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At its sitting of 12 February 1973 the European Parliament authorized
the Committee on Regional Policy and Transport to draw up a report on the
principles of the common transport policy.
At its meeting of 3 April 1973 the committee appointed Mr Guldberg
rapporteur.

Following Mr Guldberg' s appointment in December 1973 as the

Danish Foreign Minister and his resignation from the European Parliament, the
committee appointed Mr Mursch rapporteur on 23 Januar}" 1974.
The Commission of the European Communities forwarded the following
relevant documents to the European Parliament for its information:
- 'The development of the common transport policy (Commission working
document)',

Doc.

COM (73) 850 final of 30 May 1973;

- 'Commission memorandum on transport as an instrument of regional policy and
planning at Community level', Doc. SEC (72} 3827 final of 31 October 1972.
On 24 October 1973 the Commission of the European Communities adopted a
'Communication from the Commission to the Council on the development of the
common transport policy' (Doc. COM (73) 1725 final).
By letter of 7 November
1973 the President of the Council forwarded this communication to Parliament
with a request for its opinion.
as Working Document 226/73.

The communication was printed and distributed

At its sitting of 12 February 1974 the European Parliament referred the
document to the Committee on Regional Policy and Transport.
The committee
had already decided at its meeting of 23 October 1973 to use its earlier
report as an opinion on the Commission's communication.
The committee considered the Commission's communication and this report
at its meetings of 23 October

197~,

7 November 1973, 12 December 1973, 4 June

1974, 18 and 19 June 1974 and 2 and 3 July 1974.
The motion for a resolution and explanatory statement were adopted with
one vote against at the meeting of 3 July 1974.
The following were present: Mr James Hill, chairman; Mr Mursch, rapporteur;
Mr Delmotte, Mr Johnston, Mr Marras, Mr Mitterdorfer, Mr Nyborg, Sir John
Peel (deputizing for Lord Mansfield),

Mr P~tre,

Mr Pounder and Mr Schwabe.
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A

The Committee on Regional Policy and Transport hereby submits to the
European Parliament the following motion for a resolution, together with
explanatory statement:
MOTION FOR A RESOLUTION
on the principles of the common transport policy, embodying the opinion
of the European Parliament on the communication from the Commission of the
European Communities to the Council on the development of the common
transport policy
The European Parliament,
- having regard to the communication from the Commission to the Council on
the development of the common transport

policy~

- having been consulted by the Council (Doc. 226/73) ,·
- having regard to the report of its Committee on Regional Policy and Transport
(Doc. 215/74),
- wishing to see further Community development towards Economic and Monetary
Union,
- having regard to the undeniable fact that such development will not bo
possible without the introduction of a common transport policy,
- recognizing that the small steps so far taken by the Communities in this
area are by no means adequate for the creation, in the transport sector,
of the necessary prerequisites for a genuine economic union,
!

I

- having regard to the fact that already, through the lack of a common
transport policy, economic decisions are constantly leading to the misdirected use of capital and labour, to an imbalanced regional distribution
of economic activities and to structural distortions of the European economy
since, now that customs barriers have been removed, transport costs play
much the same role in international trade as customs duties did previously,
- having regard to the need to restore the confidence of the public and the
sectors of the economy concerned in the achievement of a common transport
policy, a confidence badly shaken by developments during the years that
have elapsed since the foundation of the Community,

1 COM(73) 1725 final of 24 October 1973.

'r
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1.

Calls for the immediate introduction of a coherent common policy for
transport by rail, road and inland waterway;

2.

Requests the Council of Ministers to apply Article 84(2) of the EEC
Treaty without delay so that sea and air transport can also, insofar as
is necessary, be included in this coherent common transport policy since,
if it does not do so, any such policy is bound to remain fragmentary, at
least since the accession of Denmark, Ireland and the United Kingdom to
the Community and also calls for the development of a common sea port
policy;

3.

Welcomes the fact that, in its communication of 24 October 1973, the
commission submitted a comprehensive concept of a common transport policy
and approves its basic approach;

4.

Requests the Commission to incorporate the following amendments and
additions in its communication;

5.

Requests the Commission also to submit to the Council, on the basis of
the communication so amended, a proposal for a decision enabling the
Council to approve the principles of the communication as a whole without
discussing all the individual details thereof;

6.

Urges the Council to adopt the said decision and so restore the confidence of the public and those concerned in the establishment of a
common transport policy;

7.

Urges the Commission also to submit to the Council without delay proposals
for the general discussion and adoption of the first-stage (up to 1976)
measures envisaged in the timetable of the communication and requests the
Council, after consulting Parliament on all details on which it has not
yet delivered an opinion, to hold a prolonged meeting during which it
will take decisions on these proposals;

8.

'

I

Requests the Commission to take into consideration the following
principles and procedures in its further proposals to the Council:

I.

Two-stage Elan for introducing the common transport policy
(a)

The transitional period envisaged in the Commission's communication
. for the introduction of the common transport system will take place
in two stages.

The first stage will cover the period from 1974 to

1976 (see Section IV);

the second will begin in 1977 and finish in

1983 or earlier, with the ultimate introduction of Economic and
Monetary Union.
(b)

The measures for the first stage should be adopted by the Council at
one of its meetings in the near future (before mid-1975) and it must
be ensured that all the necessary legal acts can come into effect by
31 December 1976.
- 6 PE 33.985/fin.
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(c) At the same meeting, the Council *hould draw up a list of objectives
for the second stage, giving a description of the final stage of the
common transport policy planned for the time when Economic and Monetary Union comes into effect in sufficiently binding terms to enable
those affected to plan accordingly.
(d) An action programme for the second stage will be submitted by the
Commission by the end of 1975 and adopted by the Council by the end
of 1976, early enough for the measures planned for the second stage
to be adopted and implemented gradually from 1977 onwards.
II. Basic principles of the common transport policy
The measures taken during the two introductory stages and the future
common transport policy after the common transport market has come into
being must be guided by the following basic principles:
(a) Transport policy must be integrated rationally into the Community's
overall economic and social plan, due regard naturally being given to
the distinctive features of the transport sector.
(b) Transport policy must help to create conditions conducive to the establishment of Economic and Monetary Union by allowing the greatest possible freedom of movement of persons, goods and information (establishment of a common market in transport).
(c) Transport policy must be geared to the objectives of the common regional
policy.
(d) In formulating transport policy the transport market - in other words
the market for the transportation services provided by the various modes
of transport - must be treated as a unit, and the European transport
infrastructures as a single coherent network with adequate provision
for all areas of the Community.
(e) Competition between the modes of transport and between individual undertakings within each of them should stimulate progress, and should if
necessary be kept under control by transport policy measures regulating
capacity and pricing.

(f) Within the above limits defined by transport policy, users should
have a free choice between the competing means of transport.
(g) To ensure that the free choice enjoyed by the transport user has a
favourable influence on the economy as a whole, all artificial distortions in costs as between undertakings in different branches of
transport and in different countries must be removed, which means that
discrimination in social, technical and fiscal provisions must be
eliminated.
- 7 -
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(h)

Transport undertakings must cover their overall costs in full (principle
of economic viability) and all decisions on public investment in the
transport sector must be based on this principle.

Departures from
I

the economic viability principle for reasons of social or regional
policy or for any other overriding considerations will be inevitable.
In such cases proposals should be made for financing from public funds.
Any transport undertakings adversely affected should be compensated.
III. Establishment of a common transport market
At the end of the second stage a common transport market must exist,
characterized by the following:
(a) Freedom of establishment for transport undertakings throughout the
territory of the Community.

Where access to the market is res-

tricted by quotas or subjective access criteria, such restriction
must be based on common principles and the citizens of all Member
States must have equal access to the market.
(b) complete freedom of movement for transport workers.

Where access to

the occupation of transport worker is subject to examinations or diplomas these must be based on uniform principles, they must be mutually
recognized and citizens of all Member States must be guaranteed equal
access to training courses and examinations.
(c) Freedom to supply services must be established in the transport sector.
Trans-frontier transport and international transport from and to the
sovereign territory of a Member State operated by Community transport
undertakings should not be subject to more stringent capacity controls
than domestic transport in the various countries.

The same applies

to permission for Community transport undertakings to operate in a
Member State where they are not resident.

Shipping operated by

Community undertakings must enjoy freedom on all European inland
waterways and third countries should be permitted to operate on the
basis of reciprocity.
(d) The restrictions on transport between parts of a Member State by
ships flying the flag of another Member State must be abolished.
(e) A common air transport policy must be developed through multilateral
negotiations on landing rights and air route planning within the
Community and in relation to third countries.
(f) Cooperation between railway systems should be promoted by setting up
a permanent umbrella organization of the nine state railways, within
which the various bodies concerned can work towards progressive harmonization of fares, freight charges and conditions of carriage, ending
of the splitting up of freight, and especially bulk freight, at the
frontier, technical harmonization, joint planning of equipment procurement and removal of all obstacles at frontier c~oBsings, particularly
by speeding up formalities.
- 8 PE 33.985/fin.

IV.

Measures during the first stage
{a}

The Council should, at a prolonged meeting before mid-1975,
adopt the following proposals put forward by the Commission in
its programme of priorities, on which Parliament has already
delivered its opinion, in certain cases some considerable time ago:
- Regulation of the Community quota for the trans-frontier road
haulage.
- Authority to negotiate on bus and coach traffic with third
countries.
- Arrangements for the laying up of inland waterway vessels.
Arrangements for access to work and freedom of establishment in
transport.
Ratification of the AE~ and provisions supplementing Regulation
No. 543/69 {harmonization of certain social legislation relating
to road transport} •
- Harmonization of driving licences.
- Finalization of maximum permissible dimensions and weights for
lorries.
Harmonization of provisions on the technical inspection of motor
vehicles.
- First step towards the harmonization of motor vehicle taxes.
- Adoption of the system of payment for the use of transport
infrastructures.
- Common regulation of the financial relations between states and
railways.
Initial steps towards a common air transport policy.

{b)

By the beginning of 1975 the Commission should submit proposals for
the following measures, to enable the Council to adopt them by mid1975:
- Development of the consultation procedure on infrastructures
with the aim of progressing from a mere exchange of information
to permanent cooperation through consultation meetings, drawing
up joint infrastructure programmes and in particular developing
effective joint decision-making machinery for long-term invest-

1 Economic Commission for Europe, Committee on Internal Transport: 'European

agreement on the work of vehicle crews engaged in international road haulage
(AETR}', Geneva, 19.4.1962.
- 9 PE 33. 985/fin.

ment projects, such as the Channel Tunnel, the tunnel through the
Alps, the introduction of new transport techniques, discouragement
of private motoring in favour of the use of public transport, etc.
- Overall proposal for capacity control in road haulage, in particular
replacement of bilateral quotas by the Community quota, harmonization
of procedures for capacity control of road haulage within Member
States and procedures for possible abolition of quota restrictions,
although it is essential to keep open the possibility of reintroducing them in the event of market disturbances.
\
1

i

I

- Overall proposal for capacity control in inland waterway transport,
with a community procedure for capacity control, since the laying-up
arrangement cannot, on its own, solve the problem in all situations.
I

- overall proposal for the regulation of prices for the carriage of
goods by all modes of transport at both domestic and international
levels, based on the greatest possible freedom in fixing prices
whilst ensuring publicity of prices and providing for 1 common procedures to enable effective action to be taken quickly in the event
I

1

of market disturbances.
- Extension of the harmonization of social legislation to transport
by inland waterway and rail, as well as to air and sea transport.
- First steps towards a common sea transport policy.
(c) The Commission should by the end of 1975 submit to the Council
official proposals on the following issues, to enable the Council to
I
adopt the necessary legislation ~ mid-1976:
I

- Road safety programme, including the draft of a uniform European
road traffic code, incorporating the harmonization results achieved
so far by the ECE and ECTM •.
- Improvement of transport statistics to enable them
an instrument of transport policy, particularly in
forward-planning projects under the infrastructure
surveillance for the purpose of capacity and price

to be used as
connection with
policy and market
regulation.

- Creation of joint financing instruments for infrastructure projects
in which the Community interest greatly outweighs the interest of
the states concerned, particularly in connection with the closure
of gaps in the transport infrastructure network at the Community's
internal frontiers.
- Joint research programme for new transport techniques.

- 10 -
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- Joint programme for the promotion and harmonization of vocational
training for all modes of transport.

v.

Measures during the second stage
(a)

Simultaneously with the preparation of the measures to be taken during
the first stage the measures for the second stage must also be prepared, to enable the Council to adopt a precise timetable for the
second stage by the end of 1976.

(b)

The measures to be taken in the second stage are defined as the
difference between the list of aims stated above and the state of
the common transport policy achieved in the first stage.

(c)

It is already clear, however, that the following problems in
particular will have to be solved during the second stage:
- Final implementation of the system of payment for the use of
transport infrastructures.
- Harmonization of motor vehicle taxes and oil taxes.
- Completion of the technical harmonization of means of transport.
- completion of the common air and sea transport policy.

(d)

The ultimate aim must be the establishment of a common transport
market by the end of the second stage.

9.

Appeals to the economic intere$ts involved, the governments.and, throughthem,
the European public, to take proper account in future of the fact that theconstruction of Europe cannot progress further and that even the partial
successes already achieved, such as the customs union, will be jeopardized
if they are not backed up by a common transport policy, and that, therefore, transport policy is not something which concerns only the transport
market and those engaged in it, but has far-reaching and long-term
effects on all aspects of economic life and the economic union;

10.

Instructs its President to forward this resolution and the report of its
committee to the Council and Commission of the European Communities.

- 11 -
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COMMISSION'S COMMUNICATION

OPINION

Communication from the Commission
of the European Communities to the
Council on the development of the
Common Tranaport Policy
Development of the common transport

policy

Preamble
A.

The current state of the common

Introduction

transport policy

1. The time has come to give a new

Unchanged

impetus to the development of the
common transport policy.
Since the general guidelines defined

Unchanged

by the Council in 1965 and 1967, there
have been substantial changes, both in
economic and geographical terms and as
regards society's requirements.

Con-

siderable changes have also occurred
in the transport industry.

The enlarge-

ment of the Community has given a new
dimension to the action to be taken at
Community level in transport matters,
within the Nine, because of changes in
traffic flows and the means of transport used, and in relation to nonmember countries.

The common transport

policy must make a substantial contribution to the attainment of the
objectives laid down in particular by
the Summit Conference in October 1972,
which place growing emphasis on the
human factor, on regional development
and on protection of the environment.

- 12 -
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OPINION
But there can be no conceivable
transition to Economic and Monetary
Union unless a functional common
transport policy is established at
the same time.

The common transport policy has not
made striking

p~ogress

The common transport policy has

in recent years.

not made striking progress in recent

The practice of adopting at intervals
partial and limited measures extracted

years.

The practice of adopting at

. intervals partial and limited measures

from the Commission's proposals slows

has slowed its development.

its development.

Community needs, on the contrary, to

The Community needs,

The

on the contrary, to work out an over-

work out an overall approach enabling

all approach enabling it to respond,

it to respond in the medium and long

in the medium and long terms, to the

term to the requirements of a society

requirements of a society and an

and an economy which are in the midst

economy which are in the midst of

of profound change.

profound change.
2. The guiding principle behind the

2. The guiding principle behind the

concept of the common transport policy,

concept of the common transport

as it was developed by the Commission

policy, as it was developed by the

in its 1961 Memorandum, was that trans-

Commission in its 1961 Memorandum.

port undertakings and users should

was that transport undertakings and

benefit from the advantages of compet-

users should benefit from the advan-

ition.

tages of competition.

The measures proposed since

The measures

then, which have only been adopted in

adopted since then are aimed at this

part, are aimed at this objective.

objective.

Some of them are intended to bring

to bring closer the conditions of

closer the conditions of competition

competition between transport under-

between transport undertakings and

takings and transport modes.

Some of them are intended

transport modes.

- 13 -
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OPINION

Unchanged

Others are intended to organize the
transport market, whose operating rules
should be as close as possible to those
of a free market economy.

Furthermore, the common transport
policy should underpin! the customs
I
union and exclude any discrimination
I
between producers and consumers in
I

the Common Market that' might arise
as a result of transport policy rules.
This approach should now be followed

Unchanged

up and extended to take account of
current economic and political developments, including the working out of
structural policies for the Community.
The common transport policy should
contribute to the implementation of
these policies.
3. The Council already has before it a

Deleted

working document by the Commission's
1
staff , which was intended to serve as
the basis for a dialogue with the
Council with a view to defining more
closely the role of the common
transport policy in the enlarged
Community.

The Commission now

presents a communication on the objectives and action which it considers
essential if transport is to meet the
requirements of the new economic
entity.

1 Doc.COM(73) 850 of 30 May 1973
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COMMISSION'S COMMUNICATION

OPINION

3.

(New) After a long period of slow

progress towards a common transport
policy, the public in general and
the transport undertakings, transport
workers and transport users in particular have largely lost faith in the
ultimate emergence of such a policy.
And yet the cooperation and confidence
of the administrative departments
and individuals concerned must be
regained, and this will only be
possible if the Community's plans
for the coming years are clear.
4. The Commission recognizes the differ-

Deleted

ences of interest and of opinion which
exist in transport matters.

It believes

that a dialogue between Community institutions, first of all within the
Council and then through exchanges
of views with the European Parliament
and the Economic and Social Committee,
could help to resolve these difficulties.
In addition, the Commission regards

4. It would therefore be useful to

these dialogues and exchanges of views

decide on the contents and order of

as a useful means of obtaining the

priority of the measures to be taken.

necessary information for deciding on

The Commission will present to the

the contents and order of priority of

Council proposals within the context

the measures to be taken.

of the long-term objectives and guide-

The Com-

mission will present to the Council

lines and the programme for action in

proposals for common rules within

the short term (1974-1976) set out

the context of the long-term objectives

in this communication.

and guidelines and the programme for
action in the short term set out in
this communication.

- 15 -
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COMMISSION'S COMMUNICATION

OPINION
I

The Council, for its part, should

The Council should quickly adopt
'

:

quickly adopt those measures whose

those action programme measures which

examination is sufficiently far

the Commission will shortly submit in

advanced.

the form of a general proposal.

I
I

I

5. This communication refers in Part I

Deleted

to the changes which have taken place
in the transport sector and in society
itself (Chapter I), goes on to set out
the requirements which the common
transport policy must meet (Chapter
II) and the role of the public
authorities (Chapter III), and
describes a Community transport
system which would meet the needs of
economic union (Chapter IV).

In

Part II, the communication sets out
(Chapter V) .
a programme of action
5. (New) The communication is based
on the following analysis of current
developments in the transport sector:
Part One: Analysis, ·~bjectives and
instruments

Deleted

Chapter I:

Deleted

Analysis of the development
of the transport sector

A. The existing tendency towards

B. The existing tendency towards

expansion

expansion
Unchanged

6. Community transport accounts for

about 6% of GNP (both transport and
communications), as compared, for
example, with agriculture's 5%. If
own-account transport operations and
transport by private car are also
included, the figure is nearly 15%.
The share of transport in total
investment by firms in the enlarged

- 16 -
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OPINION

Community can be estimated at between
15% and
4~~

2~~-

Transport accounts for

of gross fixed asset formation by

the public authorities, the percentage
of whose total expenditure which went
towards transport infrastructure
doubled between 1960_and 1970.
In the nine Member States transport's share of final energy·
consumption can be estimated at 16%
(13% of which is accounted for by
road transport alone).
The total numbers employed in
transport in the nine Member States
can be put at several million,
including 1.3 million employed by
the railways.
7. The development of the transport

Unchanged

sector over the last ben years shows
a marked expansion.

Total goods

traffic within the Six increased
by 42% between 1963 and 1970.
Total national goods traffic for the

Unchanged

Six can be estimated for 1970 at more
than 6,000 million tons.

In addition,

their internal transport of crude oil
by pipeline was over 95 million tons

I

in the same year.
Transport by private car in the Nine

Unchanged

almost doubled over this period, to
reach about a million million passenger/
kilometres in 1970.

At the same time

the number of private cars also
doubled to a figure of more than 55
million, or one car for every 4.5
people.

- 17 -
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OPINION
Unchanged

In contrast, public passenger.
transport, other than air transport
(where the number of passenger/
kilometres increased by 163% between
1963 and 1971), has increased hardly
at all.

The individualization of transport

The individualization of transport,
that is the shift from public to

in recent decades, that is the shift

private transport, is one of the

from public to private transport, is

main reasons why the share of expen-

one of the main reasons why the share

diture on transport and communica-

of expenditure on transport and com-

tions in private consumption within

munications in private consumption

the Six increased from 8.5% in 1961

within the Six increased from 8 •. 5%

to 11% in 1971.

in 1961 to 11% in 1971.

This trend

will continue if no action is taken
to counteract it.

There is no doubt

that it has been encouraged until
recently by neglect of public transport
at national and local authority level.
Unchanged

8. Transport has made a substantial

contribution to the growing interpenetration of national economies
within the Community.

Trade

between Member States has increased
sevenfold since 1957 at current
prices, and the ratio between trade
and GNP has risen from 4.24% to
8.82%.
International goods traffic

Unchanged

between Member States by the three
forms of inland transport and by sea
transport reached in 1970 342 million
tons for the Six and some 420 million
tons for the Nine, after growing at
1~/o

per annum in the period 1963-

1970.

In addition, international

traffic by pipeline of almost 71
million tons of crude oil took
place between the six Member States
in 1970.

- 18 -
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OPINION

The growth in international
transport has been accompanied by
improvements in transport infrastructures linking the Member States
and the removal of a large number of
obstacles to traffic
borders.

ac~oss

the

This should not however.

be allowed to obscure the fact that
the transport infrastructures still
have many shortcomings and that many
obstacles still remain which call
for large-scale financial action.
Unchanged

9. Any record of the development of
transport over the last few years
would be incomplete if it failed to
refer to the loss of human life, to
the injuries, and to the social cost
of the expansion of transport.

Unchanged

In road transport in particular,
one of the consequences of expansion
has been that 60,000 people are killed
and 1,500,000 injured each year in
road accidents in the nine countries.

Unchanged

Quite apart from environmental
problems, the cost to the community
of meeting the needs of public transport has continued to grow.

For

example, the aggregate deficits of
the national railways of the Six,
after deduction of costs met by the
States, rose in 1971 to 1,400 million
units of account, ten times as high
as in 1960.

- 19 -
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COMMISSION'S COMMUNICATION

OPINION,
i
I

I
I

In most member countries the
I

state bears high costs in support
I

of the transport sector, particularly
I

for inland waterway, road transport,
air transport and sealtransport
infrastructures.

c. Considerations affecting future

B. Considerations affecting future

development

development
10. The factors behind the expansion

Unchanged

of the transport sector will continue
to exert an influence during years to
come.

This will be true of the quan-

titative factors, such as the growth
of the gross national product and the
increasing interpenetration of national
economies within the EEC.

It must also

be true in the case of the qualitative
factors, such as the desire of transport users for constantly improving
services corresponding more and more
to their personal requirements, and
the development of new transport
techniques.
11. Nevertheless, certain factors cast

Unchanged

doubt on the wisdom of simply extrapolating the trends observable

~n

transport in recent decades.
(a) Problems of growth
12. The expansion of the transport

Unchanged

sector has many positive sides, but the
growth must conform to the requirements
imposed by the good of society.

It

- 20 -
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OPINION

is increasingly running up against
inescapable limits which arise from
economic and technological developments
in highly industrialised countries with
dense populations.

Congestion is

tending to nullify the effects of
increases in transport capacity and
to increase social costs to a disproportionate degree.

At the same time

public passenger transport is often
in decline, and this makes the
situation worse.
Attempts are being made to solve
this problem by banning motorized
road traffic from town centres,
creating special bus lanes, and
increasing investment in road
transport, park-and-ride facilities,
etc.
Natural resources (available land,

Natural resources (available land,

energy) are gradually becoming scarcer,

energy) are gradually becoming scarcer;

which increases the significance of

in particular, the era of cheap energy

the waste which can result from a

is over.

wrong choice between different

significance of the waste which can

transport techniques designed to

result from a wrong choice between

satisfy the same ends.

different transport techniques designed

The need to

This increases the

protect mankind more effectively

to satisfy the same ends.

from the points of view of the

to protect mankind more effectively

environment (pollution and noise,

from the point of view of the environ-

for example), and of safety entails

ment (pollution and noise, for example),

costs which often exceed the

and of safety, entails costs which

advantage gained by the transport

often exceed the advantage gained by

user.

the transport user.
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tions of competition arising from
differences in national legislation.
16. Intervention by the public

16.

authorities in transport is clearly

authorities in transport is clearly

necessary.

necessary.

However, the divergences'

Intervention by the public
However, the divergences

between the various interventions of

between the various interventions of

the authorities at national level and

the authorities at national level and

the related rigidity of national

the rigidity of national transport

transport arrangements led the

arrangements led the authors of the

authors of the EEC Treaty in 1957

EEC Treaty in 1967 to provide for a

to provide for a common transport

common transport policy for the

policy for the Comnon Market.

Common Market.

But

Unfortunately the

the objectives which the Council laid

1961 proposals from the Commission

down between 1965 and 1967 by a series

and the European Parliament on the

of key decisions have only been

development of an overall concept

achieved to a very partial extent.

were not accepted.

Between 1965 and

1967 the Council adopted no more than
a few outline decisions representing
the lowest common denominator of what
the various Member States at that
time wanted.

And even these decisions

were implemented only in very limited
spheres.
Unchanged

17. With a view to achieving some
liberalization of the transport
market, the common transport policy
envisaged a harmonization of competitive conditions (particularly social
and fiscal conditions) within each
mode of inland transport and between
modes.

But although a number of

proposals have been made, not enough
harmonization has so far been achieved
even to lead several Member States to
accept a certain degree of market
liberalization in road transport, the
mode of transport where liberalization
seemed the most urgently required.
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18. It is enough to recall the situa-

Unchanged

tion which exists in international
road transport between Member States.
Depending on the journey in question,
transport for hire or reward is either
free, or subject to authorization, or
subject to permits granted within a
quota system.

The nature of the

authorization varies from one type
of journey to another

(p~riod

of

validity, freedom to pick up a return
load, etc.).

The basis for inter-

national transit within the Community
varies from state to state.

OWn

account transport is sometimes free,
sometimes subject to quotas.

The

arrangements for combined transport
are inadequately developed and are not
harmonized as between Member States.
It is important to emphasize that by
virtue of article 75 of the Treaty,
common rules applying to international transport, and the conditions under which non-resident
transport undertakings may be
allowed to engage in national
transport activities within a
Member State, should have been drawn
up during the transitional period.

19. The efforts which have been made

Unchanged

to eliminate impediments to trade and
to create a common transport market
haye not fully succeeded, and the
cororoon transport policy is in an
impasse.
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20. To ensure that transport makes

Unchanged

an effective contribution to the
pursuit of society's well-being in
economic union, it is necessary to
find the way forward.

Measures should

be taken through the common transport

policy to prevent purely national
action, however justified it may
appear, from leading to the retention
of existing, or even the creation of
new,·impediments to the progress of
economic integration.
At present there is even a danger
that the lack of progress in the
transport policy will again jeopardize
Community achievements in widely
varying areas.
21. The difficulties which must be

21. The difficulties which must be

resolved in order to achieve harmony

resolved in order to achieve harmony

between economic growth and the

between economic growth and the

quality of life can only find

quality of life can only find genuine

genuine and economically acceptable

and economically acceptable solutions

solutions at Community level.

at Community level.

The

creation of Community transport
arrangements will, for example,
contribute to dealing with

t~affic

congestion and the disequilibria

Economic union

is unthinkable without a common transport policy, and a common transport
market is a necessary component of
economic union.

resulting from changes in economic
geography.

In particular, new

techniques of high speed transport
;

require a Community network.
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transport infrastructures providing
links with neighbouring countries and
ports and the expansion of the ports
themselves.
29e.

A common air and sea transport

policy is an essential complement to
the common external economic policy.
Air and sea transport form the
technical basis for Community trade
with the rest of the world.

The

Community can no longer conclude
trade and sea transport agreements
and general association and trade
agreements under the banner of
economic and monetary union without
taking transport problems into account;
and in future no further agreements
should be made with third countries on
transport questions without taking
the common transport policy into account.
29£.

Although such a policy does not

run counter to the Community's
cooperation in transport policy
matters with third countries in
Europe and the rest of the world. it
does make it necessary to gear the
common transport policy to the transport
policy pursued by the Community at world
level and within the framework of other
international organizations.

The

Community must in this way work towards
international agreements in those fieldsm
which cooperati.c?n interests necessarily go
beyond the framework of the Community.
Moreover, the Community must make an
effort to ensure that third countries
adopt the measures necessary to
guarantee freedom of movement at
international level and it must itself
grant such freedom of movement to third
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I

countries.

Free transit from one
'
I
member state to another through third
·
countr~es

.I

an d f rom one:

th~r d

country

to another through the comkunity
I

represents only one aspect of these
objectives,

but one which should

form part of the common transport
policy.
(be)

The interdependence'of fiscal
policy and transport policy

(See sec. 32-33 of the Commission's
text)

29g.

The Member States' fiscal and

transport policy are in many ways
interconnected and interdependent.
Transport accounts for such a large
proportion of the national budgetsof
all states that it may rightly be said
to have a considerable influence on
fiscal policy.

Moreover, all Member

States have taken over a very large
share of the financial responsibility
for transport.
In the first place,
.
'1
. I h ave b een
th e ma]or ra~ way compan~es
nationalized in all Memberjstates, and
secondly the states have taken over
financial responsibility fJr road
transport and inland waterJay infrastructures, and in some

ca~es

also
I
for air transport and sea transport

.
. I
It ~s
JUSt
as un.
I
thinkable to take transport policy
.
I
decisions without conaiderinq thoir
:
I
effects on the budgets of the Member
. f

~n

rastructures.

States as it is to take fiJcal policy
decisions without regard

f~r

their
I
effects on the transport market.
(See sec. 32 of the Commission's
text)

29h.

Within the framework lof the
•
I
1 ' forI a common
Comm~ss~on s proposa s
•

system of charging for the lse of
1
transport infrastructures ,1 specific
1
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taxes must

become instruments of

that tarification.

Insofar as these

taxes fall on commercial vehicles

or

their fuel, their structure and level
sl.ould be determined exclusively as a
function of the factors related to
infrastructure costing in order to
create equal conditions of

competi-

tion.
These

measures,

which

must fit

into the overall context of harmonizing excise duties

on mineral oils,·

must allow the dismantling of fiscal
barriers in this field.

These

measures do not prevent the imposition
of supplementary taxes on private cars
or their fuel.

(See sec. 33 of the Commission's
text)

29 i.

Goods transport is, according

to the terms of the first Council Directive, of 11 April 1967, on turnover
1
taxation , compulsorily subject to
the common system of VAT.
sixth

The draft

directive, which the Commission

forwarded to the Council on 29 June
2
1973 , envisages the extension of this
system to passenger transport, except
for international sea and air transport, which are temporarily exempted
until 31 December 1976.
In order

to avoid distortions of com-

petition between modes
within a

of transport

single Member State, it is

desirable that the same rate of VAT
should apply to all

1

2

transport modes.

OJ No. 71 of 14 April 1967
Doc. COM (73) 950 fin.
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29j.

Since the transport market can

.

I

be regarded as a largely integrated
·,

competitive market; thejtaxation must
be neutral as regards competition.
The taxation of one trahsport mode
. h a v~ew
.
t o f'~nanc~ng
I
•
I t h e ~n
. f raw~t
structure investment or\deficits of
another transport mode is contrary to
.
I
d trans~ntegrate

t h e concept o f an
port sector.

Undercovering of infrastructure costs
. permlSSl
.
'bl e ln
· exceptlona
I.
1 cases;
lS
I
.
for examp 1 e, ln order to compensate
for the accumulated neJd for invest.
• I .
ments ln local publlc transport.

I

The general State budget should be
1

used for financing.

At all events,
·
f
·
transport ln rastructureI p 1 annlng

must

I

be linked with the system for
I

raising funds to cover

infrastructure

costs.
ba) Transport and regional policy

bd)

The interdependence of regional
policy and transport policy
Public investment in transport

30. Public investment in transport

30.

infrastructure is

infrastructures is an important fac-

an essential basis

for the development of structural

tor in structural economic development,

policies, particularly regional puli-

particularly as regards regional poli-

cy·and planning.

cy and planning.

A

common

transport

A common transport

policy, covering the field of infra-

policy, covering the field

structure investment, should contri-

structure planning, must

butc not only to developing the less

mon criteria as u. means of contribut-

favoured regions but also to reducing

ing to the development of the

congestion in overcrowded areas.

favoured regions in general and of

of

infra-

evolve comles~;

reducing congestion in overcrowded
Regional planning cannot be achieved

areas.

In particular, common criteria

simply by shaping transport networks.

should be adopted to determine the

Means of financing them must be avail-

extent to which the rest of the trans-

able at Community level.

port policy,

Proposals

to this end have already been made by
tho

'

.

.

comm~ss~on

1

.

Moreover, the Com-

(i.e. over and above

infrastructure planning) is to contribute to regional policy objectives

1 Doc. COM(73) 1170 final, 25 July
1973
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munity's transport arrangements should

such as the mobility of labour and

make a general contribution to the

other production factors.

mobility of labour.

every regional development plan must

Conversely,

contain practical proposals on transport for the region concerned.

As

regards financing, money from the
regional fund or other regional
policy appropriations should never
be deducted from the general transport infrastructure budget.
The Commission recalls that it has

Deleted

already forwarded to the Council an
aide-memoire on transport as a means
of furthering regional policy and
regional planning on a Community
scale;

this includes a more detailed

description of the role of transport
1
in this field.
bb) Transport and social policy

be) The interdependence of social
policy and transport policy
30a. Almost all countries expect
transport to make a considerable
contribution to social policy, fares
being subject to certain social
requirements.

Some of these arrange-

ments are purely social in nature, as
for example, fare reductions for war
victims and industrial invalids or pensioners.

Others are intended to :in::xease the

mobility of workers using shuttle
services or moving from one area to
another.

The advantages here lie both

with the beneficiaries and with their
employers.

The common transport policy

must keep a continuous check on these
matters (as it already does) since the
financing of such fare reductions may
1 Doc. SEC(72) 3827 final, 31
October 1972.

cause qonsiderable distortions of
competition in the transport market.
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31. Quite apart from the application

31. The Community's social pllicy will

to the transport sector of the common

have significant effects on transport.

rules on the free movement of labour

The common rules on the 'freefmovement

within the Community, working con-

of labour within the

ditions as well as the make-up of

also be fully applied in thel transport

,

I

Communi~y

must

factor affecting the competitive

• general
I
In the same way,
I
social harmonization will also affect

conditions which determine the costs

the transport sector.

of transport undertakings.

done within the framework of the

vehicle crews constitute an important

Their

sector.

Ever~hing

harmonization in the cause of social

social action programme as regards

progress, for the three forms of

employment, working conditions,

inland transport, is thus an essential

vocational training, social security,

contribution to the proper functioning

i"1ustrial safety and industrial

of the common transport market.

hygiene, is important for the trans-

Some

harmonization of working conditions

port sector.

should also be envisaged for air and

some specific social policy measures,

sea transport and for ports.

for example, the make-up of vehicle

However, there are also

crews, driving breaks, crew training
and other provisions, which affect
the transport sector alone.

These

provisions, which have already been
adopted for several important areas,
are designed to promote transport
safety, social harmonization, and the
harmonization of the competitive conditions under which the transport
undertakings operate in the various
States.

The harmonization of these

conditions on the basis of social
progress in respect of all methods of
transport makes an important contribution to the smooth running of the
common transport market and is a prerequisite site for freedom of movement
within this common transport market.
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In addition

to problems of comp-

Deleted

etition in transport, which have
both social and safety aspects, other
matters in the area of social policy
proper also affect the common transport policy.

Social policy in trans-

port, within the general programme
of social action, covers in particular the fieldH of employment, working conditions, vocational training,
social security and industrial health
and safety.
In the case of employment, it is

Deleted

right to emphasize that technical
development in transport and adaptation by transport undertakings may
bring problems which need to be
solved, with particular reliance on
retraining, in a cooperative spirit
and with full respect for the right
to work.

If necessary, the Social

Fund should be called upon to finance
the necessary readaptation for transport workers.
All these objectives should be

unchanged

pursued by means of concertation with
both sides of industry.

be) Transport and fiscal policy

Deleted (see paragraph 29 :h above)

32. Within the framework of the Com-

mission's proposals for a common
system of charging for the use of
1
transport infrastructure , specific
taxes should, to the extent that
they need to be retained, become
instruments of that

ta~ification.

In

so far as these taxes fall on commercial vehicles or their fuel, their
structure and level should be deter! Doc. COM(71) 268 final
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mined exclusively as a function of
factors related to infrastructure
costing.
These measures also have links

Deleted (see paragraph 29h above)

with the question of harmonizing duty

I

on mineral oils and must satisfy
the criteria of that harmonization
and, in particular, allow the dismantling of fiscal barriers in this
field.

The measures do not prevent

the imposition of supplementary
taxes on private cars or their fuel.
33. Goods transport is, according to

Deleted (see paragraph 29i above)

_the terms of the first Council Directive, of 11 April 1967, on turnover
1
taxation , compulsorily subject to
the common system of VAT.

The draft

sixth Directive, which the Commission
forwarded to the Council on 29 June
2
1973 , envisages the extension of
this system to passenger transport,
except for international sea and air
transport, which are temporarily
exempted until 31 December 1976.
As passenger transport usually has

Deleted (see paragraph 29i above)

the character of final consumption it

.

is desirable, with a view to avoiding
distortions of competition between
modes of transport within a single
Member State, that the same rate of
VAT should apply to all transport
modes.

1

2

OJ No. 71, 14 April 1967.
Doc. COM(73) 950 final.
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(see paragraph 35 of the Commission's

bf) The interdependence of environmental policy and transport

text)

policy
33a. The development of transport
raises serious environmental problems, particularly from the point
of view of noise, pollution, vibration and traffic congestion.

•rhese

problems are growing increasingly
serious in urban areas.
1
The Community action programme ,

adopted in July 1973, includes
measures in these fields.

Some

provisions under the common transport policy, particularly as regards
the

ca~riage

of dangerous goods,

technical harmonization (maximum permissible dimensions and weights, lead
content of petrol, exhaust gases, noise
levels, etc.) and the allocation of
infrastructure costs will also provide
solutions.

However, further measures

may also be necessary and should
reflect close coordination in the
development of environmental and
transport policies.

1
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bd) •rransport and industrial policy

bg) The interdependence of industrial
policy, technologicallpolicy and
transport policy
I

34. Unchanged

34. An efficient and economic
Community transport system will
increase competition and encourage
specialization in all sectors of
industry.

The introduction of the conuuon
transport policy will undoubtedly
modify many of the factors which go
to determine industrial siting.
The existence of such a system,

Unchanged

leading to a better knowledge of
present and future demands for transport equipment, will make a marked
contribution to the efforts which are
in hand towards a restructuring of
European industry, and will allow
industry to derive the maximum benefit
from an extended market.

The trans-

port sector is an important buyer of
goods and services.

It is in its

interests that industry, in supplying
the various means of transport, should
be in a position to furnish equipment
giving the best service at the lowest
cost.
Transport technology is already
a major concern of the Community's
technology policy.

Among the fields

of technology policy which must be
promoted are telecommunications, air
transport technology, land transport
technology, new rapid methods of
transport, nuclear propulsion for
ships, etc.
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are bound up with the transport
policy and it should not be forgotten
that twice in the past, the transport
sector has given considerable impetus
to economic growth in the industrjalized countries.

The second half of

the last century saw the railway boom
and the first half of this century
witnessed the automobile boom, which
was scarcely affected by the Second
World War, and is still making itself
felt today.

Transport policy decisions

must obviously be coordinated with
industrial and technology policy decisions.
At another level, transport under-

Deleted

takings need to have at their disposal
as soon as possible the main instruments of industrial policy in order to
benefit, in the same way as other
enterprises, from conditions enabling
them to adapt to the scale of the
European market and to the advantages
of an integrated economic area.

This

will mean, in particular, creating
forecasting methods designed to adjust
capacity to demand, to help workpeople
to adapt to new conditions, to adapt
plant and

~quipment

to these conditions

and to ease the restructuring of
businesses.
be) 'l'ransporL and environmental pol i.cy
35. The development of transport raises

Delel:ed(see, however, paragrapll
33(.a))

serious problems as regards the environment, particularly from the point of
view of noise, pollution, vibration and
traffic congestion.

These problems are

magnified in urban areas.
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Th e

.

Commun~ty

.

act~on

programme

1

Delete (see,

adopted in July 1973 includes measures
in these fields.

ho~ever,

paragraph

33(a))

Some provisions under

the common transport policy, particularly as regards the carriage of dangerous goods and the allocation of infrastructure costs, will also provide
solutions.

However, further measures

will be necessary and should reflect
close coordination in the development
of environmental and transport policies.
bh) The interdependence of agricultural policy and transport policy
35a. Of considerable importance for
the Community is also the interdependence of agricultural policy
and transport policy.

As a result of

decisions on infra-structure investments and systems of payment for the
use of transport infrastructures,
transport policy affects cultivation
and the sale of agricultural products,
both being dependent on a satisfactory expansion of the area transport
system and of agricultural infrastructures. Not only industry but
also agriculture will benefit from
the common regional policy and be
dependent on the transport policy
aspects of tl'lia l:egional policy.
35b. Conversely, various aspects of
the common agricultural policy affect
1 Doc. COM(73) 530 final B and
C of 10 April 1973

the transport sector.

The price

policy in the agricultural sector
provides for the fixing by the Community
of certain basic prices at main consumer centres and for producer prices
to be derived by subtracting transport
costs from these basic prices.

As

this price policy is pursued in the
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agricultural sector, certain conclusions have to be drawn for the
transport policy:

the agricultural

policy makes certain demands on the
transport policy.

It cannot be

denied that the transport policy
will represent a threat to the
common agricultural market just as
the dangers inherent in the inadequacies of the European monetary
policy cast a shadow over the
agricultural market.

Coordination

of the development of the common
transport policy with that of the
agricultural market is therefore a
matter of considerable urgency.
bi) The interdependence of energy

bf) Transport and energy policy

policy and transport policy
Unchanged

36. There are also close links between
transport policy and energy policy.

On

the one hand, the various means of
transport are great consumers of energy.
On the other, they are responsible for
delivering fuels, mainly oil and coal,
which are an important element in
internal goods traffic and account for
the major part of goods traffic by sea.
As the raw materials from which
energy is obtained, e.g. coal and
petroleum, are bulk goods,
transport represents a considerable
cost factor in energy production and
energy distribution.

Transport

policy decisions on tariff questions
and other questions affecting tariffs
are therefore extremely important to
the energy industry.
Energy policy is very much affected
by decisions on technical harmonization

- 47 -

PE 33.985/ fin.

o_P_I_N_r_o_N----~--

CCMMISSION'S COMMUNICATION

________

in the transport sector (lead content
of petrol, emission gases, Jehicle
I
dimensions and weights et€.). Basic
transport policy decisions, which
influence the distribution of business
I
~mong the various modes of transport,
also have a considerable effect on
the energy industry.
36a. Conversely, price and tax policies in the energy sector may substantially affect transport.

The public

became well aware of the interdependence of the two sectors when
governments introduced bans on
driving and speed restrictions as
practically the only and, at any
rate, the first energy-saving measures
to be taken in view of the expected
oil crisis.
It will be right to develop these

Unchanged

policies together and to pursue
research in the field of new fuels,
so that action taken can bring improvement not only to transport but also to
the energy

situation.

bg) Helations with non-member states
37. The common transport policy must

Delete (see, however, paragraphs

play its part in opening up the Comm-

29c to 29f)

unity to the outside world.

'

Indepen-

dently of the measures which may be
taken within the framework of the
common commercial policy, transport
policy should help towards the conclusion of international agreements
on transport matters in areas which
necessarily go wider than the Community framework, for example the use
of new transport techniques or Qf combined
transport.

Further, it must look
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towards the adoption by non-member
states of the necessary measures to
permit free movement across frontiers.
The free passage of member states'
trafffc through third countries is only
one of the aspects of this policy
objective.
The special problems of sea and

Delete (see, however, paragraphs

air transport will remain of partic-

29c to 29d)

ular concern to the Community, which
must defend its own interests without
harming those of non-member countries.
B. Scope of the common transport policy; B. Scope of the common transport
main lines of action

policy and principal measures to

above, it is necessary to pursue

be taken under it
38. To meet the requirements outlined
above, a community transport system

actively the setting up of Community

must be implemented.

transport arrangements which consist

port system of this kind must not

not only, as was mainly the case in

consist solely of a market organiza-

the past, of measures of organization

tion like that decided on by the

of the transport market, but also, in

Council of Ministers in 1965 but

particular, of action in relation to

also include infrastructural

transport infrastructure.

measures.

38. To

meet the requirements discussed

A common trans-

Infrastructural measures, however,
should not mean simply coordination
of construction planning of the
major European transit routes

(as

advocated by the Commission) and the
closing of gaps in the infra-structural network at the Community's
internal frontiers, which are of
only regional importance (as advocated
by Parliament in various reports).
To achieve a modern transport policy,
an infrastructural policy must ensure
that decisions on infrastructures are
important basic decisions for the
development of the capacity of the
various modes of transport.
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within which the public authorities
of the Member States will take decisions as regards the development of
the networks (infrastructure}, the
introduction of new technology and
the adaptation of organizational methods (international transport).

In

this respect, the common rules could
probably very often be formulated as
simply a harmonization of national
arrangements, in the form of Directives leaving the Member States with
the responsibility of giving

~ffect

to the principles laid down by Community institutions.

The necessary ar-

rangements for enforcement will of
course have to be made.
44.

The operating structures of

44.

The operating structures of

transport undertakings do not always

transport undertakings do not always

correspond to the requirements of a

correspond to the requirements of a

new distribution of tasks between pub-

generally advantageous distribution of

lic authorities and operators.

tasks between public authorities and

With-

in the framework of Community trans-

operators.

port arrangements,, the direct respon-

Community transport arrangements, the

sibilities for operating, infrastruc-

direct responsibilities for operating,

tures and development (technical re-

infrastructures and development

search) will have to be distinguished

(technical research) will have to be

more clearly.

distinguished more clearly.

The public authorities

Within the framework of

Infra-

are bound to be responsible for shap-

structural planning must take place

ing the infrastructures.

at the level of the public authorities.

They should

also follow closely research into new

They should also follow closely

technologies.

-
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'

l

research into new technologies.

Re-

search should receive p'ublic a~sistancc,
:
I
and the necessary decision-making
machinery for the joint

i~trod~ction
I

of new techniques must be created
as Community level.
Decisions concerning investment

\

Unchanged

in plant and equipment, on the other
hand, should so far as possible be
taken at the level of the transport
undertaking, and act:ion by the public
authorities in this connection should
be limited to protecting the general
interest.

For their part, the public

authorities should attach great importance to extending to the whole Community the right to tender for public
procurements.

It may be desirable to

encourage the grouping of orders, so
as, on the one hand, to obtain for
buyers the most attractive prices and
the widest standardization of equipment; and,on the other,to enable manufacturers to increase their competitivity through the widening of their
market.
45.

Costs laid on transport firms

45.

Unchanged

46.

Unchanged

in the public interest should give
rise to compensation.
vtml..i.on~

Other inter-

in tho !':Lnancial

lnlt~r.ast

or

transport undertakings should not be
made unless they conform to Community
provisions on aids.
46,

The costs of using transport in-

frastructure, which include external
costs, should be imputed, with a view
especially to ensuring the optimum allocation of resources.

The system of

cost allocation proposed by the Commission will have beneficial effects
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as regards the approximation of conditions of competition and a better
use of land.

It will help to relieve

congestion in urban areas, rationalize
transport needs and encourage the use
of new means of transport more capable
of satisfying geographical and environmental requirements.
The correct allocation of infra-

Unchanged

structure costs may sometimes lead to
a considerable increase in the financial burden to be borne by some users.
This is the logical consequence of
the method chosen, which tends to discourage uses whose external cost is
too high in relation to the advantage
sought.
The choice of a system of alloca-

The choice of a system of allo-

ting costs does not, however, preclude

cating costs for the use of infra-

the use of other measures by the pub-

structures does not, however, mean

lic authorities (priority for public

that public authorities should take

transport, prescribed routes, pro-

the development of demand, i.e. reve-

hibition of certain categories of

nue from insrastructure payments, as

-traffic, etc.).

the exclusive basis for their investment decisions.

No such limitation

of the freedom of decision within the
framework of infrastructure policy is
planned.
For reasons of transport safety,
environmental protection and congestion
problems, the public authorities may be
compelled to take measures aimed at
producing a certain change of emphasis
in the transport sector.

For example

they may have to give priority to public transport and other measures aimed
at relieving the congestion caused by
private transport (provisions for the
compulsory use of certain routes, oneway streets, bans on certain categories
of transport and at certain times, etc.).

-

- ------
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It considers it

necessary for the Community to
exchange information and consult
with these organizations, within
which the Member States should take
common action where the Community
interest is involved.
51.

In order to allocate the cost

of

using transport infrastructures

51.

Unchanged

52.

Unchanged

53.

As for the railway undertakings,

the Commission has proposed a
charging system based on marginal
social cost plus the constraint of
budgetary equilibrium.

Such a

system may start by being fairly
approximate and be made more precise
as knowledge improves.

To apply it

would not exclude recourse to supplementary measures to the extent
that the objectives in view were
not achieved.
52.

The size of transport firms,

especially in road and inland waterway transport, should be adapted to
the requirements of an enlarged
market.

It will be necessary to

encourage research into the optimum
sizes for such firms and to
determine the ways in which they can
cooperate, within the framework of
a structural policy, and with proper
respect for the regulation on
competition.
53.

As for the

railway undertakings,

the solution of their financial

the solution of their financial

problems and the definition of their

problems and the definition of their

future role must be among the main

future role must be among the main

tasks of the common transport

t~~sof

policy.

The financial rationalization which

The financial rationalisa-

tion which the Member States have

the common transport policy.

the Member States have undertaken

-
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OPINION

I

.

I

at Community level shciuld be pursued
1

mentation of Article 8 of the

by the affective implementr tion of
Article 8 of the Coun~il's decision

council's Decision of 13 May 1965.

of 13 May 1965.

!JO

puniUcd

In parallel, more vigorous coopera-

In parallel, more
I
I
vigorous cooperation should be

tion should be developed on technical

developed on technicai andlcommercial

and commercial matters, tending

matters, tending

gradually to bring the undertakings

the undertakings closer together

closer together and perhaps leading

and subsequently leading to the

to the setting-up 0f European units.

creation of an unbureaucratic

In addition to the measures already

joint-European railway organization.

proposed, study should be given to

In addition to the measures already

what more fundamental reforms might

proposed, study should be given to

be applied to the current structures

-v1hat more fundamental reforms might

of railway undertakings so as to

be applied to the current structures

enable them to play a full part in

of the railway undertakings so as to

future transport arrangements.

enable them to play a full part in

In particular, examination should be

future transport arrangements.

given in this context to the

railways must remainjointly respon-

question whether they should be

sible for the planning and financing

placed, in respect of responsibility

of their infrastructures (under the

for their infrastructure, in a

authority of the Minister of

situation comparable to that of the

Transport) •

other forms of transport.

grad~ally to bring
II

The

They must retain the

advantage of own planning; they will
no longer be at a financial disadvantage in comparison with their competitors when the latter are subject
to the system of payment for transport
infrastructure costs.

54.

It is undeniable that the

54.

It is undeniable that the

enlargement of the Community lends

enlargement of the Community lends

special importance to the role of

special importance to the role of sea

sea and air transport.

and air transport.

In the light

The Commission of

of the results of Community studies,

the Communities has already submitted

the Commission may submit to the

proposals on air transport amounting

Council proposals for any action which

to a partial application of Article

it thinks necessary.

84 (2) of the EEC Treaty.
Partial application of Article
84 (2) is also absolutely essential
in the field of sea transport.
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Community is already active in four
spheres of sea transport policy or has
been affected by recent developments
although the sea transport problems
cannot be integrated within the framework of the common transport policy:
- freedom of movement for seagoing personnel,
sea transport clauses in trade
agreements concluded by the
Community;
- UNCTAD negotiationsbetween the Member
States on sea transport questions,
- support of dockyard industries.
It is high time that these community
activities were backed up
transport policy.

by a

In addition the

following areas are in urgent need
of Community action;
social harmonization in the sea
transport field,
- common action as regards safety
provisions and insurance provisions
in sea transport,
- common procedure against flag protectionism and common attitude
for promoting sea transport in
developing and associated states,
- common procedure with regard to
the problem of flags enjoying tax
privileges,
- common representation in internqtional organizations,
- abolition of coastal shipping
restrictions between the Member
States.
The Commission of the Communities
must immediately submit proposals on
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- measures which should be the subject
of initiatives by the Commission
within the period in question;
- measures which are already the subject
of Commission proposals and should be
adopted by the council as a matter of
priority;
- measures which should be studied by
the Commission, which will decide on
follow-up action in the light of the
results.
63.

For 1974/76 the Commission

6 3.

unchanged

64.

unchanged

advocates a programme of actions to be
pursued in parallel.

The details

given later in this chapter include
only the most important elements. This
does not of course mean that the
Commission believes that it would no
longer be of interest to examine other
proposals.

It reserves the right to

modify its proposals as necessary or
to consider the case for withdrawing
certain of them.
64.

The action programme presented

below is to a different timetable
from that annexed to the Communication
forwarded to the Council on 8 November
1
1971 , and on which the Council has in
any case only taken decisions in
relation to 1972.
believes that the

The Commission
n~

timetable is

justified by the arguments advanced
in this paper.

1

Doc. SEC (71) 3923 final of
5 November 1971
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70u. -Ports

70a. - Ports

'l'hc Commission wi 11 cant i nuc

Before the end or Jcn4

L he

with action in relation to ports in

Commission will submit proposals Lo

order to determine the scope for

permit Community action in the

Community action.

sphere of ports policy and in
particular define the principles by
which the interests of ports are to
be taken into account in the overall
transport policy.

Like the railway

undertakings, the ports of the
Community could be called upon to
settle certain Community problems
by cooperating on an autonomous
basis 1 .

In this context, it may be

delete

noted that the Commission has already
examined, in the context of energy
policy, the problems of investment
in oil port installations.
71.

- Harmonization of working

71.

unchanged

conditions and of the make-up of
crews in inland waterway transport
- Harmonization of working
conditions in the railways
These measures, of permanent
1
character , will extend to those

unchanged

sectors the harmonzation of competitive conditions in the field of working arrangements, in conformity with
the Council Decision of 13 May 1965
1

1
The words 'permanent' and 'interim'
are used as in para. 65 above.

71-

The European Parliament delivered
its opinion on this subject on 29
November 1967 and 17 April 1972 in
connection with the reports drawn
up by Mr Seifriz (Doc. 140/67) and
Mr Seefeld (Doc. 10/72).
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72.

- Regulation on the control of

72.

unchanged

1

capacity in road haulage .
Community action in this field

unchanged

takes the form of various measures
concerning:
(i) decisions on the arrangements for
Community quotas after 31 December
1974, when Regulation 2829/72 is
due to expire;
(ii) capacity control for international
road haulage between Member States,
which is for the most part carried
out under permits granted within
the framework of bilateral quotas.
unchangedl

These measures, of interim character, and still based on the idea of
permit quotas, should give way
progressively to the supervision of
capacity, intervention being limited
to cases of serious market desequilibrium.

The measures would amend the

proposals already presented by the
Commission.

1

1

See the op1n1ons delivered by the
European Parliament on 10 October
1972, 12 December 1972 and 4 June
1973, acting on various reports by
Mr Giraud (Doc. 156/72, Doc. 220/72
and Doc. 81/73) and the earlier
reports by Mr Bech (Doc. 43/64),
Mr Jozeau-Marign6 (Doc. 25/68) and
Mr Riedel (69/69).

O.J. No. C 72 of 5 July 1972,
Page 6.
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73.

- Regulations concerning rates

and conditions for carriage of goods

73.

unchanged

1

unchanged 1

Here too, several measures are
involved, concerning:
(i) the adjustment of the tariff
arrangements in force to take
account, in the light of experience,
of certain practical requirements;
(ii) determination of the arrangements
to apply after 31 December 1974.

unchanged 2

The system to be implemented by
these Regulations should be designed
to take into account its close interdependence with the system of capacity
control and should prepare the way for
the progressive removal of all
constraints on the formation of
transport rates.
amend the

The measures would

proposal~

already presented

by the Commission.
(b) measures already proposed by the

(b) measures already proposed by

Commission and which should be

the Commission and which should

adopted by the Council with high

be adopted by the Council during

priority

a marathon meeting before the
end of 1974

1

Doc. COM (63) 168 and O.J. No.
L 194 of 6 August 1968, page 1.

1 The European Parliament delivered its
opinion on this subject on 13 November
1972, acting on a report by Mr Durieux
(Doc. 165/72).
2
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The European Parliament delivered
its opinion on the Commission's
original proposals on 18 June 1964,
19 January 1966 and 27 June 1966,
acting on reports drawn up by Mr
Posthumus (Doc. 36/64) and Mr de
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These measures have been flsted

delete

in the light of the importance of
the objective, the state of
preparations for their adoption and
the time required for the remaining
work.

I

All these measures have long
~
I
since been ready for a decision;
'

I

Parliament has delivered its opinion.
The Council of Ministers should adopt
all these proposals by way of cornpromise at a marathon meeting to be
held in the second half of 1974.
74.

- Regulation on the Community

7 4.

unchanged 1

75.

unchanged

quota for road goods transport
1
between Member States .
This proposal is int-ended to
adjust the Community quota with a
view to taking more account of the
new Member States' interests in
relation to their shares in Community
permits.
75. - Directive on the weights and

2

dimensions of commercial road
vehicles and on certain additional
technical requirements concerning
2
such vehicles .
This Directive, which will
certainly be of a permanent nature,
is very important for the harmonization
of conditions of competition in
transport.
1

2

It will remove one of the

Doc. COM (73) 198 final of 13 March
1973
OJ No. C90 of 11 September 1971,
page 25

1

2
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barriers to trade between Member
States, will greatly help vehicle
manufacturers and

~auld

make a con-

tribution to the protection of the
environment and to road safety.

76.

76.

- First Directive on the

unchanged

1

adjustment of national taxation
. 1
systems for commercial vehicles .
This Directive of permanent
character, and which has already
been discussed at length by the
organs of the Council, will enable
a start to be made on harmoniZation
and will make possible an approach
to realistic pricing within the
road transport sector.

It will be

maintained within the extended framework of the system of charging for
the use of infrastructure, of which
it is the first stage.

77.

77.

-Amendment of the first

Directjve on the carriage of goods by
2
road between Member States :
The amendments proposed by the
Commission are intended to adapt this

Delete, because already adopted

by the Council (see report drawn up
by Mr James Hill (Doc. 127/73) and
Parliament's resolution of 19
September 1973).

measure, which was adopted in 1962, to
political and economic changes in the
Community, in particular by extending the
liberalization measures to own-account
transport operations.

1

2

OJ No. C95 of 21 September 1968,
page 41
Doc. COM (72) 1358 final of
13 November 1972

1 The European Parliament delivered its
opinion on this subject on 7 May 1969
acting on a report drawn up by Mr
Bousquet (Doc. 18/69).
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- The ratification as soon as

78.

unchanged 1

79 •

unchanged 2

possible by Member States of the
European agreement concerning the
work of crews of

v~hicles

engaged

in international road transport (AETR)
and its simultaneous application in all
the states are important both for
social progress and for transport
policy in a geographical area wider
than that of the Community.

The

Commission will seek to ensure
simultaneity of action by the Member
States.

79.

- The negotiation of an

agreement in respect of certain
inland waterways on the implementation of regulations on the
temporary laying-up of vessels for.
the transport of goods.
The conclusion of these
negotiations will make it possible
to create a market regulator for
use in the event of overcapacity
The application of the regulator
should provide experience which would
make it possible better to define
subsequent measures of a permanent
character.

An effort is therefore

needed with a view to the rapid
conclusion of the negotiations in
progress.

1

The European Parliament delivered its
opinion on this subject on 10 June
1971, 18 November 1971 and 16 November
1973, acting on reports drawn up by
Mr Kollwelter (Doc. 59/71), Mr Coust~
(Doc. 170/71) and Mr Seefeld (Doc.
197/73)
2
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- Decision on the harmonization

1

80.

unchanged

81.

unchanged 2

of the rules governing the financial
relations between railway under1
takings and the states .
This measure is needed to allow
the railways to be put on a sound
financial footing.

With a view to

speeding its adoption, the Commission
will at the appropriate moment invite
the council to settle certain questions
of principle raised by this proposal
(such as those of financial equilibrium,
legal personality and the independence
of the governing bodies).
At a later stage, having undertaken
the necessary consultation, the
Commission will present the proposals
which then seem to it desirable in
relation to possible reforms to the
structure of railway undertakings.

81.

- Draft Decision on the

initial elements of a study of air
2
transport , relating to the
improvement of scheduled services
within the Community, concertation
on tarif\ policy between Member
States and concertation on the
policy for developing services with
non-Member States.

1
2

OJ No. Cl06 of 23 October 1971,
page 42
OJ No. CllO of 18 October 1972,
page 6

1

2
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85.

- Decision on the introduction

of a

common~stem

unchanged 1

85.

uf charging for the
1
use of transport infrastructure
This permanent system is aimed

unchanged

at the optimum use of infrastructures
from the

Community'~

point of view

and makes an important contribution
to harmonizing conditions of
competition.

Since the study of

this matter, which is of prime
importance for the final period, must
take an appreciable time, special
attention should be paid to this work.

86.

86.

- Decision on the opening of

Delete, because already

:

I

de~

Gunl

negotiations for an agreement between

adopted by the Council (see report

the EEC and certain third countries

drawn up by Mr van
(Doc. 82/73).

on the rules to be applied to the

I
!

international carriage of passengers
2
by coach and bus ·
This measure is very important

delete

for the development of relations with
non-Member States, in an area which
has already been r6gulated so far as
transport between Member States is
concerned.

1.--O.J. No. C 62 of 22 June 1971, p. 19
2

Doc. COM (72) 1685 of 4 January 1973
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(c) measures which should be the

(c) Measures to form the subject of

subject of study by the Commission.

study by the Commission, which will
submit appropriate proposals to the
Council before the end of 1975 so
that the Council can take a decision
before mid-1976

87.

- The Commission will

investiga~e

87.

unchanged

suitable means of.developing the system
of transport statistics so as to provide
the necessary information for the studies
to be carried out and. so as to obtain
statistical data on transport supply and
demand, with special reference to forecasting.
88 1 • In the fields of infrastructure
88. unchanged
investment and the choice of technical
solutions the Commission will employ
the results of COST Action 33,
together with a parallel study
designed to forecast the main
flows of freight traffic.

This

work, which should be completed in
1976, will allow the Community to
achieve, within the framework of
a master plan of the main transport
links of Community interest, the
harmonious development of the
transport system.

To facilitate

cooperation in this area, the
Commission will pursue with the
help of Member States, work
designed to improve the
assessment of infrastructure
projects •..
It will be appropriate to
examine what instruments

unchanged

of

financing and cooperation should
be developed, at the appropriate
time, to permit the common
implementation of schemes of
Community interest.
1 Numbering of Doc. 226/73 incorrect
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- The consultation procedure with
regard to infrastructure planning
must allow effective coordination
of investment policy which is
based on forecasting and regards
investment policy as a fundamental
part of policy on the capacity of
the various modes of transport.
Only if common investment planning
meets these requirements can it
be coordinated with other Community
objectives in the fields of
regional policy, environmental
protection, etc.
- The Community as such must have
the means to solve specifically
European problems, namely the
uniform organization of the
European long-distance transport
network and the closing of existing
gaps at the internal frontiers of
the Community.

As the latter

factor in particular is frequently
of less interest to the Member
States concerned than to the
Community as a whole, the Community
should also have the means of using
its own funds for financing purposes.
(e) Capacity policy and access to the
market
106. As already stated in paragraph
105 above, the capacity of the
various modes of transport is
affected most strongly by infrastructure policy.

In an integrated

transport system, in which the
transport sector is regarded as a
single entity, infrastructure
policy for the various carriers,
capacity policy and regulations on
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I

I

access to the market must
· f actor~
I '1y
t h ere f ore b e sat~s
1

I

coordinated.
107.

i

In detail, the following will
i

I

have to be achiever by 'the end of the
transitional phase:
The criteria for permission to
conduct business in the various
Member States, i.e. expertise,
I

diplomas, credit-worthiness,
reliability and formalities
must be harmonized.

Anyone

complying with these subjective
criteria must also be allowed to
participate in international
transport and coastal shipping.
Uniform application of these
criteria must also be achieved
in practice.
- Systems for the quantitative
regulation of capacity by
restricting the number or weight
of vehicles should also be
harmonized, and a Community
mechanism must be created which
permits joint control of
continuing adjustment to the
market situation.

The quantita-

tive regulation of capacity in
international transport and coastal
shipping must not be more restrictive than arrangements within the
individual Member States.

If in a

given economic situation Member
States should refrain from a
quantitative restriction of
capacity, the same must apply to
international transport and coastal
shipping.
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108. Transport regulations on
inland waterway shipping, road
transport, air transport and sea
transport to which the terms
capacity policy and access to the
market can be applied are accompanied
by legislation regulating the
territorial monopolies of the
railways and the burdens imposed
on them as well as the financial
relationship between the railways
and States.

Harmonization of this

legislation must be a characteristic
feature of the final state of the
common transport·market.
109. For the purposes of an
integrated transport policy the
Member States should be able in
the common transport market to
implement by common criteria or
through coordinated political
intervention a railway infrastructure policy which must be the
nucleus of the long-term capacity
policy in the transport sector.
In this connection, it will be
possible to take account in the
long-term of new technical
developments as well as developments in the fields of pollution
control and energy supplies.
(f) Price policy
110. In its final state, the common
transport policy must be characterized by a common price policy system, which makes for adequate
transparency of Lhe market and
allows adequate control to ensure
observance of the prohibition of
discrimination.

To this end, a

common system of pricing and of
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price publicity must

b~

inttoduced

for all modes of transport lnd in
I

all Member States to govern national
I
and international transpat.

I
111. In the case of road transport
I

I

which can be allowed ailarge
.I

.

measure o f pr1ce freedom w1thout

l

the danger of the market be1ng
I

I

disturbed, the common transport
I

policy should be limited to a
system of a posteriori publication
of prices.

However, where public

authorit~es

do not fix

pric~s,

it

should be possible to take measures
against price developments sofuat
joint action can be taken in times
of crises.
(g) Harmonization of cost factors
112.

~istortions

in the conditions

of competition between the transport
undertakings of the Member States
must be eliminated by means of
common regulations as far as this is
necessary for the common transport
market:
- Tax harmonization: specific
transport taxes, i.e. mineral oil
and vehicle taxes, must in all the
Member States be harmonized and
made part of the system of payment
for the use of transport infrastructures.
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- harmonization of social legislation:
the specific social regulations
governing the transport sector,
such as regulations on driving
time, breaks, make-up and training
of driving crEO\<'S, must be worded
and applied uPiformly throughout
the Community.

This uniformity

must apply to all modes of
transport, and it must be ensured
that each mode cf transport is
governed by the same regulations.
- Technical harmonization:
admissible vehicle dimensions and
weights must b€ uniform in all
Member States.

All other vehicle

construction regulations must be
uniform wherP. they may substantially
affect competition between
automotive manufacturers or transport
undertakings in the various Member
States.

In addition to construction

regulations, other safety
regulations must be uniform.

In

particular, a uniform European
highway code is of considerable
importance for the functioning of
the Common
safety.

Market and for road

Account should be taken

in this connection of what has
already been achieved by other
international organizations.
113.

In summary, it can be said that

by the end of

th~

second phase a

common transport system must have
been created so

~hat

in the ensuing

period all that is needed is continuing

supervisio~

of the transport

market and possible adjustment to new
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Such international transport, however, is of paramount importance to the
construction of Europe.

In fact, the percentage of the overall volume

accounted for by international transport may have remained small, to the
detriment of trade, productivity and welfare, simply as a result of customs
barriers and traffic problems at the frontiers.
18.

There is much talk of the removal of customs barriers;

and the advantages

of monetary union for an expansion of the market are widely known and recognized by the general public.

However, a fact which is unfortunately less

generally known and ignored even by ministries and cabinets is that, in the
absence of provisions made within the framework of a transport policy, there
is a risk that all customs measures and attempts at monetary agreements will
meet with failure or will be bound to lead to incorrect results.
European transport policy specialists must make it clear to the population
at large and to export interests that as customs and monetary barriers are
removed, so the obstacles to transport now hidden behind them will become
increasingly apparent.
19.

Since these arguments are unfortunately largely unrecognized, it would

seem necessary to make a full comparison of the relationship between customs
0arriers and transport problems.
20.

If three neighbouring countries produce a certain product at widely

varying prices, e.g. 50, 60 and 70 u.a. {units of account), there will be no
trade between these countries if imports are subject to a customs duty of
20 u.a. at each frontier {Diagram I) .
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Diagram I

50

+ 20

70

60
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If a customs union js now concluded between the three countries,
the product concerned will then obviously be exported from the cheapest
country to
transfeLred

th~

~o

other two.

In the long term all production will be

this country (Diagram II).

Diagram I I

50

70
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I

As a result of the advantages of large-scale operations the
,

I

production costs in the cheapest country will now probably de crea e
considerably,
derived from

f~om

t~e

50 to perhaps less than 45 u.a.

1

The advantage

common market by the two cheaper countries

1
a~ounts

I
I
to 5 and 15 u.a. respectively, rising to as much as 25 u.a. in the

most expensive country.
21.

The above example was based on conventional customs policy

arguments, which do not take transport costs into account, since they
treat each country as an abstract point in space.

In fact, transport

costs are of no consequence when trade is impeded by high customs
barriers.

If

~
I

assume that the costs of transport amount to 5 u. a.
I
from each production centre to each frontier and another 5 u.a. from
\'le

there to the point of consumption, the situation as shown in Diagram I
would not change.

There would be no trade.

The result would remain

the same even if the transport costs were manipulated.
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Diagram III

+ 5

50

+ 5

+ 5

70

+ 5

Under normai circumstances, production in the second country
for its own

ma~ket

will now continue under the protection of

transport costs (50+ 5 + 5

60), but only until the cheapest

country can reap the benefits of mass production.

At this point

transport policy will again come into its own, unless the customs union
is protected by a common transport policy.
For example, if the product could only be transport by lorry, the
second country could protect itself against competition from the cheapest
country by failing to provide an adequate quota for road traffic crossing
the border, by declining to improve roa&to the border or by increasing
rail tariffs for imports.

The cheapest country could retaliate by

lowering its transport charges, improving its roads to the borders, etc.
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I

22.

I

The above thecl:etical examples should have made it abundantly clear that
I

'

'transport problems become apparent after the removal of customs barriers'.
I

The examples illustrated in the diagrams are highly

I
simplified.

However,

I
anyone who thinks that they are purely theoretical and bear no relation to
,
I
I

reality should take note, . for instance, of the 'lorry 'll'ar'

betwe~n

the

Netherlands and the.Federal Republic of Germany, which ha3 almost taken on
the classic aspect of an economic war since the Community has not yet fulfilled its task and no common transport policy exists.
23.

In reality, tbP. situation is of course much more complex and is often

far from straightforward, as a result of which the interests of the various
parties involved
24.

ar~

frequently misjudged and therefore damaged.

Admittedly, the effects of transport policy measures are more difficult

to assess than those of customs measures.

This is one of the reasons why

discrimination on the basis of transport policy should as far as possible be
avoided as an instrument for controlling trade between the Member States.
Such discrimination is imprecise and largely unpredictable since it may give
rise to unexpected side effects or long-term results.
25.

Hence, the only course open to the Community is to base its common

transport Policy on the principle of non-discrimination and to

e~deavour

to

ensure that as tar as possible natural cost advantages apply everywhere and
I
i

artificial advantages or disadvantages are eliminated.
26.

This principle applies not only to the relationship between the trans-

port policy and internal Community trade but also to the relationship between
this policy and regional policy.

It is a principle of the Community that the

advantages of a large-scale market should be reaped in all quarters so that
a_high level of productivity is obtained which will allow exceptions to be
made for certain individual objectives.

In the same way, the

ge~eral

ive of a transport policy should also be to increase productivity.

object-

When a

high level of productivity is reached, it is easier to make exceptions and
c6rrections to improve regional distribution.

Moreover, there is no doubt

that individual regional policy measures will produce better, quicker and
clearer results within the framework of a transport economy geared wholly to
productivity than they would within the framework of a general subsidy-based
economy in which no one knows who really gets what and in which regional subsidies to the remot9r areas are not sufficient to counteract the subsidiaing
(let alone the natural cost advantages)of industry in the conurbations.
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27.

Let us suppose, for example, that an unprofitable road is built in a

remote district, r8ducing the cost of deliveries of raw materials to a glass
factory and permitting the skilled workers resident in the area to remain in
their jobs.

At the same time, an unprofitable local railway is subsidized in

a conurbation in which the glass factory's strongest competitors are suffering
from a lack of manpower. This makes it possible for the industry to recruit
labour from outside.

These men will then settle, at no expense to the

industry, in the suburban slums fostered by the subsidized local transport.
The right hand doea not know what the left hand is doing.
28.

It is of crucial importance, if any progress is to be made in the common

transport policy,

~o

ensure that the public, the interested parties and those

responsible for economic policy understand the relationships between these
factors.
29.

Moreover, recognition of the role of transport policy in general economic

policy is essential to any progress by the Community towards Economic and
Monetary Union and even to the continuing existence of the Customs Union.
30.

It is to be ·ncped that those responsible for general economic policy

will place pressur& on the people concerned with European transport policy,
who have been at l·.)ggerheads for 20 years.

Such pressure is necessary since

it is obvious that no agreement will be reached without it.
31.

In modern industrialized countries the transport sector employs about

5 or 6% of the work force and also accounts for about 5 or 6% of the national
product.

In countries where geographical conditions make transport difficult

the overall economic burden of transport costs is somewhat greater.
Expenditure or. transport services is also somewhat higher in countries
like the Netherlands which, in terms of geography and transport, are particularly well situated with respect to other countries and therefore export
many transport

s~rvices.

Current trends show that in the course of European

cooperation the vroportion of the national product accounted for by transport
will slowly increase since moro cooporal:ion moans moro diviaion of labour and
more division of labour means more transport. Even if unnecessary transport
activities can be avoided here and there in the course of European cooperation,
the volume of traffic is nevertheless bound to increase in the long term.
32.

However, although this quantitative view in itself constitutes a powerful

argument, it would be quite wrong to estimate the importance of transport from
this standpoint alone. A smoothly functioning transport economy is a prerequisite for everything else. The progress of European unification and the
safeguards of onr prosperity are much more dependent on transport questions
than the public at present seems to realize.
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47.

These

facts are not enough, however, to divorce the transport

sector entirely from the economy as a whole.

As long as competition is the

decisive instrument of control in industry and agriculture, competition
must also play

it~

part in the transport sector.

The state must in fact

take regulatory measures in order to maintain competition, whilst at the
same time guardiLg against cut-throat excesses on the one hand and monopoly
situations on

th~

other.

This must be achieved in the transport sector like

in any other branch of the economy, obviously using appropriate instruments.
In any event, no good can come of a situation where

Q

transport sector

subject to sharp competition has to contend with a state-run transport
operation.

48.

It is extremely important to distinguish clearly between passenger and

goods traffic in this context.

In the passenger sector, the transport

service, which is partially in public and partially in private hands, faces
very strong competition from private, owner-driven cars.
right to distinguish between passenger and goods traffic.

It is therefore
At the same time

the measures taken in the realm of transport policy must not disrupt the
economic system as a whole.

49.

The problem here concerns the economic system, and must not, under any

circumstances, be confused with everyday problems of economic policy.

The

incorporation ot the transport sector in the overall economic plan does not
mean that it should become an instrument of control serving every kind of
economic objective.

On the contrary, it can function satisfactorily in the

context of a generally market-oriented economy only if it is free from
such burdens.

50.

In the days of railway monopoly, rail charges were a favourite economic

instrument (because of the monopoly situation, this did no harm and did not
lead to deficits).

Consequently, there is still a tendency in many quarters

to pursue every possible kind of economic objective with the aid of transport policy manipulations, to the detriment of the transport undertakings.
Such practices must produce disorder and grave economic consequences in a
field so exposed to sharp competition as transport.
51.

At the sarre time every government feels obliged to pursue overriding

economic objectives with all the instruments at its disposal.

Such

objectives generally relate to social policy, regional policy and defence.
However, in any attempt to pursue such objectives with the aid of transport policy instruments it is essential to take into consideration the
peculiarities of the transport sector.

One of these peculiarities - in

contrast, say, to another economic instrument, namely finance policy - is
the fact that the transport sector is made up of thousands of independent

- 111 -

PE 33.985/fin.

I

.

I

marine transport undertakings, tens of thousands of road transport under-

!

:

I

I

I

I

takings and railway companies which provide employment for well over one
million workers in the nine Member States.

It is just not feasible to

I

resort to this iqstrument in the same way as one might use a tax levy to
attain some economic objective.
52.

The firs": principle of a modern transport policy, namely rational

integration into the overall economic plan, must therefore be taken in
1

conjunction with the eighth and last of the principles listed:

If trans-

port policy measures are taken in order to achieve economic 'objebtives
I

outside the transport market, then it is necessary to ensure that the
transport market is not disrupted, that the transport undertakings and
transport workers do not bear the cost; in other words, any financial
losses sustained by transport undertakings in such situations must be made
good from the general public funds.
53.

This principle of the rational integration of the transport sector

into the economy as a whole, and of transport policy into the general
economic systent, applies especially also to the particular problems of the
common transport policy into the overall structure of European economic
policy.

Treat~es

Since ·;;.he

of Pari.s and Rome have established Community

economic policy en the basis of fair competition secured by limited state
intervention,
of rules.

th~

transport sector must also operate under the same system

Since the European Community has set out to improve the quality

of life of the citizens of its Member States by raising productivity
through the creation of a eommon Market and an increase in division and
movement of labour, the common transport policy must in the first instance
serve to facilitate 'the achievement of these two objectives.
ment is of such· importance to the common transport

poli~y

This require-

that a' separate

heading is devor.ed to this item (see following section).
2. Principle of t!1e freedom of movement

54.

From the point of view of satisfactory functioning of the Common

Market alone,

?

transport policy is needed that will remove frontier

barriers and establish the greatest possible freedom of movement for
persons, goods and information.
55.

Public

opinio~

at present seriously underestimates the barriers to

free movement resulting from the provisions of the Member States' transport
regulations.
56.

In Chapter i it was pointed out that frontier barriers connected with

transport policy played no decisive role so long as movement was in any
case impeded bl customs regulations.

The transport barriers concealed
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behind the customs barriers are now becoming apparent.

Their importance

will, however, co•1siderably increase when the Community develops into an
economic and monetary union.

The Member States are one by one discarding

the instruments used in the past to regulate economic competition between
them.

The te11dency now is for these instruments to be employed by common

action at the external frontiers of the Community.
'disarmament' means that movement between Member
controlled by competition.

This internal economic

Sta~es

is increasingly

Customs duties, trade quotas, currency

restrictions and other measures and trade barriers are disappearing.
barriers created by. transport policy measures to remain?

Are

The great danger

for the functionir1g of the Common Market is that, if this category of trade
barrier becomes the last one to survive, it will assume decisive importance.
In the absence of all other economic instruments, competition in industrial
and agricultural products in the Member States may be decided by the availability of goods transport quotas or by the
motorway across a frontier to link the goods

construc~ion
warehou~e

of a canal or

with the point of

consumption so as to remove a gap in the transport network at the frontier.
57.

The common European transport policy will therefore be evaluated

according to the additional freedom of movement across frontiers that it
provides.
58.

Regardless of the method used to regulate transport markets, it is

important that it should be as similar as possible for all the Member
States.

At any rate, the regulations of the various Member States must be

harmonized at least to an extent as would render unnecessary all kinds of
compensatory measures at the frontiers which might restrict the freedom of
movement of goods, persons and information.
59.

In transport, as in the economy as a whole, there is some substance to

fears that the

cu~toms

union, and especially the economic and monetary

union, i.e. the total elimination within the community of economic regulators,
may lead to undP.sirable developments in the regional distribution 6f the
Community's economic activities.

Total freedom of movement and far-reaching

reliance on competition as an instrument of progress could lead to increasing concentration of economic activity in the industrial centre in northwest Europe between the United Kingdom and the Ruhr. The Paris Summit Conference rightly cou~led progress towards economic union with the creation of
adequate regional policy instruments. The establishment of a Regional Development Fund is just one of the measures reflecting the policy of cooperation of
the Member States.

Moreover, the Member States' regional policy measures are

to be coordinated, which not only means that countries will no longer be
working ag«inst each other but should also meun the weeding out of all aspects
of the econom1c system and econom.i(.' lc!Jislat;i.otl of tlw Meml>er Stat.cs that:
promote excessive concentration of the economy.
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i

60.

1

Transport policy, too, has a part to play in this process.

Rlising

~eces-

1

productivity must :remain the primary objective, but it will a lsJ be
1

I

I

sary to eliminate all elements in transport policy tending to promote concentration of economic activity and not helping to increase
61 .

.
Fur th ermore, t ransport po 1 ~cy
can a 1 so mak e an

·

act~ve

~ro~ucti~ity.
:

I ·but~on
I ·

contr~
1

to regional policy.

It might be desirable to support measures to

regions by lowering transport charges or constructing unprofitable

p~omote

t~an1

sport infrastructures.
th~

to the eighth of

In such cases, due regard must, of course, be given

above principles.

I

Measures of this type should only
1

be employed if competition between transport undertakings and modes of

I

!

transport is not distorted and if any losses suffered by transport undertakings are

62.

mad~

Exceptions are conceivable in isolated cases.

freedom of movement must remain the aim of the common
63.

,

good from the general exchequer.

I

In principle, however,
tr~~sport

policy.

The establishment of a large measure of freedom of movement clearly

depends on a number of postulates relating to the organization of the transport market.

Establishment of freedom of movement must go hand in hand

with approximation of the conditions of competition of the transport undertakings, i.e. harmonization of fiscal, social, technical and other regu1

lations affecting competition.

Harmonization of these regulations is

essential not only as part of the establishment of freedom of movement,
but also to remove differences in structure between the Member States which
distort competition and affect the competitive position of shippers in
various countries.
64.

Independently of the regulation of the transport market and of all

issues of cost, freedom of movement of transport across national borders
remains in itself a major objective of European cooperation, as
important as
65.

th~

elimination of trade barriers.

The regulations governing transport across national frontiers should

be neither more nor less stringent than those governing internal transport
within the Member States.
3.

Principle of the unity of the transport market and of the transport

network
66.

A modern approach to transport cannot involve separate policies for

every mode of

tr~nsport,

but must recognize the overall interrelationship

of the market for transport services.

It is true that not all modes of

transport compete with each other in all market sectors, but they are all
so intimately interlinked in many ways through competition that it would
be out of the question to subject different market sectors to different
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regulations.
67.

The same is true in connection with the territorial extent of the

market for transport services.

A modern transport policy presupposes

that the entire territory of the Community is regarded as a single 'common
market' for transport services.

From the territorial standpoint it is

true that certain market sectors could be delimited between which no direct
competition exists, but this situation is partly attributable to national
frontiers and partly to a lack of infrastructures, which in turn is often
\

brought about through national frontiers.
68.

Taken

ove~all,

all regional transport markets are so closely inter-

linked owing to the mobility of the means of transport that market disequilibria in one area will rapidly affect other areas.

Hence new

Community corrective measures applicable to the whole area must be
deveolped.
69.

Thus, af the freedom of movement across frontiers essential to the

operation of the Common Market and especially the economic and monetary
union is establis.l'led, it is all the more important to consider the transport
market as an entity in terms of the market sectors and regions involved.
More specifically, establishment of freedom1of movement demands that equal
treatment be given to all undertakings and regions involved in the future
common transport market.
70.

The principle of the unity of the transport market also requires that

the European transport network of all modes of transport should be regarded
as a single unit.

This not only implies technical harmonization of the

transport infrastructures, but also rules out the possibility of applying
different transport policy standards to different sections of the transport network (the Rhine regulations provide a notable example).
71.

One of the main corollaries of the principle of the unity of the tran-

sport network is that the primary function of investment must be to close
gaps in the transFort network at intra-Community frontiers.
4.
72.

Principle of competition
The community's economic system is based on a market economy in which

competition is th0 instrument of progress, in which limited state intervention
is used to maintain the requisite control over competition and in which the
state takes over in most fields of the economy where technical or other reasons
prevent the application of the competition principle.
73.

It is such considerations which lead to the virtually total withdrawal

from tho competitive system of large sectors of human activity, for example
hospitals and schoo::!.s.

There are those who would like to think of th<' cntirt'
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field of transport together with schools and

l

hospitals as alkind of state

infrastructure.

1

1

74.

1
This approach, however, fails to take into account a n lmpor ant

consideration:

whereas hospitals provide services direct ,to [the bnd

consumer and schocls influence the economic productivity of the pbpulation
•
•
' i
I •
generat~on, transport serv~ces are product~on

with a delay of only one

factors that directly influence the productivity of the entire

ec~nomy

and

have a direct effect on competition in industry, commerce, agriculture and
other activities.
75.

In other words, whereas questions of private or state organization of

schools and hospitals or of greater or lesser 'competition' betwe~n schools
I

and hospitals have no effect on the functioning or productivity

o~

the

economy as a whole, the contrary is true of the transport sector.

76.

In the transport sector, therefore, the same principle must be applied

as in the other sectors of the economy, namely competition.

Any attempt to

bring the transport sector largely under state control would quickly reveal
(as has been borne out in various countries) that this is feasible only if
planning methods are introduced in transport-using industries, such as
agriculture, which allow planning of transport demand.
77.

At the same time, there are a few sectors in which, for purely technical

reasons, the competition principle cannot be applied.

Just as in most local

authorities only vne telephone network, only one gas supply system and only
one electrical supply system are allowed, because access to several
competitors

wou~d

immediately lead to cut-throat competition and a probability

of an unbalanced market, so in practically every country transport infrastructures, in other words railway tracks, roads, canals, sea-ports and
airports, are excluded from the competition principle and place under public
control or else licensed out to public or semi-public monopolies.

78.

In contrast to municipal supply systems for electricity, gas, telephones,

water and sewage, each of which serves only

~

purpose, railways, roads and

waterways carry thousands of different goods, making it necessary to bring
the transport operation itself under the competitive system, even though the
infrastructure is in the hands of the state.
79.

Public passenger transport is also practically always excluded from

the competitive system.

Here again, if one may draw the comparison, only

one type of goods·is carried, namely people.

Nevertheless, it is impossible

to arrive at a monopoly situation since large-scale competition from the
private car user as a form of own account transport is undoubtedly here to
stay.

Nowhere has a satisfactory solution been found to the regulation of

this transport market. Quite plainly, however, before catastrophic developments in city

t~affic

ultimately leave no alternative other than strict

rationing, full use must be made of two possibilities: first,
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must be made to ascertain whether private car users everywhere bear the real
and full costs and, second, public passenger transport must at last be given
the investment capital needed to keep cities alive.
80.

This by no means complete survey shows very clearly that there can be no

question of establishing a fully competitive system in the transport market.
The entire infrastructure and certain modes of transport, especially regular
transport services, must remain separate.

In all countries the railways

enjoy a regional monopoly.
Nevertheless, the managements of railways and regular transport services
should draw certain conclusions from the fact that these two modes of transport have to face vigorous competition from others.

They cannot be run like

state monopolies, but must be adapted to the competition.
The situation is similar in the case of the infrastructure.

The fact

that the railways, roads and waterways are in public ownership must not lead
to a situation where competition between inland waterway, road and rail
transport is rEgulated unilaterally by means of investment decisions or
indeed exposed to arbitrary, unplanned cost distortionG.

In planning infra-

structures, the state must try to maintain a neutral effect on competition
between the various modes of transport, or at any rate to use infrastructure
planning as a regulator only within the framework of a deliberate overall
plan adapted to general economic planning, taking into account competition
between the different modes of transport.

5.

Principle of free choice by the user

81.

Just as free choice by the consumer is one of the fundamental principles

of the Community's present economic system, free choice of means of transport
by the user must be

~he

decisive factor in competition between the various

modes of transport, undertakings and transport forms.
The only possihle way of assessing what is in the public interest is
to allow consumers to do so through their decisions on where to place their
custom.

Similarly, there is no better or more correct way of deciding

between a large r.umber of different transport possibilities than to allow
the transport user, in other words the customer, to make this choice.

- 117 -

PE 33. 985/fin.

82.

The transport user makes his decision not only on the

ba~is

ol the

different prices quoted, but also as a function of a wide ranJe of factors,
I

'

often difficult co evaluate, which may be put under the heading of quality

f~eduency, speed,
Thebes~ ~eanslof trans-

of the transport offered and include safety, reliability,
divisibility, cleanliness, convenience

and so on.

port is often neither the cheapest nor the fastest.

The ability to supply

additional services, such as collection of invoiced prices on
advertising, etc.,,may result in a means of transport that
being the most adve>.b.tageous, in other words the one best

•

~s

'deli~ery,
i

I

not the cheapest

suit~d

to Ithe

particular needs of the transport user.
83.

Free choice on the part of the transport user not only means that he

should be able to decide between the services offered by transport contractors;
the principle also implies that he should be entitled, whenever he considers

it to be to his advantage, to undertake the transport operation himself.
There can be any nwaber of reasons why an undertaking may prefer to use its
own works transport rather than contract its shipments out to commercial
firms.

In all Member States works transport accounts for a significant

proportion of the traffic carried by the roads and inland waterways.
In the field of passenger transport, the user has a free choice between
a public service, e.g. rail, bus or airline, or the use of his own car or
aircraft.
Transport policy must use free choice as a regulator in competition
between undertakings, but it must also ensure that the user is able to take
his custom away from the market by switching to works transport.

,

1

84.

The principle of free choice of the means Of transport by the 1,user can
1

obviously produce the right results from the overall economic standpoint
only if the criteria by which the user makes his decision correctly reflect
the overall cost.

Consequently, the principle of free choice is meaningless

unless it is taken in conjunction with the next point, namely the need to
get the costing right.
85.

In municipal transport, a free choice by the user between the private

car and public transport services can produce the right results only if the
quality of the public service offered is truly competitive.
the

cost-effectiv~ness

In assessing

of the investments required, it must be remembered

that the public transport system has suffered criminal neglect over the past
50 years and thnt such mistakes cannot be made good in a short time.
6.

Removal of all artificial cost distortions

86.

The prices and other terms of transport which the various transport
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undertakings can offer the user, and also the costs that would be incurred
by the user if he should decide to opt for works transport, are based on the
cost components which go to make up the overall cost of a given transport
operation.
87.

These cost =omponents may be summarized as follows:
- Labour
- Capital cost of the means of transport
- Maintenance of the means of transport
- Energy
- Infrastructures
The cost structure of all these items is governed by certain market

processes.

Labour costs are determined by

negotiation.

employers and unions through wage

Capital costs are decided by prices in the motor industry and

by interest rates, which are in turn determined by the machinery of the
credit market.

The costs of maintenance depend on the price of a variety

of goods and services, each of which has its own market.
based on the cost of coal, petrol, diesel fuel etc.

Energy costs are

All the factors mentioned

so far have their own market on which (except for the motor vehicle market)
the transport sector is by no means the only customer and on which the
suppliers cannot be considered in isolation from the other markets making up
the economy ns a whole.
88.

Every one of these cost components can be increased or reduced by

legislation:

for example, labour costs might be raised as a consequence of

regulations on the number of drivers required to operate a vehicle.

Capital

and maintenance costs can be appreciably influenced by technical regulations
governing the licensing of vehicles and by safety regulations relating to
conditions under which vehicles are operated.

In some cases fuel taxes have

the effect of increasing energy costs many times over.
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95. The public has now become so accustomed to the enormous deficits on

the railways that many people consider
normal! They are the expression of an

I

~hem n~rmal.
~ncred~ble

I

I

'

and an incredible misdirection of economic forces.
96.

I

. But I ~heyj are not
1
d~stort~on of our economy

This misdirection arises from the fact that the price level is kept

low by means of st:ate subsidies.

I

.

I

I

I

I

I

I

I

Because of this, th~ demand: for transport

services is higher than it would be if every transport undertaking had to
cover its costs fully.

.

This means that transport activities are excessive

in our society at present.

At first glance it may

appea~ tha~

no harm

could come of this.

However, the reverse is true and this fabt should be
I
I
extremely disconcerting to anyone who is not indifferent to the overall
I

wellbeing and the quality of life of the population.
services is certainly included in the statistical
derive no benefit.

I

I

i

The price of transport

nation~l pr~duct

but we

I
I
If transport activities are excessive and on account of
. :
I

this no kindergartens, for example, can be built because:public funds are

I

needed to cover the railway deficit, the quality of liife suftrs,
97.

This fundamental argument, which unfortunately is not often taken
.

I

I

. I
I I

I

into account, should perhaps be emplained in a little more detail.
Transport services are predominantly production requisites· they
rarely represent consumer products in themselves.

'

Not even in tourist traffic, the cost of which finds expression in
I
I
I
the consumer expenditure of the persons concerned, do transport services

I
I
I
end. In fact,tbey enhance the quality of life in themselves only in the
.
I I . I
relatively rare instances when people go for a dr~ve to enJOY! the countryin themselves raise the quality of life.

.

I

I

They are simply a means to an
I

side, for example, or take a cruise.

1

I

Even the tourist who flies to the
,

I

south regards the journey as a means to reach the sun and not; as an end
in itself (no matter how good the service on the plane might be).
98.

Goods traffic as a whole is a prerequisite of

.

I

t~e h~ghly

complex

I

production process of our economy with its division of labour. Personal
transport, too, serves to get people to work and to other productive
I

activities.

If the cost of transport as a means of production is artificially
I
reduced by state subsidies, it will in many cases be used instead of other
99.

prerequisites that can be replaced by transport operations.
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I

If the price of milk is artificially reduced our quality of life
will improve' since we ourselves and our children will drink more milk.
An increase in transport activities simply brings more noise and more
exhaust fumes.
100.

However, it is impossible to say what further effects will make

themselves felt on the economy.
it is off the market and one need
subsidies on agriculture.

Once subsidized milk has been drunk
only consider the effects of such

Subsidized transport services, however affect

thousands of other products influencing the markets in such products
manufacturing and production methods, and hence having repercussions at
both ends of tpe production process.
101.

The effects of subsidized transport on our economy as a whole have

not been investigated.

It could well be, however, that some of them are

by no means as beneficial as the reduction of the price of milk.
102.

If it takes 100 man-hours to manufacture a certain product in a

given place under the technical conditions which prevail there and if it
takes 120 man-hours to manufacture the same product elsewhere, there will
be no trade if the costs of transporting the product from one centre to
the other are the equivalent of the costs of 30 man-hours.

However, if

the railways are allowed to run at a deficit of one thousand million with
the result that they can sell their transport services at a price
equivalent to only 20 man-hours, production will cease at the first place
and will be concentrated at the second.
Result:

20 man-hours per unit of output have been subsidized by

tran£port services.
Is this an advantage for the economy as a whole?

Obviously not if

it causes unemployment in one place and an excessive concentration of
industry in the other.
103.

Although t1.ere is no adequate information on this subject, it may

be assumed that a heavily subsidized transport system promotes the division
of labour and hence increases the size of enterprises and the concentration
of the economy.
104.

A greater division of labour obviously contributes to higher

productivity and thus to an improvement in the quality of life.

This is

only true, however, if the increased division of labour is not offset by
!

excessive disadvantages in other fields gr if, instead of being based on

t..

- 123 -

PE 33.985 /fin.

i

technical progress, it is based on incorrect assessments, f.~ ~. al se. plicing
and distorted geographical distribution in the economy.

105.

1
For examplJ, all observers of the regional policy s~tuat~on in

a~d ot~er

Denmark are agreed that the high concentration of industry

I
I
economic activity around Copenhagen is not beneficial to the country.

I

Thinking centres on the problem of how to encourage d eve 1 opment,
ularly on the peninsula of Jutland, and thus bring about a

I

m~re
I

I

.

part~c-

uJiform

distribution of economic activity throughout the country.
One explanation for the imbalance is that the Baltic Sea, with its

I

high transport costs, divides Denmark like a customs barrier.

Demands

I

have been made, on the basis of this argument, for a bridge or a tunnel
to overcome the division.

However, even if such an expensive tunJel or

I

bridge were built, the cost barrier would remain if a toll were then

I

Many people argue that for regional policy reasons,
I
use of the tunnel or bridge should be free. However, this.might not result
I
in intensified economic development in Jutland. It is possible, that,
charged for its use.

I

as many people fear, all centres of production would try to exploit the
i

advantages of the concentration around Copenhagen and use the

che~per

system of transport to supply Jutland from that city.

106.

Thus, there is some doubt as to whether it is beneficial to the
'

economy as a whole to deviate from the principle of economic viability.
I

In all countries in which the railway deficit reaches huge proportions
I

large quantities of goods are shifted about which would remain where they
i

were if the costs of the operations had to be met in their entirety.
In many cases the reduction of transport costs might make!the
working of minor deposits of raw materials profitable, in many others it
might prevent the processing of such raw materials on the spot or'even make
their working unprofitable.

We can only speculate on which factor is

predominant.

107.

The principle of economic viability is the only fixed refJrence

point.

If it is abandoned, increasingly complicated safeguard measures will

I

become necessary.

w~ich Jan be
It will be possible to take count~er -mJasures
until these effects, together with th~ counter-

These can be carried to a certain point

defined fairly accurately.
against undesirable effects

!

measures, become so complicated that the situation loses all clarity and
precise determinations can no longer be made.
to give up.

From this point onJ we have

Moreover, no one can critize the distorted

syste~

I

any more
I
because it is no longer possible to adduce any evidence of: th e dajage that
1
has been done, the effects can no longer be isolated and the causal
relationships can no longer be discovered.
1

II
I

Mr Guldberg called attention to this example
I
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I

,.~

B.

Departures from the principle of economic viability

108.

Although the common European transport policy should adhere

rigidly to the principle of economic viability in defining the basic
structure of the transport sector, it would be senseless not to
allow exceptions.
109.

These deviations from the principle of economic viability should,

however, be subject to certain important conditions:
they should only be allowed when effects can be predicted and would
recognizabily be undesirable.
they should be permitted only in a form which would not distort
competition between different modes of transport and organizations
using the same form of transport.
they should be authorized by the State in respect of transport
undertakings only if the funds to cover the resulting deficit are
made available at the same time.
exceptions for regional policy objectives should be allowed only
on a temporary basis and only in the context of a regional plan
together with other measures which make success seem likely in
the for seeable future.·'
exceptions from the principle of economic viability should only
be made on the basis of joint decisions within the framework of
the common transport policy and under jointly established conditions.
All in all, exceptions to the principle of economic viability
should be allowed only if they are true exceptions.

They should not

form part of a system.
Conclusions
110. It ~s pos$ible on the basis of a solid framework of principles
of this kind, to formulate a common transport policy whose component
parts are mutually complementary.
It is therefore necessary for the Member States to agree on
the basic aims of the common transport policy since otherwise
controversy will flare up again at every small step taken.
111.

Every single stage in the formulation of the common transport

policy will mean the elimination of many possible solutions if only
those measures can be accepted which are consistent with the principles
of the policy.
112.

It would be even better if the Community could evolve an overall

plan for a comprehensive transport policy programme.

After the

failure of its memcrandum of 1961 and its action programme of 1962 the
Commission of the Communities unfortunately gave the council the
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