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Introduction

This report has been prepared as part of the system for observing
transport markets set up by the Commission of the European Communities
following the Council statement of 12 June 1978.

The other parts of the system are as follows:

(a) quarterly surveys among carriers,

(v) quarterly reports on tramsport activity,
(c) reports on changes in price indices,

(d) reports on changes in cost indices,

(e) analysis of the medium~term development of the transport market.

The scope of this report is the same as that of the observation system:

(a) international transport between Community Member States, and

(b) carriage by rail, road and inland waterway.

The report has been drafted on the basis of the forecasts carried out,
at the Commission's request, by the IFO Institute, Munich1. A
technical paper explaining the estimating and forecasting methods and
setting out the detailed results will shortly be available. It should
be noted that the basic statistical information used is often the
product of cross—checking and estimates, particularly where the
countries concerned did not have at their disposal sufficiently long
statistical series to carry out the modelling work required.
Consequently, there may be differences between the information

contained in this report and the information which certain Member States

may have. We have attempted to keep such differences to a minimum,

1The estimates and forecasts were made at the end of October 1980.
The recent downward revision of the general economic forecasts
implies that the transport forecasts made in this report must be
regarded as the maximum likely to be attained.



This is the first annual report published as part of the market
observation system., This first attempt will subsequently be improved,
particularly by using not only the results of the forecasting model
but also those deriving from other parts of the system, so that this
report will become a synthesis (on an annual basis) of all the work

carried out in the context of the market observation system.
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PART I

Transport in general



1. Transport and economic activity

The pattern of transport operations (tonnage, geographical location
and mode of transport) was influenced in 1980 and will continue to be
influenced in 1981 by four main factors, apart from the slowing down

in the growth rate of the gross domestic product:

1. the crisis in the steel industry, which has led to a marked
decrease in the volume of raw materials (ore, coke and coking

coal) and finished and semi-finished products carried;

2. energy policy decisions, which have caused the volume of
petroleum products carried to fall or stagnate and that of

. .
steam coal %o rise;

3. +the level of activity in the building sector, which is very
responsive to the -~ often divergent - political choices of

national authorities;

4. the favourable influence of cyclical trends in the consumer
and capital goods sector, which have maintained a strong

growth rate in transport operations involving this sector.

We shall see subsequently that these factors have influenced, and
will continue to influence, international transport to varying
degrees depending on the means of transport and infrasiructure
available, the goods in question and, to some extent, on the
statistical definitions used. However, it can already be seen
that, generally speaking, the problems faced by many economic
sectors have not yet affected intra~Community transport operations
and should not affect them in 1981,

1Steam coal being the coal supplied to thermal power stations,



2. Transport activity

These and other, generally less important, factors have influenced,
and are continuing to influence, the growth rate in total tonnage
carried by road, rail and inland waterway between Member States as

follows:

1978/00  19T9/75 1980/, 1981/,
Growth rate: + 6.4% + 4.8% + 5.6% + 2.6%

Expressed in terms of tonnage these rates correspond to:

1218 Jo19 1980 1981
Millions of tonnes
carried 414.5 434 458.5 470.5

A more detailed comparison of these trends in transport with trends
in economic activity can be found in the diagrams on the following
page. I1 can be seen that there was a greater decline in the growth
rate in transport operations than in that of the gross domestic
product, as was also the case in 1974~T5 and 1976~77.
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3, Activity in the different modes of transport

The share of each mode of transport in total traffic varies because
a particular type of goods tends to be carried by one mode of
transport rather than another. The growth rate for each mode,

obviously, also varies.

3.1 Rail transport

Owing to their dependence on the steel industry, which provides
almost 60% of the tonnage they carry, the railways have been
particularly affected by the slump in this sector, which is likely

to persist. The irend in rail traffic is as follows:

1278 1272 1280 1981
Million tonnes: 71.3 80.2 78.7 78.8
Growth rate: (+2.8%) (+12.4%) (-1.8%) (+0.2%)

3.2 Road transport

The pattern for this type of transport is slightly different, as
the growth rates for the period under review are all positive although

their absolute value has fallenl.

1978 1979 1980 1981
Million tonnes: 150.7 163.2 17543 181.6
Growth rate: (#7.3%)  (+8.2%) (+7.4%) (+3.6%)

One of the main reasons for this persistent positive trend is the
fact that the sectors generating road haulage business (consumer
goods and capital goods) have not been hit as severely by the
recession. Moreover, owing to its distinctive structure, the road
haulage sector can adapt more readily to market changes caused by
the crisis.

Thig trend was confirmed where 1979 and 1980 are concerned by the resulis
of the business surveys among carriers.



3.3 Inland waterway transport
This sector is less dependent on the steel industry than the
railways are and has hence not been hit as badly by the steel
crisis. Similarly, and to a much greater extent than rail transport,
it may benefit from housing construction programmes in a number
of countries. However, this sector is still feeling the effect
of the energy crisis, being the main carrier of crude petroleum

products.

The general pattern for this mode of transport is as follows:

1978 979 1980 1981

Million tonnes: 192.3  190.7 204.4 210.1
Crowth rate: (+7.1%) (=0.8%) (+7.2%) (+2.8%)
4. Modal split

The respective market shares of the three modes considered, in

terms of tomnage carried, are set out below:

1978 1979 198 1981

Rail
Market share: 17% 18.5¢ 17% 17%

Million tonnes: 71.3 80.2 78.7 78.8
Road

Market share: 36.5%  37.5% 38% 38.5%
Million tonness 150,.7 163.2 175.3 181.6

Inland uaterung

Market share: 46.56 44%  45% 44.5%
Million {onnes: 192.3 190.7 204.4 _210.1

100% 1004 100% 100%

This pattern is the result of developments in industrial activities,

the shifting geographical location of traffic, which will be mentioned
later, available capacity and competition between modes on

some markeis. This latter factor, although of only short-term effect,
has been taken into account in the disaggregated estimates and forecasts.

The relative increase for each mode is shown in the following diagrams:
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5.1 The following diagrams illustirate the geographical pattern of

rail transport between Member States.
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¥B. Insignificant volumes of traffic are not shown in these diagrams
but details of the tonnage carried can be found in the statistical

annex.



The main shifts in the location of traffic concern coal and ore

in particular. Firstly, recent German policy to promote domestic
consumption of indigenous steam coal has caused the volume of coal
leaving Germany to fall and new flows of imports to former customers

for German coal (France and Belgium/].uxembourg in particular) from the
Netherlands to emerge.

Secondly, French rail exports have been badly hit by Member States'
preference for ore from non-member countries rather than that from
Lorraine; this trend is, however, levelling off.

52 The geographical pattern of inland waterway transport is depicted

below:
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3

The significance of upstream Rhine traffic is clearly evident. The
main goods carried are petroleum products and ore; downstream traffic

carries building materials in particular.

German coal policy described above is responsible for the main shifi
in the location of traffic, with new flows of traffic coming from
the Netherlands (Rotterdam).

5«3 The following diagrams illustrate the geographical pattern
of intra-—Community road iransport:
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The geographical pattern is much looser than that of the abovemeniioned
modes, but this is hardly surprising given the regular geographiocal
distribution of the industries on which the road haulage sector depends.

A more marked feature than the shifting geographical pattern of traffic
has been, and will continue to be, new traffiec to and from the new

Member States generated by enlargement, the effects of which are still
being felt today.



PART II

Carriage of certain major categories of goods



1. Carriage of NST 2 goods

1.1 Type of goods

NST 2 contains the various solid mineral fuels: coal, lignite and peat, coke.

1.2 [Transport developments

1.2.1 Goods of this type are basically carried by rail and inland waterway, and
only these modes have been considered. The following diagrams and tables

show estimated and forecast developments in the carriage of NST 2 goods.

A TONMAGE CARRIED (Mios t.) A INDICES
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10+ Waterway
Rail 90 .
80 .
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1978 1979 1980° 1981%
NST 2 tonnage
Rail and inland waterway 26,3 m t. 26,9 29,8 31
Growth in NST 2 traffic -
Rail and inland waterway + 10.5% e 2% + 10% + 4%
I XWST 2 tonnage
Rail M.3m t. 14 14,8 15
Growth in NST 2 traffic -~
Rail + 12,95 - 24.1% |+ 5% + 1.4%
) TST 2 tonnage
Inland waterway 15 m t. 12.8 15.1 16,1
Growth in NST 2 traffic -
Inland waterway + 9,1% L 14,5% |+ 17,5% + 6.8%
e = estimate
f = forecast



1.2.2

In order to explain past developments and future expectations (a slowing down
in the growth of rail transport in 1980 and 1981 after the boom in 1979, and a
marked recovery by the inland waterways afier a bad year in 1979), a distinction
has to be made between the market for the carriage of coal for the steel industry
and the market for the carriege of power-station coal.

The market for the carriage of coal for the steel industiry is obviously affected
by the situation in that industry, for which reliable one-year forecasts are
available. The market for the carriage of steam coal, however, is more dependent
on energy policy decisions and hence, in theory, harder to forecast. Nevertheless,
the general policy in favour of replacing oil by coal in certain thermal power
stations and the undertakings given in most countries seem to bode well for the
immediate future.

I+ should be made clear, incidentally, that although the market for the carriage
of NST 2 goods depends on the state of the steel industry and on energy policy,
the first factor is the decisive one. In other words, even if an energy policy
very much in favour of the intensive use of coal should develop, this would

not make up for the adverse effects on transport of even a slight worsening in

the position of the steel industry.

Because of this situation, the carriage of coal by rail, which increased
considerably in 1979 for a number of reasons - weather, commercial policy and
the relocation of coking plants — is now feeling the effects of the steel
recession. All in all, therefore, growth in the carriage of NST 2 goods by rail
in 1980 and 1981 is less favourable than for inland waterway transport. Part

of the reason for this is that the most favoured routes are those where waterways

are well established. .

19



1.2 Geographical pattern of iransport
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In the case of the railways, the biggest flow of itraffic is from Germany to
Belgium/Luxembourg and France. The tommage involved accounts for 85% of the
carriage of NST 2 goods by rail between Member States, and has progressed as

follows:

1978 1979 1980 1981
Million tonnes: 9.2 11.1 11.3 10.4
Growth rate: - (+ 20.6%) (+ 1.8%) (- 8%)

Of the traffic between Germany and France, 65% comes from "Nordrhein-Westfalen"
and 34% from the "Rhein-Pfalz—Saar-Gebiet". This state of affairs has not
changed since 1979 when there was a considerable increase in the case of the
first region from 56 to 66%. Some 70% of the goods in question are bound for
"France Nord-Est" and some 25% for "France Nord-Ouest" (this figure having
increased very slightly since 1979).

As traffic between Germany and France consists of coke and coking coal, it
has been seriously affected by the steel crisis (and is 1% down in 1981).

Traffic between Germany and Belgium/Luxembourg also includes domestic heating

fuels. Apart from guaranteeing a supply of coke, this has helped to alleviate

the impact of the steel crisis on these routes (up by 2.8% in 1980 and by 2.3%
in 1981).

In the case of the inland waterways,traffic has also changed somewhat because

Germany is now consuming a greater proportion of its indigenous coal. Germany's
contribution to exports of NST 2 goods from the Community countries has dropped
from 79% in 1978 to 49% in 1981 while the Netherlands should comtribute 47% in

1981 compared with 19% in 1978 (coal from non-member countries).



2. Carri of NST 3 goods

2.1. Iype of goods
NST 3 contains the petroleum productis:
(1) crude petroleum
(ii) fuel derivatives
(iii) gaseous hydrocarbons, liquid or compressed
(iv) non-fuel derivatives (bitumen, etc.)

2.2 General develorments
2.2.1 Developments in this traffic depend on three main factors:

(1) policies to encourage energy saving, which have a considerable effect
on the consumption of heating fuel
(i1) the general economic situation and the level of industrial activity
(iii) the refineries! product range policies (relative proportions of heavy
and light distillates).

These factors have all had a considerable bearing on the deterioration of this
traffic over the last few years, although the effects — which were still evident
in 1980 ~ should level off in 1981.

2.2.2 In the case of the waterways, which (after pipelines) carry the largest proportion

of these goods and are the only sector considered, the following irend emerges:

A TONNAGE CARRIED (Mios t.) * INDICES
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2.3

The relevant figures are as follows:

1978 1979 1980 1981
Million tomnes: 30.4 27.1 25.7 25.8
Growth rate: - (- 10.8%) (- 5.4%) (+ 0.3%)

Privately-owned fleets account for a large proportion of this traffic.

Geographical pattern of transport
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In Europe, over 50% of the total volume of the traffic in this category is
carried from the Netherlands to Germany. Some 70% of the goods carried on this
route come from Rotterdam and some 60% are bound for "Nordrhein-Westfalen". This
figure is tending to increase compared with other regions of Germany, €.g. the
"Rhein-Pfalz-Saar-Gebiet".



Yolume of NST 3 goods carried by inland waterway between the Netherlands

and Cermany:

1978 1979 1980 1981
Million tonnes: 18.6 13.8 12.7 12.9
Growth rate: - (-26%) (-8.4%) (+2.2%)

Traffic between Belgium and Germany is also heavy:

1978 1979 1980 1981
Million tonnes: 4 3.3 4.1 4.0
Growth rate: (-19%) (+24%) (-1.7%)

Again many of the consigmments are sent to "Nordrhein-Westfalen" (nearly 70%
of total tonnage on this route).

The main factor affecting the origin of traffic to Germany is competition between
the ports of Rotterdam and Antwerp; this has a similarly appreciable effect on
traffic to and from the Netherlands and Belgium, which exhibits a rather different
trend from all other routes within Europe:

1978 1979 1980 1981
Million tonnes: 449 7.0 643 6.2
Growth rate: (+43.5%) (=10%) (=0 .7%)
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3. Carriage of NST 4 goods

3.1 Type of goods
NST 4 contains the ores and metal waste used by the iron and steel industry:
(i) irom—ore

(ii) non—-ferrous ores and waste

(iii) iron and steel waste

3.2 General developments

3.2.1 As these goods are raw materials for the steel industry, the quantities carried
will obviously be determined by the situation of the steel industry, as with
NST 2 goods (coke).

Here again, the estimates for 1980 and the forecasts for 1981 are based on
steel industry production plans.

The fact that ores from non-member countries have been replacing Community ores
for a number of years now has altered traffic flows and added to the problems

arising from the crisis in the steel industry.

3.2.2 The chief modes of transport on this market are the railways and the inland

waterways.

25



A TONNAGE CARRIED (Mios t.) A INDICES

60‘/‘\\

\ 120 4
_ Waterway 107
40 4

100
90 =

20J__‘"“*“*-—-+-

o 80 4

Rail

1578 79 80 81 1978 79 80 81 )

Traffic carried by these two modes combined reached a peak in 19f9, after
which the market can be expected to show a marked decline:

1978 1919 1980 1981

Million tonnes: 54.8 60.8 58.9 51.9
Growth rate: - (+11%) (=3%) (-12%)



This trend is apparent in both the modes concerned even though the figure
for the railways was not as favourable in 1979 as that for the inland

waterways:

Waterway traffic

1978 1979 1980 1981
Million tonnes: 34.8 41.3 40.9 34.9
Crowth rates: - (+18.8%) ( =0.9%) =14.7%)
Rail traffic
Million tonnes: 20 19.5 18 17

Growth rate: - (=1.6%) (~8%) (=5+4%)



3.3 Geographical pattern of transpori
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In the case of the railways, most of the export iraffic comes from France
(704 in 1978). Nevertheless, the volume of traffic from France dropped

considerably over the period considered1.

1978 1979 1980 1981
Million tonnes: 1542 13.9 12.5 11.8
Growth rate: - (=8.3%) (=10.5%) (=5.4%)

Apart from the crisis in the steel industry, the reason for this drop is

that the countries of the Community are increasingly forsaking the iron—ore
mined in Lorraine. Traffic between France and Belgium/Luxembourg has been
most affected; in 1978 the volume involved stood at 10 million tonnes but

by 1981 it had dropped to 6.6 million tonnes. KST 4 goods are also transporied
by rail to Italy. The goods come from Germany and France and are basically
ferrous scrap for Italian manufacturers with electric furnaces.

The trend for traffic from Germany and France to Italy is as follows:

1978 1979 1980 1981
Million tonnes: 4.4 4 3.6 3.5
Growth rate: - (=9%) (=10%) (=3%)

1The figures used include traffic on private networks which are of particular

significance between France and Luxembourg.
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In the case of the inland waterways, most of the goods in this category
are carried between the Netherlands and Germany, this flow alone accounting
for more than 80% of inland waterway traffic in this category between the

Member States:

Developmenis in the carriage of NST ods wat from the Netherlands
1o Germany:

1918 2913 1980 1981
Million {onnes: 31.2 36.7 35.6 30
Growth rate: - (+17.6%) (~2.5%) (=15.7%)

The principal destination is "Nordrhein-Westfalen% Throughout the period
considered this region has continued to receive the same proportion of

imports.

30



4. Carriage of NST 5 goods

4.1 Type of ggods
NST 5 contains the following metal productss

(i) pig iron and crude steelj

(ii) semi~finished rolled steel producisj
(1ii) sections;

(iv) steel plates and sheets;

(v) tubes and pipes;

(vi) non-ferrous metals.

4.2 General developments

4.2.1 The forecasts for the carriage of NST 5 goods have been based on
forecasts for the two leading customers for this type of product (the
motor industry and the building industry).

The former uses thin sheets (and was, in fact, the key industry taken into
account in the forecasts), while the latter uses concrete reinforcing bars

and sections for metal structures.

It has been assumed that activity in the motor industry as a whole was
approaching the bottom of the cycle and that the industry was affected

above all by customers delaying their purchases. Since the building industry
is much more responsive to economic decisions, we have focused our attention
on the precise nature of the individual national policies and on the trend
in a number of Member States towards housing and away from infrastructure

projects.

Tt should also be borne in mind that another user of this type of product -
the shipbuilding industry - is suffering, and will continue to suffer in 1981,
from depressed demand due to a combination of fierce competition from non-member

countries and the general recession in world trade.

31



4.2.2 Because of their bulkiness and dispersed nature, goods in this
category lend themselves to carriage by rail in particular. The forecasts
for the main industrial customers suggest that the carriage of NST 5 goods
by rail can be expected to develop as follows:

A ONNAGE CARRIED (Mios * - J INDICES
120 |
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10 Rail
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1978 1919 1980 1981
Million tonnes: 12.8 14.8 14.75 14.5
Growth rate: ( 49.9% ) (+15.3%) (=0.3%) (=1.86 )
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4.3 Geographical pattern of rail transport
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The figures illustrate that this traffic is spread over a fairly limited

geozgraphical area, the bulk being in Germany, Belgium/Luxembourg, France,
and Italy.

There are only a small number of regions of origin, corresponding to the
steel-producing regions. The individual regions' share of the supply
has remained stable since 1978. At most there has been a very slight

shift away from "France Nord-Est" and "Belgium/Luxembourg" and towards

the German region "Nordrhein~Westfalen".
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5« Carriaze of NST 6 goods

5e1 Type of goods

NST 6 contains the following categories of building materials:

(i) sand and gravel;
(ii) salts, iron pyrites and sulphur;
(iii) other stone, earths and minerals;
(iv) cement and lime;

(v) plaster and other manufactured building materials.

5.2.1 Obviously, the key industry taken into account in the traffic
forecasts for goods in this category is the building industry, which

can be divided into the following three subsectors:

(i) housing construction;
(ii) public works;

(1ii) industrial construction.

The first of these subsectors is of particular significance to the
category of goods in question since it accounts for a large proportion

of the total consumption of sand, gravel and cement.

The estimates and forecasts are based on orders placed (for example,
as indicated by the number of applications for planning permission) or

on the general direction of the relevant national policies.

At present, governments in a number of countries are looking for ways of
containing their infrastructure expenditure and providing incentives

for housing construction. This has helped, and will continue to help,
to offset the effects which the recession has had on the housing sector

because of the situation on the money markets.
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5.2.2 In _terms of transport the situation is as follows:

A TONNAGE CARRIED (Mios t.) ? INDICES
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If we consider only the two main modes of transport for this category —
road and inland waterways =— it can be seen that, following appreciable
growth in 1980, international traffic between Member States will remain

buoyant in 1981, even though the growth rate will be low.

1978 1979 1980 1981
Million tonnes: 91 0 101.5 104.5
Growth rate: - ( -1% ) (+12.8%) (+3%)

There has been no contraction of international road haulage operations,
nor is there likely to be in 1981, when the growth rate will again be
higher than the growth rate for traffic as a whole:

1978 1979 1280 1281
Million tonnes: 33.4 3542 39.1 40.6
Growth rate: - (+5.1% ) (+11-2%) (+3°8%)
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4 similar pattern can be discerned for inland waterwgz traffic in
1980 and 1981:

1978 1979 1980 1981
Million tonnes: 575 54.8 62.4 63.9
Growth rates - (~4.7%) (+13.8%) (+2. 5%)

In terms of tonnage, transport operations involving NST 6 products
account for 22% of 2ll road haulage operations between Member States
and 30% of all inland waterway operations within the Community.

These proportions have remained stable throughout the period considered.

5¢3 Geographical pattern of transport

There is a very broad geographical spread, with each Member State
taking a share. The major routes are in north-west Europe (Belgium,

the Netherlands, France and Germany in particular).
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Road transgort is used mainly for extremely short runs in the immediate
vicinity of building sites. However, now that wider use is being made
of certain NST 6 goods with a high value added it has become viable

to increase the average length of haul. What is more, there have been
no major changes in the geographical pattern of international road
haulage operations for this category and developments on the various

routes have been broadly similare.

NST 6 goods are shipped along two inland waterway routes (the Rhine

and the north/south routes along the canals to the west of the Rhine).
The Rhine accounts for 65% of the total tonnage carried, while the north/
south route carries the remaining 35%. These percentages have remained

fairly steady, with the tonnages as follows:

Rhine traffic

1978 1979 1980 1981
Million tonnes: 37.5 35.7 40.8 41.2
Growth rate: - (=4.8%) (+14.2% ) (+1.1%)
North/South traffic

1978 1979 1980 1981
Million tonnes: 20 19.1 21.6 22.7
Growth rate: - (-4.5%) (+13.2%) (+4.9%)

The downturn in 1979 can be attributed largely to inclement weather.

The most important route for Rhine traffic is that between Germany and
the Netherlands (almost 60% of all NST 6 goods carried on the Rhine).
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The Netherlands-Belgium route accounts for 64% of the north/sou.th
traffic. There has been no significant change in the geographical
distribution of this traffic between 1978 and 1981,

Mios t. origin: Mios t. destinatior
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6. Carriage of NST 9 goods

6.1 Type of goods

NST 9 contains a wide range of products, namely:

(1) vehicles and transport equipment;
(ii) agricultural machinery;
(iii) parts, engines, etc.;
(iv) manufactures of metal;
(v) glass, glassware and ceramic products;
(vi) textiles;
(vii) other manufactured articles (paper, paperboard, furniture, etc.);

(viii) miscellaneous articles (packing containers, removal equipment, etc.)e

6.2 General developments

6.2.1 The most distinctive feature of transport operations involving
goods in this class is that they are not very responsive to cyclical
variations. On the other hand, they are extremely responsive to
stockpiling (a factor which is difficult to allow for in models) and

to the accelerator effects due to the opening-up of frontiers.

This analysis has been confined to road transport which is by far the

most significant mode on this market.
The relevant gross national product forecasts were used to determine
activity; the analysis of the consumer goods and capital goods industries

went deeper.

6.2.2 The analysis revealed the following trends for the carriage of

NST 9 goodss
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A TONNAGE CARRIED (Mios t.) A INDICES
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Although the growth rate for this type of transport is still positive,
it is declining in terms of absolute value in line with the demand for

finished goods. The values in real terms are set out below:

1978 1979 1980 1981
Million tonnes: 32.7 36 38.9 40
Growth rate: - (+10.1% ) (+8%) (+2.8%)

6.3 Geographical pattern of transport

The fact that the industries which generate this class of transport are
not bound by geographical constraints to any significant degree means that
NST 9 road haulage operations are an extremely diffuse picture, being

spread throughout the Community.
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Traffic between the six founding Member States has developed along the

general lines described above:

1978 1979 1980 1981
Million tonnes: 26.8 29.2 31.2 32
Growth rate: - (+9+1% ) (+6.8% ) (+2.6%)

On the other hand, the effects of the recession on the (roll-on/roll-off)
routes to and from the United Kingdom and Ireland have to a large extent
been offset by the increase in trade following membership of the Community.
The situation on these two routes is as follows (combined tonnage for

the two routes):

1978 1979 1980 1981
Million tonnes: 4.7 54 6.2 6.4
Growth rate: - (+15%) (+14% ) (#3.3% )

The gloomy picture as regards road links with Demmark reflects the Danish
policy of striving for an even trade balance. On the export side, the
figures provide further evidence of the persistence of accelerator effects

similar to those observed in the case of Ireland and the United Kingdom.

41



1978

Traffic from Denmark 0.49
(million tonnes)
Growth rate -

Traffic to Denmark 0.69
(million tonnes)
Growth rate -
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1212

0.70

(+45%)

0.76

(+9%)

1980

0.97

(+37%)

0.75

(-1.1%)

1981

1.05

(+8.7%)

0.75

(+O.2%)



STATISTICAL ANNEX
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Regional subdivisions used for forecasting purposes
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Region 1
2
3
4

10
1

12
13
14
15
16
17

18
19
20
21
22
23

24
25
26
27
28
29
30

Country

Land
Pays

Pays

Land

Paese

Country

Pays

Land

Ireland Eire
banmark
Luxembout g
Belgique

Belgique + Luxembourg
Rotterdam

Rest van Nederland
Nederland

Italia Nord-Ovest
Italia Nord-Est
Italia Centrale
Italia Sud
Sardegna + Sicilia
Italia

Northern Ireland
Scotland
Wales

Northern England

Midlands and East Anglia

Southern England
United Kingdom

France Nord-Ouest
Région Parisienne
France Sud-Ouest
France Centre
France Sud-Est

fFrance Nord-Est

France

Norddeutsche Kistenlander

Nordrhein-Westfalen

Hessen

Rhein-Pfalz~Saar-Gebiet

Baden-Wirttemberg
Bayern

West-Berlin

(IRL)
(0K)
w)

)

B + L)

(NL)

(D

(UK)

(F)

Bundesrepublik Deutschland (DE)
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European Communities — Commission

Analysis and forecasts - First annual report

Luxembourg: Office for Official Publications of the European Communities
1981 — 50 p — 21.0 X 29.7 cm

DA, DE, EN, FR, IT, NL

ISBN 92-825-2467-1

Catalogue number: CB-32-81-180-EN-C

Price (excluding VAT) in Luxembourg
ECU 3.70 — BFR 150 — IRL 2.50 — UKL 2.20 — USD 5.20

This report is one of the information elements resulting from the observation of the
market system of goods transport by rail, road and inland waterway between the
Member States of the Community.

It analyses the developments which have had a significance on the transport market, in
its entirety, during the course of the year.

It also reviews the developments which can be expected in 1981.

The analyses and forecasts are, at the same time, made for the submarkets correspon-
ding to the most important categories of goods taking into account, as far as possible,
the regional aspects of these markets.
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