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INTRODUCTION

1 . The report is in two parts and there are two annexes . In the first
part the Cor:imission analyses the present situation of the national and
international goods transport markets -(land-transport only ) in the enlarged
Community in the light of the laws ana regulations in force in the Member
States and of the progress so far achieved at Community level ..

In drawing up this analysis , serious difficulties were encountered ,
owing especially to the lack of resources and , more particularly the inability

I . • ■

to monitor the markets in the enlarged Community. However , the complementary
consultations with professional and socio-economic interests did not produce
the information expected .

2 . 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 provided
for in Article 74 .

3 * During, the second quarter of 1975 the Commission submitted the report ,

for consultation , to governmental , professional and socio-economic interests .
To the extent that the Commission agreed with the comments of representatives

of these interests their observations have , to a large extent , been included
'in the altered document . In some cases , the principal observations have
been marked with ah asterisk at the foot of the corresponding 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 . proposals which the Commission is , in addition , submitting to the Council .
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PART I

. , . . . THE PRESENT SITUATION ,

5 . The structure and features of the transport markets which cdJi te dis­

cerned at Community level have been influenced in their development , although

to . different degrees , by the rules and regulations adopted by the national

authorities and the. Community institutions , and by agreements concluded by

the Member States within other international organizations .- . .

One should therefore have a fairly clear idea of the content of these

regulations , ; and this information can be found in ajin'e:: I to this report

(Doc . VIl/136/75 ). ' ' , - -

6 . Similarly , one should have sorae grasp of material developments in the

systems governed by these regulations , as regards particularly traffic ) means

of transport and transport rates . The tables given in Annex II to this report

(Doc . VIl/137/75 ) supply some information on this aspect . . t .

7 . In this part of the report there is a brief analysis of this data and .

a classification of the principal trends of development in the systems over

the last few years .
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1 » Transport régulations

S. Until recont years , national transport regulations grew out of the

development of the various cleans of transport from the railway monopolies

until the substantial development of road transport , "by wny of tho economic

crisis of the thirties .

For some years , there has "been a general trend towards making these

regulations more flexible in all transport sectors and in all the Member

States , although the recent energy crisis and the groi;ing awareness of the

problems connected with the quality of life have increased the emphasis laid

on the public service aspect of transport .

9 . It is worthy of note , however , that while the problems - have been

basically the sane in all the Member States , the solutions adopted have

varied widely from one to another , leading to marked current differences . (*)

For instance ,■ in the rail sector , in the United Kingdom and Ireland ,

there is .a .system of almost complete freedom7 as regards the formation of rates .

Hy, contrast , in the other Member States , railways are still subjeot to rules ■

which are compulsory, though to widely varying degrees .

In the road sector , most Menber States have adopted regulations concer­

ning either access to the market , or transport rates and conditions , or both

together . The United Kingdom has abolished all regulations regarding papacity .

end the formation of transport rates .

(*) The Gro-qp of the Mnn railway conrymies of the, /HFC, .( the TTIC £rovrr>)
comments that the various solutions adopted by Member States are based
on divergent economic geographical and historical situations .
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•- . * - *
» * ■» < .

As regards measures on access to the market , certain Member States

have simply incased ' subjective conditions such as whethor' the transport

undertaking is of good repute , 'whether it 'is of ■ appropriate financial standing

and whether it has professional competence . At present , the Member States

generally require only one or two of these conditions to be net . Meanwhile ,

a Council Directive of 12 November 1974 (l ) requires compliance with all these
three criteria as from 1 January 1978 .

Other Member States at the sane tine apply quota systems based on

' criteria connected with the situation of the markets or the individual needs

of the enterprises .

As regards transport rates and conditions , strictly regulated tariff

systens are to be found next to systens of complete freedom in rate fornation .

In the wat erv.-ays sector , access to the market is free except for natio­

nal transport in one country . On the ether hand , in the four continental

Member States which have substantial inland waterweyo systems , . a variety- of

provisions governs transport rates for national traffic , and in certain cases ,

transport is chartered under a "queue " system.

2 , Development in tràffic

10 . Before we consider the problems relating to the organization of the

goods transport markets , it would be worthwhile analysing ; the "activity of

the various means of trrjisport within the enlarged Community . But statistics

(1 ) OJ Bb L 308 , 19 Hovember 1974
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available for "the three means of surface transport idthin the nine Ileriber

States of the Community are not completej they are not established on identical

bases and therefore do not permit truly accurate comparisons . In addition these

statistics are of a very global nature .
• ' * ' f

At present , only the transport statistics published by the UN (l ) are
sufficiently accurate to permit a number of preliminary observations on the

overall development of goods traffic and the relative importance of the various

means of transport within the enlarged Community . Statistics published so far

, by the SOEC ( 2 ) relate only to the six original Member States . ■

11 . A study of the statistical tables 1 and 2 in Annex II (Doc . VIl/l37/75 )
leads to the following conclusions :

( i ) transport requirements have expanded rapidly in conjunction with economic
expansion within the Community . For the ten yeaj® period of comparison

adopted , 1963-/0.972-, • the .index for- total traffic expressed in tons/kilo-r
metres , talcing IOC as the base , has risen to 144 «

( ii ) the distribution of traffic among the four means of surface transport
has been affected over these ten years by far-reaching developments in

the transport markets .

Ono notes :

- a general fall in the relative share of the railways in all goods

transport ! in ten years , from 1963 to 1972 , it fell from 33 $ to 27
In the Netherlands and the United Kingdom, where competition is the

most free , the absolute volume carried by the railways also fell

(down 26 "fo in the Netherlands , down 16 % in the United Kingdom). The
index for total volume stands at 101 in 1972 (1963 = 100 ).

( 1 ) Annual bulletin of transport statistics for Europe 1972 (United Nations 1973 ).
( 2 ) Statistical Office of the European Communities .

• • • /• 0 •
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-- decline in the share of "traffic Carried by wr/terwpy- from 16 ^ in
I963 down to 13 % in 1972 , though i?'aterwry - traffic renains dominant
in the ttethefriands (55 % of total traffic ), - substantial - in Gcmsny
( 20 /o ) and in Belgian ( 23 %), ~6f relatively little inport?iice' in' •

. Prance (3 % ) and negligible in the other countries . The index of
total volume stands at 124 in 1972 compared with I963 .

- a rapid' growth in road transport (for hire or reward and on own ■
account ) whose share' in total traffic ro3e from 44 % in 19&3 to 5° %
in 19725 the index for total volune stands at 16 3 in 1972- compared

with 1963 .

- a very rapid increase in transport "by pipeline i whose' share' in . the

traffic rose fron 2 % in 1953 to 10 $ in 1972 j the index for total
volune stands at 609 in 1972 conpared with 1963 .

. * . - • - -Y

3 . Developnents in neans of transport •

12 . Tables 3 , 4 and 5 supply information on the developnents in r.oons of

transport (connercial road vehicles and inland waterway vessels ). One notes :

- Road transport ; a substantial increase in the total nunber of road vehicles

in the Connunity (up by 43 % in 1971 compared with I962 ). This increase has
occurred in all the Member States . It has been particularly noticeable in

the Netherlands (+. 92 c/»), Italy (+ 68 $), Prance (+ 60 %) and Gernany (+ 55 %)•

It has not been possible to break down these numbers for vehicles according

to whether they are used for transport for hire or reward or for transport

on own account . However , according to a partial figure supplied by the SOEC -

table 4 concerning four countries only – the nunber of vehicles used on own

account business is far higher than the number of vehicles used for hire

or reward (four tines as nany in Germany , twelve tines as many in Prance , four
tines as nany in Italy and eight tines as many in Belgium). On the other hand ,
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as regards capacity offered , the proportionate difference between these two

forns of transport is much snaller (about 1.5 in Germany , 3 in Prance , 1.1
in Italy and 2,3 in Belgium).

For the reference period 19o2/l971 » own account transport has grown nuch more
than transport for hire or reward 5 in Germany + 45«3 <fo as against 25 » 2 ^ for
number 'of vehicles and 75 • 5 % as against 66,2 % for capacity , and in Italy
+ 133.7 against 20.9 $ for number of vehicles and 91-4 % against 22,3 ^ for
capacity. In Prance and in Belgium the trend is reversed , though to a lesser

degree . •

- Waterway traffic ; the total number of vessels has fallen : 61,500 in 1971 as

against 69,300 in 1962 . libre detailed examination of the figures reveals that

the number of bargss fell - 13,200 against 22 , 200 5 but the number of lighters

has more than doubled , 3,100 as against 1,400 .

4 . 'Prends in transport rates

1:. The only fairly complete information available to the Commission relates -

to rail transport . Tables 6 and 7 show the trend in the average revenue per

ton/kilometre per full wagon from 1963 to 1973 . It can be seen that in all coun­
tries for which complete figures are available the index for these average revenues

per t/km are lower than the indices for consumer price increases .

For international transport by inland waterway it has been possible to

collect only a certain amount of very fragmentary information relating to Rhine
•. . " ' s »

transport (tables 3 and 9)' This information would appear to indicate that Rhine
freight rates have increased in about the same proportion as cons-uricr prices .

It has not been possible to collect information concerning international

road transport . There are German statistics for the prices applicable to national

traffic but these figures cannot be compared with those of other countries . Under

these conditions it has not been possible to follow up the suggestion made by the UIC
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PART II

RISULTS

The problem is to discover how far the operation of the transport

markets at Community level , whose main material features are described in

Part I of this report , has contributed , as stipulated in Article 74 of the

Treaty , to the objectives laid down mainly in Article 2 .

The results should be examined with regard to :

1 . Contribution of the organization of the transport markets to the develop­

ment of the common market

2 . Competitive situation of the market

3 . Community integration of the transport sector

4 . Common organization of transport markets in the conte::t of the advrrco

towards the general policy objectives

5 . Effectiveness of state intervention in the common organization of the

transport markets

1 . Contribution of the organization of the transport

markets to the development of the common market

14 * In its communication to the Council of 24 October 1973i the Commission

stated that "the pursuit of the general objectives of the Treaty within the

framework of a common transport policy requires the progressive

introduction of coherent Community transport arrangements capable of meeting

the requirements of economic union and of society , at the least cost to the

Community . On the effectiveness of these arrangements will depend in large

measure the optimum utilization of factors of production and development in

the interests of improving living and working conditions ".
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15 . If one wishes to study the present situation to discover whether and to

what errtent the provisions adopted so far at national and - Community level have

made it possible to achieve the objectives laid down for the common transport

policy within the framework of the organization of the transport market , the

following should be considered :

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

economies of the Community ,

b ) the ability of the presont systems , based on the control of capacity- and
transport rates / to meet the demand for transport most effectively , taking

.7 account of the requirements laid down for the commoii transport policy , i.e.

- to reduce the cost of transport services and improve their quality ,

- to foster continuous adaptation to technical progress , profitability

of the undertaking and the improvement of living and working conditions .

This part of the report attempts to supply en answer to these questions
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* Chs*1 !?63 in "the' demand fop transport ' .

1.1.1 . Quantitative changes

16 . The creation, of the customs union , the progressive establishment

of economic union and the favourable growth . of the economies of the Member

States have brought about a substantial increase in production and trade ;

the demand for transport has followed this expansion which continued without

t break until the economic crisis of 1974 »

This development is shown in figures in table 1 of Annex II .

1.1.2 . Structural changes . .

17 . This expansion in demand has been accompanied by far-reaching changes

in structures .. . . , , ,

The main features of the last 20 years have been :

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

as coal |

- growing industrialization of the economies of the Member States , with

the result that movements of raw materials and industrial products have

been talcing a growing share of transport activity compared with movements

of agricultural products ;

- a 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 process ;

- an improvement in the quality of life , which has considerably increased

the market for certain consumer products which in the past were regarded

as luxury products for a limited market .

• « • / • c •
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All these elements have profoundly changed the traditional compo­

sition of the demand for transport and have brought about the need for new

equipment , sometimes 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 . Changes in transport flows

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

on the contrary , the setting up of refineries on inland sites nearer to

the distribution markets for industrial products , the creation of poles

of industrial development in certain regions which were largely agricultural
in the past - these are the most obvious features (the tip of the iceberg,
as it were ) of a profound change in the traffic flows in Western Europe .

The result has . been a new distribution of traffic movements among

the various means of transport resulting in particular from their ability

to adapt to a new market situation . For instance , the decline of coal ,

the shift towards seaports of new heavy industry (iron and steel and
chemicals ) which deprives the internal transport networks of substantial
traffic in fuel and ore , the development of pipelines for transporting

oil products (crude and refined ) have militated against surface transport
and in particular against the railways .

1.1.4 » Changes in services provided ,

19 . The lengthening of the production princesses 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
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function of stocks , the cost of money - all these are factors which have

profoundly modified the relationship between the tine and rate factors

in transport .

In other words ," such a competitive market as that of industry

where production costs and the unproductive tying up of capital nust "be

reduced to the minimum and the movement of capital must "be speeded up ,

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

factors in .the production process .

The same trend charaterizes the demand relating to transport of

agricultural products , since the increase in the purchasing power of large

sections of the population of the Member States has considerably enlarged

some markets for agricultural products .
, v • .• • ' • ' ' ' ' ' '

It follows that for a great quantity of industrial products the

"quality" factor of transport ( in terms of speed and the type of services
provided ) becomes more important than the "rate" factor . In addition the
increase in the value of manufactured products means that there is a

progressive reduction in the relative importance of transport rates in

the price of these products . The combination of these factors goes some

way towards providing an explanation for the changes in demand for trans­

port and the changes in the respective importance of each method of trans­

port .

A final factor , though less important ' than those mentioned above ,
should not.be overlooked .
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The growing number of production stages , the specialization of

centres of activity , the establishment of multi-purpose storage depots
with a fast turn-round of stocks - these changes in the distribution

circuits have led to an increase in the transport of snail loads , where

rapid delivery is often needed j for this type of traffic road transport

is more flexible and has the advantage of supplying better door-to-door

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

have cone about in the volume , structure and features of transport demand ,

how far have the Community transport systems been able to meet transport needs ,

both quantitatively and qualitatively? ...

21 . Transport users' requirements can be defined as both the demand and

the need , expressed by an individual and by a group of individuals i.e. the

Community . The individual expresses his demand for a transport facility and

where this is not satisfied by the normal market mechanisms , then a need arises .

Where transporters operating in their own interests meet the demand under normal

market conditions , then this service is a commercial one . Where the supply - of

commercial services is limited , then the unfulfilled demand generates a require­
ment for an .additional form of service . This demand can be defined as the "need"

or "social demand"; ''<■



VII/176/75-E rev . 1

A commercial service is one in which all the oosts incurred are

directly covered by the price paid by the user . A need or social service

i3 one where the price of transport is distributed between both the consu­

mer and the public authorities .

There are two type's of services in the need sector or the social

sector ; those which are inherently profitable and those which are unpro­

fitable because charges are kept low for political or so6ial reasons.'

A further dimension is introduced if we distinguish between indi-., '

vidual costs and collective costs . This distinction is most important at

the level of investment decisions . The public authorities crust take account

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

noted here that the technique of cost-benefit analysis has helped to'

clarify these problems .

v -, *

Genrally speaking, the concept of "need sector" includes the collec­

tive requirements whioh must 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 "public utility" aspect of transport .
Transport as a whole , however , is not a public utility , but it is important

to recognise that some features of the transport requirements of the Commu­

nity have the characteristics of a public utility. Where catering for the

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

arises .

• • • /• • •
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It is difficult to quantify the MneedM sector : to some extent it oust

be a (Qualitative judgment of the public authorities to decide whether arid to

what extent a need sector exists . '

Generally speaking end for practical purposes , the demand for freight

transport can be treated as a commercial demand . 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 the

EEC Treaty and Article 70 of the 3CSC Treaty provide for such social freight

transport services .

1.2.1 . The quantitative satisfaction of transport needs on commercial markets

22 . v As regards road transport , 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 . VIl/l37/75 ) shows.that the " growth in road trans­
port has been by far the greatest (up by 63 $ between 1962 and 1973 f for
a total increase in all surface transport of 44 $)• (*)

23 . The question arises , however , whether the quantitative restrictions

imposed by certain Member States both at national and international level

may have prevented an even greater increase in road transport services .

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

or reward are in no snail way responsible for the greater use of own account

transport and therefore the development 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 particur-
larly because the statistics are of a very global nature wherea3 in practice
it is possible to discern a very large number of sub-markets where the

- relation between offer and demand can be very different .
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• forces are stronger "than the restrict ions imposed, by ,tfr6 authorities ,

tho. market nevertheless - suffers during the readjustment period ,, particu­

larly owing to the delays inherent in administrative operations.'. Meanwhile ,

as the market has continued to develop new measures designed to meet an

earlier situation' are immediately out of date . To this oust "be added the

fact that the undertaking, prevented from adapting spontaneously , cannot

conduct a rational medium-term operations " policy and is obliged to react

disjointedly to administrative manipulations rather than on the basis of

considerations founded" in modern' economic realities .

24 . From what has been said above (*) one can conclude that interven­
tion by the authorities has not thwarted the natural development of road

transportf this is confirmed in a comparative study of traffic development

in the markets subjected to quantitative restrictions and' in traffic net­

works ,. which are completely unrestricted. It must be admitted , however ,

that in certain cases the quota system, when applied very stringently ,

' has led to "under-capacity, which in turfi has distorted conditions of

• competition (examined in detail later in this report ). T

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

titative restrictions and all transport needs have "been met.. •

However , there is a degree of qualitative and even quantitative
' . *- ■ ' ,

maladjustment ., and the States have had to intervene to remove the oldest

vessels from use "by means of "breaking-up operations partially financed

by the public authorities .

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

■waterway-traffic depends - on 'natural circumstances ,, which means that reserve

capacity must be available , temporary over-capacity occurs periodically .

In order to meet these situations , a system of temporary laying-up on a

voluntary basis , applicable to the main waterways in the Community , . is

now being planned .

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

sufficient to, meet demand in normal periods . It should be noted however

that : _ ' \ " ' ' ' ' ;

( i ) investment decisions in plant and equipment are not entirely at the
discretion of the railway undertakings , but are generally based on

, decisions by the governing authorities taken under annual budget

procedures which must allow for political requirements !

( ii ) as passenger and goods services are operated together , goods
services are sometimes affected by the requirements of the passenger

services , and even on certain networks have to take 'second place to

them during rush periods :
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(ill ) the railway infrastructures * 'whose development is -not controlled
«' **«•- V - y/y

by the networks , ggvern to a. large extent the - possibilities of con­

tinuously adjusting transport supply to demand . Sons lines are

already saturated . Difficulties thus occurred in the first months

of tlie energy crisis when there was a substantial increase in demand

for rail transport . This situation also affects the quality of the

service offered to customers , particularly as regards delivery dates .

1.2.2 . Quantitative satisfaction of transport needs on the commercial market
"" Il 11 ■ n 1 mi . ■ ■■ 1 ■ 1 1 ■ ■ I li ! 1 ■ 11 ■ ■ ■ i > .1 1 ■ 1 1 1 . 1 <»■» ■ > ■ > ■ 1 ■■■!■ 1

27 . " To gain an idea , if only approximate , of the extent to which the

transport system has been able to meet transport needs at Community level ,

the analysis must go beyond the purely quant itative aspects and cover the

ability of the various means of transport to meet the diverse needs of a

highly industrialized economy ,

28 . Road transport bjf reason of its flexible structure , has been able

to adapt to a large extent to these requirements despite quantitative

restrictions . This adaptation has occurred on several levels :

( i ) specialization of transport equipment . The range oif commercial
vehicles now available on the market means that carriers can use

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

regards both useful load and facilities ;

(ii ) quality of service . The remarkable progress in the car industry
and the benefits deriving from the improvement ^trl infrastructures -

particularly the construction of motorways have enabled the road

transport carriers to improve their door-to-door services by reducing

the delivery times :
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(ili ) flexibility In 'aacfegggi^i^? 'STtis •^•gtruetwre of "the industry (many snail
undertaking^ ) spread throughout 'the country has meant that carriers

• have "been able to eliminate or substantially reduce the waiting

periods between the' demand far service by the customer and the

~ : availability of transport * ■ ' '

29 « Waterway transport has also been able to adapt progressively to

changes in the demand for transport .

Inland waterway fleets and equipment have developed considerably

with the introduction of new techniques ( such as push convoys , possibility
of continuous navigation thanks to radar , increase in deadweight ) and
specialization of vessels .

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

from States , to replace obsolete equipment .

Finally , major construction works have been carried out on the

main European waterways ( such as canalization , modernization of lccks ,
and other engineering installations , etc ,), and this has enabled the
internal: waterway networks to improve profitability and production' efficiency.

30 . f . The railways , despite the budgetary restrictions referred to, eibove ,

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

customers and substantial progress has been achieved .
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However » the railways fv <.whic]^'pradtyce.~muIti-purpose services,'
have not always exploited the technical . ..and economic advantages which

, rail operations offer compared .with other means of transport : ( lower

relative, energy consumption compared with road transport ,. safety , loss

dependence on weather conditions and grea,ter freedom from traffic con­

gestion , very large unit loads and convoy loads , greater possibilities

for automation and so on ). They do not always have a -sufficient degree
of independence to enable them to better adapt rapidly to the new market

requirements by developing the specialized transport services which the

railways can offer more efficiently than any other means ( such as trans­
port by whole trains , long distance transport , transport by sections of

trains , large containers , connection-to-connection transport and so on ). (*)

2 . Competitive situation of the market

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 j to ,neet

requirements , the question arises as to the effects of . this situation on

transport rates and how far the freight transport markets have been

affected by the occurrence of dominant positions or "cutthroat " competition .

The very mixed nature of the market and the lack of consistent

and systematic information mean that it is impossible to assess the situ­

ation with any great degree of acouracy .

(*) The Bnndesverband Spedition und Lagerei considers that the bad situation
in which the railways find themselves is not exclusively due to their lack
of independence .
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• Abuses of dominent positions - - • >*• ■■■ • >■•

32 . Generally speaking, the fact that road and waterway transport

operations are carried out "by a large number 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 . 1017/63 applying rules of competition to transport by rail ,
road and inland waterway has not yet given rise to any intervention by t
the Commission for the penalising of abuses -in this area.

33 . Theoretically , the problem could arise of whether the presence

on-the market of national rail undertakings might harbour the risk of an

oligopolistic formation of rates on the market . The Commission 's services

consider-that in general the answer to this question is in the negative ,

since the share of the railways in the freight transport market , both

national and international , has fallen (on certain markets it is even in
the minority ). If allowance is made for the substantial shifts between
types of transport service (especially from the railways to road trans­
port ), it should be assumed - and experience in fact has shown - that in
practical terms the risk of abuse of dominant positions is strongly

reduced } on the either hand , in some specific transport markets (needing,
par e::ample , special equipment )01* vis-a^-vis some customers , the railways can
find themselves in a dominant position , at least for some time , end

especially as a result of the application of special tariffs .
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"Cutthroad " compétition

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 authorities 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 seeks merely to establish whether and how far such

situations could arise . '

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

answer to this question .

Opinions are divided as. to the national transport markets } the

view of the railway undertakings shared to sone extent by the road

carriers , is that the market is -in a situation of permanent surplus of

supply , which leads to cutthroat competition j but the users are not of

this opinion .

As regards international transport operations between Member States ,

the application of Regulation No 1174/68 leads to certain conclusions .
Observations over the last few years show that generally transport rates

remain within the brackets of 23 % without falling to the lower limit .
Special contracts concluded at lower rates generally reflect lower costs

resulting from a better organisation of transport . This experience would

tend to exclude any trend towards "cutthroat " competition in road trans­

port .
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36 . The Commission 1^ . services do not "believe that • this type of compe­
tition is likely to "be a. serious problem or occur persistently, as the
very structure of the profession would prevent it . It would "be difficult

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

policy which did not oover costs without automatically going out of

"business . (*)

Could these differences of opinion perhaps arise from the diffe­

rent interpretations given to the term "cutthroat " competition? If this

tern is talien to mean the situation in which inequalities of treatment

"between the undertakings concerned are reflected in costs and therefore

pricing policy , the problem must he seen in a different light ~ that of

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

2.4 « The effects of the competition situation on transport retes

37 * A comparison of consumer price trends with the trend for average

product per ton/kilometre for rail transport in full wagons (the only
complete data available to the Commission 's services ( see Annex II , table 6 ,
doc . VIl/137/75 ) shows that in all countries for which complete figures
are available consumer prices have risen faster - though not all at the

same rate as the transport rates . The inference is that competition on the

. various transport markets has helped to prevent an increase similar to that

in the cost of living over the last ten years , a situation which has been

of advantage to users . (**)

(*) The UIC group and PICT (international Confederation of Transport Executive
Staffs ) express the view that this is not a convincing argument .

(**) The UIC group notes , in this context , the nearly general deterioration in
the financial results of the railways j in addition , during the recent period
of increased inflation , all th-3 transporters have been confronted with
considerable increases in cost which, in view of the competitive situation ,
have not always found sufficient compensation in their tariffs .

• • • /• • •
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33 . The more homogenous nature 'of inland 'ratcrway operations (or at
least of -a large part ) makes for a mote accurate assessment of effects
of the competition situation on this market .

The over-capacity which occurs in this sector brings about sudden

falls in transport rates which are very harmful economically to the

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

the . laying-up measures not*. being planned .

39 . As regards the railways , rates often play the - role of guide rates .

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

transport , which are often in quite open competition with them , with the

result that the competitive tariffs or rates .on the railways apply to

an evergrowing volume of traffic and thereby reduce the revenue expected

when normal rates , are fixed . _ - . ' „ • ,». ° '

Distortions in competition
h . ttmri' -fcv i ii^ . imi i» « a– –

40 . The fact that the Community freight transport market is suffi­

ciently competitive does not mean that there are no distortions to

competition . So far it has not been possible to organize , on a satis­

factory footing , competition in the surface transport of goods in the

Member States . This situation obviously extends to the Community level

and is one of the fundamental , obstacles standing in the way of the

development of the common transport policy . . .
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The causes of these distortions to competition are to "be found both

inside and outside the organization of the market . The most important are

the following : ("*)

(i ) the still unresolved question of relations "between the railways and
the States ( l ),

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

( iii ) disparities ?jid differences in standards which at Community level
and in each Member State govern transport capacity and rates .

These problens should be considered separately.

41 . As regards the railways j there - is no doubt that ' the particular status

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

a final clarification of the situation .

The maintenance of the public service nature of the railways has led

the public authorities to intervene in th§, setting of the general level of

rates , with the result that traffic revenue does not necessarily cover total

costs . The restilting low revenues , and the fact that at present the railway

accounting systems do not make a clear distinction between revenue and costs

for the goods sector as compared with the passenger sector , can only strengthen

the assumption tJiat certain railway ratos are based on political grounds .

(*) The UIC and the unions propose that in addition the following should be mentioned
- the inequality in the working conditions in the various modes of transport and
the lack of respect for rules in this area as well as in the area, of safety !

- the insufficiency of railway investments .

( l ) Covjicil decision EEC no . 1473/75 on putting the railway undertakings Qn 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. (OJ of the EC no L 1?2 )
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It is obvious that so long as a largo part of the market is

covered, "by "political" rates , of which it is by no means certain that they

cover the corresponding costs , the possibility of arriving at an organi­

zation of the market based on the market economy is bound to remain open

to question ( l ).

This is a question of fundamental importance for further studies .

4-2 . As regards the charging of infrastructure costs , the railways are

the only transport undertakings which bear the entire financial 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 compensation , which could be authorized

under Regulation (EEC ) Eo 1107/70 .

43 . There remains the problem of distortions arising from reflations

governing transport capacity and rates . • •

The divergent and disparate measures which now characterize tho

Community transport markets are a source of distortions of every type , as

the Commission 's consultations have revealed . Whatever the system to be

adopted at Community level , it must be a harmonised one . Failing this ,

the very foundations of the common transport policy as laid down in

Articles 74 and 75 of the Treaty are called in question and stripped of

all meaning.

(l ) It should be noted that , in the decision referred to in footnote (l ) to
point 40 , the Council detained the possibility for Member States to inter­
vene in the setting of the rate levels for railways .
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3 . Community integration of "the transport sector

44 . The integration of the transport sector , that is , the free move­

ment of. transport services within the Connunity , oust contribute to the

achievement of the common market in general ; it therefore constitutes

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

have been brought about through the establishment of the following :

(i ) the common rules referred to in Article 75 ( l ) (a-),

(ii ) the conditions of access for non-resident carriers to national
transport operations in a Membet State (Article 75 (l ) (b )),

(iii ) the conditions to enable carriers to gain permanent access to all
• transport activities in the territory of a Member State (the right

of establishment , Articles 52 et seq .).

How far have these objectives been achieved?

3.1 . The common rules referred to in .Article 75 ( l ) (a ) of the Treaty
V

45 • In road transport , the measures which have enabled certain progress

to be achieved towards the free movement of services are , in particular ,

the first directive of 1962 ( l ) as amended in 1974 (2 ), the directive on
combined transport ( 3 ) and the Community quota (4 )»

( l ) O.J. ÍTo 70 , 6 August 1962 , page 2005
(2 ) O.J. Ko 84/3 of 28 Ilarch 1974
(3 ) not yet published
(4 ) O.J. No 349 » 28 December 1974 » page 5
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It must however be admitted that the directives of 1952 and 1974

relate only to certain traffic $ and that the Community quota- affects

only a very small percentage of all trade betueen Member States and is

at present due to remain in force only until 31 December 1975 *

The greater part of goods transport by road between Member .States

therefore remains subject to the provisions - sometimes divergent and

contradictory (especially for transport on own accouiit and transit "
operations ) - laid down in the bilateral agreements , which perpetuate
a system based on traffic operations reserved for the nationals of the

Contracting States . The quotas stipulated in these agreements 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 .

46 . The situation is more satisfactory as regards inland waterway

traffic , where there is practically no hindrance to the free international

movement of services . However , this favourable trend cannot be attributed

to action by the Community : it is due to international conditions which

for a long time past have encouraged this development in traffic on the

most important navigablo waterways in western Europe .
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47 * ' The railway networks have also increased co-operation at inter­

national level .
/

So far , Community legislation has not been of overriding importance

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

However , the Council recently adopted certain guidelines of principle

regarding co-operation between railway undertakings and their Community-

wide intégration (l ).
\

48 . In conclusion , it should "be noted 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 serrices .

. Access to national transport operations by non-resident carriers .

( Article 75 . 1 (b ) of the .Treaty )

49 • ITo provision has been adopted in this matter at Connunity level ,

and in fact the situation has not changed since the establishment of the

Community .

National markets for the carriage of goods by road remain compart­

mented and non-resident carriers have not acquired any freedom of access

to national transport operations .

See Article 11 of the Council decision referred to in footnote 1 to point 40 .
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On the other hand , in inland waterway traffic the supply of . ser­

vices is largely realised thanks to the very open conception , which has

always characterized this sector .

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

features of railivoy- operations .

Community legislation , then , has had no impact regarding the access

of non-resident carriers to national transport operations and the terms

cf Article 75 1 00 of the Treaty , which ought to have been applied before
the end of the transitional period , have remained a dead letter .

3.3 . Implementation of the ri^iit of establishment (Article 52 et secf , of the

greats

50 . The work at Community level ( started somewhat later than the date
laid down by the general programme ( l )), which was intended to implement
the right of establishment in transport operations was not comploted with

success owing to developments in the situation .

In view of the decision handed down by the Court of Justice in

Case 2/74 ( 2 ), the provisions of the Treaty relating to the right of
establishment are henceforth directly applicable and all restrictions

contained in national legislation to the freedom of establishment of

nationals of one Member State in another IJember State must be considered

as annulled (*).

(l ) O.J. ÎTo 2 , 15 January 19^2
( 2 ) O.O". Ho C 114 , 27 September 1974 » page 26
(*) The Bundesverband Spedition und Lagerei notes that there are hindrances

to the exercise of the profession of customs agent in Italy, Prance and
in the Benelux countries .
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4 . The common organization of the transport markets m the

context of work towards the general policy objectives

4.1 . General Remarks

51 . The highly industrialized nature of our. economies is one of the

constituant factors which has certainly influenced trends in the demand

for transport 5 but this fact should not eclipse - though this is on quite

a different level - the indirect influence on the demand for transport of

conceptions which are apparent at national and at Community level : the

desire to correct "by means of State intervention the harmful effects for

society which may arise from the implementation of policies "based solely

on the law of the market , that is , of industrial profits .

Regional policy, whose aim is to correct economic disequilibria

between, the regions of the Community , is an embodiment of cash a ccnsepiion ,

which embodies a "positive action" approach by the public authorities . The

sane applies to environmental and land use policies .

52 , In its communication of October 1973 » "the Commission highlighted

the role which the common transport policy could play in achieving the

objectives laid down by these policies .

Here , it must be admitted that the impact of transport in the

achievement of these policies will be primarily confined to transport

infrastructures . The fact remains that the provisions governing the

operation of the transport markets (capacity , 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 towards the modes of transport which are better adapted
to the objectives aimed at .
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. . This ' applies, particularly .as* asegaxds » • • : \ '

( i ) services set up to meet requirements in the public interest , which
nay be included in the category of public services | ;

(ii ) tariff measures , particularly the support measures referred -to
in Article 80 of the E3C Treaty and Article JO of the ECSC Treaty ,

applied to give temporary assistance to regions or undertakings in

difficulty .

53 . It should "be recalled here that the establishment of services

whose purpose is to meet public interest implies that the undertakings

responsible must fulfil certain obligations known as "public service

obligations ", that is the obligation to operate the services , the obli­

gation to provide transport facilities and tariff . obligations .

On 26 June 19^9 » in order to regulate the question at Community

level , the Council adopted Regulation Bo 119l/o9 which inter alia
enshrines for the three modes of transport :

~ the principle of the elimination of the obligations inherent in the

concept of public service ,

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

required to ensure the adequate provision of transport " services .

It is worth knowing how much advantage is taken of the possibi­

lities opened by national and Comunity provisions to achieve social

and economic objectives through the establishment of public services .



- 34 - VII/176/75-3 rov. 1

Obli^tions t 3 operate services and to provide transport facilities

54* In almost r..ll the Member States , rail services , "both passenger

'im& goods , are required to comply with' obligations to 'operate services

and to provide transport facilities . The other nodes of transport , except

for the regular carriage of passengers "by road , are not subject to such

obligations .

55*' The maintenance of- the obligation to operate services means , anong

other things , that "certain low-traffic connections nust continue to be

operatedj their deficits 'are covered from financial compensation by the

State , in accordance with Community regulations . It is well known that

this situation arises from reasons which in principle fall oivtside the

transport sectors it is not entirely out of the question that transport

operations carried out at the free initiative of the undertakings night

in certain cases be able to neet these transport needs without being a

charge on public funds ."

56 . The obligation to provide transport facilities is a general obli­

gation which is imposed mainly on the railways and which , together with

tariff obligations , may mean economic disadvantages for the undertakings

concerned .

In an increasingly competitive market where there is a wide range

of types of transport , the question of whether this obligation should be

maintained ought to be examined .
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4»3 * Tariff obligatione

57 « Pgr reasons oi general economic policy , governments usitally have

. a hand in setting, the general level of the transport rates applied by

their railway undertakings . For the other nodes of transport this inter­

vention is restricted to the sector subject to compulsory rates .

These interventions , particularly refusals to .authorise general

increases in rates , result for the enterprises concerned in losses of
*

revenue which are not automatically eligible for compensation and thus

undermine the profitability of these undertakings .

Furthermore , in certain' countries , changes in rates to adapt to

market conditions are also subject to prior authorization , which in a

'competitive market constitutes a serious commercial disadvantage for the

enterprises subject to' the interventions,' Generally speaking, this is the

case for the railway undertakings .

Interventions of this nature ought to be restricted to the cases

referred to in Article 30 of EEC Treaty and Article jo of ECSC Treaty ( l ).

( l ) See footnote 1 to point 41 *
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5 - The effectiveness and suitability of State intervention
WC

in the common organization of the transport markets
*0, m ■!■.■ J>MI IWUlMI

50 . In the light of. what has been stated above , the value ancl effective-,

ness of the national and Community rules governing capacities and prices

relating to the transport of goods within a commercial market should be

discussed .

The . various types of rules governing capacity

59 » The placing of quantitative restrictions on capacity is designed
to limit, competition between means of transport and undertakings engaged

• • •

in the operation of the sane means of transport . The introduction of such

restrictions is in fact an effort to influence the level of transport

prices indirectly in order to bring them to a level which is considered

adequate . The following instruments are generally used :

- transport authoriaation quotas , ,

- the examination of the individual requirements of transport undertakings .

The first method is used in most cases , 'while the second has so far'

been applied only in the Netherlands .

5.1.1 . Transport authori zat ion quotas

oO . ' The quota system generally applied involves the laying down of

quotas in advance , and it is by its very nature- relatively rigid. Conse­

quently , and in the light of the experience gained in this field , a quota

system applied on a permanent basis could not .ensure a sufficiently flexible

and rapid quantitative adaptation of supply to demand . Particular mention

must , be made of the fact that the quotas are as, a general rule determined

without reference to forecasts of requirements arid for a period fixed in

advance , which means" that they are unable to cope with tha often " very

considerable fluctuations on the markets concerned j because of its arbitrary
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nature , ;th6 use of the quota .. system is liable to result in an excessive

limitation of capacity and an unjustified increase in transport prices .

If , on the other hand , the quotas laid down are such that they in

no way restrict the utilization of existing capacities , the system can be

regarded as completely useless and gives rise only to bureaucratic forma­

lities and unjustifiable expenditure .

To sura up , there is a risk that the currently applicable quota

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

ineffective . (*)

61 . Finally., it must not be forgotten that the transport 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 term ,., in a

shift towards own-account transport which is subject to practically no

restrictions .

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

- in diminishing its rigidity by limiting the length of validity of the
• authorisations ,

- . in taking into consideration the very important element of elasticity ,
which is to be found in the more or less intense use of the authorisations

for a certain capacity in tons , depending upon the market situation ,

- in establishing forecasts and in lining up the quotas with the pattern ;
of traffic development . *' , * l'

Finally , as a general rule , the quota system will not lead to an unjustified j
.••••• increase in transport costs.'.. _ •

" The Bundesverband Spedition und Lagerei quotes a. German example tq show how the
quota system can be applied flexibly and without ill effects . /
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■ '5.1.2 . The examination ^ of Individual reqmreaents

, 62 . The ITetherlands controls capacity by examining individual transport' '

requirements . Under this system any transport undertaking wishing to obtain

a transport authorization must provide proof (by producing the contracts )
of the transport requirements which it must fulfil .

Under this system renewal *of an^3Uthci?ization« is,. subject to" the

provision of proof that the transport operator has effected a volume of

. transport operations proportional to the authorized capacity and with a

; sufficient profit margin .

Furthermore , the competent authorities may suspend the issue of

authorizations if the market situation so requires . •:

various systems of charging

S3 * The systems of charging currently applied may be divided into two

main categories :

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

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

the tonnage | transport operators and users must apply these tariffs and

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

before or after their application ;

- 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 itfhich case no explanation is required by the authorities .

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

while the application of individual prices is the exception .

In the second case , the situation is generally reversed .
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At present , all . tariffs-, , which , furthermore-, have been- ratified

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

average cost of transport , and correspond to the actual costs incurred

by individual undertakings only to the extent that the differences between

the tariffs :are presented with a very detailed breakdown .

The effects of tariffs on the prices applied

/

64 * Where the compulsory application of tariffs is actually monitored

and authorized , and - where prices deviating from the tariffs are the

exception , the tariffs constitute a form of protection and guarantee

the revenue of transport operators . Price competition is possible only

within the limits provided for by the tariffs .

This method of organizing the market by coordinating tariffs

implies the application of tariff systems with equivalent effect , by all

transport operators irrespective of the means of transport involved .

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

involving the free formation of prices coexist ., , >

Furthermore , the extent to which some compulsory systems of charging

are applied varies in practice .
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66 ,. Under these conditions , with the exception of the compulsory tariff

system of the railways , it is therefore difficult to consider a system of

charging, even one involving compulsory tariffs , capable of serving as

more than a guideline for determining individual prices ? at the most it

nay be regarded as having a psychological effect . In fact , if the market ■

situation resulting both from the supply/demand relationship on the trans­
port market and from the trend of costs is no longer reflected in the

tariffs applied , transactions between contracting parties will inevitably

adapt themselves to the actual economic situation .

It is particularly easy in the case of a downward tendency in

relation to floor prices not to comply with the regulations laid down ,

if a mutual agreement is reached by the contracting parties , who may

employ numerous means (refunds , fictitious prices on the transport docu­
ment , discounts for regular customers , etc ..,) which make it easy to avoid
compliance with regulations .

In the case of an upward tendency in . relation to the maximum

prices , transport operators nay a,void the application of compulsory

tariffs by selecting those offers , which enable them to obtain the

greatest pro'fit ,

The relative, ineffectiveness of fixed tariffs has been confirmed

by the application of Regulation (EEC ) 17O 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 Bundesverbsnd Spedition und Lagerei questions this conclusion and
, claims that it is the inadequacy of both checks and sanctions in some
countries that is the basis of the failure of this experiment .
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The Committee has noted in particular that in the case of certain

transport routes between the Member States the "bracket spread , fixed at

23 <fo , has widened considerably as a result of the changes in the parities
of the currencies of the Member States concerned. However , thi3 conside­

rable widening of the bracket has not affected the average level of

prices applied , these having remained relatively stable .

5.4 . The effects of rul::s governing capacity on the economic viability of

the means of transport

67 . The services of the Commission do not have sufficient information

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 market on the economic viability of means 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 regulations which restrict capacity and thus reduce its

economic viability . For example , under bilateral agreements , transport

operators making the outward journey laden mry not make the return journey

laden unless the consignment is intended for the country of origin of
the vehicle . The carriage of goods intended for another Member State ( as
in the case of the Community quota ) is prohibited . The same applies to
the execution of transport operations on the territory of the country to

which the outward journey is being effected ,

Furthermore , bilateral quotas are normally determined on the basis
of the principle of reciprocity (*). Thus the capacities of the two contractu

(*) The Bundesverband Spedition und Lagerei is in favour of maintaining this
principle as long as no harmonization of business costs (taxes , fuel and
vehicles , social regulations , weights and dimensions , etc ...) has been
agreed at community level .
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parties engaged iri "the transport operations are the same even if the

volume of goods being transported in each direction differs . Such a

situation can only prevent th.e optimal utilization, of the. means of trans­

port . It should also be noted that transport authorisations are issued

according to rules which place tin additional restriction on economic

viability . This category of rules includes provisions prohibiting the

intexchangeability of semi-trailers between transport operators , (for

example , to enable a relay system to be implemented ) and not allowing
authorizations to be used on the basis of total tonnage (which means ,
fcr example , that an authorization for the transport of forty tonnes may

be used either for a vehicle with that capacity or for two twenty-tonne

vehicle .

Finally , several Member States do not operate a system of hiring

vehicles which would make ,it possible to cope with peaJc demand end enable

reserve capacities to be built up to deal with seasonal fluctuations in

demand .

69 . . In the field of inland waterway transport in which , as indicated

above , the principle of freedom to provide services has already been

adopted to a large extent , and where there is no system of authorizations

restricting capacities , the situation is better .

The principal factors having a negative effect on the economic

viability of the means of transport are climatic factors which limit the

draught of ships and necessitate the creation of a reserve of hold capacity .

The system of temporary immobilization of vessels should help to

reduce these disadvantages . > ;
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, 70 . As .far as. rail transport is . ĉoncerned , where, the only rules
governing capacity are . the . restrictions , resulting fron the amount of

■ budgetary appropriations- allocated , the problem dealt with here docs

net ..arise- . .

•' . . ■ ^

5»5 » Adaptation to the requirements of the market in time and sr-ace

- 71' . The rules governing prices and conditions of transport j in the

forn in which they are applied today , in general constitute rigid instru­

ments which prevent tariff measures from being adapted to the changes

tirhich - occur for each transport market in the course of tine (on account

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

Community market .

72 . Measures " designed to regulate transport capacities and prices

normally take the form of legislative provisions or regulations which

require long periods (*) for preparation and adoption and are therefore
likely to produce their effects when the situation on the market msy have

changed completely 5 this' also prevents the necessary measures to deal

with serious andsudden disturbances on the market from being adopted in

good time .

73 . Furthermore , such provisions are applied on a general basis :

consequently they do not allow for different situations , which could

arise in certain sections of the transport markets , particularly on the

geographical markets . Thus the measures adopted are liable to prove

useless in certain regions and even to be contrary to the actual require­
ments of some sections of markets . :

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

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

(*) The Bimdesverband Speidition und Lagerei quotes the German example where
the procedures are prompt (8 weeks for a tariff ).
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DESCRIPTION OT ITS LEGAL AITD REGULATORY SITUATION IN THE VATJOUS
LSUBER STATES AID AT COKLONITY LEVEL

. RAIL' /AYS

1 * In every Ilember State a company operating on a national basis
is responsible for the carriage of passengers and goods.

The setting up of these companies was only cade possible as a
result of intervention "by the public authorities which had to make it
legally possible for the railway companies to develop the infrastructure
required for such transport . Special laws have been introduced in all the

Keraber States in order to prevent abuse of a dominant position as a

result of the monopoly held by the railway companies. As a result of the

growing competition resulting from the development of road haulage , the
special rules applicable to the railways have had to be relaxed*

In certain Member States there are , in addition to the national
companies , railway companies which operate on secondary routes and which
are , in many cases , operated by the regional authorities.

§1 » Access to the market

2 . Theoretically , the railway companies are not restricted as
regards carrying capacity , whether national or international carriage
is involved# Increases in rolling stock are limited only by the financial
means granted to tho railt;ay companies by the public authorities.

•/••
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Tariffs and terms of carriers

At national level

3. In some tiember States the raili;<^r companies are given
almost conplets freedom whon fixing their prices , whereas in other
Member States they are "bound by a strict system of tariffs and, in
aost cases , the 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 communioated to any authority , except in the
case of the carriage of ECSC products. They are however subject to the
obligation to run the servioe and to effect transport operations *

The Netherlands railway companies , while subject to a system
Of tariffs ( very single tariff system involving maximum prices authorized
by the Government ), effect moat of their transport operations on the
basis of individual oontracts based on lower tariffs. Such contracts

ore published only if ECSC products are "being transported.

The other Member States on the Continent used to have a

qystera of compulsory , fixed ad valorem tariffs applicable under normal
oircumstanoes , and a system of special published tariffs. All such
tariffs had to be approved by the supervisory authorities before their
application. In certain States the railway companies could , under
certain oircumstanoes and subject to prior approval , conclude individual
contraots not based on the published tariffs.
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to ensure respect of the principle of non-discrirdnation, the railway
companies had to allow comparable tariffs and terms to users who were

operating under comparable conditions * ^ c

Nowadays such a rigid system applies only in Italy. Hie
tariff eystem applied by the FS involves a general tariff, special fixed
tariffs and individual contracts concluded , in particular circumstances ,
by the FS in their own interest .

The strongest tendency towards greater liberalization in
rail transport has been recorded in France* The SNCF has gradually been
freed frora its principal tariff restrictions* In general the SNCF applies
a systep of so-called reference tariffs , which do not require prior
approval , comprising either a fi::ed tariff or a maximum and mininrun tariff,
the difference between which must not exceed that applicable in the case
of the conpetitive neans of transport ? within that bracket the SNCF may
fix an applicable tariff. It nay also conclude individual contracts based
on tariffs fallin either within or outside the tariff bracket *

In Cercanv the DB applies either fixed or bracket tariffs*

The DB resorts only rarely to the latter type ; on the rare occasions when
it does apply such bracket rates , the bracket may have a width of 23$*o.
All rates arc subject to government authorization and are published*
Nevertheless , the DB is authorized , within the fraoevrork of its business
management , to adapt its tariffs annurJLly to the situation 0:1 the market ,

■hy\xt by no mora than 20jf-* Furthermore f for the routes leading to and from
the Gorman seaports , the-DB is , under certain circumstances , authorized
to fix its tariffs freely, by concluding individual contracts , not based
on the published tariff** Hie tariffs applied on the basis of such
contracts are not published unless they are to be applied to the carriage
of ECSC produots*

In Eelgiua the SNCB uust apply fixed tariffs which have been
published and authorized beforehand by the supervisory authority, but it has
been authorized to conclude individual contracts for the carriage of non-ECSC
goods , af non-published rates , provided that such contracts improve the

•/'
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company* s financial position. Contracts concluded for a period of mere
than one year are subject to prior authorization "by the I'inister*

J *\ 1 r

Special published tariffs nay be applied to the carriage
of ECSC product e« They must be fixed for a uiniuum period of one year ,
and prior authorization by the Minister is required only if they are "
concluded for a period of more than eighteen months.

The Grand Duchy of Luxecbour/; applies a system of published ta-
riffs# The lows in this connection provide that individual contracts nay
be concluded| but the Luxembourg Government still has to lay down tfte
terms on which such contracts nay be concluded and the rules governing 1
the publication of the tariffs.

In Denmark the railway tariffs aro generally fixed, approved
and published* The Danish railway have only a limited number of special
published tariffs. They may apply reductions of up to 5 of the published
tariffs.

At international level

4. The tariffs and terms applicable to rail transport are
determined at international level by the provisions of Article 9 of the
"International Convention concerning the Carriage of Goods by Bail" (CIM)
in the case of traffic between the countries which have signed the Convention.
All the Member States have signed it .

Pursuant to those provisions , "the cost of transport and
supplementary expenses are oaloulated on the basis of the tariff® legally
in force and duly published in each State". The publication of international
rates is oonpulsory only where the publication' of national rates is
oompulsory . Individual contraots may be concluded, provided "that . •
comparable rates are applied to other users in comparable circumstances *
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The publication of such contracts is not obligatory under
the CIH, It is obligatory only in the case of contracts for the intra-
Copmunity carriage of ECSC products,

5* At Community level reference must be made to the Agreement
of 21 March 1935 concluded by the Member States of the ECSC with a view
to establishing through international railway tariffs for coal and steel
traffic between Member States,

II . ROAD TRANSPORT

§1# Access to the market

6, As regardq the conditions for the admission to the occupation
of commercial road haulage operator , a distinction oust be made between
the subjective conditions , vrhich relate to the transport operator himself|
oiid the objective conditions , which relate to the organization of tho
transport market and the fulfilment of the transport requirements,

7* There are three types of subjective condition: the perBon
oust be of good repute , be of appropriate financial standing and satisfy
the condition as to professional competence.

On 12 November 1574 the Council adopted a Directive on

"admission to the occupation of road haulage operator in national end
international transport operations"*. This Directive introduces the
principle that , with effect from 10 Jriuiary 197^» admission to the
occupation of rond haulage operator is to be subject to the person-
concerned satisfying the condition as to professional conpetence , as
well of being of good repute end of appropriate financial standing.

l ) 0,J, n° L 308 , 19 November 1974 » p . 1°
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As regards supervising the capacity of rood haulage undertakings
in the Member States on the basis of objective criteria, very different rules
exist depending on the viows held by each I-ieubcr State' with regard to
transport coordination.

The rules applied by the Heuler States generally differ
depending on whether national or international transport is involved and,
in the case of the former , a further distinction uust be made between
short- and long-distance transport .

National transport

9* As a general rule , no special rules govern access to the market
in the case of short-distance national transport.

An authorization or licence is required by operators for long¬
distance road haulage,

- In Belgium suoh authorization are issued , with no quota
restnotions, to undertakings which can prove that they carry out some
short-di stance road haulage operations*

- In Germany , Denmark t France , Ireland and Italy there are
quota restrictions on long^-distance transport ,

- In the Netherlands there are no quota restrictions on such

transport , but a lioence is required which is .Issued only after the individual
requirements of the transport undertakings have beeu examined." •

- In the Grand Duchy of Luxeribov.rfl national road haulage is

subject neither to quota restrictions nor to any examination of the
requirements of the markets,

~ In the United Kingdom admission to the occupation depends .

solely i , ' ■?. r- af-nlts of qualitative control carried out for the sake of
xtoad
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No restrictions arc placed on private road haulage except in
the Netherlands where such haulage reust "be registered. Registration nay
lie refused if the applicant cannot prove that he plans to carry out suoh
haulage only on a private "basis or if it is necessai'y to refuse the
application in the general interest#

International transport

10. In order to be able to carry out international road haulage
operations , undertakings in almost every country nust obtain prior
authorization ) but such authorization is generally issued without difficulty
to holders of a national haulage authorization.

Furthermore , bilateral agreements bctvreen Member States lay
do*m annual quotas which r.ioy be transported between two countries by the

• operators from each country. The Commission doos not intervene in the

conclusion of such agreements#

Efforts to achieve a common organization of the markets in
road haulage betv/ecn Kember States led to the adoption by the Council on
19 July 1968 of a Regulation introducing a Community quota of 1 200
authorization and laying dour, the number of authorizations to be granted
to each of the six originni T':er/bor States of the Community. As that Regulation
expired on 31 December 1972 , the Council adopted a net-/ Regulation on 28
December 1972 laying down a now Community quota for 1973 and 1974 and
capable of . being extended for one year# That Regulation also laid down the
nucber of authorizations to be granted to the nev; Member States and raised
the overall quota for 1973 to lr>&4 » and for 1974 "to 1 792* On 19^ Decetiber
1974 "the Council extended the validity of that Regulation for one year ,
raising the Coununity quota to 2 363 authorizations#

In addition to the Corxxunity quotas , agreements certain
Member States lay down bilater^JL quotas^- # Hie number of such authorizations
to be granted is determined by agreement between the States concerned#

^ See table annexed hereto ^
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Finally , within the framework of the ECI1T , a system of
multilateral quotas operates alongside the two ether systems®

Tariffs and conditions of - transport

National transport

11» The tariffs applied "by the various Meaner States in the road
sector differ considerably,

– In Ireland, Denmark , the United Kingdoa and the Grand Duchy

of Lmcenbourr: . road haulage tariffs are not subject to any
restrictions laid dovm by regulation. The tariffs are arrived
at "by free discussion "between the hauliers and the users#

Alongside these completely free sy-jtens , the other Member
States implement tariff policies i.'.uch irvolvo differing
degrees of intervention.

Germany and France have the most exhaustive sets of rules,

- In Gernan' r a distinction must be made between short-distance

haulage ( Gfltemahverkehr ) and lonr-di stance haulage
( GCt erfernverkehr ) .

In the case of short--di stance haulage , i.e. within a fifty
kilometre radius of the place whore the vehicle is registered, transport
undertakings apply compulsory tariffs vdth a 4& bracket spread* There are
also certain regional tariffs which contain either fixed ratos or rates
with a snailer bracket spread.

Long-distance transport is subject to cornpulsory tariffs with
a 17r> bracket spread. Until 19ol all the tariff rates 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 French 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
6pread of 23 %• The tariffs may be applied freely within a I ** %
bracket spread ; where the bracket spread lies between '\k % and 23
the applicable tariff rates are subject to prior authorization by
tae CNR ( Comits national routier ) ; such tariffs must be published .

J

Special contracts may be concluded under certain circumstancest
subject to the prior approval of the Minister 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 haulage tariffs are fixed freely except in the
case of the carriage of ECSC products . Carriage of the latter is

subject to a compulsory tariff with a bracket spread of 30 and
those ra.tes which are more than 5 % above the lower limit of the

bracket 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 below which transport undertakings may fix their tariffs freely

depending on the law of supply and demand provided that the rates
actually applied are economically viable .

By a law of 6 June 197^ the Italian Government approved the
introduction of a system of compulsory tariffs with a bracket spread
of 23 Under that system contracts based on tariff rates outside
the 23 % bracket are prohibited . The Italian Government Btill has
to adopt the measures for the enforcement of that law .
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International transport

12 . As regards international transport within the Community ,
Regulation (EEC ) No 1174/68 of 30 July l$i68 introduces compulsory,
direct tariffs with a "bracket spread of 23$ for the carriage of goods
by road between Member States . Those rules , introduced by way of
experiment , do not prevent the conclusion of special contracts baaed
on tariffs falling outside the limits of the brackets , provided that
all of the following conditions are fulfilled :

«• existence of oireumstancea not provided for in the tariffs , in
particular competition from other moans of transport or private road
haulage,

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

- guaranteed viability .

Such contracts nust Le publiohed .

13 • As regards international transport not carried out between
Member StatoB , mention should b ^ made of the NT JO tariffs applicable

in the Netherlands to transport to and from non-member countries .

Those teriff's have a large bracket spread of Uh which is applicable
only to the Netherlands transport undertakings „

Under the German lawn on road haulage , tariff rules are
applicable to the Gorman section of the route irrespective of the
/nationality of tho transport operator . Apart from the German tariff
rates applicable to tho Germain section of the route , a suitable rate

/ '

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

III DILAND NAVIGATION

14, Not all the Member States transport roods by inland waterway ;
in those countries which do , the importance of this means of transport
varies considerably.
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It IS very important in the Netherlands . Belgium Germany#
Although it is le3S important in Prance , it is nonetheless not
negligible#

In two other Member States t Italy and the United Kingdom , the
scale of 'inland waterway transport is minimal .

§1 » Access to the market

15. An examination of the legal systems governing access to the
river transport market in the seven Kernber States concerned reveals

that they differ less than those governing road transport .

In certain countries , such as Eel£ium , Germany* the Grand Duchy
of Luxembourg and tho United Kingdom there are no barriers preventing
access to the market .

In Prance vessels must bo registered , which generally means
that foreign vessels cannot use the French waterways# In fact , as
a result of the conclusion of international agreements , vessels not

registered in France may use the French waterways near the border or
in order to reach a port uhere they have been offered an international

load# In Prance , a new vessel cannot be brought into service unless
an old vessel is taken out of service at the same time#

In Italy and the Netherlands a lioence is required before

goods can be transported by waterway#

In certain countries , c#g « Belgium private river transport •
i3 governed by very strict rules a3 regards authorizations to operate#

• ••/ • • •
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It should also be mentioned that in Belgium , France and

the Netherlands river transport operators can carry out transport
operations only after registering on a list (freighting rota), Undor
this system the user cannot select the transport operator freely and it
is not possible to conclude transport contracts freely#

• Tariffs and torms of transport

16 , In Italy and the United Kingdom river transport tariffs are fixed
freely by transport undertakings and usero .

It is only since the canalization cf the Ifoscllq that

Luxembourg has been affected by inland waterway transport , but no
tariff regulations have boon adopted in this sector as any river

transport concerning Luxembourg is always international transport .

The other four Hember States in which inland waterway

transport plays an important part in the transport economy, have systems
of tariffs which are fixed, published, supervised and approved by the
State . In Belgium , Prance and the Netherlands such systems c;re
applicable alongside the system cf freighting rotas .

Tariffs are fixed (Germany ), fixed within a bracket
(Netherlands ) | within brackets (France ) cr h*ve minimum rates (Belgium ),

Exceptions may be granted subject tc the approval of the
freight committees .

In recent years the rulos have tended to become more flexible ,
especially in the Netherlands and Germany ,

A bill has been presented in the Netherlands in favour of
the . abolition of the system of freighting rotas ; in Germany use was
recently made of the possibility granted undor the laws in force to
fix freight rates within a bracket .
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International freight rates aro fixed freely. In certain
countries freight rates for exports aro poetod in tho. freight offices.

As regards transport cn the Rhine , mention must to mado of the
existence of pools and agreements concluded by the operators to deal
with the latent crisis threatening this sector .

ACHllCVnIU'TTS AT COIflTUIIITY LEVEL

1965 framevjerk decision

17 • During its session of 22 June 1965 the Council reached an
agreement on the organization of the transport r.iarket .

Part of the agroement related to the tariff system to be

introduced within the framevrork of the common transport policy. On

29 October 19^5 » after this agreement had been reached, the Commission
presented the Council with a proposal for a general regulation, with
amendments to an initial proposal , relating to tho introduction . of a
system of bracket tariffs for the carriage of goods by road, railway
and inland waterway .

The proposai provided fort

- the introduction of a system of reference tariffs , in addition to tho
compulsory tariff brackets , i.e. of a system of approved, published
tariff brackets of an indicative , not compulsory nature ;

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

compulsory tariff brackets and reference tariff brackets ;
%

– the abandonment , in the case of special contracts based on tariffs
outside the * compulsory tariff brackets , of the principle of prior
authorization , so that such contracts would, as a general rule ,
only require subsequent justification and publication ;
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– the eetti»g J*P in the Commission of a oonwittee to monitor the
. transport market ;

• the introduction of a safeguard clause enabling the Member States to
employ a Community prooedure to remedy serious distortions which oould
give rise to the application of the new tariff system .

During an initial three-year- period, the new tariff system would
be applied only to traffio "between the Member States* Compulsory
tariffs would be applied to oarriage by rail and road, and reference
tariffs to transport by inland waterway .

After this initial stage , the system should be extended to
national traffio and the system of reference tariffs should be applied
to the transport by rail and road of certain bulk goods#

In order to give the flyatorn the greatest possible degree of
economic compatibility, the Commission had considered it advisable to
introduce additional provisions relating to certain points not dealt
with explicitly by the Council . The Commission had therefore allowed
the Member States to fix compulsory tariffs ,, on a temporary basis ,
with maximum or minimum rates for transport to which reference tariffs

are applied, in order to prevent , where necessary, abuse of dominant
. positions or cut-throat competition .

Apart from providing for the introduction of the tariff system ,
the agreement of 22 June 19^5 also made provision for a number of
other 1 measures aimed at harmonizing the conditions for the operation

of the markets and concerning , inter alia, admission to the profession,
monitoring of carrying capaoities , agreements , non-State intervention
in competition, infrastructure and its costs , the finanoial equilibrium

• • •/ • • •
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of the railways , tho standardization cf their accounts thoir
relations with the Stato .

§2 » 1966 Council Resolution

18 . At its session of 19 and 20 October 1966 the Council adopted
a Resolution in which it oeasod to give priority to tho tariff
system , advocating the adoption of measures in all field3 of the
common transport policy with a view to achieving a balanoed
organization of the transport market . It recognized in particular
the need to prevent abuse of dominant positions or cut-throat

competition , and asked the Commission to present proposals regarding
road and inland waterway carrying capacity and admission to tho
profession.

§ 3 * 1967 framework décision

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

from the Italian Government , to which further points were added by
the Commission, the Council decided, on 13 and 14 December 1967» to
adopt the following Regulations concerning the transport market as
soon as possible ;

– the Regulation applying rules of competition to transport ,

– the Regulation on the introduction cf a system of bracket tariffs
for the carriage of goods by road between Member States ,

– tho Regulation on the Community cmota for the carriage of goods
by road between Member States ,

– in addition, in other fields connected with the operation of the
market , the Rogulation on action by Member States concerning the
obligations inherent in the concept of a public , service , and that
on the normalization of the accounts of railway undertakings .
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Those Regulations were adopted, by the Council # praotioally
by the deadlines laid down.

WORK OF THS OTTER INTERNATIONAL IN-TTITTi'IOKS

20* Several other international institv.'Hons , in particular the
Central Commission for the Navigation cf the Rhine (CCR) f the .
European Conference of Ministers of Transport (ECU?) ar.d the United
Nations Organization (UNO ) in Geneva - and especially it ?; Inland
flrarsport Committee - are intcrectod in tho economic aepccss (and
also in the other aspects ) of transport . The ECKT recently
introduced a limited quota of multilateral auxhorizatlone for the
international commercial carriage of good? bj* rsad between the

Member States of the CCMT. Tfte EOITT is c^rr'-ritly proposing , inter
alia, action in the field of combined tr,vzepr-r?.«
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Nature des autorisations délivrées pour les transports routiers de marchandises effectués entre les Etats «entres
Art der fur den Gûterkraftverkehr zwischen den M tgl 1 edstaaten ausgestellten Genehmigungen •
Nature of licences issued for goods transport by and between Member States
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L L L

)
!

L L L C:Av C2 : C2 :
Av • Av

Irlande
Irland
I rel and

pas d' accora
Leu L La :
Av Av

pas d' accord
La : La : La :
Av Av Av

pas d' accord^
La: La : La :
Av Av Av

pas d' accord *)
La : La : La :
Av Av Av

• • m

pas d' accord *)
La: La : La :
Av Av Av

L L L L L L
I

Pas d'accord
Keine Verein barung
no agreement exists



Destination
BestiMungsort

Oépart
Abgang

Départ ure

Bel gl que
B«1 9l«n
Bel glua

1 2 3

Danemark
ifeaaark
Danemark

1 2

Alleu?»
Qeutsctiland
Geruany

1 2 3

Franc*
Frankrelch
France

1 2 3

Irlande
Irland
I rel and

12 3 1

Italy
Italien
Italy

3 *

Luxeabaurg
Luxeaburg
LUxeaburg

1 2 3

Pays-8as
Niederlanda
Netherl andt

1 2 3

RoyUwe MM
Vereinigtes KBnlgrvtch
United Klngde«

1 3

Italie
Italien
Italy

Luxembourg
Luxemburg

C : L La :
At Av

C : C2 : C1 :
Av Av Av

C : L C2 :
At Av

L L L pas tfaccord" «T |
renseigneets.non
fournls
Keine Angaben
no information

provided

C :
At

C2 :
At

C : C2 : Cl : Cl : La
Av Av Av Av I Av

(2 conti ntents dist .
2 verschied.Konting.

1

pas d' accord ♦)
La : La : La :
Av Av Av

Pays=8ds
Niederlande
Netherlands

iL L L

Royaume=un1
Vereinigtes

Konigreich
United Kingdon

L L

C : L C2j
Av Av

C : C2 : C2
Av Av Av

(2 conti ngents distJ
2 verschiedoKontingJ
2 separate quotes ) I

Zc et/und/and Z1

pas d' accord ♦]
La :
Av

La : La :
Av Av

L L L L L L C :
Av

C2 : C2 : C1 :
Av Av Av

pas d' accord ♦]
La La La

L L L L

C : L C2 : Cl :
Av Av Av
At At

C : C1 : C2 :
At Av Av
et/und/and
Av

C : C2 : C2 :
Av Av Av
At At At

pas d' accord ♦ ) L L
La : La : La :
Av Av Av

L L L c [–T

pas d' accord ♦)
La : La : La :
Av Av Av

C :
Av

C2 : C2 : C1
A* Av Av

pas d' accord»)
L L L I L L L

1 - conpte d'autrui /'geverblicher Verkehr/transport for hlre er revard
2 - coBipte propre/Werkverkehr/transport on own account
3 - transit /Transi t /translt
K " coïblné rail-route/kambiniert Schi ene=Strasse/ coeblned rall-road

At = autorisation à teœps/Genehalçung auf Zelt/ perlod pernit
Av - autorisation au v#yage/Geneh«içung Je Fahrt/ journey pereit
C - contlngentenent/Kontlngentleruug/queta
C1 - contingent spéci al /Sonderkonti ngent/specl al quêta
C2 - à valoir sur contingent peur ceapte d' autrui /

/auf das Kontingent für gewerblichen Verkehr anzurechnen/
/to be applied te transport for hlre er revard

L • liberté total s/abselute Frelhelt/tetal
1 i berty

La- réglée de l' autorisation sans centlngenteaen*
/Genehalgung ehne Kentlngentlerung /
/licence eut si de the quota

Zc> zone courte/Nahverkehr/shert distance haulaga
ZI » zene lengue/Feraveriiehr/lengue distance haul .
♦)« pas d * accord/Veine Vere1nbarunç./ne amenant



Tableau/ Tabelle/ Table 1

EvoV.;iion du tratic total de oarehandlses par Boycn de transport d^ns les [ tais n-.cm'sres ( en milUcns de tcnncs/kilociMres)
Entwfc-klung des Ges^icjUrvórkel'.rs naeh VeriuArystr'dgen fn don Kiitgl ïedskaaton ( ir, Ki o/to/km)
Evolution of total goods traffic by mode in the feber States ( in millions of to.ine/kl 1 orceters)

VI 1 /137/75

j ~~ 1563 1972 i Indlies - Evolution 1963/1972
■ ' 1 1

Pays iceobres j

( a) !
i Fer ♦
\ ( b) i

Recta
I
t ( c )

[ Voi e !
fluviale ;[( dì |

! Oléoducs

LU)

TOTAL j
I
I

L !

I Fer '
I
! ( b)

| Route
i

! (cj
|/o1e
fluviale

M j

01 éoducs 1

( e ) j
1 TOTAL j
' S

!

Fer j

' ( b)

Route '

Sû

Vole i
fluviale !
J I

01 éoducs

i ( e)
j TOTAL
I

fâjjtfAGSE :: 63.756 !
i

i 5Û.2uC(l )! ! 29.513 |
l

r j
4.921 ,

i
1158.390 j
i

I 65.C80
[

j 87.5CQ(1 ) I 43.969 |
i

18.509 |
i
[ 215.658 j
I S 103 174 111 376 136

6£LGI DE |
i

I 7.017 lI 6.596(1 )] 4.779 18.392 i 7.675 J 14.328(1 ){ 6 .758 j 1.554 ; 30.315 I
I
! 109 !
I

217 ■ 141 I ** I 162
DANBWK 1.619 I

I
I 8.200(1 )!
i ' !

I
I -
i

»

m 9.819 |
l

2.C01 ;
i
i

13.400(1 )
(5)

! _
i
i

15.401 124 163
I

I
m

!
i

157

FRANCE : 66.172
I

37.087 | 11.358 4.C82 118 .639
i

.. 6G-2S3 I
i • •

| 72.-®°®
i

î 14.156 32.470 189.414 106 196 125
I

795 160

IRLANDE i
i

358 I
ij 1.715(4)1 lI

I ' 2 .073 573 2.5CC(2 )
f

i " 3.078 161 143 ' . !
I i

148

i ITALIE I 17.002 45.170 II 237 731 i £3.200 17.844 j 58.985 391 10.766 I 87.987 105 131 132 1 .472 . 139
i
! l'dXt'-iBCIjRG 650 ;; 115(2)1I

I
»

765 781 I| 279 ( 21 10 i 1.070 120 II 243 |
l i " i

l

I " | 140
PAYS-SAS ' | 4.167 jj 7.552(3)1 20.201 | 1 . 206 II 33.226 !

I
! 3.071
[

13^Q3(3jI 29.333
i

5.703 j 52.007 |! 74 |! 182
I

145 472 157 j
ROYAL'SE-US ! ' 25.178 1

i

: 57.000 |
i

242 !
J

[ 891 |
l !

I 63.311 j 21.025I '
! 84.000 91
! !
; à . .

3.032 |
I

1 108.148
i
L

84 | 147 38

i

340

i

I 130
i

j TOTAL '
I –_

1135.919 • 213.735 !
i

p ,! 76.390 ji 1j 11.831 j
! :

487.875 | 183.643 !
j

! 347.693 I '94.708
| J

i 72.034
1 !

[ 703.078 | I
I 101 j 163 124 || 609

'
144

SOURCES : Stat < OWJ/OhQ _ 1973
' - avec les exceptions ci-opràs :

QUELLE : - mit natheUhandon «jsnahsen :
- vith tfiô |ollcuing exceptions :

( l ) ! R F •
( 2j litres sources/ Wtre OjoI 1 en/ Other sources
( 3 ) Trafic Intérieur tu i qutnent/ Nur Bi nncnverkehr/ 1 n+e « nal traffîc only
( 4) 1S64
(5) 1971

a ) Pays nesbres/ Hl tglta dstaaten/ fieaber States
b) Fer/ Elsenbahn/ Railuay
c ) Route/ Strasse/ Road
d ) Voie fluvia'o/ Binnenschiffahrt/ Inland waterways
e ) Oléoducs/ Oelleitunçen/ Pipelines

(♦) - indices-évolution 1963/1972
- Indicss-Entuicklung 1363/1C72
- Incices of gnwth 1i>63 / '!372



DOCUMENTATI 01» STATI Sì I UUE

V

T aBLEAU 1 • - Evolution du trafic total de marchandises par moyen de transport dans les Etats membres ( en aillions de tonnes/kilomètres )
- Entwicklung des Gesamt guterverkehrs nach Verkehrsträgern in den Mitgliedstaaten ( in Mio to/km }
- Evolution of total goods traffic by node in the Mecber States ( in asiilicns of tonne/Kilometers )

T aBLEA'J 2 : - Répartition du trafic aarchandises selon les divers sodés de transport sur la base des tonnes/ka en 1963 et 1972
- Aufteilung des Guterverkehrs auf die einzelnen Verkehrstrager n3ch t /ka fur 1963 und 1972
<» Distribution of goods traffic by mode of transport for 1963 and 1972 „ based on tonne/ka

TABLEAU 3 • - Noeibre de venicules routiers : camions / Anzahl der Strassenfahrzeuge : Lastkraftfahrzeuge / Nunber of road vehicles : Motor vans ( trucks )

TABLEAU k : - Nombre et capacité des véhicules routiers l camions , remorques , semi-reacrques )
- Anzahl und Kapazität der Lastkrüftfahrzeuge ( LKW , Anhinger, Sattelanhänger )
- Number and load capacity of road ootor vehicles ( motor vans ( trucks ), trailers , seai - trailers).

TAâLEAU 5 : - Nombre de bateaux ( automoteurs » chalands , barges )
- Anzahl der Schiffe ( Motorschiffe . Kähne , Schubleichter )
- Number of boats ( sel f-prepel 1 ed barges , lighters , barges )

TABLEAU 6 : - Résultats financiers : Evolution du produit aoyen , en wagon complet , par tonne /km , des transports par chesins de fer , coaparé aux prix à la conseEnatîon
- Finanzielle Ergebnisse : Entwicklung der Üurc'nschnittserträge , in Wagenladungen , je to/km , für Eisenbahntransporte ia Verg . eich zua Verbraucherpreis
«• Financial results : Growth of average revenues , by full wagon load, per tonne/ka , carried out by rail , in comparison with consumer prices .

GRAPHIQUE 7 : - Relation entre les indices du produit aoyen . par t /k.n , des transports par fer , effectués var wagons complets , et des prix à la consolation, pour la période 1963,1973
- Relation zwischen den Indicas der Durchschnittserträge - je to/km - für Eisentahntransporte in Wagenladungen und der Verbraucherpreise für den Zeitraua 1963/ 1973«
« Relation between the Indices of average revenue , per tonne/km , carried out by rail in complete wagon load, and consumer prices for the period 1963/1973 .

TABLEAU 8 : - Evolution des frets rhénans , prix à la tonne / Intwickluug der Rheinfrachten , Preis pro Tonne / Growth of Rhlne freight prtces , price par tonne

TABLEAU 9 :

TABLEAU 10 :

- Evolution des frets rh£nans / Entwicklung der Rheinfrachten / Growth of RhJw freight prices : INDICES

Evolution des prix de transport par route en Allemagne ( Rép*Féd.) )
Entwicklung der 8efdrderungspreise la Gutarkraftverkehr in der Bundesrepubl ik Deutschland )
Growth of road transport prices within the Federal Republic sf Germany )

INDICES

TABLEAU • Tibelle / Tabla
GRAPYUCSJC. - Dars^el^una / GraoH



«Rlpartltlen du trafic aarchandlsas seien. Iis divers modes de tran-pcrt sur base des tonnes/klloa£tres en is63 et 197t
-Aufteilung des Güterverkehrs auf die einzelnen Verkehrsträger nach t/km für 1963 und 1972
-DlstrlbutUn of goods trafflc by Bode of transport for 1972, based on tonne/ko.

TABLEAU/ TA8ÊLLE/ TABLE 2

VI 1 /137/75 rev.

01

F

3 %

32 ï

// 't' , tf' / /
 '' "/ ' Ί
ii //, 4 h i

1963

91

-. - m-.-:

41 2

py.tr

all^AOT

36 2

''/fa'A
V

/ >"■!.
'il' -, r.

1961

η

- ΏΧ

48 2

Wi'/y
mr

BÈmlT

R 64 % 87 %

c '''WV,/. /■Ali',';/,
N /

DANEnM

01

F

R

3 2

ir-mt ------

31 %

, ssr
^ --:-x

V-'. -.l, / - s s
, ' y '
' S , s / *

1963

35 2

y/. '' 's '

y- pi';-.
's . "/■■■
S . S.in

RANCIicT

R 83 % R 81 2

vïiïtï'. 'Mïtâ;

N IRLÀiTœ 1

01
F

12

712

12 2

r ' 't ' ' '
* /////.'

1963

Ffl

i;r i » >/» '«' » >.|1

i ) » • » i | tl 4 >i il .A

67 2

wmY.',, 'A

15 2

c V'&zï

r44

26 2

£ -w ; ->j
C ; : -- -

. * ' -

r 'x S'
 

- ^
: -v '

4 2
0

Fi - Ptt- yJ

ITALIE LUXEMIRQ

R

C

J V

23 2

issr^-

12 2
Cl

tSÛYzj

27 2

C r'l

PAYS^AS

0
12

69 2

' /O 'L ' '

-<y' *

C ' ' '' 's

o
3Z

p'-n 'U ' ■ 1 / » y'
".♦S' !»**' 10 >l

78 2

1972

ROYAUMW4JM

01 » Oléoducs/ Rohrleltur.çan/
PI pell res

F ■ Vole fluvlale/ Binnsrv.
Schiffahrt/ Inland waterways

R • Route/ Strasse/ Road

C • Che«!ns de fer/ Elser.fcahr.an/
Rallueys



Vil HiT- nS

r«0; :BPE Lt VZHiCULES ROUTIFRS : CA^lCtiS ( x )

kHMl DER STRASCEHFAHRZEUGT : LASTKRAFTFAHR ZEUGE ( X)

r!U!!8ER OF ROAD VEHICLES : MOTOR VANS ( TRUCKS) ( x)

Tablón :, TabclW'sbls 3

- U-2 : K .
NuISKE DE CAfîlONS EN MILLIERS

! ( b) ,
INDICES DL' NOhBRE DE C^ICKS
( 1358 - TOO ) ( c )

NOMBRE DE CAfîlONS PAR 10Û0
HABITANTS ( d) |

NOMBRE DE C^ilONS PAS Kl-
SUPERfICIE DU PAYS ( 9 )

l2 DE LA

1962
i _____

1971 1302 1971 1962 1971 1962 L 1971
' ■ ■ "– f

ALLEMAGNE (R.F.A. ) I' 782,8 1.203,5 121 | 167
I

14,3 ' 20,3 3.2 4,8

EELGi ØJE
i

180,0 229,0 115 1*7 19,5
I

211 ; 5,9 7,5

DANEMARK
1

j 201,0 . 219,4
i

158 172 43,2 • 44,2 HiS 5,1

FRANCE 1.782,9 2.849,2 124 199 37,9 55,6 |
i

3,2 5,2

IRLANDE 447 ( 1 ) | 445 ( 1 )
I

103 103 15,8 15 0,6 0,6

ITALIE I| 774,3 1.297,9 |
i

»,
i

| 2a 15,4 24,0 2,6 3,4

LUXEMBOURG 9,5 9,1 1Z7 13) 30,0 26,1 3,7 3,5

PAYS-BAS
1

176,3 " ! 32), 0 . 136 261 14,9 25,7 4,3
!>•

8 3"i 0

I

" ROïAL'HE-UNi j 1.524,5 * I
i

1,623,5(1 ) 118 126 .25,4 30,0 6,6 7.1

TOTAL I 5.431,4 j
"– • ' i

7.770.6
- i

I
i

Sources : Bulletin ar.nuel de statistiques de transferts pour l' Eurcpa ( Hâtions Unies)
Quelle : Jahresfculletin der Tran sportstatistik fur Eurapa ( Vereinte Nationen)
Kent iff. cf source : Annual bulletin of Transput Statistics for Europe (United Nations)

Mitgliedstaaten/îlesber States
b) Anzahl der Lastkraftfahrzeuge/Kuraber of ®otor vans ( irucks )
c ) Index dsr Anzahl der Lastkraftfahrzeuge/lndex ef the number of artor vaas ( tracks)
dt Anzahl der Lastkraftfahrzeuge pro 1003 Einwohner/ Nur.ber of aioior vanc ( trudss) per 1CC0 1r.h::b1tsnts .
cj Anzahl der Lastkratt fahriieugs pro ks iar Grundf!3cfce des La,n.des/Nunber ef aaor vans ( trucks) per ke of the country 's area.

U reoorçues , ni se (M quos
aus^crietr.nen Anh^noo»" und Saltai £nh1Sr\OG-r

( l ) non compris les tracteurs
Zugmaschinen ausgenoiaôn
excepted road tractors

y
( x) y tsccrls les tracteurs, non compris
Ixj L\n*vsK\\o«*\tch Zu^naacMnon , aus^cru

♦♦) «Les chiffres ayant été fournis
trop tard, il n' y avsit pas tccyen
d' en tirer des conclusions pcir le
rappsrt ( VI 1 / 176/75 )

- Da das Zahlencaterial zu sp'ät gslie«
fert wurde war es nicht sehr täglich
Schi ussfol gerungen für den Bericht

( VI 1 / 176/75 ) zu ziehen.
- There was no possibility of drawing

conclusions fer the report
( V ! 1 /176/75) as the f I cures arrive 3

-:\\l 137 /IS



Nombre et capacité des véhicules routiers Uaniens , remirques, sertl -romc-ques)
Anzahl und Kapazität der Lastkraft fahrzeuga (LKW, Anhänger, Sattelanhänger)
Nucber and load capacity »f road motor vehicles (m»tor vans ( trucks) trailers , serat-trallers )

' fait .
'■'V / -\ 3-?

Tab! sau/Tabelle /Table 4

PAYS MEMBRES

'M™
' d) ccopte d' autrul
e ) compte propre

FRA?fCE

ò) coepte d' autrul
e ) coiste propre

ITALIE

d) coapte d' autrui
e ) corate propre

PAYS-BAS

d) cespte d' autrul
e ) ccapte propre

BQ.GI QUE
d ) cospte d'adrul
e ) crapte prrpre

LUXSKBOURS

d) co-pte d' autrul
•) coûte prepre

19 6 2

Nombre de vehículos a)
W 19 71 ! d' augaentatlcn

H M

Tonnage ~ . *
■ i i A

1962 1971 | d' a'jycantatlsn *1
(h)

' 219.474
729.914

135.750
1.830.920

175.609
350.705

20.181
189.546

274.759
1.064.077

264.785 χ)
2.610.671 χ

212.321 xx)
819.669 xx)

25.860
193.405

*) pour ISCO/Angaben.'flr 1SCfi/ flgures fw 1050

♦ 25,2 %
♦ 45,8 %

♦ 95 %
♦ 53 - 5 %

♦ 20,9 %
♦ 133,7 %

23,]%
2,0 %

a) cMffres p<w 1967, y cooprls let bfcycles & csbur pour le transport A aarehandtew
Angatan Kir 1367 , etnschllessllch zwe ! r3drl ga- KraftrScfcr ar Beffcrdwung von (xitei7
fly-res fw 19S7 Include nottr-blcycles fur goids trensp<*"t

t

Sron-e ; Slat - st'quo d3s transports, Office Statistics oea C.E. .
(J.-cllo 'rlrcnsjcrtstatisTtk,. StatletHchos tet der E.C.

x - - -f î ^ ", r , :

1.318.726
1.943 >837

792.000
3.247.000

1.060.657
753.431

2.191.740
3.411.530

1 .590.937 x)
5.504.241 x)

1.302.549 xx)
1.442.101 xx)

319.627
695.744

i

I

♦ 66,2 %
. 75,5 ;

♦ 151,4 %
♦ 69,5 %

♦ 22,8 %
♦ 91,4 %

a) Ncabra das v#iluiles/Anzahl der Fahrzeuaa/Nuabv cf vchlcles
b) % (faugMntaticn/prezentuale Erhttmng/fmreaae In per cent
c ) tonnaoB/beftrderte fango/tonnage C : ' ctn \
d ) transpart pour coopte d'autrul /gewerbllthor Verkehr/prvfKC'trjJ transpc
e ) transport pour caapte prtpre/Verkverkehr/transport on euk account

ceri
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Tabl eau/Tabel 1 e/Tabl e 5'

ffebre de bateaux / Anzahl der Scf;T f fe / Hunter of boats

( Ai:To«Ki.j,-f chalands , barges / Hotorsehiffe , KShna , Schubleichter / Sel f-prapell ed barges , lighters, bargos)

I Pays có.:Lres/I'.i tgl i edstaaten I; /lutouoteixs/Hotarschiffs/ II Chal andj/Kähne/ II Barges/Schubleichter/ . I TOTÀL .
I Pieinber States self prcpolled barges I Ifghters I barges

r [ 1965 I! «71 ![ 1965 Ij 1971 |j 1565 1Ll | 1965 |I 1971

| ÎÏTÔQ7 | 10.169 || XÏÔ2 1.372 175 . 743 14.24 12.23*

BELGIQUE 8.454 7.879 1.159 353 50 89 9.663 fi -32!

FRAf£E G.615 8.450 4.196 873 932 1.588 13.743 |
I

10.911 .

I7ALIE 740 | 562 2.276 423 31 3.016 . 1.016

LUXFiiBÛURG 17 |
j

«•

" PaYS-BÀS 17.411 18.036 !I 11.334
L

10.234 226 663 28.371

... . . . i

23.933

46.227 . j 45.113 22.167 13.255 1.333 jj 3.114 69.777 | 61.482
Source :
Quel 1 e :
Source :

Statistique dos transports , Office Statistique des C.E.
Transpcrtstatistîk f Statisttsches kst (ter E.6.
Transport st ti sties, Stat . Office of the EX .
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Si£8

DGB

SNCF

FS

t/L
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CiC
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RESULTATS FINANCIERS : Evoluticn du produit aoyen, en wagon complet , par tonne-kiloaètre , des transports par chemins de fer comparé aux prix
à la consommation

FINAMIEUE ERGEBNISSE : Entwicklung der Durchschnittsertrage in Wagenladungen ]e t/kn , fur Eisenbahntransporte i® Vergleich zum Verbraucherpreis
FINANCIAL RESULTS : Growth of average revenues by full wagon-load, per tonne/km , carried cut by rail , in comparison with consumer prices

ALLEIWEALLEIWE : D-Ka* "
indices :

a) imji x prix consoa-
«atlon

bV indico prfx de gres

BELGI 3JE : Frjtc belge
indices:

a)
b)

DANEtwRK Courcnna
danoise

FRANCE

1963- ! 1954 1965

0.071
100
100

100

0.856
100
100
100

a)
b)

Franc français !
Indices: I

ITALIE

«•)

Lire
Indices:

0.062
100
100
100

100
100
100

ll|X£l,PlKG: Franc lux.
Indices

U90
100
100

ROmire-ONI :ll vrester1 bg
Indices:

IRLAN'DÉ " illvre sterling
_L Indices:

PAYS–BAS ;

t
Florin

Indices:
0.050
100
100
100

0.069
97.2 .
102.3

100.2

0,833
97.9

104.17
104,77

"D.067
94.4
105.8

102.3

. 0.811
94.7

108.4 .
105J8

0.061
98.4
103.2
101.6

105.9
103.3

1.641
97.1

103.10

0.060
96.8
105.9
103.1

110.7
105.0

1.665
98.5

106.53

1956 19»?

0.070
98.6
109.5

103.4

0.849
99.2

112,93 .
108.2

0.CC5
104.8
108 J
105.4

113.2
1G6.5

1.566
116.3
109.35

0.069
97.2
111.1

102.9

0.851
99;4

116.15
107.1

0.119(O

0.070
117.7
111.8
104.6

117.5
106.3

1.737
102.8
112.47

1968

0.069
97.2
112.7

97.0

0.834
97.4

119.35
.107.4

19GQ 19 /0

0.069
97.2
116

S9.4

0.124(0

0.029
111.3
116.9
106.1

1-S.0
126.7

1.870
110.7
115.42

0.824'
96.3

123.83
112.6

PT

0.127(0

0.072
116.1
123.9
115.2

122.2
111.0

1,751
103.6
118.S7

0.074
104 .2
120.4

105.0

0.921
107.6
128.57
TW.0

0.122(0

0.075
121

130.8-
125.6

123.2
119.0

1.772
104.9
123.55

1371 '1975 i 1573

0.084
118.3
126.6

109.9

1.026
119.9
134.26
117.4

0.124(0

0;u32
132,3
137.8
129.0

134.5
123.0

1.590
S4.1
129.32

0.090
126.3
133.9

143.9

1.041
121.2
141.57
122.2

0.120(0

0.032
132.3
146.2
135.3

142.2
128.0

TK6
100.4
136.07

(-) Résultats exprimés en •perce"
la • pence 1 ausgs&uJckt / expressed In ■ 5»rce * : 1 £

. 0.791(0

103 pence

voir ANN
0.050

100
105.8

106

EXE / sJ ANLAŒ / ! see ANNEX
0.051
102

110.7
110

G.0w2
104

117.1
115

0.051
102

121.2
115

0.051
102

125.7
116

0,053
106
135
117

0.057
114
141
124

0.C57
114

151.7
125

0.063
125

163.6
13

0.094
132.4
141.9

121.2

1.056
13.4
149.81
133.2

0.135(0

0.C86
133,7
153.3
149.2

152.6
139.7

0.817 0 0,808(0

1,783
105.5
144.33

0.806(0

0.064
123

173.7
140

TsMeari/ TaSolle/ Ç>
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•) y compris les envois de détail
( par tonne transportée )
Stiickçutsendungen ( in to ) inbegriffa
part?! oad consignants Included

a) Indices prlx conswuaation
Index d.Verbraucherprelses
cousumer prtw Index

b) Indice prtx de gros
Index d.Grossh-widelsprcIses
wholesale price Index

♦) y cocprls les traflcs
routiers et sari Uses
Kraftwaysnguterverkehr
u.Seeverkehr Integrlffen
road "and seat raffle Included

UfC : Les chiffres sont probants.
La concurrence a eepêché la hausse des
prix . Dégradation des résultats finan­
ciers du fer.
• Nach Auffassung UIC zeigen diese ein»
drucksvollen Zahl en.dass . die Wöttbs-
werbslage ein Anstelgen der Preise ver­
hindert u.sich' dadurch die fininzlelle
Lag8 der Eisenbahnen ständig ver­
schlechtert hat.
« The figures are cenci usi ve .Cecpct Itici

• hag prevented a rise In prices.
'Deterioration In the financial position
I of the railways.

Source : Statistique intimée ;?«.£. V )C et statistique conjonctureU* Û.SX.E» / Internationale Eisenbahnstat.(U .! .C. ) u.Kcijur,kt'.!rolle Stat . des Stat.Aœtes der EG
/ International radlvay statistics and statistics of th& Sut .Office of the E.C.



RESULTATS FINANCIERS : Evolution du produit «toyen, an wagon complet , par tonne»kiloaètre , des transports par chaains de fer , comparé au prix à la
consommation

FlhANZIELLE ERGEBNISiE : Entwicklung der Ourchschnittsertrage in Wagenladungen ]e t /km , fur Ei senbahntransporte in Vergleich zua Verbraucherpreis
Fk KANC1 AL RESULTS : Growth of average revenues by full wagon-load , per tonne-km, carried out by rail , in comparison with consumer prices

C I E
(Coras loapair
Eireann )

IRELAMD : livre ster­
ling s )
Indices :

a) indice prix concora-
mation

b) indice prix de gros

1963.

1.345

1oo

1oo

1eo

1964 .

1.369

102

107

106

w

1.442

107

112

110

1966

1.290

96

115

112

1967 . 19w „

1.235

92

119

115

1.110

83

125

122

1969 ,

1.115

83

134

131

1970

1.223

~ 91

145

137

1.202

158

145

1972

1.308

9?

171

160

1973
A ,

1.361

101

191

188

SOURCES : CIE et "Central Statistics Office - DUBLIN ■) les résultats sont eeprimés en "pence"
– in " pence * ausçedriickt
- expressed in " pence ■

Les chiffres ayant été fournis trop tard, il n' y avait pas moyen d' en tirer des conclusions pour le rapport ( VII /176/75 )

Da das Zahienmaterial zu sp2t gel iefert wurde war es nicht oehr itoglich , Schl ussfol gerijngen fur den Bericht ( VI 1 / 176/75 ) zu Ziehen.
There was no possibility of drawing conclusions for the report ( VII /176/75 ) 'as the figures arrived too late.
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Tableau/Tabel le/Table 8

Evol ution des fre ts rhénans / Entwickkng dcr Rheinfrachten / Growth ef Rhlne freight prioes
Prix à la tonne / Preis pro Tonne / Prîce per tonne

Sel . on/VtrkehrsY^rb ! ndung/ •
F.cutes

Marchandise/
Gutart/Goods

i
_ _ i

f'on.iaio
Walirung
Currency

1963

I

196%

l

1965 I 1966
I

1967 1968 1S69 1970 1971 1972

–1
Ri;tter ciar. - Ou I sbur-g - Ruhrert j Hinoral /Erz/

Cres
Qi/tonfie 3,35 3,35 3,30 3,30 3,10 3,10

i

3,10 4,13
i

3,23 j
I

3,13

i

Rotterdam - lidnnheia |
I
I Charbon/Kchle/
I Sol la Fuel

DM/ tonne 8,90 j 8,90 i
i

e 90
9

I

e,90 8,30 6,90 8;9Q 10,25 10,42 |
l

11,42

I

Rotterdam - Kohi j
i

i

I C£real es/Getreide I
I Coreals !

DM/ lonne
l

12,55 12,55 8,80 8,60 7,50 7,50 11,25 15,75 16,21 17,38

i

j Karlsruhe - Anvers
t
I

l

Gravicr/K1e3/
Gravel

FB/ ior.r.ti 55,3 58 56 57,33 60,33 64,17 77,22 100 |
!
i

| go

1

80

Source : R3ppcrt annuel de la C«r^icsion centrale pour la navigation du Rhîru
Uuelle J&hrssbericht der Zsntralkcanfsslon fUr die Rhûînschlffahrt *
Source : Annual report of the Central Coisaiission for the Rhine .
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Tab1eau/T?bel le/Table .9

Evolution des frets rhdnans/Entwicklung der Rhsinfrachtan/Grcuth cf Rhl ne frei oht prices
» I ndi

I . I
I ( s 1063

L i
195V 19C5 i

l
i 1S66
l i

j 1967
I

1968 1969
I i

1S70 !
I
i 1S71
L_ j 1972

j Rot terdai-IXi i sburg-Ruhrort ji 1
I iiinera! s/Erz/ 1 ■. 100 I

I

i 100
I

28,5 j! 98,5
i| §2,5 92,5 92,5 123,3 ' 97,9 23,4 |

a) indico prix consocoation j
b ) indice prix do gros |

i Ores
I DM
!

100
100

! 102,3
j 100,2

i

105,8
102,3

i I

| 109,5
| 103, 4
I

111,1
| 102,9
t

112,7
97

116
99,4

120,4
105

125,5
109,9

133,9
113,9

I
i

Rotterdaai-fafinhein . j
a)
b ) • I

I

j Charbon/
Kchle/Solid
fuel

tti

100

100
100

100

102,3
100,2

100

105,3
102,3

100

109,5
103,4

100

111,1
102,9

100

112,7
97

100

116
99,4

115,2

120,4
105

117,1

126,6
109,9

123,3

133,9
113,9

Rotterdaœ-Kehl

a)
b) . !

!
Cör<falos/
Getreide/
cereal s

| ßi

I
100

100

100 ' j
I

I

1G0

102,3
| 100,2
I

70,1

105,8
102,3

70,1

103,5
103,4

59,8

111,1
102,9

59,8

112,7
97

09,6
116
39,4

125,5

120,4
105

129,2

126,5
109,9

133,5

133,9 ,
113,9

} Karl sruhe-wivers j| Gravier/Kies/ j! 100 | 1C4,3
i

| 101,3 • 103,7 | 109,1 116,4 j 139,7 180,8 162,7 144,6

| a) ..i
i b )
j
i

! gravel
ra j

L_ !

100
100

i

104,17 I

104,7 j
>

108,4
105,8

112,93
108,2

i

116,15
107,1

i

* 113,35
107,4

123,«3
112, a

■ ■

123,67
113,0

134,26
117,4

141,57
122,2

a ) Indioe prix consocsaticn
Index d8S Vertralicharpreises
consuaer price index

b) indice prix de gros
Index des Oosshandel spre I ses
wholesal price Index
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Tabi cau/Tabel 1 o/Tabi e 10

Evolution des prix de transport par route en Allemagne (R .F. )
Entwlcklung der Bof3rdorur.gspreise l fl Gi£erkr3ftv6rk6hrcJn cj^r Bundcsrcpubllk Deutschlanq^
Crowth of road transport prices vithln the Federal Republic of Gerraany

( Indices )

Année
Jahr
Year

Index gvnéral des recettes t /ka :
pour le transport de rriorchcndi sas
All gcseJner lnd:x der Ertr2ga ja t/ka
fur den GL'tc-rtrar.sjwt
General index af receipts per tonna/ka
for goods transport

1 Index général des prix de gros
Allgcuelner Indtx der Grûsshandelspreisc
General index of wholesale pricas

Index général des prix à la consolation
Al ] ger.einer Index der Verbraucherprsise
General index of consumer prices

1353 I ico 1D0 100

1964 101,7 100,2 102,3
1965 100,9 102,3 105,8

! 1956
»

1CS.1 103,4 109,6
1S57 I 107,9 102,9 111,1

■ 1S58 105,1 97,0 112,7

1369 ' i '107,9 j 99,4 116,0
I Tô7Û I
I '

114,1 105,0 124,0
1j71 123 8, - £J,o , 109,6 126,6

. 1C72 131 »3 113,9 !
i

133,9 .
1973 I 129,8l ! I , ■■ ■ , . ■


