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TNTRODUCTION

1. The report is in two parts”éﬁd“{here are two annexes, In the first
part the Coumission analyses thc present situation of the national and
international goods transportfmaikets-(land«transport only) in the enlarged
Community in the light of the laws and regulations in force in the Member
States and of the progress so far achieved at Community level.

In draw1ng ub‘thls analys1s, serlous dlfflcultles were encountered
ow1ng espe01ally to the lack of resources’ and, more partlcularly the 1nab111ty
to- monltor the markets in the enlarged Communlty. However, the complementary
consultations with professional and socio-economic interests did not produce

the information expecied.

i In the second part, entitled "Results", the Commission looks into just
how far the operation of the transport markets has contributed to the
objectiveness of the Treaty, especially of Article 2 thereof, as pfovided
for in Article 74,

3.._ Durlng the sccond quarter of 107; the Lommlss1on submlttnd the roport

' for consultatlon, to governmental profess1ona1 and soclo—economﬂc 1nterests.
To the extent that the Comm1s51on agreed w1th the corments of representatlves
of these 1nterests their obserVatlons havo, to a large extent been 1ncluded
in the altered document In some cases, the pr1n01pa1 obserVatlons huve '
been marked wlth an asterisk 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 Commission to
the Council but it does allow the various Community bodies to determine
objectively the transport situation in the different national and inter-
national goods markets. To this end it constitutes a document to accompany |

the. pronosals which the Commission is, in addition, submitting to the Council.
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PART I

. THE PRESINT SITUATION .

5 The structure and features of the transport merkets which can be dis-
cerncd at Communlty level have been influcnced 1n their dﬁvelopment although
‘to iz leront degrecs, by the rules and regul tlons uaopted by the nuflonal
authorltles and the Conmmnlty 1nst1tut10ns, and by agreements conclﬂdec DJ

the Member States within other international organizations<

One should therefore have a fairly clear idea of the contont of these
regulations,:and this information can be found in annex I to this report

(Doc. VII/136/75). - N
6. Similarly, one should have sone grasp of material devélopméﬁts in the
systemo governed by these revulutlons, 28 regards purtlcularly trafflc, neans
E

of trnnsport and trqnsport rates. The t“bles glven 1n Annex II to thls report
(Doc. VII/117/75) supply some 1nformat10n on this a spect. .
7; In this part of the report there is a brief analysis of this data and.
a classification .0f the principal trends of development. in the systems over

the last few years.
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1, Transport regulations

8. Until recent ycars, national transport regulstions grew out of the
development of the various means of treansport from the railway monopolies
until the substantidl development of roa.d~transpoz"'h,. by way of the econonric

crisis of ‘the thirties.

| Fér some years, there has beén a generai trend towards ma.king thesel
regulations mere flcxi‘ble in all transport se;:tors and in all the Member
States, although the recent energy crisis andlthe growing awareness of the
problens connected with the quality of life have increased the emphasis laid ..

on the public service aspect of {ransport.

9. It is worthy of note, however, that while the problems- have been
basically the same in all the Member States, the solutions adopted hove
varied widely from one to amother, leading to merled current diffevencos. (*)

~ A M vov e

- Por instonce, in the rail scctor, in the United Kingdom and Ireland,

there ds. o system of almest conplete freedom as regrrds the formation of rates.
- By, contrast, in the other Member States, railways are siill subjeot to rules
which are compulsory, though to widely varying cegrees.,

In the rmad sector, most Menber States have ndopted regulations concer-

. .

together. The United Kingcdom has abolished all regulations regarding capacity.

end the formation of transport rates..

\

(*) The Group of tre Mine rpilway comranies of the 7ZFC (the UIG groun)
comments that the verious solutions adopted by Member States arc based
on divergent economic geographical and historical situations.’
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As regards neesurces on access to the nmrrket, certoin Member Siates
heve sinply imposed subjective conditions such os wicilor the tronsport
undeftaking is ofigOCd repute, ‘whether it is of appropricte financial standing
and whether it has professional competcnce. At presont, the Member States
generallj require only one or two of these conditions to be met. Meanwhile,
a Council Directive of 12 November 1974 (1) requires compliance with all these

three criteria.as fron 1 Jangc.::ff 1978.

Other Meuber States at the same time apply quota systems based on
" eriteria comnected with the situation of the markets or the individual nceds

of the enternrises.

As rcgards transpori rates and concitions, strictly rcgulated toriff

systens are to be found next to systems of complete frcedom in rate formation.

In the waterweys sector, access to the mnrizet is free except for natio-

nel transport in one country. On the otker hand, in the four continentol
Meriber States which have substantial inland woterweys systenms, .o variety of
provisions governs transport rates for national treffic, and in certain cases,

transport is chartered wnder 2 Yqueue! systen.

R I

2, Developnent irn traffic

10. Before we consider the problems relating to the organhization of the
goods transpor% markets, it would be worthiwhile analysing the nctivity of

the various means of tronsport within the enlarged Comrmnity. But statistics

(1) 07 No L 308, 19 November 1974.

veifons
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availablo for the three means of surface transport within the nine lember
States of the Communlty are not corplete, they: are not established on identical
bgses and therefore do not pernit truly accurutc conparisons. In addition these

statlstlcs are of a very global neture.

At present, only the transport statistics published by the N (1) are
ufficientlv acéurate to permit a number of preliminary observations om the
ovbrall development of goods traffic and the relative 1mportance of the various
means of transport w1th1n the enlarged Community. Statistics published so far

by the SOIC (2) relate only o the six original Member States. : -

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

leads to the following conclusions: -

(1) treneport requirenments have expanded rapidly in conjunction with econonmic
expansion within the Community. For the ten yeas® period of compeorison
adonted, 1963/1972, the index for total traffic expressed in tons kilo-

. nmelres, thlng 100 S the base, has risen to 144.

(i) thetdiétribution of traffic among the four means of surface transport
hos becn affected over these ten years by fer—re aching develonnents in

L

thc transport marLeus.,
Onc notess

-a general fa 11 in the relatlve share of the rallways in all ooous

-‘trmnsport, in ten ye rs, from 1963 to 1972, it fell from 33 % to 27 %.
In the Nétherlgnds and the Unlted Klngdom, vhere conpetltlon is the |
nost free, the wbsolute volune currled by the rallways also fell
(down 26 4 % in the Netaer‘ards, down 16 % in the United Kin'dom). The

_ index for total volume stands ot lOl in 1972 (1963 = 100)

e

(1) Annuel bulletin of transport statistics for Burope 1972 (United Nations 1973).

(2) statistical Office of the Iuropean Commmunities.
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' - decline in the share of traffic ¢arried by waterwsy from 16 % in
1963 down to 13 % in 1972, though waterwsy troffic renains Comincnt
“in the Nétherlands (56 % of total traffic), -substénticl -in Germany
(20 %) end in Belgivm (23 %), 6f relatively little inportznce in .
..Prance 38 %) and. negligible in the other countries. The index of

total volume stanus ut 1¢4 1n 1942 compareu w1th 1903

e

'« a rapid growth in rcad transport (for hire or reward and on own
account) whose share in total traffic rose from 44 % in 1953 to 50 %
in 19723 the index for total volune stands at 163 in 1972 conpared

with 1963,

- & very rapid increase in transport bj‘ﬁipeline,'whbse‘share‘in‘the,
traffic rose from 2 % in 1953 to 10 % in 19725 the index for total

* " volune stencs ét 609 in 1972 conpared with 1983,

2, Developnents in neans of trensport

-

12, Tgbles 3, 4 and 5 supply infornation on the developnents in reons of

trahéport (commercial road vehicles and inland waterway vessels). One notess

~ Ropd transport: a substantial increase in the total number of road vehicles

in the Community (up by 42 % in 1971 compared with 1962). This increase hos
occurred in all the Member States. It has been perticularly noticeable in

the Netherlands (+.92 %), Italy (+ 68 %),.Eranbe (+ 60 4) and Germany (+ 55 %).

It has not been possible to break down these nuubers for vehicles according
to vhether they are used for transport for hire or reward or for trensport

on own ‘account. However, according to a partial figure §upp1ied by the SOEC -
table 4 concerning four countries only -~ the number of vehicles used 6n own
account business is far higher than the number of vehicles used for hire

of reward (four tines os neny in Germany, twelve times as meny in France, four

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

D v
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as regards capacity offered, the proportionate difference between these two
forns of tr.noport is mmch smaller (about 1.5 in Germuny, 2 in France, 1.1

in Itely and 2,3 in Belgium).

For the reference period 1962/1971, ovm account transpvort has groﬁn much more
then transport for hire or reward; in Gernany + 45.8 % as agninst 25.2 % for
nuziher of vehicles and 75.5 % as ageinst 66,2 % for capacity, and in/Itaﬁf

+123.7 % ageinst 20.9 % for number of vehicles and 91.4 % against 22.8 ¢ for
capecity. In France and in Bolgium the trend is reverscd, though to 2 lcsser

degree,

- thcrfay traffics the totﬂl nu:mer of vessels has fallen: 61,500 1n 1071 as o

against €9,300 in 1962. lore detalled ezaqlmatlon of the ngvreo rcveuls thut
the number of bargss fell - 13,200 agglnst 22,400 but tde namber of lighters .
has more than doubled, 3,100 as against 1,400. '

4. Trends in trensport rates

17, The only fairly conplete infornation available to the Commission relates -

to rail transport. Tables 6 and 7 show the trend in thé'aﬁérage:revenﬁé per
tonfkllomctre ne* full wmgon from 1963 to 1973 It can be seen that in ell COUl~
triecs for wnLcH conplete flgures are avallable the 1ndex for these @vorage revenLes ‘ -

per t/km arc lower than the irdices for consumer price increases.

For international trhnsport by inland waterway it has been poss1b1e 1o
collect only a certaln @nount of very fraﬂmentary 1nformut10n relating to Rhine
transport (tc bles 8 mnd 9) Tbls 1n;orm1t10n would' awpeqr to indicate that Rhine

freight rates have increased in about the same proportion as consumer prices.

It has not been possi ble 1o collect 1nformat10n concernlng 1nternatlonal
roud trars*ort There are German statlstlcs for the nrlces appllcable to national
tra*flc but +huse flmures cannot %e comngred w1th those of other countrles. Under

these cond+tlons 1t has not been poss1b1e to follov up tne suggcs ion madn by the UI

ecfues

*
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PART IT °

RESTLTS

The problem is to discover how far the operation of the transport
narkets at Corrmmnity level, whose nain meterial features are described in
Part I of this report, has contributed, =as stipulated in Article 74 of the
Treaty, to the objectives laid dovm mainly in Article 2.

The results should be examined with regard to:

1, Contribution of the orgaonization of the transport marke%s to the develop—-

nent of the comuon narket

2. Conpetitive situation of the market

(@Y ]
.

Community integration of the transport sector

4, Comon organization of transport narkcts in the context of the ndvorce

towards- the general policy objectives

w
-

Bffectiveness of state intervention in the common organization of the

transport markets

1. Contribution of the organization.of the transnort

narkets to the development of the cormon narket

14.. In its édﬁmﬁhication'to the Council of 24 October 1973, the Cormission
stated that "the pursuit of the general objectives of the Treaty within the
framework of a comnon transporf policy cecseseee reguires the progressive
introdﬁction of cohéren£ Comrmunity transport arfangements‘oapable‘of meeting” ,
the requirements of econonic union and of society, at the least cost to the
Conrmunity. On the éffectiveness of these arrangeménts will depend in lerge

neasure the optimum utilization of factors of production and developuent in

the interests of improving living and working conditions'.

veifon
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15, If one wishes to study the present situation to discover whether and to

wkat extent the provisions adopted so far 2t national and:.Commmunity level have

nede it possible to achieve the objectives laid down for the common trahsport
policy witiin the framework of the 6rganization of the transport market, the

following should be considered:

a) the quantitative and qualitative changes which have cocurred in the demand
for transport in a continental market and in the light of changes in the

ccoronies of the Commmnity,

b) the ability of the prescnt systems, based on the control of capescity and
transport ratesf‘to meet the denand for transport most effe@fively, toking

v, account of the requirements laia down for the comnoi transport policy, i.e.:

-~ to reduce the cost of transport services and iaprove fheir Quality,
~ to foster continuous adaptation to technical progress, profitability

of the undertaking end the improvenent of living and working conditions.

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

efens
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1.1. Changes in the demand for transport: .

1Q1.1..Quanfitative Chahgés” AR

16, - The creation of the customs union, the progressive establishnent

of economic union and the favourable growth of the economies.of the Member
States have brought about a substantlal increase in productlon and trade~
‘the demand for transport has followed thls expans1on whlch contlnaed ulthout

break until the econonic crisis of 1974.
This development is shown in figures in table 1 of Annex II.

© 1.1.2. Structural changes

,17.¢¢ This ekpansidh in demand has been accémpanied by far;reaching changes

in gtructures.

s

The main features of the last 20 years have been:

- the substitution of oil for certain conventional sources of encrgy such

as coalj;

- growing industrialization of the economies of the Membter States, with
the result that novements of raw materials and industrial products have
been taking a growing share of transport activiiy compared with novcements

of agricultural products;

~ o growing emphasis on the division of labour in the manufacturing process,
leading to an increase in the amount of transport required for the various

stages of this processs

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

s luxury products for a linmited market.




" . end in partlcular agelnst the rallways.
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All these elements have profoundly changed the tradltlonal COnpo~

's1t10n of ‘the demand for transport and have brought about the need for new

equipnent, sometlmes very specialized and for rapid and regular transport, .

a substantial development in combined,transport and a greater integration

of transport in the production process.

'1.1}3; Changesuin traﬁsportAflows J

e T

18. The shift of the iron and steel industry towards coastal areas and;

on the contrary, the setting up of refineries on 1nland 51tes nearer to

'the dlstrlbutlon narkéts for 1ndustr1a1 produots, the creation of poles

tof 1ndustr1a1 develocment in certaln reglons whlch were largely agrlcultural

© ' in the past - . these ar¢ the most obv1ous features (the t1p of the iceberg,

A

as it were) of a profound change in the trafflo flows in Western Burope.

" The result has. been a new dlstrzbutlon of trafflc movements anong

'v'the varlous means of transport resultlng in partlcular from thelr ablllty :

§
to aeapt t0 a ‘new market situation. For 1nstance, the decllne of coal

the shift towards seanorts of new heavy 1ndustry (1ron and steel and
chemlcals) whloh deprlves the 1nterna1 transport networks of substantlal
traffic in fuel and ore, the development of plpellnes for transportlng

Coil products (crude and reflnec) have milltated agalnst surfac° transport

1.1.4. Chenges in services provided .
19.. The lengthening of the production processes for a growing number
of goods produced - by a long series of complex and costly processes whose

value greatly exceeds that of the original raw material, the strategic

e
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function of stocks, the ccst of money - all these are factors which have

lprofouncly modlflec the relatlonshlp between the tlje and.rate foctors

‘1n transport. e

In other words, such a conpetitive market as that of industry .
where production costs and the unproductive tying up of cepital nust be
reduced to the minimun and the movement of capital must be speeder1 up,

fast and regular transport services are" henceforth by no' means neg11g1ble

_ factors in the production process,

The same trend charaterlzes the demand relatlng to trancport of
fagrlcultural products, since the 1ncrease in the purchas1ng tower of large
sectlons of the populatlon of the Nember States nes cons1derably enlarged
soile markets for agrlcultural products. ‘ e .

It follows that for a great quantity of incdustrial products the
"quallty" factor of transgort (in terms of speed ané. tne type of services
.prov1ued) becomes nore 1mportant than the "rete" factor. In addl ion the

1ncrease in the value of manafactured products reans that there is a
progress1ve reductlon in the relatlve 1mportance of transport rates in
.the prlce of these products. The comb1nat10n of these factors goes soie
":way towards prov1d1ng an explanatlon for the changes 1n demand for trans-

~'port 1nd the changes in the respectlve 1mportance of each methcd of trons-

port.

A final factor, though 1ess‘inpdrtaﬁt“than thbse mentioned above,

should not. be overlooked, o L oo

verfone
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~ The growlng nunber of productlon stages, the spe01a11zatlon of
centres ‘of c,ct:Lvn.ty, the establlshment of nultl-purpose storage depots
with 2 fast turn—round of stocks - these changes in the dlstrlbutlon
circuits have led to an increase in the transport of snall loads, where
rapid de}ivery is often needed; for this type of traffic road transport
.vis nore flexible and has the adranfage of supplying better door-to-deor

services than the railways.

1.2, Relationship between supply and demand for transport on the market

20,  After the foregoing brief outline of the fundamental changes which
hare cone bout in the wvolune, structure and features of transport demand,
how far have the Comnunlty transport systems been able to neet transport needs,

both quantltatlvely and qualltatlvely?

21, Transeort users' requirements can be defined as both the demand and

”the neee, enpressed by an 1nn1v1dua1 and by a group of 1nd1v1duals i.e. the
Coumunlty. The 1nd1V1dua1 expresses his demand for a transport fa0111ty and
where thls is not satlsflee by the normal market mechanlsms, then a need arises.
Where transporters operatlnv 1n thelr own interests meet the demand nnuer nornmal
nark t conéltlons, then this service is a commerclal one. ‘Where the supply of
conmer 01a1 serv1ces 1s llmlted then the unfulfllled demznd generates a requlre—
ment for an‘addltlonal forn of service. This demand‘can be defrned as the:"need"

,

or M"social demand". , %
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A commer01a1 serv1ce 1s one 1n whlch all the oosts 1ncurrea are
dlrectly covered by the prlce peld by the user. A need or 5001al service

1s one where the prlce of transport is elstrlbuteu between both the consu~

mer and the publlc authorltles.

‘There are two types of services in the need sector or the social

" sector: those which are inherently profitable and those which are unpro-

fitoble because charges are kept low for politicel or soéial reasons.

A further d1nens1on 1s 1ntroducea if e, dlgtlngulsh between ind 1. "
V1dual costs and collectlve costs. This distinction is most important at
the level of 1nvestment decisions. The public authorities mst %ake account

not only of the internal costs but also the external costs. It should be

“noted here that the tochnique of cost-benefit analysis has helped to

clarify these problems.

'Genrally speaking, the concept of ™need sector" includes the colleow

‘$ive requirements whioh rust be met but for which there is no market (for =

example, defence and public order). It also includes other requirements

‘which are sold but in the sale of which competition is impossible (such as

electricity){ It also includes the "publie utility" aspect of)franspert.'"

'Trensport‘és a whole, however, is not a public wtility, but it is inportant

to recognife that some features of the transport requirements of the Commm-
nity‘have the characteristics of a public utiiity. Where catering for the
public utility element in transport gives rise to losses, 2 need sector

arises.

A



16 VIIAT6/75-E rev. 1

It is difficult to quantlfy the "need" secto to some extent 1t st
be a quulluat1ve Judgnent of the publlc authorltles to deC1ae whetnar and to

" what extcnt a need sector exlsts.

Generally speaking end for practical purposes, the demand for freight
{ransport can be treated as' a commercial demend. In certain cases, of course,
the supply of transport services on a commercial basis would not be regarded
as in the general interest and it is for this reason that ‘Article 80 of fhe
EEC Treaty and Article 70 of the RCSC Treaty provide for such social freight

transhort services.

1.2.1. The gquantitative satisfaction of trénsport needs on comrercial markets

22,a,v As regards road traﬁsport;'it can be considered that in general
(except for certain specified connections)-transport capacity has been
_able to meet the demand. The analysis of trends in total goods traffic
(table in Annex II, doc. VII/137/75) shows thet the growth in road trans-
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
mey have prevented an even greater increaée in road transport'services.
There are grounds for thinking that such restrictions on transport’for hire

- or reward are in no smallvway responsible for the.greater use of own account
transport and therefore the developmént of a form of transport which is often

preferred to other means of transport. Furthermore, even though economic

(*) The UIC group considers that the available statistics are inadequate in
themselves to allow indisputable conclusions to be drawn. This is particu=~
lorly because the statistics are of a very global nature whereas in practice
it is possible to discern a very large number of sub-narkets where the

. relation between offer and demand can be very different.

veifone
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- - -forces-are stronger than the restrictions imposed by the authorities,

the marke} nevertheless suffers during the rendjustnent period, -particu-
larly owing to the delays inherent in edministrative operations.. Mesnwhile,
as the market has continued to develop hew measures des1gnec to ueet an
earlier situation’ are 1mmed1 tely out of date. To thls mustbe ad@eu the
“fact that the undertuklng, prevented from aoaptlng spontaneously, cennot

" conduct a rational mediun-term operations pollcy and is obllged to re;ct
'd1s301nted1y to administrative manlpulatlons rather than on the basis of
consicerations founded in modern economic realities. SRS
24.  From what has been said above (*) one cen conclude that interven-

tion by the authorltles has not thwarted the natvral development of road

trgnsport; thls is conflrmed in a comparatlve study of traffic development
"'in the markets subjected to quantitative restrictions and in traffic nei—
‘works, which are comple{ely unrestricted.7if must be admitted, however,
‘that in. certain cases the‘quOta'sysfem;'ﬁhenfapplied Qery striﬁéeﬁtly,
" has 1edrto'under-capacity,‘ﬁhich in’ tur: hés-distorfed-Coﬁdifidﬁe of

* -

- compétition (examined in detail later in this report).

,,,,,,,

(*)-The UIC group considers thet 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.

DI S
T
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25, In general, the waterway transport sector is not affected by quan-

titative restrictious and all transport needs have been met. -

Homever, there 1s a degree of auelltatlve c.nd. even quantltmtlve
1~l~u3ustment and the Stutes heve had to 1ntervenc to remove the olcest
vessels from ase by means of breaklnp-up overqtlons partlally financed

by the publlc authorltles.

Furthermore, and this is owing mainly to the fact that inland

o+ waterwoy traffic depends.onmatural circumstances, which means that reserve

cupaclty mst be avulrable, temporary over—capa01ty ocours pericdically.

] order to mect these 31tuat10ns, a system of t emporary laylngaup on a

_voluntery b931s, appllcaole to the main waterways in the Communrty, is

- now belnn planned.

26, As regards transport by rail, existing capacity'ceh be regarded as

. .SqulCIGnt to meet demaad in normal perlods. It should be noted howeVer

(1) investment decisions ir plant ahd.equipment are not entirely at the
vdlscretlon of the rallway undertaklngs, but are generally bgsed on
, ae01s1ons by the governlng authorltles taLen under annual budget

vproceaures wnlch mst’ allow for polltlcﬂl requlrements,

(ii) os passenger and'goods services are opersted together, goods
serv1oes are sometlmes affected by the requlrenents of the passenger
serv1ces, and even on certaln networks have to take secona place to

[N

_them durlng rush perlods,

veifonn
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¢.-(III) the railway:infrastrpgigyg§g'qhgﬁgudsyelopment is not controlled
by the networks, govern-to.a large extent the pessibilities of con-
tinuously adjusting transport supply to demand, Sone lines are

" already saturated. Difficulties thus ocourred in the First months

" of the energy crisis when thére wes a substential increase in demand
for rail transoport. This situation also offects the quality of the

service offered to customers, particularly as regards delivery cates.

1.2.2, Quantitative satisfaction of transvort neceds on the commercizl market

27. © To gain an idea, if only approximate, of the extent 6 which the

_ trensport systen hcs been able to meet transport needs at Commﬁnity'level,
the analysis must &0 bcyénd the purely quantitétive'aspects'and cover the
ability of the various means of transport to meet the diverSé needs of a

highly industrialized economy.

Sy e Y

28.  Road transpbrt by reason of its flexible structure, has been able

to adapt to a large cxtent to these requirenents despite quantitative

restrictions, This adaptation has occurred on several levels:

(i) specialization of transport equirment. The range of commercial

" vehicles now available on the market means that carriers can use

the type of equipment suitéble for the needs of the customers as

~

regards both useful load and facilities;

(ii) quality of service. The femarkaﬁle pfogress in fhe car industry

% and the benefits deriving from the improvenment ‘Yn infrastructures -
particularly the construction of mdtorwayé - have enabled the road
transport carriers to improve their door-to-door services by reducing

the delivery times;

A
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(111) fleX1b111ty in ‘manrzerientd iTHe “structure of the ‘industry (many snall

undertakings) spréad’ 4hréughiout the. country has meant that carriers
~ .have been able to eliminsfe or substantially reduce the weiting

" periods betweéen thé demand for -service by the customer and the

RTINS

"' availability of transport.

- 29 - Waterway transport has also been able 1o adapt progressively <o

changes in the demand for transport.

Inland waterhay fleets and eculpment hcve developed cons1derably
with tne 1ntroductlon of new technlques (such as push convoys, poss1b111ty
of contlnuous naV1gatlon tnanks to radar, 1no*e s¢ in deadwelght) gnd

sae01a11zatlon of vesoels.

A considerable- effort has been made, with some financial assistance

from States, to replace obsolete equipment.

Finelly, major comstruction works have been carried out on the
" main’ European waterucys (such as canalization, modermization of locks,
‘“and other engineering installations, etc,), and this has enabled the

“internal waterway networks to 1mprove profltabllltv and productlon efTiciency.

30... « The railways, despite the bulgetary resirictions referred to.-above,

heve made remarkable efforts to improve the quality of services offered to

customers and Substantial progress has been achieved.



.

However, the rullways,xwhlchwpieéﬁiirmeitf:zﬁf?gie'eezylces,
have not always ex9101ued the_teehp;qalqend;ecqnom1c advanteges which
,.rail,operations offer-compared_with other means of transport: (lower

relative energy consumption compared with road transport,.safety, lcss
dependence on weather conditions and greater freedon fron traffic con-
gestion, very large unit loads and convoy loads, greater possibilities
for automation and so on). They do not always have a sufficient degrec
of independence to enable them to better adapt ropidly to the néw harket
requirements by developing the specialized transport services which the
railways can offer more ef flclently than any oth ST means (sueh as trons-

‘port by whole tralns, long dlstance trqnsnort transport by sectlons of

treins, large containers, connectlon—to-connectlon trangport end so on). (*)

2. Conpetitive situation of the morket

2.1. General remarks

31. In the light of the factors described in the first section:as re-
gards the extent to which the transport systems have been able to .nmect
requlrements, the’ ques ion arises as to the effects of. thls situation on
transport rates and how far the freight transport mzrkets have been

“affected by the occurrence of dominant positions or noutthroat conpetition.

' The very mixed nature of the market ancd the lack of consistent
and systematic information mean that it is impossible to assess the situ-

ation with any great degree of acouracy.

(*) The Bundesverband Spedition und Lagerei considers thaet the bad situation
in which the railways finc. themselves is not exclusively due to their lack
of independence.

oao/oci
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2.2. Abuses of dominent positions e T e

32, Generally speaking, the fact that road and waterWaf‘transport

operztions are carried out by a large nuuber of operators is enough to

reduce any risk of abuse of a dominant position in these modes of transport.

Competition within each of these sectors is very lively and this

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

© This situation is confirmed by the fact that the application of
Regulation No. 1017/68 applying rules of competition 1o transport by rail,
rozd and inland watcrway has not yet given rise to any intervention by

" the Cormission for the penalizing of abuses-in this area.

e

33. . Theoretically, the problenm couid arise of whether the presence
on-the market of national rail undertakings might herbour the risk of an
oligopolistic formation of rates on the market. The Commission's services
_eonsider that in generel the answer to this question is im the negative,
since the share of the railways in the freight trénéport'market,ﬁoth |
notional and international, has fallen (on certain markets it is even in
the mlnorlty) If allowance is nade for the substantial shifts between
types of transport service (especlnllJ from th; rawlwa/s to road trans-
port), it shoald be assumed - and experlence in fact has shown - that in
v'pract;oal terms the risk of abuse of domlnant pos Ltions is strongly
redncﬂd' on the either hqnd, 1n some spe01flc transport markets (needlns,
par e:amyle, special equlpment)or V13-a~v1s gome customers, the railwnys can

find +he*ﬂselves ina comlnant p051t10n, et least for some time, and

especially as a result of the appllcatlon of SPGClul tariffs.
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2.3+ "Cutthroad"” competition

34. . The risk of "cutthroat™ competition has often been referred to,

both at national and at Community level, to justify certain interven-
tions by the public suthorities to restrict the freedom of decision of
the undertakings as regards both investment in plant and equipment and

rates.

This report does not attempt to discuss the theoretical basis‘of
this view, but secks merely to establish whether and how far such

situations could arise. e : . :

35, As regards road tronsport, it is difficult to give an accurate

answer to this question.

: Opinionsxare divided as.to the national transport markets; the
view of the railway undertakings shared to sone exttent by the road
carr;ers, is that ths narket is in a situation of permanent surplus of
supply, which leads to cutthroal competition; but the users are not of

this opinion.

As regards international transport operations between Meuber States,

the ﬂppllcatlon of Revulat1on Nb 1174/58 leuds to certaln conclusions,

Observatlons over tue last few years show that venerally transport rotes

remain within the brackets of 23 7 without fﬂlllng to the lower limit.

- Spec:.a1 ccntracts concluded at lower rates generzlly reflect lower costs

resulting from a better orvanlsatlon of transnort This experience would
tend to exclude any trend towards "eutthroat" competltlon in road trans-

port.

cefens
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36, . The Commiésion*siservicés:db not believe that this type of compe-

tition is likely to be'o.serious prodlem or occur per31 tently, as the

very structure of the profession would prevent it. 'It'would be difficult
for a small road trunsport undertaklng to adopt for very long a prlclng
policy which dld not ocover costs w1thoat automatlcally g01ng out of

business. (¥)

Coulc these differences of cpinion perhaps arise from the dl;fe~

rent 4nterpreta+ions given to the term “cutthroat® comoetition? If this

tern is ta“en to mean the s1tbai10n in which 1nequa11t1es of treatment

“betteen the undertaklngu conceraed are refle Ctbd in costo and therefore

ﬁ"prlclng polloy, the problem must be seen in a différénttliéht-;ithat of

2.4

“distortions to competition, which will be referred to later in this paper.

The effacts of the competition situation on transport retes

LY A compzrison of consumer price trends with the trend for average

‘troduct per ton/kllometre for rail transport in fuvll wagons (the only

'complcte data available to the Commlssxon's serv1ces (see Amnex II, table 6,

doc. VII/137/75) shows that in nll countries for Wthh complcue figures:

are avullable consumer prlces hgve risen faster - though not all at the

sane rate as the transport b ofa) tes. The 1nference is that 00ﬂpet1tlon on the

3

varlous trunsgort markets has helped to preven an increase 51m11ar to that

in the cost of 11v1n~ over tho last ten years, 8 51tuatzon which has been

~ of sdvantage to users. (**)

(*)

t
!

The UIC group and FICT (International Confederatlon of Transport Ekecutlve
Stquo) express the view that this is not a convincing argument.

(**) The UIC group notes, in this context, the nearly general deteriorstion in

the financial results of the reilwayss in addition, during the recent period -
of increased inflation, all th: transporters have been confronted with

considerable increases in cost which, in view of the competitive 51tuat10n,
have not always found sufficlent compensation ir their tariffs.

| R
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33.  The more hoﬁogendﬁs'ﬁaxﬁre”of'inlénd'”ﬁtérw:x_dﬁerations (or ot

least of & large part) nakes for' a‘more accurate’ assessment of effects

of the competition sitvation on thls market,

. The over—capecity which occurs in this sector brings about sudden
falls in transport rates which are very harmful economlcally %o the

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

- the laying-up measures now.being plammed.

39. As reg%rds the rﬂllwxys, rates often ploy the role of guide rates.

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

) trwnsoort wa1ch are often in quite open competltlon w1th them, with the

'205'

esult that the conpeultlve tariffs or rates on the railways apply to

an evergrowing volume of traffic and thereby reduce the revenue ex nccted

’.

vhen normel rates.are fixed, ~ - . . 0 R

D: fortnons in comnetition
MM

. 40. The fact that the Community freight transport morket is suffi-

01enb1y competltlve does not mean that there are no dlsto tions to
competition. So far it has not beun_p0551ble,uo organize, on a satis-
factory footing, competition in the surface tronsport of goods in the
Member States. This situation obv1ouoly eytendo to the Community level
and is one qf the fundenental obstacles standing in the way of the

development of the common transport poliocy.
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The causes of the"e élstortlons to conpetlt*on are to be found both

inside and out51ue the o"ganlzatlon of the market. mhe most 1mportgnt are

the follom1ng. ( )

(i) ° the still wnresolved question of relations between the railways and
the States (1),

(ii) , the question, still outstanding, of the charging of infrastructure
costs, |

(i1i) disparitics =nd differcnces in standards which at Commmity léyel

and in ezch Menber Stiate govern transport capacityAand rates.

\

These prohlens should be considered separstely. -

4l. ‘As regards the railways, there is no doubt that the particuldr status

of these transport iundertekings is one of elements which have so far prevented

a final clarification of the situwation.

The maintenance of the public service nature of the railways has led 2
the public authorities to intervene in the ,setting . of the éeneral'level of
rotes, with the resul* hat treffic rovenue does not necessarily cover total
costs, The res11t1ng low revenuos, and the fzct tnﬂt et present the rallwzy

S

aCOOLntlnr systems ao not make a cleur dlstlnctloa between revenue and costs
for the gcocs sector as conpared w1tn the pasyenger sector, can only strengthen

tne asanntlon tﬁ’f cevtala rwllvay rat s are based on politlcal grounds.

LOSESESRTS Sl

(*) The UIC and the unions propose that in addlulon the follow1ﬁg should te rentloned‘
~ the inequality in the working conditions in the vorious modes of transport and
the lack of respect for rules in this area as well as in the arca of safety;
- the insufficiency of railway investments.

(1) Council decision EEC no. 1473/75 on putting the reilway undertakings on a.
sounder footing and harmonizing the rules governing financial relations between
these undertakings and the States; this decision (not yet published) suggests
a solution to this problem. (0J of the EC no L 152) .

oo
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1t 1s ObVlOLS that 80 long as a 1arge part of the narket is
covercd by "polwtlcal" rates, of which it is 5y no neans certcin that they
cover the correspording costs, the possibility of arriving at an organi-
zation of the market based on the market economy is bound to remnin open

to question (1).
This is a question of fundamental impdrfance for furthér studiés.

42, As regards'thc charging of infreoetructure cocts, the railways are

the only transpdrt undertakings which bear the entire financisl responsi-

bility for the costs of managing and maintaining their infrastructure.

The difficulties, however, are surely not insuperable. An interim
solution would be to make the disadvantages arising from this situation
. for the railways eligible for conpensation, which could be authorizcd.

under Regulation (EEC) No 1107/70.

43.  There remains the problem of distortions arising fron resplations

poverning transport capecity and rates.,

- The dlvergent aad dlsnarate measures which now ch.racterlze the
Comuunlty transport norkets are a source of dlqtortlons of every type, as
the Comm1s31on's consultatlons have revealed. VWhatever the system to be
hadoptéd atiComﬁunity ievel, it.must be a hdfmonized one. Failing this,
tﬁé very féﬁndatiohs 6f the conrmon transport policy as laid down in
Artioies 74 and 75 of the Treaty are called in question and stripped of

21l neaning.

(1) It should be noted thst, in the decision referred o in footnote (1) to
noint 40, the Council retained the possibility for MNember States to inter-
vene in the setting of the rate levels for railways.

veifeun
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3., Commmity integration of the transport sector

44. . The integration of the transport sector, that‘is, the free move-
nent of. transport services within the Community, st contribute to ihe
achievement of the common market in general; it therefore constitutes

one of the genercl objectives of the common transport policy and should

have been brought about -through the establishment of the followings
(i) the common rules referred to in Article 75 (1) (a),

(11) the condltlons of access for non—re31cent carriers to national

transport onerqtlono in a Wember State \nrtlcle 75 (l) (b)),

(iii) the conditions to enable carriers to gein permavent access to all
transport act1v1t1es in the terrltory of a Mémber State (the rignt

of establishment, Articles 52 et seq.).

How far have these objectives been achieved? -

3.1. The common rules referrcd to in Article 75 (1) (a) of the Treaty

\
' 45; In road transport the easures'which héve'enabled certain progress
tc be achlevea towmrds the free movenent of services are, in purtlcular,
tue flrst dlrectlvc of 1962 (1) as anended 1n 1974 (2), the dlrectlva on

a coﬂblned transport (3) and the Communlty quota (4)

(1) 0.7. No 70, 6 August 1062, page 2005
(2) 0.7, No 84/3 of 28 March 1974

(3) not yet published

{4) 0.7. Wo 349, 23 December 1974, page 5

coifone
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It must however be acmitted that the directives of 1952 and 1974

‘relate only to certain traffics and that the Commmnity quota affects

only a very small percentege of 21l trade betireer Member States and is

at present due to remnin in foroe only until >1 Decenber 1975.:

The greater part of goods transport by rozd between Member States
thérefore remains subject to the provisions -~ sometimes divergent and
contradictory (especially for transport on owm sccount and transit’
operations) - laid down in the bilzteral agrcements, which perpetuate
a'sjstem based on traffic opefationsvreserved>for the nétionals of the

Contracting Stetes. Tho quotés stipulated in these agreehents not only

. run counter to any process of integration but also seen to be contrary

to the compulsory provisions of Article 7 of the Treaty, which prohibits
any discrimination based on nationality. Furthermore, these quotas are
distributed among the Contracting States on a basis which does not suffi-

ciently reflect the real requirements of ‘the market.

A6.  The situation is more satisfactory as régards-iﬁland waterwvay
tréffic, where there is practically no hindrance to the free international
novemenf of.séfviées. ﬁowéve;, this favoura blé'trona canhof te at%ributed
1o ﬂctlon by the Coannlty° it is due to 1nternetlonal condltloas wnlch
for a long tlme past have encouraged thlo development in trg flC on the

nost important n9v1gﬂblo waterways in westcrn Durope.
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47. - The railway networks have also increased co-operation at inter-

national level.

g

So far, Commmity legislation has not been of overriding importance

- as regards the Cormmnity-level integration of this sector of activities.

Howefer, the Council recently adopted certain gunidelines of'principle
regording co-operation between railway undertekings and their Comrmumity-

wide integration (1).

48. In'cohclusion, it should be ncted that, since the entry'into_force‘
of the Treaty, the common transport policy has only marginally encouraged

the transport market towards the free movement of transport services.

Access to national trensvort operations by non~rb31dent ca“rlers .

rrticle 75, 1 (b) of the Treaty

4;.' Nb prov1s1on has been adopted in thls matter at Communluy levV*,
and in fnct the situation hcs not changed since the establlshmont of the

Commnity.

National merkets for the carriage of goods by road remain compart—

B . N . A \ . . .
nented and non-resicent carriers have not acquired any freedom of acress

to national transport operations.

>

(1) See Article 11 of the Council decision referred to in fOOuno el to point 40.

W
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On the other hond, in 1aland waterway tra fic the supply of ser-
vices is largely realised thanks to the very open conceptlon,whlchvnas
always characterized this sector,

The problen cdoes not arise in rail transport owing to the perticular

features of railway- oprerations.

Conmunity legislation, then, has had no impact regarding the sccess
of non-resident carriers 1o national tronsport operations and the terms
cf Article 75 1 (b) of the Treaty, which ought to have been applicd before

the end of the transitional period, have remesined a dead letter.

3.3 Iﬁplcqpntation of the right of establishnent (Article 52‘et séﬁ3 of the

50. The work at Community level (started somewhiat later than the date

laid down by the general Prograne (1)), which was intended to inplenment
tne rlght of esthllsxment in transoort onerations was not comﬁlotec with

success ow1ng to developnents in the 51tuatlon.'

In v1ew of the d00131on handed down bv the Court of Jt°tice in
'Case 2/74 (2), the provisions of the Treaty relating to the right of
cstablishment are henceforth ¢irectly applicable and all restrictions
contained in national legislation to {he freedom of establishmenf of
nationals of one lMember State in another llember State must be considered

as annulled (*).

(1) 0.3, Mo 2, 15 January 19€2 _

(2) 0.7, To ¢ 114, 27 September 1974, pa ge 26

(*) The Bundesverband Spedition und Lagerei notes thal there are hindrances
to the exercise of the profession of custons agent in Italy, France and
in the Benelux countries.

s
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4. The comnon orgenization of the trensport markets in the

context of work towsrds the general nolicy objectives

4,1, General Remarks

51. The highly industrialized nature of our ecoﬁomies is one of the
constituant factors which has certainly -influenced trends in the deﬁand
for transports but this fact should nct eclipse ~ though this is on quite
a different level .- the indirect influence on the demand for transport of
concentions which are apparent at national and at Community level: the
desire to correc{ by neans of State intervention the harmful effects for
sbciety which méy arise from the implementation of policies based solely

z the law of the norket, that is, of industrial »rofifs.

' Regional policy, whose aim is to correct economic disequilibria
between. the regions of the Comrmnity, is ar embodiment of cach a cecuseption, -
which embodies a "positive action' approach by the public authorities. The

sane applies-to environmentzl and land use policies.

52, = In its commumication of October 1973, the Commission highlighted
the role which the cormon transport policy could play in achieviﬁg the

objectives laid dowm by these policies.,

_ Here, it mus% be admitted that thé‘impact of tranéport,in.the
achievenent of thése policies will bé primaxrily éonfined to ﬁransport
infrastructures. The fact remains that the provisions gOVGrping the
operation of - the trénspért ﬁarkets (caﬁacify, transport rates and condi-

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

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

direct some traffics towsrds the modes of transport which are better zdapied
to the objectives aimed at.

o cesfees
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This applies, particularly as.zegardss

« . oy e

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

nay be included in the category of public servicess

(ii) tariff neasurcs, particularly the support measures referred 4o
in Article 80 of the EFC Treaty and Article 70 of the ECSC Troaty,
applied to give tenporary assistence to regions or undertekings in

aifficulty.

.53. It.should be recalled hére that the establishment of sérvicos
whose purpose is to ‘meet publlc 1nuercst implies that the underialtings
rcspon31b1c must fulfll certaln obllgatlons lmowm as "publlc service
obligations"®, that is the obligation to operate the services, the obli-

gation to provide transport facilities and tariff. obligations.

On 26‘Junew1969; in ordef to'regulate‘the queétion.at Comnﬁnity
Alevel the Council °dopted Reg ulutlon No 1191/59 ahlch 1ntﬁr aliﬂ

enshrines for the three modes of transport-

- tbe Ur1n01ple of the ellminatlon of the ooliNatlons 1nherent in the

concept of publlc service,

-~ the maintcnance or imposition of such obligations insofar as they are

- required to ensure the adequate provision of transport:services,
It is worth knowing how much adventage is taken of the possibi-

lities opened Yy national and Cormunity provisions to achieve social

and econonic objectives through the establishment of public services.

veifaen
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Ovli~ntions 15 overcte services =nd to provide traiisport facilities ‘

54« - In almost cll the Menber Sfafeé;'réil-sérvicés;“both pasééﬁger

znd. goods, are regquired to conply wi%h'bbligations'ta“operéﬁe services
and to provide trensport facilities. The other moles of transport, exéept‘
for the regular corriage of passengers b& road, are not éubjéét to such

obligations.

£5¢ . © The maintenance of-the obligation to operate services means, among
other things, that certain low-traffic commections must continue to be
opcrated; their deficits ‘are covered from financial compensation by the

State, in accordence w1th Communlty regulatlons. It is well lmown that

“this s1tu9tlon urlsﬂs from reasons whlcb 1n ﬁrlhc’ple fall ovt "1ae the

trar uort sect or, wt is pot cn*l ely out of t“e qvest*on that irunsport

'opvratlons carrLed out ﬂt the ;rﬂe 1n1t1at1ve of *he undertaklngs u1ght

Feo
)

C

o

artain ¢ases be able to meet theoe transport needs w1thout belng a

ch.rge on public 1unds.

56, The bbligation to provide transport fac lities is a general obli-

gation hh*ch is 1mposed malnly on the rglldays ﬁné hhlch, togeuhcr with

tariff obligations, mcy mean economic disadvantzges for the undertakings

concerned.

In an increasingly competitive nmarket whcre there is a wice range
of types of transport, the question of whether this obligation should be

naintained ought to be exanmined.
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4.3, Toriff cbligations

57« For_reasqns of general ccononic policy, governments usvally have
.a nzad in setting the generul level of tie tronsport rates epplied by
tnelr rw11Way Lnuortpkln*s. For the other noﬂeg of trensport this iater-

ventlon is restricted to the sector subject to compulcory ratcs.

These intervertions, particularly refusals to @uthorl ¢ gencral
increases‘in rates, result for the enterprises concerncd in losses of
rcvenue Wthh are nct automatlcallJ elig ble for compensatlon and thus

_unqermlne the profitability of these undertakings.

.Fﬁrtheréofe, in Ceffaiﬂicoﬁhtrieé, nznpes'ln rates to aoa>t to
“harket corditions are also subgnct to prior authorlz tlon, Hklch in a
compctltlve mgrket constlt utes a serlovs commcr01al 2isadvant ;ve for the
cnterprlses "ubJect to the 1ntervent10ns. Ghnerhlly upeaklnu, fhis is the

case for the railwcy’ undertaflngs.

Interventions of tdlS nature ought to be rcctrlcted to the casszs

referred to in Article 30 of EEC Treaty and “rtlclo 70 of ECSC Tre Sy (1)

L

(1) See footnote 1 to point 41,
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3 .

5. The effoctiveness and suitability of State intervention

in the compmon organization of the trans-ort narkets

53+ . In the light of what has been stated above, the value and effective—
ness of the national and Community rules govcrning capacities and prices
relating to the transport of goods within & commercial market should be

d1scu sed.

The various types of rules governing capacity

- 59, The placing of quontitative restrictions on capacity is designed

to linit eompetition between neans of transport and undertekihﬁs engaged
in the operation of the same means of transvort The 1ntroauct10n of such
restrlctlons 1s in fact an effort to 1nflacnce the level of uransoort

prices 1nd1rect1y 1n order to bring them to 2 level whlch 1s cons1dered

adequate. The follom1rg 1nstruments are generally used"

- transport authori;ation quotas, .

-~ the exumlnatlon of tne 1nd1v1duu1 requir ements of transport undertaklngs.

The first pethod is used in most cases, while the second has so far”

been applied only in the Netherlands.

< \a

olele Transport suthorization quotas

A LT

60b'ff”The qﬁota System'generally applied involves the laying dowm of

quotas in advance, and it is by its very naturefrelatively rigid. Conse~

quently, and in the light of the exnerlence galned in thls fleld, a quota
system applled on a perﬂanent bas:s could not ensure e sufflclently flexible N
and rapid quantitative adaptatlon of supply to demand. ‘Particular mention
iust. be made of the fact that the quotas are as, a general rule deternined

without reference to forecasts of requlrements arid ‘for a perlod fixed in

":advanCe, which means’ that they are unable to cope W1th the ofteu very

cons1derable fluctuatlons on the markets concerned beceuse of 1ts arbltrary

Ry

Vol e -_.,'-,‘_r"

1 Lo T e s k ’_‘,
.oo/aop
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nzture, ;theé use of the quota.system is liable to result in an excessive

linitation of capacity and en unjustified increase in transport prices.

If, on the other hand, the quot s laid down are such that they in
no way restrlct the vtlllzatlon of ex1st1ng cz a01t1es, the systen can be
regarded as completely useless}an@ gives rise only to burezucrotic forme~

lities and unjustifiable expzanditure.

To sunm up, there is a‘risk that the'currently‘applicable’quota

systen is likely either to lead to arbitrary results or to be completely

ineffeotive. (*)

61, Finally, it must not be forgotten that the trénsport of goods by |
‘road is designed to fulfil special requirements (door-to—door transport
without the need for trans«shipment, flexibility of the undertaking,

specialization, accompaniment of the goods, etc...) which, especially

. in the case of certain categories of transport, are now considered to be

essential conditions.

If a quota system involves actual restrictions on the fulfilment
‘of users' transport requirements, this results, in the long tern, in a

shift towards own-aocount transport which is subject to pr nctically no

restrictlons.

(*) The UIC group, while recognising that the quota system can favour notional
interests, is in favour of its continuance in any future market organization:

- in dlmlnlshlnv 1ts rlgldlty by 1lultlng the length of Valldity of the
-authorisations,

-:in taking into consideration the very important element of elagticity,
which is to be found in the core or less intense use of the authorisations
for a oértain capacity in tons, depending upon the market'sifuation, ,

. = in establlshlng forecasts and in 11n1ng up the quotas w1th the pattern
‘ of traffic develooment. e

1
Finally, as a general rule, the quota systenm will not lead to an unjustified |
. increase -in transport costs... .. - s o Ln . '

* Thé Bundesverband Spedition-und Lagerei quotes a German exanple tq show how the
quota system can be applied flexibly and without ill effects. / .
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25.1.2. The exanination of indivicdual requirenents

3

62, . The N’etherlandn controls capa01ty by examlnlnp 1nd1v1dua1 transportt

requlrements. Uhoer thls systen any transport undertaklng w1sn1ng to obtain

a transport authorlzation must prov1oe proof (oy produ01ng the contracts)

of the transport requlrements which 1t must fulfll.

Under this systen renewalk -.of énzauihonizationnishsubject 4o the

prov1s1on of proof that the traneport operator has effected a volume of

3_transport operations proportlonal to the autnorlzed capaclty and with a

.Esufflclent proflt margin.

. .5.2“.

Py - - ¢

'Furthermoré, the coﬁpetehf authoritiesiﬁay'suspend %he issue of

euthorizations if the market situation so requires.

The verious systems of charging
e e —

€3, ' The E&stémsvof'chargihg“currently aﬁplied nay be divided into two

nain categoriess .
. L e T . c L . ‘t_‘ ".:.“ PR }=_~ N 3

- compulsory tariffs, involving fixed.prices, either maximum or. minimum,

or bracket tariffs, differing mainly according to the type of product and

“the tomnage; transport operators and users must apply these tariffs and

eny prices not based on these tariffs must be examined by the ‘authorities

before or after their applicationg

- 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 so,

in which case no explanation is required by the authorities.

In the first case the application of tariffs is the generzl ruls,

while the application of individual prices is the exception.
In the second case, the situation is gemerally reversed.

A
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At present, all tarlffs, whlch, furthermore, have been ratified

-
FT I NN S I o

- and sometimes even laid down - by the authorities, are besea on the

 average cost of’transport;<ehd correspond to the actual costs incurred

5.3

are aoplled varles 1n practlce.

by individual nhdertakingé"only to the extent thet the differences between

the tariffs sre presented with a very detailed breakdown.

Lot

The effects of tariffs on the prices applied

r64{'."Where the compulsory application of toriffs is actuellyfmonitored

and authorized, and- where prices deviating from the tariffs are the
exception, the tariffs constitute a form of4protec%ion and guarsntee
the revenue of transport operators. Prlce competition is poss1ble only

uwthln the llmlts prOV1ded for by the tarlrfs.

This method of organizing the market by coordinating tariffs
implies the application of tariff systems with equivslent effectuﬁy'all |

trensport operators irrespective of the means of transport involved.

o s
UL

65, At present compulsory tariff systems, reference tariffs and systems

- involving the {ree formation of prices coexist, - e e

Furthermore, the extent to whlch sone conpulsory systems of charging :

veifoen
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66., Under these condltlons, with the exceptlon of the compulsory tariff
.ysten of the rallfaJs, 1t 1s therefore dlfflcult to cons1der a °ystem of
,.churglnb, even one 1nvolv1ng compulsory tﬂriffs, cepcble of serV1ng as
more than a guldellne for determlnlng 1nd1v1duel prlcee, at the most it
may be regarded as having a psychologlcal effect. In fact, 1f the mer&et
'51tuat10n resultlng both from the supply/ﬂemana relatlonshlp on the trans—
port market and from the trend of costs is no 1onger reflected in the
arlffs applled transactions between contractlng pertles w111 1nev1teb1y'

. .

adopt themselves to the ctu 1 econonic s1tuat10n.

It is particularly easy.in the case of a downward tendency in
relation to floor prlces not to comply with the regulations laid dowm,
if 2 mutual agreement is reached by the contrrctlng parties, who nay
employ numerous means (refunds,jflctltlous prices on the transport docu~
ment, discounts for regular customers,‘etc..,).which‘make it easy to evoid

compliance with regulations.

In the caee of an upward tendency in relation o the naxirum
priceg, transport operctors may avoid the application of comnulsory
tarlfrs by selectlng those o*fcrs which enable then to ohtaln the

greatest proflt.

The relative ineffectiveness of fixed tariffs has been confirmed
by the application of Regulation (EEC) Mo 1174/68,.the main features of
“which are’ contained in the various reports drawn up by the Committee of

‘Experts set up by that Regulation (*).

(*) The Bundesverbznd Spedition und Lagerei questions this conclusion and
. claims that it is the inadequacy of both checks and sanctions in some
countries that is the bﬁ81s of the failure of thls experlment
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The Coﬁmittee has héted in particular that in the case of certain
transnort routes bétween the Membef.Stateé the bracket spread, fixed at
23 %, hqs wideneé conéi&erably 28 a result of the chenges in the parities
of tha cﬁrrencieévof the Momber States concerned. Howevef, this conside-~
reble wideﬁing of the bracket has nof affected the éveragé level of

prices appliéd, these haVing remained felatiﬁely sfable;

The effects of rul:s govcrning,capacity on thz cconormic visbility of

the meene of transport

67. " The services of the Commission do not have sufficient informetion

to enable them to assess the effect, in either general terms or on indi-

. vidual sectors, of the regulations governing the organization of the

transport merket on the econonic viability of nmeans of transport and to

outline the trends over the past years.

Nevertheless, mention should be made of certain factors which have

a negative effect on the economic viability.

68, The road transport sector is, especially at international'level,

governed by reguletions which restrict capacity and thus reduce its ‘
econonic viability. For example, under bilateral agfe;méhts, transport |
onerators making the outward journey laden mey not make the return journey
laden unless the consignment is intended for the country of .origin of ‘
the vchicle. The carriage of goods intended for another Member State (as g
in the case of the Commmunity quota) is prohibited. The saome applies to [
the execution of transport operations on the territory of the country to

which the outward journey is being effected,

- Purthermore, bilateral quotas are normelly determined on the basis

of the principie of reciprocity (*). Thus the capacitieg of the two contracti

(*) The Bundesverband Spedition und Lagerei is in favour of maintaining this

principle as long as no harmonization of business costs (taxes, fuel and
vchicles, social regulations, weights and dimensions, etc...) has been
egrced at community level.

AN
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 parties engaged in the traensport operations are the same even if the
volume of goods  being transported in each direction differs. Such a
situstion can only prevent the optimal utilization of the means of trans-
port. It should also be noted that transport authorizations are issued
according to rules which place an additional resiriction on economic
viability. This category of rulés includes provisions prohibiting +he
interchangeability of semi-trailers between transport operators,_(for
example, to enable a relay system to be implenented) and not allowing
authorizations to be used on.thg basis éf total tonnagé (which means,
fcr exanple, that en anthorization for the iransport of fortyvtonnes may
be used either for a vehicle with that capacity or for two twenty-tonne

vehicle.

Finally, several Member States do not operate a systenm éf'hiring
vehicles which would make it possible to cope with peak demand ané enable
reserve capacities to be built up to‘deal with seasonal fluctuations in

. denmand.

69. . In the field of inlﬁnd weterway tronsvort in which, as indicated

abové, the principle of freedon to provide services has already been
acopted to a large extent, and wherc there is no system of authorizztions

restricting capacities, the situation is better.

The principal factors having a negative effoct on the economic
| viability‘bfbthe means of transport are climatic factors which limit the

drought of ships and nécessitate the creation of a reserve of hold capacity.

The system of temporary imnmobilization of vessels should help to

reduce these disadvantages. TR

S T ey 4
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. 10« . As fer as rail transport is concerned, where the only rules

5.5.

governing copocity are. the, restrlct;ons resultlng from the wmounu of
budgetary.approprlgtlons-allocqxgd,_the Problen de2lt with here docs

nct .arise. .

Adaptation to the reouirements of the market in time and sonce

.7t The rules governing prices and conditions of transport; in the

forn in whichAthcy“are applied today, in general constitute rigid instru-

" nents which prevent tariff measures from being adapted to the chenges

" which occur for each transport market in the course of tine (on account

of seasonal and cyclical fluctuations in deriand) or to the various
requirenents of a transport market of continental size, such as the

Commnnity nmarket.

2. ‘Measures ‘designed to regulate transport capacities -end prices
'normallf take the forn of legislative provisions or regulations which
require long periods (*) for preparation and adoption and are thercfore
llsely to procuce thelr eercts when the situation on tne nariet mhy have

ch\nged completely, ‘this also prcvents the necessary neasures to deal

w1th serious andsudden dlsturbances on the narket fron belng adopted in

| good tlme.

T3. Furtnermore such provisions are applied on a eneral basis:
?

2

_consequently they do not allow for dlfferent 51tuailons, which could

arise in certaln sectlons of the transport ner&ets, oartlcularlv on the

‘ geographlcal markeﬁs. Thus the measures adopted nre llable to prove

useless in certain regions and even to be contrary to the actual rejuire-

nents of sone sections of markets.

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

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

)

The Dundesverband Speidition und Lagerei quotes the German example where
the procedures are proopt (8 weeks for a tariff).
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DESCRIPTION OF THZ LUCAL Al'D RTUGULATORY SITUATION IN THE VARIOUS
LIIBER STATES AI'D AT COMMUNITY LEVEL ’

I. RATLWAYS

1. In every liember State = company operating on a national basis

is respensible for the carriage of passengers and goodse

The setting up of these companies was only made possible as a
result of intervention by the public auwthorities whicin had to make it
legally possible for the raiiway colapa.l.u‘.es 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 a
result ¢of the monopoly held Ly the railway companies. As a result of the
growing coupetition resulting from the developuent of road haulage, the
specizl rules applicable to the railways have had to be relaxecd,

In ceriein Memher States there are, in acddition to the national
compahies, railway companies which operzte on secoadary routes and which

are, in many cases, opcraited by the rezional authoritics.

§1e Access to thc markes

2e ] Theoreticolly, the railway companies are not restricted, as
regards carrying cepacity, whether national or international carriage
is involveds Increascs in rolling stock are limited only by the financial

means granted to the railiay companies by the public authorities.
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Tariffs and terms of carriese

At national level

3. In some Member States the railwiy companies are given
almost oompleta frecdom whon fixing their prices, whereas in other
Member States they are bound by a strict system of tariffs and, in
wost cases, tie obligation to effect transport operations,

The British and Irish railway companies fix their tariffs

freely, The tariffs, which are dependent on the market situation, are
neither published nor communicated to any authcrity, except in the
case of the carriage of ECSC productss They are however subjecf to the
obligation to run the servioce and %o offocti transport operations,

- The Netherlands railway companies, whilc subjeot to a system
of tai;ffs (very simple tariff systen involving maximun prices authorized
by the Covernment), effect most of their transpori operations on the
besis of individual oontracts based on lower tariffs. Such contracts

are published only if ECSC products are being transported.

The other Member States on the Continent used to have a
gysten of compulsory, fixed ad valorem tariffs zpplicable under normal
oircumstances, and a ;ystem of special published tariffs. All such )
tariffs Lad to be approved by the supervisory authorities before their
applications In certain States the railway companies could,  under
certain ocircumstances and subject to prior approval, conclude individual
contraotas not based on the published tariffs,
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- To ensure respect of the principle of non—-discrirination, the railuay
companies had to cllow comparable tariffs and terms to users who were
operating under comparable conditions. _ : -

Nowadays such a rigid systenm a.ppiies only in Italye The
tariff rystem applied by the FS involves a general tariff, special fixed
tariffs and individual contracts concluded, in perticular circumstances,
by the FS in their own interest. |

The strongest tendency towards greater liberalization in
rail transport has been recorded in Frances, 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 prior
approvai, corprising either a fixed tariff or a maxinum and minimun tariff,
| the difference between which must not exceed that applicable in the case
~ of the couﬁetitive mea.ns.of transport; within that bracket the SNCF may
- fix an applicable tariff, It may also coaclude individuzl contracts based
on tariffs fallin either within or outside the tariff bracket. |

In Cermany the DB applies either fJ. zed or oracket tariffs.
The DB resorts only rarely to thc latter type; on the rare occasions when
it docs apply such bracket rates, the bracket may have a width of 23%.:‘,.
All rates are subject to government authorization and are published,

. ‘Nevertheless, the DB is authorized, within the framework of its business
managenent, to adapf its tariffs annuclly to the situation on the market,

"'mt by no more than 20%, Furtherrore, for the routes leading to and from
" the Germon seaports, the DB is, under certain circumstances,authorized

'f to fix its tariffs freely, by concluding individual contracts, not bhased
. :‘on the published tariffds The tariffe applied on the basis of such

contracts are not published unless they are to be applied to the carriege

of ECSC productss’

In Eelgiun the SNCB tust apply fixed tariffs which have been

published ard authorized beforehand by the supervisory authority, but it has
beeu autiorized to conclude individual contracts for the cerriage of non-ECSC

goods, af non-published rates, provided that such contracts improve the

bo/oo
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company's fina.ncm.l pos:.t:.on. Centracts concluded for a period of 1 mc*-e “

than one year are subject to prior authorlzatlon by thn 1 nister. e

Special published tariffs nay be applied to the carriage
of ECSC products, They mst be fixed for a miniuum period of one year,
~ and prior authorization by the Mmister is requlrsd only if tney are o
concluded for a period of more tha.n elghteen nonths, »

The Grand Duchy of Luxeuboursz appliecs a system of publighed ta-

riffs, The lews in this coanection provide that individual contracts may
be concluded, but the Luwrembourg Government still has to loy down the
torms on which such contracts may be concluded and the rules governing °
the publication of the tariffs,

In Denmark the railway tariffs are generally fixed, _He.p;:rov'ed
and publisheds The Danish railwayshave only a linited number of special
published tariffs, They may apply reductions of up to 50% of the published

tariffs,

At international level

4. The tariffs and terms applicable to rail 4¢ransport are 4
determined at international level by the provisions of Article 9 of the '
"International Convention concerning the Cerriage of Goods by Rail" (CIM)
in the case of traffic between the countries which have s:.gned the Conmtion.
A11 the Menber States have s:.gned ite _ o :' o }""_
: . A L S 17T

Pursuant to thosc provisions, "the cost of transport and .
supplementary expenses are caloulated on the basis of the tariffs legally
in force and duly published in each State", The publication of international
rates is compulsory only where the pubiication’ of national rates is : -
oompulsorye. Individual contraocts mey be concluded, provided "that . . "« .

comparable rates are applied to other users in comparable cirocumstantes,

. R . . . .
. ej 00
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. The publicatior of such contracts is not obligatory under
the CIil, It is obligotory only in the case of contracts for the intra-
Cormunity carriage of ECSC products.

5e At Coununity level reference must Le made to the Agreenent
of 21 March 1955 concluded Wy the Memver States of the ECSC with a view
to establishing through internatimnal railway tariffs for coal and steel

traffic between Member Staotes,

II, ROAD TRANSFORT

§1. Aocess o tho market
Ge As regords the conditions for the adnission to the occupation
of commercial road haulage operator, a distinction rust be made tetween
the subjective conditions, vhich rclate to the ti-a.nsport operator himself,
and the ovjecctive conditioas, which relate to the organizatioﬁ of tho
transport markct and the fulfilment of the transport requircnents,

Te There are three types of subjective condition: the person
must be of good repute, be of appropriate fJ.nanc:.al sta.nd.mg and sztisfy

the condition as to professional corpetonces

: - On 12 Novenber 1974 the Council adopted a Directive on
Madimiscion to the occupation of road haulage oper'a.tor in pational'e.nd'
international transport operetions", This Directive in‘roduces the
principle that, with effect fron 10 Joauory 1978, oduission to the.
occupation of rond haulage opcrator is to be subject to the person.
concerned scticfying the cordition as to professcional competence, as

well of being of good repute and of appropriate financial standinge

Ses

1) O¢Je n® L 308, 19 November 1974, p. 18
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8e As regards supervising the capacity of road haulage undertakings
in the Member States on the basis of objective criteria, very differernt rules

exist depending on the vicws held by each Meuber State wiith regard to
4ransport coordination,

. The rules applied by the leunler States generally differ
depending on whether national or internationcl transport is involved and,
in the casc of the former, a further distinction wmst he made Letween
short~and long-distance transport,

National transport

C¢ As a2 general rule, no _special rules govern access to the market
in the case of short-distance national transport.

4n authorization or licence is required Ly operators for long-
distance road haulage,

. - In Belpdun suoh authorization are issued, with no quota
restrictions, to undertakings which can prove that they carry out some
short-distence road haulage operations.

- In Cermany, Dennark, France, Ireland and Italy there cre

quota restrictzons on long-distance transport,.

-~ In the Netherlands there are no quota restrictions on such
tronsport, but a licence is required which is issued only after the individual
requirenents of the transport undertakings have becii exonined, -

- In the Grond Duchy of Luxenbourgs national road houlage is

subject neither to quota restrictions nor to any exanination of the
requirenents of the markets,

- In the United Kingdom adnission to the occupat1on depends .
solel: . ' o waslts of qualitative control carried out for the sake of

road o
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No restrictions arc placed on nrivate road haulage except in
the Netherlands where such haulage rust be reg:.stered. Regzstrat:.on nay
be reﬁz.,ed if the applicent caniot prove that he plans to ca.rry out suoh
haulage only on 2 private kasis or if it is necessary to refuse the

apnlication in the general interest,

International tronsport

10. In order %o be able to carry out internaticnal road haulage
operations, undertakings in almost evexy couniry rmust obtain prmr
authorization, but such zuthorization is generally issued without difficulty
‘to holders of a natinnal hzulage authorizcotion '

-

Furthornore, bilateral agroements between Hember States lay
do'm annual quotas which ncy be transporicd between two countries by the

operators {ror each country. Ti.e Com.melon doXe o8 not mtervene in the

-

conclusion of such agreeucnts,

Efforts to achieve 2 common organization of the nmarkets in
voad haulage between Fomber States led to the adoption by the Council oa
19 July 1968 of a Repuletion 11troducmg a Comunity quota of 1 200
authorizatio:pand laying Cowr the nunber of authorizations to be granted
to each of the six oriminnl Foihear States of 4he Community. As that Regu.lation
expired oa 31 Decenver.1972, the Courcil adopind a new Regu..a.tmn on 28 -
December 1572 laying down a new Commnity quota for 1973 aad 1974 and
capable of .being extended for cne yecrs That Regulation elso laid down the
nurber of authorizetions 4o be granted to the new Mcaber States and raised
the overall quota for 1673 io 1584, and for 1974 to 1 T92. On 19 December
1974 the Council cxtcnded the validity of that Regulation for one year,
raising the Courunity quota to 2 333 atthetfizati;ons.

in addition to the Courmrity quotac, agreenents certain
Mcnber States lay down bilaterl quotasle The number of euch authorizations

to be granted is deteruined by agrecment betwcen the States concernede

o/oo |

1 See fe.ble annexcd hereto
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Finally, within the framework of the EQT, o systen of

miltilateral quotas operates alongside the two c¢ther gystems,

§2¢ Tariffs end conditions of transnort

National tranggort

11,
sector differ

The tariffs applied by the various lember States in the road

consideravly,

In Ireland, Denmark, the United Xinpdom and the Grand Duchy
of Luxembours, road haulage tariffs are not subject to any

restrictions laid dovn by regulation. The teriffs are arrived

at by free discussion between the haulicrs and the users,

Alongside these completely free svatens, the other Member
States implenment tariff policies wiaich irvolve differing

degroes of intervcniion.

Gerneny and France have the most exhaustive sets of rules;

In Cermeny a distinction must Ve nade beiween short-distance
haulage (GWterrahverkehr) and long-distance haulage
(Cterfernverkehr),

In the case of short-distance haulage, i.ee within a fifty

kilonmetre radius of the place where the vehicle is registered, transport
undertakings apply corpulsory tariffs with a 405 bracket spreads There are
elso certain regional tariffs which contain either fixed ratos or rates

with a sualler bracket spread,

a 17% bracket

Long-distance trancport is subject to compulsory tariffe with
spreade Until 1961 all the tariff ratcs were fixed.
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As in the case of the DB, long-distence road haulage under-
takings may conclude special contracts not based on the published
tariffs when transporting goods to an from the German seaports. Such

contracts must be published.

The I'rench tariff system is applicable to the carriage of
goods 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 priocr authorizastion by
tae CNR (Comité national routier) ; such tariffs must be pub}ished.

Special contracts may be concluded under certain circumstances,
subject to the prior approval of the Minieter of Transport and publi-
cation if the rates on which such contracts are based lie below the

lower limit of the tariff bracket.

In Belgium road haulapge tariffs are fixed freely except in the
case of the carriage of ECSC products. Carriagé cf the latter is
subject to a compulsory tariff with a bracket anread of 30 %, and
those retes which are more than 5 % above the lower limit of the
brzcket in the case of coal, and more than 10 % above that limit in
‘the case of steel, must be published.

The Netherlands has a system of tariffs based on maximum
rates telow which transport undertakings may {ix their tariffs freely
depending on the law of supply and demand provided that the rates

ectually applied are economically viable.

By a lax of 6 June 19%& the Italian Government approved the
introduction of a system of comvulsory tariffs with a bracket spread
of 2}”%; Under that system contracts based on tariff rates outside
the 23 % bracket sre prohibited. The Italian Government still hes

“to adopt the measures for the enforcement of that law.
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Internctional transport

12. {8 regards internationel transport within the Community,
Regulation (EIC) No 1174/68 of 30 July 1968 introducescompulsory,
direct tariffs with a tracket spread of 23% for the carriage of goods

by road between llember Statcss Those rules, introcduced by wey of
experiment, do not prevent the conclusicn of specizl contracts based
on tarifis falling ocutside the limits of the brackets, provided that

all of the following conditions are fulfilled:

- existence of circumstances not prcvided for in the tariffs, in
particular competition frocm other mecans of transvort or private road

haulage,
"= large quantity to be transported (500 tonnes in 3 months),
- guoranteed viability.
Such contracts must Le published,

13, .Ls regarde internationzl transport not carried out between

Hember States, mention should to made of the NIJO tariffs applicable
in the Netherlands to tranasport to and from ncn-member countries,

Those teriffs have a large bracket spread of 750 which is applicahle

only to the Netherlands transport undortzkingse.

Undor the German lawo on road haulage, tariff rules are
'applicable t0 the German section of the route irrespective of the
/,fnationality of the transport operatore. /Lpart from the German tariff
' rates applicable to tho Gorman scction of the route, a suitable rate

’t

- must be fixed for the non-Germcn section of the route.

IIT INLLND N-VIGATION

14. Not all tho Member States transport roods by inland watérway;

in thosc countries which do, the importancc of this mcans of tronsport

varies considerablye.

. ceofoee
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It is very important in the Netherlands, Belgium and Germanye

Although it is less importoent in France, it is nonetheless not
negligible,

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

scale of’'inland waterway transport is minimal,

Lccess to the market

15. In examinztion of the legal systems governing access to the
river transport market in the seven liember States concerned reveals

that they differ less than those governing road transnorte

In cortoin countries, such aos Belgium, G-ormeony, the Grand Duchy

of Luxembourg and the United Kfngdom there =re no barriers preventing

access to the market,

In France vessels must be rzgistered, which zenerally means
that foreign vessels cannot use the Fronch wmterwnyse 1In fact, as
a result of the conclusion of intecrnational arrecments, vesscls not
registered in France may usc the French waterways near the border or
in order to reach a port vhere tiey have been offered an international
loade In France, a new vesael carnot be broucht inte service unless

an olcd vessel is taken out of service at the same time,

In Italy and the Netherlands a licence is roquired before

goods can be transported by weterway.

In ccrtain countries, cege Belgiw: private river tronsportd -

is governed by very strict rulcs a3 rerards cutherizations to operata,

veefoae

v e e vrE—a e Th T T
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It should alsc bc mentioned that in Belgium, France and
the Netheriands river transport operators can carry out transport
operations only after registering on a list (freightins rota). Undor
this system the user cannot select the transport operator freely and it

is not possible to conclude transport contracts freelye.

Tarifle end torms of transrort

16, In Italy and the United Kingdom river trunsport tariffs are fixed

freely by transport undertakings and usersa

It is only since the cannlization cf the loscllae that

| Luxembourg has been affected by inleand waterwey transport, dut no

tariff regulations have boon ~dopted in this scctor s any river

trangnort concerning Luxembourg is alwnys international transport,

The other four Momber 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

States In Belgium, France an< the Nothorlands such systoms cre

appliceble alongsidc thz system cf freighting rotes,

Tariffe are fixed (Germany), fixed within o bracket
(Netherlonds), within brackets (Fronce) cr hove minimum rotes {Belgium)e

Txcoptions may be gronied subjoet 4c the aprrovel of the

froight committeos,

In recent years the rules have tended to become more flexible,

especiclly in the Netherlands ~nd Germonye.

& bill has been presented in the Netherlonds in favour of
the.2abolition of the systém of freighting rotre; in Germany use wos
recently made of the possibility granted under the lows in force to
fix freight rates within o bracket,
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Internctionel freight rates are fixed freelyo, In certain

countricsa freight rates for exportn arz posted in the freight offices.
As regords tronsport cn the hine, mention must be made of the
cxistence of pools and agrcements concluded by the operators to deal

with the latent crisis threatening this scctor.

LCHITVUITNTS AT COITUNITY ILEVEL

1965 frameverk decision

17« During its session of 22 June 1965 the Council reached on

agreement on the organizotion of the treanaport narkete

Port of the asrecement related to'the tariff system to-be‘
introduced within the fremevork of the common transport policys On
29 October 1965, after this agreement had been reached, the Commission
presented the Council with o proposal for a gencral regulction, with
cmendments to an initial proposal, relating to thas introduction_of'a
system of bracket toriffs for the carringe of goods by road, roilway

and inland waterway,

The proposal provided fory

- the introducticn of 2 system of reference tariffé, in addition to the
compulsory tcriff brockets, i.es of o system of zpproved, published

tariff brocikets of ~n indicutive, not compulsory noture;

- publication of the toriffs and terms of transport applied outside the

com-ulsory tariff brackets and raference tariff brackeis;

3

_ =~ the abandonment, in the casc of spscial contracts based on toriffs

outaide the‘compulsory tariff brockets, of the prinéiple of prior
authorizotion, so that such contracts would, ns o general rule,

only rccuire subsequent justification and publications
[

-oo/ooo
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= the setting up in the Commission of a ocomnittee to menitor the
-.4vansport markets

‘-rthe introduction of a eafeguard clause enabling the lfember Statee to
employ a Community prooednre to remedy serious distortions which oould
give rise to the application of the new tariff system,

During an initial three-year pericd, the new tariff system would
be applied only to traffic betwsen the Member States, 'Compuls&ny:"m
tariffs would be applied to oarriage by rail and road, and refarence
tariffs to transport by iniand watcrwey. .

ifter this initial staga, the system should be extended to
natfonal traffic and the system of reference tariffa should be epplied
to the transport by rail and road of certain bulk goods,

_ In order to give the systcm the greatest possible degree of
economic compatibility, the Commissicn had considered it advisable to
introduce edditional provisions relating to certain points not dealt
nith.axplicitly by the Council. The Commission had therefore allowed
tho 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 tariff gystem,
the agreement of 22 June 1965 also made grovision for a number of
*other'measures aimed at harmonizing thae conditions for the operation
of the markets and concerning, inter alia, admisesion to the profession,
monitoring of carrying capacitiecs, agreements, non-State 1nte;vention
in competition, infrastruotura and its costs, the finanoial equilibrium

oolo/oo_o
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of the railways, the standardizoticn of their accounts and thoir

relaticns with the Stato.

1966 Council Resolution

18, it its session of 19 and 20 October 1966 the Council adopted
a Resolution in which it ceascd 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 to prevent abuse of dnminant positions or cut-throat
compétition, and asked the Commission to present proposals regarding
road and inland waterwey carrying capacity 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

' goon as possibles

- the Reguletion applying rules of competition to transport,

= the Régulétion on the introducticn of a systom of bracket tariffs

for the carriage of gocds Ly road betwezn Member States,

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

by road between Hember States,

- in addition, in othor ficlds connected with the operation of the
market, the Rogulation on actien ty Member States concerning the
obligations inherent in thce concept of a public, service, and that

on the normalization of the accounts of railway undertakings.

o-uo/ooo
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Those Regulations wers adopted by the Council, praotically
by the deadlines laid down,

V. HOFK (F THE OTHSR INTERNATICN.L TMSPITITIONS

20, - Several other intermalicnal ins%itv?ions, in particular the
Central Commission for the Nevigetion cf the R:ine {CCR), the.
Buropean Conference of Ministers of Transpcrt (ECMT} and the United
Netions Organization (UNO) in Ocneva =~ and especially i4t Inland
Transport Conmittee = are interccted in the ecomomic aspecis (and

* albo in the other aspects) of transport. The ECHT rucently
introduoed a limited quota c¢f multilateral authorizations for the
international commercial carriage of gocds T Toad betwsan the
Member States of the LCMI, The EOMT i3 currontly proposing, inter

alia, action in the field of combined trangpoTt,
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Nature des autorisations délivrées pour les transports routiers de marchandi ses effectuds entre les Etats membres
Art der fiir den Giiterkraftverkehr zvischen den Mitgliedstaaten ausgestellten Genehafgungen -
Kature of licences issued for goods transoort by and between Member States

VI1/136/75-F-D-F

Uestination Belgique Danemark Allemagne France Irlande ltalie Luxeabourg Pays-Bas Royaume-Unt
Best jamungsort Belgien Didnemark Deutschl and Frankreich irland l1talien Luxemburg Niederlande| Ver.Kinigreich
Départ Belgium Danmark Germany France Ireland Italy Luxesbourg Netherlands| United Kingdom
Abgang
Departure
1 2 31 1 2 3 11 2 3 & 1 2 3 4 {11 2 3 1 2 3 1.2 31 1V 2 3 &
Bel gique - - - C: la: la: €. L ¢Cz2 C: O1: 01 - pas d'accerd c L O L L L [ S
Belgien At At At Av T W Av Ay Ay keing Vereinbarung
Belgium ou et ou At At At no agreement
oder und oder (2 contingents. . | la: Las la: | .
or and or distincts | AL A Av b
Av. AV M 2 verschiedene
Kontingente -
2 separate quotes)
& a
und/ et/ and
Danemark C: L CZ S C: L ¢z C: C2: Cz2: Pas d'accord g C: C2: Q L L L] Renseignements
Dinemark At Av At Av Av Av Ay la: Llas las | Av Av AV non fournis
Danmark ou/oder/or ou/oder/or ou/oder/or Av Av Ay keine Ausklinfte
Av Av At At At no information
provided
A}l emagne : L L= C: L €} « = - C: 1L C2: Cl: | pas d'accord | C: L C2; C: L C2 C: L C2: Q0
Deutschiand Av Av At Av Av Av Av la; la: lag At Av At Av] Av Av A
Germany ou/oder/or ou/oder/or Av Av Av
Av At
France C: L la: C:av C2: C2:] C: L €2: Cl: - = - - Pas d'accord’9 C: €22 Q: L L L C:av C2: C2:
Frankreich Av Av ou/ Av  Av Av Av Av Llas la; La: Av v A v Av
France ~ | oder/or ——3 | ou/oder/or- Av Ay Av (2 cont.distinctsl
At At At | At 2 verschied,Kont,
2 separate quotes)
Ic et/und/and ZL)
1rlande as d'accor pas d'accord pas d'accord” pas d'accord ¥ pas d'accord %) L L L | Pasd'accord
Iriand fa: L la: La: la: la: | la: Lla: la: ta: la: la: - e o la: la: La: ) Keine Verein barung
Ireland Av Av Av  Av WAy Av v Wy Av AV A Av Av A no agreesent exists
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“Destination
Bestsmungsart Bel gl que Danenark Al emagre France Irlande 1taly Luxesbourg | Pays-Bas Royause-Uni
Départ Belgien neuark Deutschland Frankreich Irland 1talien Luxesburg Nieder] ande Vereinigtes Kinigreich
A;:::?ture Belgiua Danesark Germany France Ireland 1taly LUxeaburg Netherlands United Kingdea
12312312351236123123&123123123&
. pas d'accord o) '
ltalie C: L laz}C: C2: Cu jC: L C2: C: C2: €1: C1:jla: Lla: la:] « « o = L L L L L JC €22 C2: C1
{talien At Av | A Av AV | At A Av Av Av Av AV AV Ay Av Av Av W
Italy (2 contintents dist.
2 verschied.Kenting.
2 seg?rats quo}is)
- Bas dvaccord o) {c et/und/and
Luxerbourg LL L rensei gnoats.non C: L C2 C: C2: C2: |pas d'accord »)| pas d'accord +) T L L
Luxemburg fournis : At At Av Ay Av la: la: Lla:y la la ta
Kefne Angaben (2 contingents dist Av  Av  Av
no inforaation 2 verschied.Konting.
orovided 2 separate quotes)
Ic et/und/and 21
Pays-8as L L L L L L {C: L C2 C: C€1: C2: |pasdaccorde)| L & L L L Lle « = L L L
Niederlande Av Av At Av Av la: la: la:
Netherlands ot/und/and Av AV Wy
Av
Royaume=Uni L L L L L L {C: L €22 C1zyC: €22 C2: pas d'accord #)| C:  C2: C2: 01 pas d'accorde)
Yereinigtes ! Av Av  Av | Av AV Av la: la: laz:]Av & Av AvjL L L L L L - o -
Konigreich At At At At At Av A N
United KinqdomJ \

E VST 8
[ ]

- compte d'autrui/geverblicher Verkehr/transport for hire or revard
cozpte propre/Werkverkehr/transport on ewn account
transit/Transit/transit
coubiné rail-route/kembiniart Schiene-Strasse/ coabined railercad

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

Av - autorisation au veyage/Genehaigung je Fahrt/ journey permit

C - contingentenant/Kontingentieruug/queta
€1 = contingent spécial/Sonderkontingent/special queta
€2 =  valoir sur contingent peur ceapte d'autrui/

Jauf das Kontingent fir geverblichen Verkehr anzurechnen/

/to be applied te transport for hire er revard

L « liberté totals/abselute Frethait/total
liberty
La= régine de 1'auterisation sans centingentessn
/Genehuigung shne Kentingentierung/
[licence eutside the quote
Ice zone courts/Nahverkehr /shert distance haulage
D« 2008 lengue/Fasuverkehr longue distance haul,
*)e pas d'accerd/keine Yereinbarung/ne agresment
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Entvicklung des Gesumlcitervarketrs rach Verkebrestrigen in den Kitgliedstaaten (in Klo/tofkn)
Evclution of total gouds trafiic by mode in the Member States (in ot11tgns of tonnc/kilometers)

Tableau/ Tabelle/ Table 1

tion du tratic total de marehandises par moyen de transport dans les [tats memwres (on nillicns de tonnes/kilometres)

s

1463 1972 i Indises = Evolution 1363/1972

Pays meobres ; Fer - Recte Yoie l Oléoducs | TOTAL For :Route I}Ioie - Dlécducs ' TOTAL l Fer Route  :Voie b‘léoducs i TOTAL

’ 1 ' fluviale i ) . Fluviale ' : fluviale

() b)) 1 (o) () | (a) (b)) I(d) (e) (b)) (d) ()
HLEARIE Pea1ss | 90.2000) 20,513 | 4921 [19.30 | 65.680 aro(1) 43,960 | B0 1215.68 | 103 il 111 316 1%
BELGI QUE ' 1.01 6.596(1)] 4.719 - B2 | 1.6 14.32(1){ 6.8 | 1.55% !,30.315 19 am | owm | - 162
DANENAEK 1.61 | 8.200(1); = - g8l | 2.0m 13.1_»00{:5 {i - - 15401 | 1% 163 - - 157
FRAVCE 86,172 | I.067 | 1138 | 4.062 |118.650 | 60.9028 | 72,858 ' 18,156 | 32.470 [19.4% | 106 196 125 95 160
{RLANDE 358 1.115(4)] - - -2.013 518 2.500(2 1 - - 301 161 1 - - 148
iTALIE 002 | 45.170 %7 731 | €3.200 | 17.8%% | 5.986 31 | 10,766 |87.987 | 105 131 132 1472 .18
LUXERCURG 60 | 12} - - 765 71 279(2} LU - L0 | g W | - - %0
PASBS 5,167 . 7.552(3)! 20,201 1 1206 | 326 0 3.01 | 13.903(3) 2.333 | 5.703 | 52.007 3 182 %5 82 157
ROVAURE-USE | 25.918° ' 57.000 %2 €31 | 83.311 1 21.025 | 84.000 i 91 | 3.032 |103.148 84 W B %0 130

! !

R Do | e aenens | men ?347..693 ol | 20% OTE |t o | A | 6e | |

SGURCES @ Stat, DRUAUG - 1973
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(23 Astres sources/ tadere Q:allen/ Other sources

(3) Tratic intéricur enigquenent/ Nur Binnenvorkehr/ ln+eaﬁal traffic only

(4) 164
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a) Pays meatres/ Hiigltadstaaten/ Fember States
b) Fer/ Elsenbahn/ Railuay
¢) Route/ Sirasse/ Road

d) Vote fluviele/ Einnenschiffahrt/ Inland watervays:
e) Oléoducs/ Oelleitungen/ Pipelines

- Indices~évolution 1963/1372
- Indices-Entulcklung 1962/1C72
- Incices of growth 1$63/1372




DOCUMENTATEON STATISTIWE

TARLEAL 1 ¢ = Evolution du trafic total de sarchandises par moyen de transport dans les Etats mesbres ( en willions de tonnes/kilomdtres )
- Entwickluag des Gesamtgiterverkehrs nach Verkehrstrdgern fn den Mitgliedstaaten ( in Mio to/km )
- Evclution of total goods traffic by meda in the Mezber States ( in siilicns of tonne/Kilometers )

THABLEAY 2 ¢ - Répartition du trafic marchandises selon les divers sodes de tramsport sur la base des tonnas/km en 1963 et 1972
- Aufteilung des Giterverkehrs auf die einzelnen Varkehrstriger nach t/ka fir 1963 und 1972
» Distribution of goads traffic by mode of transport for 1963 and 1972, based on tenne/ka

TASLEAU 3 = - Nombre de vénicules routiers : camions / Anzahl der Strassenfchrzeuge : Lastkraftfahrzeuge / Nusber of road vehicles : Motor vans (trucks )
TABLELS & ¢ - Nombre et capacité des véhicules routiers { camions, remorques, semi-reacrques )

Anzah] und Kapazitit der Lastkraftfatrzeuge ( LKW, Anhingsr, Sattelanhinger )
Kusber and load capacity of road sotor vehicles { motor vans (trucks), traflers, semi-trailers).

TASLE S

Nosbre de bateaux (autoscteurs, chalands, barges )
- Anzahl der Schiffe {Moterschiffe, Kihne, Schubleichier)
- Xurber of boats (self-prepelled barges, lighters, barges)

TABLEAL 6 : - Risultats financiers: Evelution du procuit moyen, en wagon complet, par tomne/ke, des transports par chesins de fer, coaparé aux prix 3 1a consoemation
- Finanzielle Ergesnisse : Entuickluog der Durchschnittsertrige, in Wagenladungen, je to/km, fir Eisenbahntransporte fa Vergieich zua Verbraucherpreis
- Financial resuits : Grovth of average revenues, by full wagon load, per tonne/ka, carried out by rail, in comparison with consumer prices.

GAPHIQUE 7: - Relation entre les indices du produit moyen, par t/ka, des transports par fer, effectués war vagons complets, et des prix 3 la consonzation, pour 1a période 1963/1973
- Relation z«ischen den \ndicas der Durchschnittsertrige « je to/km - fir Eisentahntransporte §n Wagenladungen und der Verbraucherpreise fir den Zeitraum 1963/1972,
- Relation betveen the indices of average revenue, per tonne/km, carried out by rail in complete wagon load, ang consuser prices for the period 1663/1973.

TABLEAU 8 ; - Evolution des frats rhénans, prix 3 la tonne / tntwickluog der Rheinfrachten, Preis pro Tonne [ Growth of Rhine freight prices, price par tonne

TASLEAU 9 : - Evolution des frets rhénans / Entwicklung cer Rheinfrachten / Growth of Rhins freight prices : I NDICES

TABLEAU 10 : - Evolution des prix de transport par route en Allemagne (Rép.Féd.) )
- Entwicklung der Befdrderungspreise ta Gutarkraftverkehr in der Bundesrepublik Deutschland ) INDICES
- Growth of road transpert prices within the Federal Republic ef Germany )

TALEA o Tabelle / Table

CRPALGIE = Graphische Darstellung / Graph

ey —



TABLEAU/ TASELLE/ TABLE 2

Répartitien du trafic sarchandiszs selen 1is divers nodes de transport sur 12 base des tonnes/kilosdtres en 353 et 107¢ : VI1/137/75 rev.,
~Niftellung des Giterverkehrs auf die einzelnen ‘urkehrstriger nach t/ke fir 1963 und 1972 -
~Distributicn of goods traffic by mode of transport for 1972, based on tonne/ka,
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W& EPE LE VIHIIULES ROUTIERS ¢ CAIONS (x)

ANZAFL TER STRASCEHFAMRZEUGE = LASTKRWFTFASRIEUGE (x)

HUMBER OF ROAD VEHICLES = MOTOR VANS {TRUCKS) (x)

Tablary, Tasel1n/izble 3

vu |13 125
s re———

T T T HCGRE DE CAMIONS EN NILLIEKS INDICES DU NCHRRE DE CAHICHS  [AGRBRE DE CAMICNS PAR 1000 NCHSRE DE CAHLONS PAR KitZ DE LA
¢RIl (b) (1358 - 100) (c) HSITANIS  (4) SUPERFICIE DU PAYS (s)

- 1962 w71 102 171 1962 17 162 1971
ALEFAGNE (R.F.A.} 72,8 1.203,5 121 17 14,3 2,3 3,2 \8
PELGI QUE . 180,0 22,0 115 147 19,5 3.7 ; 5,9 1,5
DANERARK 21,0 28,4 15 m 3,2 B2 ,7 Wy
FRANCE 1.782,9 2.844,2 12 109 7,9 5,6 3,2 5,2
{RLANDE *) w1 (1) 45 (1) 103 103 15,8 15 0,6 0,6
AL ™3 1.297,9 51 25 15,4 24,0 26 3
(UKEPBRRG '9,5 9,1 v 12 0,0 26,8 3,7 3,5
PAYS-BAS 176,3 39,0 1% 261 1,9 25,7 3 e.,a' i
"ROYAURE-UNI 1.5%,5 ° 1.623,5(1) 118 126 2,4 0,0 8,6 1,1
I — GRS 77766

+s) =les chiffres :yant été fournts
trop tard, 11 n'y avait pas wcyen
d'en tirer des conclusiens peur le
rappart( Vi1/176/75 )

« Da das Zahlenzaterial zu spit galia.
fert wurde war es nicht sehr riglick
Schlussfolgerungzn fir den Bericht

(V11/176/15) 2 ziehen.
- There was ne pascibility of drawing

conclusions fer the repcrt
(Vi 1/176/75) as the figures arrived
W AT S

Sources ¢ Bulletin arnuel de statisticues de transperts pour VEurcpa (Nations Unles)
Quelle & Jahrestulletin der Transportstatistik fir Eurapa (Yerainte Nationen)
Mentien cf source @ Annual bulletin of Transpsrt Statisties for Eurcps (United Natfons)

a\ Hitgliedstaaten/Hesbor States

bj Anzak)  der Lastkraftfahrzeuge/hunber of motor vans (%rucks)
Index der anzah] cer Lastkraftfairzouge/Index ef the murber of astor vaas {trucks)

d fazzhl der Lastkraftfahezeuge pra 1030 Efnwchoer/ Nuzber of motor vans (trucks) per 1000 iznabitants
Anxahl der Lastkrattfahrieugs pro ka dor Grundfliche des Lardes/Number of actor vans (trucks) per ke~ of the country s araa.

(1) non conpris Yes tracteurs
Zugnaschinen ausgenozaan
sxcepted road tractors

{x) y (:nur\s Yes tractours, non eoupris remorgues, M sqml—rewﬁrques
(x Llanchllossiich Zucmasehinen, ausgensmaen AnhZngor und SattalanhBager
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Table \,au/Taba]le/Yable [

Nombre et capacité des véhicules routters (samiens, remirques, semi~romirques)
Anzahl und Kapazitit der Lastkraftfahrzouge (LKW, Anhinger, Satte}anh'énqer)
Nucber and load capacity ef road motor vehicles (mstor vans {trucks) trallers, semi-trailers)

; - ; Nosbre da véhicules a), . g Tonnaga - T g

PAYS MEMERES P g2 S 1971 { dtaugentation 1962 6] 1971 dasssntation
} {b}- Lb,
| ‘ e+ e

HLERAIE ; . _

b d) coepte dlautruf 1 v 21047 214,19 « 5528 1318126 . - © 2,191,740 s 66,23
¢) coopte propre 129.9% - 1.064.077 . 4581 1043807 3.411.530 75,52
FRANCE o .

6} compte d'autrut 135,750 264,185 x) 95 £ 792,000 1.520.997 «x) RS A
‘o) cogte propre 1.830.520 2.810.671 x) $3,5% 2.247.000 5.504.241 x) v 8,52

ITALIE , .

d) cospte d'autrui 175.609 212,321 xx) o 0,9% 1.060.657 1.302.549 xx) .« 2,8%
e) cospte propre - 350.705 618.669 xx} . - v 133,7% 153.431 1442.101 xx) v 914 %

PASBSS |
d) cezpte d'autrut . _ R S : . . .

e) craple propre . . : , . . . : .
BELGI QUE , .
d} cospte d'artruf 20.181 25.860 e 802 | . 318,627 .
e) coapte prepre B9.546 193405 ¢ 2,0% . 695,744 .

LKEHERS | . |
d) cozpte d'autrul : . R . . . . .
¢) cozpte propre e - e . e . B .

- Srm«

. f‘m\.

%) Rl fhres pour hﬁofkloaben Ror Kl Tigures for B '

xx) chitfres par 1967, y compeis les bcycles d patar pour e transport 'Y u-d\mdin
Angalan {Ur 1967, etnschliesslich avelrddriga-raftrider 2o Boﬂirdumq von GJ"erv .
f1 gres for 1987 fuclude sotar-bleycles fur go.ds trenspurt o

4

ﬂ Nosbre des vénicules/hnzahl der rarrmoﬂhu of whicles . ° "
b) % d'augmentaticn/prezentuale Emt'hm/im tn per cut e
c) tonnage/befirderta Fenge/tannage

d ) transpart pour coapte d'autrul/geverdl fchar Verkehr/profess*evil trm
8) transpart pour compte prepre/Merkverkehr /transport on ov aczoint -

L

wr G cert

S‘at stique dis transports, Offlce Staﬂ stique dea ¢ ofs
4 fr, \,‘.‘J"xS*c’lS"m, Statfcticches Ast der E.C.

somb oste  -},~° Q- .hp-ﬁ r».(,,, 4.5 ",

e SRS ‘.-r,.

oo
L




Nonbee de bateaux / Anzahl der Schiffe / Nurber of boats '

(A iosa e, chalands, bxges / botorsehiffe, Kihna, Schubleichter / Self-prapelled barges, 1ighters, bzrgos)

/132115

. _Tableau/TabaHe/Table ¥

Pays ccibres/ti tgl iedstaaten Autometeurs/otarschi ffe/ Chal ands/Kahne/ Barges/Schubletchiter/ | TOTAL

fieuber States sel f prepolled barges ghters barges - R

1065 T 7365 71 1555 17 1965 171

WLLE it R.Fate 11.007 0,763 3.0 1312 5 743 . x4 2.8
BELG! E 8.45 167 118 33 % 89 9,663 8.2
FRACE 8.615 8.450 4,196 g7 932 1.5 13.743 1041
LTALIE 70 552 2.776 IS - 3 3.0% L. 101
LUXEBOURG - 17 - - - - . 7,
TTPAYS-BAS .41 18,036 11,34 10,23 26 €63 %3N 2.933
46.227. 45,113 22,161 13.255 1.333 1% 69.777 61.482

Sourca 3 Statistigue des transperts, Office Statistique des C.E.
Quolle ¢ Transpertstatistik, Statistisches iat der E.G.
Source ¢ Transport st tistics, Stat. Cffice of the EL.



RESULTATS FINANCIZRS : Evoluticn du procuit moyen, en wagen complet, par tonne-kiloadtre, des transports par cheains de fer comparé aux prix

a la consommation
"FINANJIELLE ERGEBNISSE: Ent\ncklung der Durchschnittsertrage in Wagenladungen je t/km, fir Eisenbahntransporte im Verpleich zum Verbraucherpreis

FINANCIAL RESULTS : Growth of average revenues by full wagon-load, per tonne/km, carried cut by rail, in comparison with consumer prices

;.‘a%‘;aa-ll}ahcﬂel Tahle &

Vit/131/15

) y compris les envois de détail
(par tonne transpcrise)

Stiickgutsendungen (in to) inbegrifies

partelcad consignzents included

a) fndices prix conscomation
Index d.Verbraucherprelses
consuzer prica Index

b} indice prix de gros
Index d.Grosshandel spretses
wholesale prics index

o} y cozprls les trafics
routiers et maritiees
Kraftwagengiterverkshr
u.Seeverkehr fnbagrlffen
road -and seatraffic Includad

UR: Les chiffres sont protants,

La concurrence a expBché 1a hausse des

! prix. Dégradatfon des résultats finone
clers du fers

o Nach Auffassung UIC zefgen dicsa eins

1 drucksvollen Zahlen,dass die Wettbes

wverbslags ein Anstelgen der Prelss vere

lhinc’art u.sich dadurch die finznzlelle

Lags der Eisentahnen stindig vere

! schlechtert hat.

‘e The figures are cenclusive.Cennctitic

' hag prevented a rise In prices.
‘Daterloration in the financial positien
of the rallvays,

kxtem':tional ra\]vay statistics and statistics of the Stat.Uifics of the E.C.

i

ey

—— e O T N A I I T A 2V I I
- - ™ 1
B |ALLEMAGIE ; DFork ~ | 0.071 0.009 | 0.067 0.070 0.063 0.0¢9 0.089 0.07% 0.084 0.090 ; 0.09%
indices 2 100 91.2. 9.4 9.6 97.2 97.2 91.2 104.2 118.3 126.3 | 1324
a) fndiz prix consos- | 100 102.3 105.8 103.5 1M1 1127 116 120.% 126.6 133.9 %18
patton '
by indice prix de gres { 100 100.2 102.3 103.4 102.83 97.0 89.% 105.0 _ 109.8 %39 121.2
- - e — 3 _
SIL8  [BELGI L : Frunc belge L0.856 0.83 .0.841 0.249 0.851 0.83% 0.82’6( ) 0.921 1.026 1.081 1.0%6
indices: 100 97.9 %.7 99.2 9;4 871.4% 96.3 107.6 119.9 121.2 183.%
a) ©100 | 104,97+ f 1084 . 112,93 116,15 | 119.35  |123.83 18.57 § 13%.26 | 141.57 | 148.81
b) 100 104,77 105.8 108.2 107.1 107.4 112.¢ 1.0 117.4 122.2 133.2
DB | DWENRK : Couronne 0.115(s) {0.128(+) {0.122(s) | 0.122(+} } 0.128() | Q.120(«) }0.135(¢)
T danoise ,
’ FRARCE ; Frenc frangais; 0.062 0.061 | 0.080 0.605 0.07G 0.0 0,072 0.0715 008z 0.2 J0.088
SICF indices: 100 8.4 g5.8 104.8 1111 111.3 116.1 121 132,3 132.3 13,7
a) 100 103.2 105.9 108.8 111.8 116.8 123.9 130.2: 131.8 | 16,2 1533
b) 10 101.6 103.1 105.4 104.6 108.1 115.2 125.6 18,0 | 1383 (149.2
e ITAE : Lire
IFs indices: 10 |. ‘ ' ,
o) 100 | 1058 1107 113.2 1.5 1.0 122.2 18.2 13%.5 | $2,2 152.6
b{ L v 100 103.3 | 105.0 106.5 106.3 185.7 1.0 119.0 13.0 | 138.0 19.7
N LQXEI PURG: Franc Jux. : 1690 1.eM 1.669 1.366 1.737 1,870 1,751 1,712 1.599 1.686 1,783
tre v indlces i 100 91.1 9.5 16.3  102.8 10,7 103.6 104.9 Sh1 | 100.4 15.5
;,! ;100 | 103.10 | 106.53 135 | 11247 11562 1 118,87 | 123.55 129.32 | 136.07 144,33
1 - - » - 5 -
By ROYAUME-UAL - H;rr:izz:r mg (<) Réeultats exprinds en "perce? - 0.191(=)  0.817(-) 0.2%8(-} 0C.80 ( )
3 t i ® pence ¥ ausgedriickt / expressed fn ® perce ¥ 2 1 £ - 103 pence
; Rtmg Tivre sterling T 3 [ { !
CIE Indices: voir ANNLXE / s ANLAGE / !see ARNEX ! { } [ ‘ '
i NS FAYS-BA__S' Aorin 70,050 0.050 I 0.051 G.022 i 0.051 0.051 | 0.0%3 0.057 0.Cs7 0.063 0
R N indices: 100 100 102 104 102 102 106 1 1% 126
a§ o100 105.8 110.7 1741 } - 1212 125.7 135 M ' 151.7 i 163 6 I 173.7
_ 00 106 110 115 115 16 Vo 12 125
Source. Xatistiue internatecaal U]C et statistique conjorcturelly 0.S.C.E, / Interrationale Eiscrbahnstat.(U.! L.} uXemjuritirelle Stet. des Stat.luntes dor EG

=
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ANNEXE au tableau )
ANLAGE zur Tabelle ) 6

RESULTATS FINANCIERS ¢ Evolution du preduit moyen, an wvagon cozplet, par tonneckilomdtre, des transports par chasins de fer,compard au prix 3 la ANNEX to table )

consommation
FINANZLELLE ERGEBNISSE : Entwicklung der Durchschnittsertrige in Wagenladungen je t/km, fur Eisentahntransporte im Vergleich zum Verbraucherprels
FINANGIAL RESULIS : Growth of average revenuas by full wagon-load, per tonne-km, carried out by rafl, in comparison with consumer prices

D T L S S BB5 ] 1960 o] 1907,y | W8,y [ B3,y [ B0 4] W, ] 172, 1973 .
CUE | IRELAND: Tiwro sters] ' ' ‘ ‘ ‘ ” ' ’ ? S srercice prenant fin le
((E;)ra:n :]())apdlr ling =) 1.%5 1,369 1.442 1.290 1.235 1,110 1,115 1.223 1,202 1.308 1.361 Jahresabschluss : 31.4rz
re Indices: 100 102 107 46 92 83 23 91 89 a7 101 Years ending : 31 March
a} fndice prix concom _ "a) lndices prix consoraation
wation Too 10?7 112 115 1 125 1% 15 198 171 191 Index des: Vehbraucherpred ses
b) indice prix de gros] 1eo 106 19 112 115 122 131 ki %5 160 188 Consumer price index
| I ) L L b) indice prix de gros
Indax des Grosshandelsprefses
C, Wholesale price index
SOWRCES: CIE et "Central Statistics Office = DUSLIN =) les résultats sont eeprimés en "pence”

- {n " pence " auscecriickt

- axpressad fn " pence ¥
Les chiffras ayant été fournis trop tard, 11 n'y avait pas moyen d'en tirer des conclusions pour Ve rapport { VI1/176/75 )
Da das lahiensaterial zu spit geliefert wurde war es nicht mehr stglich, Schlussfol geryngen fiir den Bericht { V11/178/75 ) zu ziehen.
There was no possibility of draving conclusions for the report { VI1/176/75 ) as the figures arrived too late.
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Evolution des frets rhénens / Entwicklung dor Rheinfrachten / Grovth ef Rhine freight prices

Prix 2 Ya tonne / Preis pro Tonre / Price per tonne

Tabieau/Tabelle/Table 8

Rel LionjVernehrsyerbindung/ - Furchandise/ Fionaaio
Foutes futart/Goods Ydhrung 13€3 1964 1265 1666 1967 1368 1568 1970 1971 19712
Currancy
Rotterdam - Duisburg - Rubrort - Kincral /Erz/ Diftonne 3,35 3,35 3,30 3,% 3,10 3,1¢ 3,10 .#,13 3,2 3,13
Cres .
‘Rotterdan ~ Lannhein Charbon/%chle/ D4/tonne 8,90 8,90 g 90 £,90 8,90 8,97 8,90 10,25 10,42 n,42
Solid Fuel '
Rotterdan - Kchl Céréales/Cetrotde| DM/tumme 12,55 12,55 8,8) 8,80 7,50 % | IL% 15,75 16,21 17,%
Cereals
¥arlsruhe - Anvers Gravier/Kies/ FB/torne 55,3 8 55 51,33 60,33 8,17 N,z 100 80 50
e Gravel

P G e —

Scurce ¢ Rappert annugl ds Ya Cernission Centrale pour V1 navigation du Rhin.

felle
Source

Jihrasbericht der Zontralkonafssion fir die Rheinschitfahrt.
Annual repart of the Central Commission for the Rhine.




Evolution des frets rhénans/Entuickiung der Rheinfrachtan/Growth of Rhine freicht prices

Vi{/131/75

Tableau/Tebelle/Table = 9

-~

N Indices
| 1963 1054 1065 ; 1066 1067 1368 1969 %70 1671 1972
Rotterdzn-Duisburg-Ruhrort g frinerats/Erz/} . 100 100 28,5 98,5 62,5 82,5 9z,5 123,3 97,8 23,4
a) indice prixconsomnon; Omm 160 102,3 105,8 109,5 11,1 12,7 116 120,4 123,5 133,9
b) indice prix do gros | ' 100 100,2 162,3 103,4 102,9 97 99,4 105 109,9 113,9
Rotterdaa-Hannhein , 5 Charton/ 100 100 100 100 100 100 100 115,2 17,1 13,3
2) | ';:*‘:e/““d 100 12,3 15,3 109,5 11,1 12,1 116 120, 126,6 133,3
b) L 100 100,2 102,3 103,4 102,9 97 69,4 105 109,9 113,9
| |
Rotterdan-Kehl | Céréalos/ 100 160 76,1 70,1 59,8 5,8 29,6 125,5 13,2 1,5
a) ! Ge"e;d"/ 00 102,3 105,8 103,5 11,1 112,7 16 120,4 126,6 133,9 |
b) i “"’&f 100 100,2 02,3 | . 103,4 102,9 87 99,4 105 19,9 13,9
Kar] sruhe-invers | Gravierfites/] 100 104,9 101,3 103,7 - 19,1 116,4 1,7 £0,8 162,7 14,6
2) i 9"";; 1 10,7 108, 4 112,93 116,15 11,35 123,83 128,61 138,26 11,5
) TP | . 10 10,7 105,8 13,2 107,1 107,4 112,8 18,0 1,4 122,2
! : :
[ L

a) Indioe prix consomzaticn

Index des Yertralicharpreises

consuzer nrice fndex

b) tndice prix de gros

Index des (osshandelspre:ses

vholesal price indax




Vi1 /13175
Tab'leau/TabeHc/Table 10

Evolutien des prix de transport par route en allemagne (R.F.)
Entwicklung der Befirderungspreise 1o (il)’er‘.:raﬁverkehr'dq der Bundesrcpubl Yk Deutschl arfd.
Growth of road transoort priccs within the Federal Republic of Germany

(ndices)
Anride . Incex général des recettes t/ka l Index ¢énéral des prix de gros Index général des prix 2 la consozaation
Jahr ‘ pour le transport de marchendlses A ycmelner Tndex der Grosshandelspreisq Allgemeiner !ndex der Verbraucherpreise
Year Al genetner Index der Ertrige je t/ka Goneral index of wholesale orices Bereral index of consumer prices
fir den &itertranspert .
General index of receipts per tonna/ka
for goods transport
1383 160 100 100
1964 11,7 00,2 _ 102,3
1965 100,9 102,3 105,8
1956 ol 105,1 103,4 109,6
1687 ‘ 107,9 ‘ 102,9 11,1
1538 : 108,1 ’ 97,0 12,7
" 1369 ’ "107,9 99,4 116,0
170 ' 1141 05,0 124,0
151 123,8 19,6 126,6
1 ' S 18 ‘ 113,9 133,9
1813 I 15,8




