19, On the basis of a memo from the Commission and of another

from the Itzlian Government, to which further points were added by

the Commission, the Council decided, on 13 and 14.December 1967, to

adopt the following Regulations: concerning the transport market as

" soon. as poasilles

- the Reculeotion applying rules of competition to transport,

- the Régulation on the introducticn of a systom of bracket tariffs

for the carriage of gocds Ly road beiwsan Nember States,

-~ the Repulation on the Community cuota for the carriage of goods

by road betweecn Member Statcs,

- in addition, in othor ficlis connected with the operation of the
market, the Ro@ulation on action ty Member States concerning the
obligations inherent in the concept of a public. service, and that

on the normalization of the accounts of railway undertakings. .

1

veofove
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- Those Regulations wers adopted by the Council, practiocally
by the deadlines laid down, A

HORK OF THE OTHER INTERNATIONAL IMSTITUTIONS

20, - Several other intermnaiional ins%itv%ions, in particular the
Central Commission for the Newvigeztion of the Raiine {CCR), the.
Buropean Conference of Ministers of Transport (ECMT} and the United
Nations Organization (UNO) in Ocneva - and especially ite Inland
Transport Committee -~ are intereccted in the economic -aspecis (and

‘.albo in the cther aapects) of transport. The ECHT rscently
introduoed a limited quota cf multilateral authorizations for the

international commercial carriege of gocds ¥ Tond betwsen the
Momber States of the RCMT, The EOMT iz aurrently proposing, inter

alia, action in the field of combined *ransport,

RV

oy,
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Nature des autorisations délivrées pour les transports routiers de marchandises effectués entre les Etats membres
Art der fir den Giterkraftverkehr zwischen den Kitgliedstaaten ausgestellten Genehmigungen -
Nature of licences issued for goods transnort by and between Member States

Destination Begique Danemark Allemagne france Irlande Halie Luxembourg * Pays-Bas Royaume-~Un{

Best janungsort Belgien Jinemark Deutschland frankreich Irland talien Luxemburg Mederlande] Ver.Kénigreich
Départ el gium Danmark Germany France Ireland ltaly Luxembourg Netherlands| United Kingdom
Abgang
Departure : -

1 2 3 v 2 3 ¢y o2 3 4% 32 03 0k 4y 23 tYyo2 03 04y 2 3 P2 o031 2 01 b
Belyique - - - € : la: la: C: L C2 ¢: Q: 01 - pas d'accord ¢ L ¢ L L t L.L 1L L v t
Belgien At At At Av CAv Av Av  Av keine Vereinbarung
Belgium ou et .ou A4 AA At no agreement
oder und oder (2 contingents, . .| la: Llas Lla: |..
or and or Cdistincts o | Av- AV hve R
Av A A 2 verschiedens
Kontingente
2 separate quotes)
I i
und/ et / and
Danemark C: L €z - - - C: L €2 €. (22 Cz2: Pas d'accord g C: C2: Q L L L L L L Renseignements
Dinemark At Av At Av Av AV Ay las Llaz La: | Av AV AV non fournis
Danmark oufoder/or ou/oder/or ~ ou/oder/or Av AV Ay keine Ausklinfte
Av Av At At At no information
provided
Allenagne s L L= c: L C:| « -« - C: L €2: C: | pas d'accordﬁ) C: L Cz la Ll L C: L €2 € L Cz2: Q1
Deutschiang AV A At Av Av AV Ay la: la: la; At Av : At Avi Ay Av Ay
Germany ou/oder/or ou/oder/or Av Av A
Av At
France C: L la: C:av C2: C2;1 C: L ¢z: Q: e = - - Pas d'accord’9 C: C2: Q0 L Lt L L L C:Av C2: C2:
Frankreich Av Av ou/ Av Av Av Av  Av lae Llazla: | Av v Av ' Av 7 Ay
France -1 oderfor ——3p | ou/oder/or - Av Ay Av (2 cont .distinctg
At At At [ At 2 verschied, Kont,
2 sgparate cuotes)
Ic etfund/and ZL) .
| rlande as d'accor‘? pas daccory pas d'accord”) pas d'accord ¥ _ pas d'accord ¥)[L L L L L L} Pasd'accord
Irland . f?a: La: La; la: la: | la: la: la: la: la: La: - - - las la: Lla: Keing Verein barung
Ireland Av Av Av  Av Ay Av AV Ay Av Av Av ) Av AV Ay no agreement exists




“Destination
Best:]:mungsort Bei gi que Danemark : All emagne France 1rlands Italy 1 Luxesbourg | Pays-Bas Royause=Unj
Abp art ~ Belgien Udnesark Deutschland Frankreich Irland Italien Luxeaburg Nieder] anda Vereinigtes Kinigreich
gang Belgium Danenark Gernany France I reland " Italy LUxeeburg Netherlands Unfted Kingdea
Departure |- A _
1 2311 2 13 123 & |12 3 4l o2z 31 2 3MYO2 31123 |2 3 &
B ' . - .| pas d'accord ) R
Italie C: la: | C: €22 C1; | C:. L C2 C: C2;: €C1; C1:jla: la: lag} « « o « |l L tJL L t jJC: C2: C2: €1
ltalien At Av | Av Av Ay At Av Av v Av Av AV Av Wy Av Ay Ay Av
1taly (2 contintents dist.
2 verschied.Kenting.
I Jsarats qutps)
“Luxecbourg L L 2::5?;‘;2 ;Zn C: L C2: C: C2: C2: | pas d'accord ¢){ pas d'accord +) . e L L L L
Luxenburg fournis T At At A A& A fla: la: la:] la la La
(2 contingents dist Av  Av  Av
Keine Angaben 2 .
no inforaation verschied.Kontings
rovi ded 2 separate quotes) |
P Zc et/und/and U .
Pays-Bas L L L L L |C L Cz C: C1: C2: |pasdlaccords)| L L. L L L Lle « « U T 1L
Niederlande . ' Av Av At &  Av |la: la: la:
Nether] ands et/und/and v Av A
Av
Royaume<Un} L L jt L L {C L C2 CigfC: C2: C2: pas d'accord )] C: C2: C2: C1:| pas d'accords)
Vereinigtes Av Av Ay | AV AV Av  Jla: la: la:]Av & Av Avil L LYl L L Je o =
Konigreich At At At At At Av A N :
United Kingdom \

DN -
0 ¥

0

- compte d'autrui/geverblicher Verkehr/transport for hire or revard
compte propre/Merkverkehr/transport on evn account
transit/Transit/transit

cosbing rail-route/kembiniert Schiene-Strasse/ cosbined ratleroad

At - autorisation 3 teaps/Genehatgung auf Zeit/ period perait

Av - autorisation au veyage/Genshaigung Je Fahrt/ journey permit

C - contingentesent/Kentingentieruug/quata
C1 - contingent spécial /Sonderkontingent/special queta
€2 = 2 valoir sur contingent peur ceapte d'autrui/
fauf das Kontingent flir geverblichen Verkehr anzurechnen/
/1o be applied te transport for hire o revard

“L = libsrté totale/abselute Fretheit/tetal
liberty
Lee régine de 1'auterisation sans centingentesen:
/Genehaigung shne Kentingentierumy/
[Vicence sutside the quote
Zce z0ne courte/Nahverkehr/shert distance haulags
D1- zene lengus/Fecaverketr/longue distance haul,
+)a pas d*accerd/keine Verefnbarung/no agreement

F t
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Tableay/ Tabelle/ Table 1

../'?,,

fvolution du tratic total de marehandises par moyen do transport dans les [tats men'wes {en m]chs de tcnnee/kﬂom?:tres)
Entvicklung des Gessmigiitervarketrs nach Verkebrastrigen in den hitgHied taaten (i~ Klofto/km)
Evclution of total goods trafiic by mode in the ?‘»et_.ber States (in a!111cas of toanc/kiloneters)

VI1/131/75

— e e

1463 1972 i ndises « Evolution 1963/1972
Pays neolres | Fer - Reute Voie l Oléocucs | TOTAL Far ,Routn i!oie ' Oléoducs ' TOTAL ‘ Fer | Route ‘Voie U\éoducs § TOTAL
‘ ‘ fluviale ' i . fluviale ; ; fluviale
{a) L) (o) (¢ 1 (a) IR O BN ) I I C) ) () (8) (e)

HLERARIE Is3 156 50.200(1): 29,513 f £821 118.30 | 65.680 iBY.SLO(I)x 43,959 ! 18.509 l215.658 103 % M 316 136

BELGI QUE 1.017 ) 6.586(1) 4.TI9 - .30 1.675 14.322(1,{ 6% | 1.5% ;30315 ;109 AV B '3 - 162

DANENA 1.619 l 8.200(1} - - 9.8% 2,001 § 13.40001} - - 15.401 124 163 - - 157

(s} '

RANE 66.172 37.067 11,358 §.082 }118,658 | €5.908 72.80 § 14,156 | 32470 189414 106 196 15 199 160

{RLANDE 3% 171508) - - 12,073 578 2.50(2) - - 3.0 161 143 - - 18
CITALLE 7.002 45.170 } 57 131 £3.200 17.854 £8.885 391 | 10,766 {87.807 105 131 132 1472 V18

LUVEECURG Rt 1) - L B CAET6) S L0014 w3 |- - %0

PAS-BAS .167 g 7.657(3); 20.201 1.206 B2V 3.0M 13.903(3§ 2.233 5.703 52.007 T4 .12 145 472 157

! i : :

ROYALHE-UST 25,78 ' 51.00C i 242 . €31 | 83.311 21,0625 - ¢ 84,000 91 3.032  |103.148 84 %7 B 30 130
FYOTAL ©i%85.019 . 3% ' 7 11.831 1#87.875 183,643 {3-’»75693 2 94,703 ‘ 12,024 703-078 101 163 124 608 I
L e ) : : i 3 : ]

STURGES ¢ Stat, DA - 1673 a) Pays rentwes/ B *gwada’(aaten/ Nenber States
- avee les exceptions ci-apris o ‘ b) Fer/ Eisanbahn/ Railway
QUELLE ¢ - &t noghetehundon Ausnzhzen . , ¢} Route/ Strasse/ Ruad
~ with the fa Tewing eAceptlo' ¢} Vote fluytale/ Binncnsehiffahrt/ tnland watervays
(1) 1R e) Olégdz:cs/ Oelleitungen/ Pipelines
{2} hutres .,um:es/ indere Wellen/ Cther sources ) ' .
(3) Tratic intérict emiguenent/ Nor Binncnvwkeﬁ""/ ln*e«na’i traffic only . B
(4) 1964 . {+) - Indicec-évclution 1863/14372.
(55 9N - Incisos-Cntulcklung 1563/1C72

- - lncices of growth 1683/1972
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. EOCUMENEATION STAT) ST UNE

TABLEAU 1 : - Evolution du trafic total de marchandises par moyen de transport dans les Etats membres { en millions de tonnes/kilométres )
) - Entwickluog des Gesamtqiiterverkehrs nach Verkehrstrigern in den Mitgliedstaaten ( in Mio to/km )
- Evclution of total goods traffic by zoda in the Mezber States ( in ciilicns of tonne/Kilometers )

TABLEAY 2 ¢ - Répartition du trafic sarchandises selen les divers sedes de transport sur 1a base des tonnes/ka en 1963 et 1972
- Aufteilung des Guterverkehrs auf die einzelnen Verkehrstriger nach t/ka fir 1963 und 1972
« distribution of goods traffic by mode of transport for 1883 and 1972, based on tenne/ka

TASLEAU 3 ¢ - Nombre de véhicules routiers cazions / Anzahl der Strassenfhirzeuge : Lastkraftfahrzeuge / MNumber of road vehicles : Motor vans {trucks )

TABLEAM & ;- Nombre et capacité des véhicules routiers (-camions, remorques, semi-rezcrques )
- Anzahl und Kapazitidt der Lastkraftfahrzeugs ( LKW, Anhingsr, Sattelanhinger )
- Mugber and Toad capacity of road motor vehicles { motor vans (trucks), trailers, semi-trailers).

TASLEAL 5 ¢ - Noabre de bateaux {automsteurs, chalands, barges )
- Anzzh] der Schiffe (Moterschiffe, Kihne, Schubleichter)
- Xurer of boats (self-prepellea barges, lighters, barges)

TABLEAU 6 ; - Résultats financiers: Evolution du preduit woyen, en wagon complet, par tonne/km, des transports par chemins de fer, cosparé aux prix 3 la conseomation
' - Finanzielle Ergebnisse : Entwickluag der Durchschnittsertrige, In Wagenladungen, je to/ke, fiir Eisenbahntransporte i Vergleich zus Varbraucherpreis
- financial results : Grovth of average revenues, by full wagon load, per tonne/km, carried out by rail, in comparison with consumer prices.

@PAPRIQE 7; - Relation entre les indices du produit anyen, par t/ka, des transports par fer, effectués uar'uagons complats, et des prix A la-consocmzation, pour la périade 196371373
- Relation zvischen den Indices der Durchschnittsertrige « je to/km = fir Eisenbahntransperte in Wagenladungen und der Varbraucharpreise fir den Zeitraum 156371373,
- Relation between the indices of average revenue, per tonnaskm, carried out by rail in complete wagon load, and consuser prices for the period 1963/1973.

TABLEAU 8 : - Evolution des frets rhénans, prix 3 la tonne / Entwicklung der Rhelnfrachten, Preis pro Tonne / Growth of Rhine fraight prices, price per tonne
' L}

TASLEAU 9 : - Evolution des frets rhénans / Entwicklung der Rheinfrachten / Growth of Rhias freight prices; I NDItCES

TABLEAY 10 ; - Evolution des prix de trancport par route en Allemagna (Rép.Féd. ) )
- Entwicklung der Befdrderungspreise im Gitarkraftverkehr in der Bundesrapublik Deutsch]and ) INDICES
- Growth of road transpert prices vithin the Federal Republic of Germany ) :

CTABLEAU =

Tabelle / Table

CQuPHIGL~ . uraph sche Darstellunq / Graph

—_ = - ’ < N



TABLEAU/ TABELLE/ TABLE 2

-Répartiticn cu trafic marchand!.,_,s selen 1:u divers modes €3 tranzport sur 1> basa ces tonnes/kilombtres en 263 et 1974 - VIL/137/75 rev,
-Wufteltung des Guterverkehrs auf die.einzelnén \:rkehrstriger nach t/ka fir 1563 und 1972 -
~Distributicn of goods traffic by mode of transport for 1072, based cn tonne/km.
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Tablecu/Taseli1n/Table 3

HEHEPE LE VEHISULES ROUTIERS s CAACKS - (x)

CE T NI R STRASSEHFARIEUGE + LASTARAFTFASRZEVGE. (x)

" HUIBER OF ROAD VEHICLES : HOTOR VS (TRUCKS) (x) o -

B

R [ NGAGRE DE CAMIONS EN MILLIEKS |  INDICES DU NCRRE DE CAFIGHS | WONGRE DE CAMIONS PAR 1000 NOKBRE D CATLONS PAR kil DE LA
AL &1113 B ) (1958 - 100) (c) : HSITANTS  (d) | SUPERFICIE DU PAYS (s)
N b we B 14 © 162 197 062 |- w1 -} w2 1071 -
ALERAGKE (R.F.A.) | 1 me 1235 | 21 %7 H3 2,3 32 58
pLGIQE , 80,0 22,0 s Wl 05 {27 ‘59 1,5
' : : R N PR
DANEARK | | 21,0 s L 15 m 83,21 W2 67 )/
CmMCE ' 3 1829 2.89,2 . 19 1,9 56 | 32 5,2
aE b W w5 (1) 103 103 15,8 15 0,6 0,6
e . ™,3 1.81,8 151 25 15,4 S A0 2 - 34
wesss . 9,5 g1 | 17 12 0,0 %6 . 37 3,5
PSBS ms T 3 16 21 %9 25,1 b1 53
CRovamEM 1.5%,5 1,623,5(1) 118 12 B WY N W/ R B Y A
1 | 5T 77706
Sources : Bulletin arnuel da statistiques de transperts pour 1'Eurepe (Hafions Unfes) : . o¢) cles chitfres ayant 6t6 fournis
Quelle : Jahrestulletin der Transportstatistik fur turepa {VYersinte Nationen) . (1) non conpris tes tracteurs trop tard, 11 n'y avaft pas coyen
Meatirn of source : Annwal-bulletin of Transport Statistics for Europe (United Mations) lugnaschinen ausgenosaan .= d'en tirer des conclusions powr Te
R 9 - L excepted road tractors. rappert( VI1/176/75 )
a; HitglTedstasten/tlesber States . . - TS LS - Da das Zzhlenzatarial zu spit galiec
b) Anzatl  der Lastkraftfahrzeuge/Nusber of motor vans {4rucks) _ fert wurde var es nicht sehr edglich
¢) Index dzr Anzahl der Lastkraftfahrzeuge/fndex of the nurher of ootor veas (trucks) . A Schlussfol gerungen fir den Bericht
d} Anzahl der Lastkraftfahrzouge pro 1090 Efnvohner/ Nuzber of motor vans (trucks) per 1000 irnatitants _ (V11/176/15) 2 ziehen.
¢) Anzahl dor Lasthraftfatrieuge pro ka” cer Grundfldche des Landes/Munber of mster vans (trucks) per ka" of the country's arsa. " - There vas ne poscibility ef drauing

\ . . . :
. conclusions fer the repcrt B
-xz camorls lee tractours, non eenpris remorgues, nl sepl-remspques .
g g o ey " ranan a..xnz:,.... o Cabbal snhZanam (\11/176/18) as the figures arrived &




Ncnbre et capacﬂé des véhlcules routters (samiens, romurques, semi-remirques)
Anzahl und. Kapazitdt der Lastkraftfahrzcuge (LKW, Anhinger, Sattelanhinger)
‘Nueber and load copacity ef road motor vehicles (metor vans (trucks) trallers, Seml—lraﬂers)

ot Al
Tablaau/Tabe)le/Table &

: Nosbre: da véhicules a) g ~ Tonnaga . g
PAYS NENERES 1952 W e ' dtagaentatio i962 (9] 1971 dantation
e : b} (b
| e S
ALERAE o . } B )
 d) ccapte dlautrul - T 24T 20479 e 2528 13876 - © 2,191,140 v 66,27
¢) conpte propre | 126.9% - 1,064,077 v 45,81 1043867 - 341150 . 55%
RIGE - | |
d) compte d'astruf - 13579 264,785 x) « 95 T 72,000 1.500.937 x) o 15148 ¢
a) cozpte propre 1.830.620 2.810.6711 x) + 53;51 3,247,000 5.504.241 x) o 69,52
(TALIE - ;
d) cospte d'eutrui 175.608 212,37 xx) e 2,9% 1.060.657 1.302.549 xx) . 2,0%
¢) cospte propre - 3%0.705 613,669 xx) e 1330% 153.431 142,101 xx) v 914 %
PAYS-BAS .
~ d) cecpte dlautrul . . . . . .
e) coxple propre . . . . . .
BELGI GE _ ,
d) cozpte d'artrul 20,81 25.860 « 817 . 39.627 .
e) comple prepro LB 193.005 v 2,0% 695,744 .
LUXEROOLRG
d) cf\')ta d’a—’JtT‘J‘ . - i . - 'n. . -«
o) cosple propre’ . ‘ . - . . . e

Ry O s powr 1“C0/i5ngaben e 19E9/ﬂmres e T
xx) chi ffres poer 1967, y compris les bycycles 3

'

mataue pour le trarsport da marchandisﬂs v
Aagakan fUr 1967; efnschlfesslich mielrddrigar¥raftrider 2ur Bafdrdenmg von Git ery
1ig1r~e.. for ".927 h«:l ude mt.r—b!c;..iﬁs fur ga.d; treaspurt

(IR )

tat! stsfv 2 'd 5 tr_n,cwts, Offlce. Stutiaﬂc;xw g C £
My ..\-..a"t.: H\ Staii “Hf,.:‘e Hﬂt E.!”' F l' '

a] Nesbra das vehiLulesznzdﬂ der Fal’rzeuga/Numher of : fchicle.s‘.J"’ e
- b) % d'augnentaticn/prozentuale Erhc'hung/increase tn per cant PR
¢} tonnage/beférderte Fenge/tonnage
; d ) trenspart pour compte d'autiul /geverblicher Verkehe /Dra‘
C o 8) iranspcrt pour cumpte prepre/\lerkverkelu‘/transuor* on OV ar“o'mt

secal tmx:pt
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o I T Yableau/Ta*‘e'lle/Table 5

Nonbee de bateaux [ Anzahl der Schiffe / Husbor of boats

(«Ltcm(’f&urs chalands, bdrqes / lotorsehiffe, Khne, Schubleichter / Sel f—pnpelled bgrges, thters, b:gas)

- Pays scibres/liitgliedstaaten Barges/Schublelchter/

futomotevrs/Fotarschi ffa/ Chalands/Kéhné/ o 10T

feaber States sel f prepalled barges’ Highters o barges e PR

155 77 165 ] W51 B 65 5

ALCEGE RFone .00 @ | 3.0 (1517 B B T I B
BELGI LE Bask | 18m 0 | 1m0 N IR R BN 9,663 Csan

FRANCE 8,615 8.450 4.1 o | w0 s | nm e
[TALIE %0 562 2.716 w - S Y Y
LUXEFBOURG - -1 - - = - - | 1? ’

"'PAYS-BAS 41 B.0% 11,304 10,23 26 663 %91 CBom
6221, | 45113 ‘2.1 13.25 133 3.1% - 89.77 61,482 . -

| Sourc3 ¢ Statisti%e dos transports, Office Statistique des C.E. ,

Quelle @ Transpertstatistik, Statistisches At dar £.6,
Source : Transport st tistics, Stat, Cffice of the EL.



RESULTATS FINAXCIERS Evo!uticn du produit moyen, en wagen complet, par tonne-kilosdtre, des transports par chemlns de fer comparé aux prix

FINANCEAL RESULTS

4 la consommation

“FINMZELLE ERCEBN!;SE Entmcklung der &xrchschnittsertrage in Wagenladungen je t/kam, €ir E\se'\bakntras,,orte in Vergleich zum Verbraucherpreis
Growth of average revenues by full wagon-load, per tenne/ks, carried cut by rail, in comparison with consuser prices

et Ce N o O T A T T N 1 O TN O 1 L
' e e ! o !
B ALLEBAGME . Dlark -~ 1 0.0 0.069 0.062 0.0%0 0.063 0.069 I 0.089 0.0% 0.084 0.090 0.09%
‘ indices 2 100 91.2. 8.4 9.6 97.2 91.2 97,2 104.2 118.3 126.3 | 1324
a) indiz prix consos~ 100 102.3 105.8 i09.5 1.1 1127 116 | 120.4 126.6 133.9 1419
' pation ' '
b} indice prix de gres 100 100.2 102.3 103.4 102.8 97.0 9.4 105.0 093 %39 121.2
e ] e mme e pe—— 3 - -
SiZ8  |BELGIAE : Frunc belge | 0.856 0.83 .0.811 0.849 0.851 0.8% 0.824( / 0.921 1.026 1.061 1.056
indices: | 100 97.9 9%.1 99.2 e H 874 96.3 107.6 ‘ 119.9 121.2 18.%
a) B A ] 104,97 - 108,64 . {112,923 116,15 119.35 123.83 128.57 13%.26 141,57 149.81
b) . 100 104,77 05.8 108.2 107.1 107.4 112.€ 1.0 117.4 122.2 133.2
D38 DAHEHARK : Couranng 0.115(«) {0.124(s) {0.122(s) | 0.12(s) } 0.124() } €,120(+) }0.135(s)
danofse ‘
!SE FRANCE ; Frane frangaisi 0.06Z 0,061 . 0,660 0.2505 0.076 0.0 0.012 0.075 0;0:2 0.082 0.085
F jndices: 100 @A 96.8 1048 113 1.3 116.1 121 13,3 132.3 13,7
a) . ‘ 100 103.2 105.9 8.8 m.s 118.8 123.9 13,2 137.8 146,2 153.3
_ b) 170 101.6 103.1 105.4 104.'5_ 108.1 115.2 125.8 13,0 138.3 (182
B ITAIE :  Lire
IFS 1 fndices: 10 1. _
o) 100 | 1058 110.7 113.2 1.5 130.0 122.2 18.2 1345 | %22 152.6
b{ o v 100 103.3 | 105.0 106.5 106.3 128.7 1.0 119.0 130 {130 (187
N L{!XEI-’A??(___R_CE Frang lux. : 1890 1.641 1.665 1,506 1731 1.£70 1,751 1,772 1,597 1.696 1,783
e i fndfces - 100 91.1 9.5 136.3 ) 028 1107 103.6 104.9 S&.1 100.4 105.5
z,l <1100 ) 103,10 106.53 108.3% ' 112.47 115.42 ' 118,87 123.55 19.32 | 136.07 14433
\ - . - - 5 -
Bk @Yﬂ}!“i-l}ﬂl ":312: my (=) Résultats exprins en *pcic - 0,091{=}  0.817(~) 0.2%8{~} ILBOT‘)
‘ in ® pence ® ausgeé"ckt / exprsssed fn ® perce ¥ ¢ 1£ - 100 penca
: PLANE Mvre sterling ; | { ]
CIE \ fndices: _ voir M\'ii‘LXE / s.' ANLAGE lsee BEREX l l | ' ‘ |
i NS PAYSBAY: Florin ' 0,050' 0.030 ' 0.651 G052 Ir 0.051 0.051 0.0:3 } G057 0.C57 0.063 0.064
- R irdlces: 100 100 102 0% 102 102 - 105 1% 125 138
' B a% o108 105.8 110.7 117.1 , - 1212 125.7 135 #1 l 151, 7 { 163.6 | 173.7
100 106 110 115 115 1t m 12 25 ¢« 13 140

+ < .
Tetlgen/ Taholie/ Tarle 6

Vit/131/15

8) y compris les envois de détail
(par tonne transperise}
Stiickgutsendungen (in to) inbegrifi
part=load consignaents included

a) fndices prix consonmaticn
Index d.Verbraucherprefses
consuger pries Index

b) indice prix de gros
Indax d.Grosshandel sorelses
vholesale prics index

o} y cozprls les trafics
routiers et maritimes

i Krafivagenglterverkehr

u.Szeverkehr Inbagriffen

road and seatraffic fncludad

! UR: Les chiffres sont prekants,
Lz concurrence a explché 1a hausse des
prix. Dégradation des résultats finone
clers du fer,
= Hach Auffassung UIC zelger dicsa cinre
drucksvellen {zhlen,dass die Heitbza
verbslage ein Ansteigen der Preiss vere
{ndert u.sich dadurch die finenzielle
Lsgs der Efsentahnen stindig vere
schlechtert hat.
fe The figures are cenclusive.arpotitic
‘hag prevented a rise In prices.
tDaterforation in the financial posftien
of the rallvays.

Source. ?3“Shque mtarnatienal UIC et statistioue cenjoncturelle 0..C.E. / Interrationale £iscrbahnstat.(U.!.C.) uKemjuriturelle Stat. des Stat.hstes dor EG

\rtemuﬂonal railvay statist 1cs and statistics of the Stab Oifice of the E.C.

~af -



RESULTATS FINANCIERS : Evolution du preduit moyenm, en vagon complet, par. tonneckilosdtre, des transports par cheains de fer,cozparé au prix 3 la
' : ' ' congonmation

FINANZIELLE ERGEBNISSE ¢ Entwicklung der Durchschnittsertrige in Wagsnladungan je t/km, fir Eisentahntransporte inm Vergleich zum Verbraucharpreis

FINANCIAL RESULTS ¢ Growth of averags revenuss by full wagon-load, per tonne-km, carried out by rall, in comparisen with consumer prices

TUUTTTTTTTTTTTTIT 63,1 16k, W5 [ 1960 oy W7, | W8, [ W98, ] 90 [ 9, [ Wz, | W3 -]

CIE IRELAND: Yivrs stere ’ ’ ’ v 7 i - ’ ’ ! i
{Coras lozpairj ~ o ling =) 1.35 13689 | 1.442 1.290 1.235 1.110 1.115 1.223 " 1,202 1.308 1,361 .

Eireann) Indices: | oo | 102 W % ) 83 g3 | 9 8 07 10

a) indice prix concom- ' ' ' .
matjon 100 iy 112 115 119 125 13% %us 158 m 191
b) indice prix de gros] Too | 106 1 112 115 2 wmol om | us 160 188
SOLRCES: CIE et *Central Statistics Office - DUSLIN =) les résultats sont eeprinés en ®pence”

« in " pance ™ ausgedriickt
- gxpressad in ® pence "
Les chiffres ayant £t€ fournis trep tard, 11 n'y avait pas moyen d'en tirer des conclusions pour le rapport { Y11/176/75 ) .
_ Da das lahiensaterial zu spit geliefert wurde var es nicht mehr sdglich, Schlussfol ger\.‘ngen fiir den Bericht ( VI1/176/75 ) zu zfehen,
There vas no possibility of draving conclusions for the report ( VI1/126/75 ) as the figures arrived too late,

»

‘)

‘a)

b)

ANNEXE au tableau )
ANLAGE zur Tabelle ) 6

~ ANNEX 1o table )

exercice prenant fin le
31 sars

Jahresabschluss < 31.K3rz
Years ending : 31 March

Indices prix consomeation
Index des Vehbiaucherpreisas
Consuzer price index

indice prix de gros
indax des Brosshandelspreises
Wholesale price index



- ¥ v
Ralatl&n eatre los Srﬁ&cas ¢y preduit mayea, par tlla, das trananerts par e atfostuds por vagsas cewlots (—~— ’ ot ¢33 prix & 1a conssamation ( =eeee) peur la périeds 1263/1003
Rslatien zvischen dan lndices das Derchechaltizartregss - jo t/ka « fGr Elecnbehntranspes ts In b2gonladungen (~—=—= ) und Verbraxcharproisen ( e-——e-e ) -fir don leftraua 1863/1973
Ra]aﬂon batveen tha in:tica: sf averags rev«mq. per ter.ne/ka . carriad cut by ratl |n cu;lnte uaw\ load ( — )

and consuner prlcas | ro— ) faz the paried 1963/1973.
R




'2?"'

Evolution des freis rténens / Entwicklung der Rheinfrachten / Growth ef Rhine freight prioces

Prix 3 la tonna / Preis pro Tonne / Price per tonne

wi/ms

Tableau/Tabelle/Table 8

zel .1 (un/Verkehrsysrbindung/

Furchandt se/ Honaalg
Foutes Sutert/Goods Yahrung 1363 1964 1865 1566 1967 1068 1569 1970 1971 1872
: Currancy
Rotterdas - Duisburg - Rubrert Nineral fErzf Diiftonne 3,35 3,3 3,30 3,30 3,16 3,10 3,10 ‘4,13 7'3,'23 313
Ores _ ‘ .
‘Rotterdan ~ lanchein Charbon/tchle/ Dt/ tonne 8,90 8,90 290 £,90 8,30 &,90 8,590 10,25 10,42 11,42
' Soltd Fuel : ' .
Rotterdan ~ Kehl Cérsales/Cetreids | Diiftome 255 | 12,55 f880 | seo | 71,0 { 7% [uws wws |wa oz
1 Cereals :
| Karlsruhe - Anvers Gravier/Kies/ FB/torng 55,3 58 56 5,3 |} 60,33 8,07 | 2 100 80 80
; Gravel A . :

Source ¢ Annual report of the Central Comaission for the Rhine.

Scurce @ Rappert annuel ds Ta Cernicsion Centrale péur Ya navigaticn du Rhin.
duelle 3 Johresbericht der Zentralkozafssion filr dia Rhelnschiffabrt.




Vit/137/75

Tableau/Tobelle/Table = 9

Evoluticn des frets rhénans/Entuicklung der Rheinfrachtan/Growth of Rhing freicht prices _ ~
v Indices '
| 18 164 1065 «' 166 | 167 1963 1969 170 171 1972
- ; |

Rot terdas-Dui sburg-Ruhrort { hinerals/trz/l . 100 10 ¢8,5 T 88,5 62,5 82,5 92,5 123,3 ©9n.8 23,4

a) indico prix consmation; O’QSW 160 102,3 105,8 109,5 11,1 12,7 116 2% | 15,5 133,

b) indice prix do gros | " 100 00,2 | 10,3 103,4 102,9 97 99,4 105 163,9 113,9

. i : ) .

Rotterdan-Fannhein | Charten/ 100 160 100 100 160 W ] 10 1 115,2 17,1 13,3

a) | izz;e/w”-d 0 | 1023 105, 19,5 1,1 12,7 116 120,4 126,6 133,9

b) ! i 100 100,2 102,3 103,4 102,9 97 69,4 105 109,9 113,9

Rotterdan-Kehl [ Coréalos/ 10 10 26,1 70,1 59,2 59,8 89,6 125,5 13,2 13,5

) ! fe_;gf]xie/ o 12,3 15,8 163,5 11,9 12,7 116 120,4 128,5 1339

b). i ¢ o 01 .2 102,3 13,4 162,8 g7 99,4 105 19,9 113,9
{ Karlsrube-javers | "uravi;;r/z(fes/ 00 | 1,0 w3 ) a7 19,1 135,54 1,7 10,3 12,7 14,6

a) | " "";B 100 104,17 18,4 112,93 115,15 [ 19,5 123,83 1,61 138,26 141,57

B). vl Q . 0 10,7 105,8 3,2 107,1 07,4 12,8 18,0 7,4 12,2

' L t ' kK
‘a) indioe prix consczzation
Andex das Yertralicherpreises
consumer arice index
b) tndica prix do gros a4 - -

Index des (rosshandelspreisas
vhcl\esal price Index




Evolutien des prix de transport par route en allemagne (R.F.)
Entwicklung der BefOrderungspreise 1a Giterkraftverkehr i der Bundesrepubltk Deutschland

Grawth of road transport prices within the Federal Republic of Germany

VI /13175

Tabl cau/Tabello/Table 10

(tndices)
Anide Irdex général des recettes t/ka ‘ Index général des prix de gros Index général des prix 2 1a consoznation
Jahe pour le transport ¢ marchendlsss Algameiner ndex der Grosshandelspreisg Allgemeiner Index der Vorbraucherpreise
Year Allgeneiner Index der Ertrdge js ta Beneral index of wholesala orices Beneral indax of consumer prices
fir den Gitertranspsrt . '
Benerzl index of rcceipts per tonna/ka
for goods transport
163 10 100 100
1864 01,7 106,2 102,3
1965 00,3 102,3 105,8
1055 ol 165,1 103,% 109, 6
1687 107,98 102,98 11,1
18 108,1 97,0 12,7
" 1968 "107,9 99,4 16,0
170 1141 105,0 124,0
1571 123,8 03,6 126,65
1272 131,3 113,98 133,9
TS 15,8
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