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Social consequences of deregulation and liberalisation in the transport sector of the EU 

1. INTRODUCTION 

Although transport policy is one of the three original common policies of the Community, transport 
has been one of the rare sectors in which the majority of the fundamental principles of the 
Community, in particular the principle of the free supply of services, have not been applied, or at 
least have been delayed. However, in spite of the structural differences between national transport 
systems and conflicts of interest between member States, the process of liberalisation of transport 
markets has accelerated over recent years, albeit in a somewhat uneven manner according to the 
transport mode considered. 

The European Parliament has on several occasions expressed its concern over the social 
repercussions which might result from the process of liberalising the transport sector, within the 
framework defined by the Common Transport Policy. 

Thus the resolution of 13 December 1990, on the development of the Common Transport Policy 
with a view to the conclusion of an internal market, indicated the need for transport liberalisation 
to occur at the same time as the harmonisation of competition conditions (paragraph 8). The same 
resolution considered that liberalisation should not be confused with total deregulation, without 
taking into consideration the health, safety, mobility, environment, and living and working 
conditions of citizens and those who make use of and work within the transport sector 
(paragraph 10). 

Similarly, the resolution of 22 April 1994 on social factors within the transport sector pointed out 
(paragraph 5) the risk implied by liberalisation of the transport market in terms of employment, 
demanding coherent harmonisation of social standards. 

In this context, on 16 October 1996 the Research Directorate of the European Parliament instructed 
Tema Grupo Consultor S.A. to carry out a study of the “Social consequences of deregulation and 
liberalisation in the transport sector of the European Union”. 

The present document represents the final report of this study, mainly covering the objectives which 
it was intended to achieve (Chapter 2), the methodology used in its execution (Chapter 3) and an 
analysis of the social consequences, observable or predictable, of measures for the liberalisation and 
deregulation of transport within the European Union (Chapter 4) from which the conclusions were 
drawn(Chapter 5). It also provides recommendations (Chapter 6). 

- 5 -  PE 166.820 



Social consequences of deregulation and liberalisation in the transport sector of the EU 

2. OBJECTIVES 

The ultimate aim of this document is to provide elements on which judgements can be based, 
together with concrete proposals to the Members and competent bodies of the Parliament, 
concerning the social consequences of deregulation and liberalisation of the transport sector within 
the European Union. 

In order to achieve this objective, a series of aspects have been identified in which changes have a 
particular impact on the level of social well-being which exists in the transport sector of the 
European Union. Certain of these aspects can be underlined: 

- Employment and working conditions particular to each mode of transport 
- Transport safety 
- The environment 
- The future and the survival prospects of companies, small and medium companies in 

particular 
- The variations in services provided to transport users, in particular in the least-developed 

geographical areas or on secondary routes 
- The operation of transport infrastructures 

A knowledge and analysis of the impacts which are or may be produced on the aspects mentioned 
above due to liberalisation and deregulation measures will allow a series of recommendations to be 
established or proposed in order to reinforce the orientation of the Common Transport Policy 
towards the objectives expressed in Article 2 of the Union Treaty: “a high level of employment and 
social protection, a raising of standards of living and the quality of life, economic and social 
cohesion and solidarity between Member States”. 

3. METHODOLOGY 

In order to reach the objectives stated in the previous chapter, a first point for reflection is to identify 
the areas in which the social implications of deregulation measures in the transport sector are seen. 

From this viewpoint, a restrictive interpretation based only on the results of the enquiry on proven 
changes - for example on employment levels, safety or environmental quality - was judged to be 
insufficient. On the contrary, social consequences are not in absolute terms linked to the political 
measures adopted, but between these measures there appears a determined organisation of markets, 
of sectorial or entrepreneurial structures, where adaptation to the measures implemented is the factor 
which determines whether the social consequences are of one type or another. All this falls into a 
context which at times is truly worldwide rather than simply European. 
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Thus to not consider the observed and expected evolution of the economic structure of the various 
transport sub-sectors would restrict the most important aspect of our understanding of the social 
repercussions, which is an examination of the causes of those repercussions. To express this in 
another way, how can we interpret the steep drop in the number of Community citizens employed 
in the maritime transport sector without taking into consideration the mechanisms of delocalisation 
of the Community fleet ? What interpretation can we give to the reduction in fares on an air route 
without knowing whether new carriers have appeared ? 

Because of these considerations, and in view of the specifications of the study, the analysis of the 
social consequences of deregulation and liberalisation of the transport sector within the European 
Union was based on the creation of questionnaires for each mode of transport, in which the 
questions concerned the situation and prospects in seven major fields: 

- the economic fabric 
- employment and working conditions 
- safety 
- secondary routes 
- the users 
- the environment 
- infrastructure services 

The tasks carried out are detailed below. 

3.1. Determination of organisations to be contacted 

In view of the effects which we wished to analyse, it seemed appropriate that the four types of 
organisation concerned in transport activities should give their opinions: 

- The Transport Authorities involved with transport in each member State, in order to learn 
the more general aspects of deregulation and liberalisation: effects on the environment, 
changes in transport prices, repercussions on conditions of competition, changes in 
secondary routes, etc. 

- Associations of companies charged with providing transport services, or, in the case of 
rail and air transport, the companies themselves. The opinions of these bodies are 
particularly interesting with regard to competition conditions, the future prospects in the 
sector, the problems of small and medium companies and working conditions within 
companies. 

- User associations, who can provide valuable information on the evolution of prices and 
changes in the number and quality both of transport services themselves and their 
complementary infrastructures (stations, airports etc.). 

- Trade unions, who are particularly involved in the working conditions of companies in 
this sector. 
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For each of these interest groups, we have selected a set of representative elements corresponding 
to each mode of transport and to each country of the European Union. We have also taken account 
of the international organisations which group together certain associations at European level, for 
example the CCFE (Communaute des Chemins de Fer Europkens/Association of European 
Railways), the AEA (Association of European Airlines), the BEUC (Bureau Europ6en des Unions 
de Consommateurs/European Bureau of Consumer Unions) etc. These international bodies are able 
to give a view of the social implications of transport liberalisation with a broader perspective than 
those of the corresponding national organisations. 

3.2. Creation of questionnaires 

Different questionnaires were produced for each type of organisation and each mode of transport, 
in order to take account of their particularities. Questions were included on the aspects mentioned 
in Chapter 2, paying special attention to working conditions, competition conditions, transport 
safety, variations in service to users and environmental consequences. 

The questionnaires were designed in a mixed mode i.e. with open and closed questions. There were 
three fundamental reasons for this choice: 

- Firstly, to draw the attention of the recipients of the questionnaires to the most pertinent 
questions concerning the aspects covered by the questionnaires. If the questions are not 
accompanied by an indicated range of the effects to be considered (e.g. where the 
consequences for employment are concerned, the following are mentioned: the level of 
salaries, the working day, the level of employment within the sector, stability in work 
etc.), a risk is incurred of causing disorientation for the person who is to reply to the 
questionnaire and a dispersion in the responses. 

- Secondly, to facilitate as much as possible the task of responding to the questionnaire. 
The study takes account of a rather large range of questions, which led to the production 
of relatively long questionnaires which could cause refusal or lack of interest if an effort 
were not made to facilitate the task of completion. 

- Finally, it is clear that a closed questionnaire could not cover all the subtleties of a subject 
as complex as the social consequences of transport liberalisation. The recipients were 
therefore asked to indicate the reasons which encouraged them to respond. Certain 
questions moreover were formulated in a totally open manner, in view of the difficulty 
of predefining the consequences which the individual social factors analysed might cause. 

3.3. Dispatch and follow-up of questionnaires 

The questionnaires, numbering a total of 384, were dispatched at the end of December 1996. On 27 
January 1997, a reminder letter was sent to all the organisations which had not yet responded, as a 
first step before initiating telephone reminders and attempting to recover the greatest possible 
number of completed questionnaires. 
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On 17 February, a telephone reminder campaign was launched in order to make contact with all the 
organisations which had not yet responded to the questionnaires, to check that they had indeed been 
received and if so to find the name of the person charged with completing them, to clarify any 
possible doubts which might have arisen and to ask for a response as quickly as possible. 
Questionnaires were sent out again in cases of non-receipt. 

In the table on the following page, the number of questionnaires dispatched is indicated, according 
to the destination country, together with the number of replies received. 
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Number of questionnaires dispatched according to recipient country 

Ireland 

44.4 8 18 Luxembourg 

45.7 16 35 Italy 

27.8 5 18 

Netherlands 27 11 40.7 

Portugal 

51.7 15 29 United Kingdom 

26.9 7 26 

Sweden 17 4 23.5 

International 23 4 17.4 
organisations 

TOTAL 37 142 384 

Source : Tema Grupo Consultor 

This table shows that the percentage of replies obtained was 37%, distributed unevenly according 
to country. The countries with the lowest rate of response were: Greece, Sweden, France, Portugal 
and Ireland. The same applies for the international organisations. This result is linked to the low 
number of replies from trade unions and from consumer and user associations, as we shall see later. 

The table on the next page, much more detailed, shows the number of questionnaires sent, classified 
according to the destination country but also according to the modes of transport concerned and the 
types of organisation to which they were addressed. 
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Number of questionnaires dispatched, according to recipient country, mode of transport concerned and type of organisation 

Source: Tema Grupo Consultor 

The following table summarises the results obtained according to the type of organisation to which 
the questionnaire was sent: 
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Number of questionnaires dispatched according to type of organisation 

Type of 
Response Completed Dispatched organisation 

% 

Public authorities 65.5 55 84 

Companies 112 

37 142 384 TOTAL 

15 9 60 Users 

10.2 13 128 Trade unions 

58 65 

Source : Tema Grupo Consultor 

Clearly, whereas the response obtained from public authorities and transport companies was highly 
satisfactory, the results obtained in responses by user associations, and above all by trade union 
bodies, were very disappointing. At the end of this report we have included a list of the 
organisations, companies and persons who contributed to the implementation of this study. We 
thank them warmly. 
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4. ANALYSIS OF THE SOCIAL CONSEQUENCES OF LIBERALISATION AM) 
DEREGULATION OF THE TRANSPORT SECTOR WITHIN THE EUROPEAN 
UNION 

In the report which follows, we offer an analysis of the observed or foreseeable social consequences 
of deregulation and liberalisation in the transport sector of the European Union, on an individual 
basis for each of the following modes: transport of merchandise by road, transport of passengers by 
road, rail transport, air transport, maritime transport and inland navigation. 

- Firstly, it is very difficult to discern at which point the evolution observed in a given 
sector is due to the liberalisation measures applied, whether it corresponds to constraints 
particular to the sector, or whether it is even due to other types of exogenous factor. It 
is clear, for example, that the restructuring requirements of several large airlines are 
linked to the increased competition which they have to confront, but also to an 
overestimation of demand, which has led them to take wrong decisions in terms of fleet 
policy which has translated itself in a rise in transportation capacity. In a similar manner, 
the large increase in the number of failures of road haulage companies which has 
occurred in certain countries (e.g. Finland) in recent years is certainly linked more to the 
periods of recession experienced in those countries than to the application of deregulatory 
measures. 

- Furthermore, the observed or predictable evolution of the various modes has been 
established in comparative terms, which does not mean that none of these situations 
(before or after) can be qualified in principle as more favourable. The considerations 
which qualify the situation of a sector as good or bad are highly dependent on the 
political view adopted and are no more amenable to generalisation. As an example, a 
greater degree of concentration in an industry may be desirable if the previous situation 
was highly fragmented, whereas it may lead to fears of negative consequences for users 
if the positions reached approach those of a monopoly. 

4.1. Transport of goods by road 

The road haulage sector accounts for the majority of goods movements taking place within the 
European Union, representing approximately three-quarters of internal goods movements: the 
characteristic which best defines it is its geographical flexibility. Of the countries with the highest 
contribution to the international movement of goods by road, the leaders are the Netherlands, 
Germany, France and Belgium. 

- 13-  PE 166.820 



Social consequences of deregulation and liberalisation in the transport sector of the EU 

This sector, together with air transport, has been the most affected by community legislation 
intended to shape the internal transport market. Since 1 January 1993, a carrier established in a 
Member State of the Community has been able to transport goods freely to another Member State. 
Prior to that date, operations of this type had to be specifically authorised, either in application of 
bilateral agreements or in application of community quotas. Since that date, access to the market has 
been strictly controlled by qualitative criteria which haulage companies must meet and which allow 
them to acquire a community transport licence: companies must demonstrate that they are qualified 
in terms of their honesty, their financial capacity and the professional qualifications of the haulier. 
Among the community provisions governing these considerations the following can be quoted as 
the most significant: 

- CEE Council Regulations 1053/90, 3914/90 and 3915/90, concerning access to the 
international market for transport of merchandise by road. 

- EEC Council Regulation ng 881/92 concerning access to the international market for 
transport of merchandise by road carried out from the territory of a Member State or 
towards another Member State, or carried out by passing through the territory of one or 
more Member States. 

By EEC Regulation no. 3916/90, the Council created a supervisory system which can give rise to 
protective measures in cases where serious disruption occurs in the transport market. 

Cabotage was introduced in several transitional phases constituted by progressive community quotas 
from 1 July 1990, the entry into force of the cabotage system being definitively fixed for 1 July 
1998 in accordance with the provisions of EEC Council Regulation no. 31 18/93 (amended by EEC 
Council Regulation no. 3315/94). 

The creation of this scenario was accompanied by a series of harmonised provisions in different 
areas. From the point of view of social conditions, the most important of these are the following: 

- access to the profession of carrying goods and passengers by road, and the reciprocal 
recognition of diplomas, certificates and other qualifications designed to favour the free 
establishment of these carriers in the national and international transport sector (Regulation 
3572/90 and Directive 96/26/CE); 

- working conditions: EEC Regulations 3820/85 and 3821/85 on the harmonisation of certain 
provisions on social matters for road transport services, concerning in particular driving and 
rest times: 

- safety: numerous provisions concerning dimensions, maximum weights and the technical 
condition of vehicles, and the transport of hazardous goods. 

Because of the scope of community provisions concerning the transport of goods by road, and the 
relatively long period over which they have been maintained in force (excluding cabotage), the 
various organisations consulted have experience of the repercussions of liberalisation measures on 
the international transport of merchandise, and a very clear opinion on what is expected from the 
forthcoming entry into force of the impending liberalisation of cabotage. 
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4.1.1. Consequences for the fabric of the economy 

The road haulage industry is highly complex and diversified. Within the industry we find large 
companies of European dimensions as well as independent carriers operating at local level only, in 
highly differentiated sub-sectors and sub-markets. Because of this, we can predict that liberalisation 
measures will not be experienced in the same manner by the various parties involved. 

The deregulation of international transport encourages competition between European road haulage 
companies. The unrestricted provision of cabotage services has the immediate effect of rendering 
ineffective the supply limitation measures (quotas) in force in certain member States: there is no 
point in limiting the entry of new national carriers if those in the other community countries can 
exercise their activities on the national territory in accordance with community provisions. This 
means that it is not possible to prevent the extension of market liberalisation measures to national 
legislation, at least where the quantitative control of supply levels is concerned, although it should 
be pointed out that the sector is sufficiently deregulated in this respect in numerous countries of the 
European Union (e.g. Netherlands, United Kingdom and Belgium). 

The market is characterised by fragmentation and the abundance of small transport companies, 
although this applies more particularly to certain countries such as Spain, Italy or Greece than to 
those countries where companies are much better established in international transport, as is the case 
in the Netherlands or Belgium. Although it is true that in certain countries we can detect some 
tendency towards a reduction in the number of companies and a trend towards concentration, the 
threshold of qualitative conditions required in order to have access to the market being relatively 
low, one may expect an increase in the number of companies in the market (mainly small 
companies), at least in the first phase of the entry into effect of the liberalisation measures. 
Transport appears as a sector with a large number of companies present in the market in those 
countries with the largest participation in international transport, such as the Netherlands, Germany 
and France, whereas we expect a reduction in the number of companies in other countries, at least 
in the long term, and particularly in Spain and Italy, where there is a very large number of 
companies due to the fragmentation of the sector (more than 150,000 companies in the sector in 
each of these countries). In the short term, however, the trend could be reversed as we have already 
indicated. 

Experience in the United Kingdom, where the sector h? been quantitatively deregulated since 1968, 
indicates that a concentration of turnover is more likely than a concentration of operators, due to the 
use of subcontracting. Nevertheless, according to Matas (1996), the situation in the United States 
and Australia suggests to us a major process of concentration in split loads over long distances, 
which in the European market would be equivalent to intercommunity traffic. In this regard, one 
of the most frequently-expressed fears is seen in the countries where the sector is the most 
fragmented after the probable entry of foreign companies into the sector, which would benefit from 
their greater organisational and logistic capabilities and tend to marginalise the national companies. 

At the same time the number of company failures will tend to rise, with a resulting increase in 
entrepreneurial instability. Transport capacity will increase. This instability has a tendency to grow 
during recessionary phases, which underlines the need to appropriately define the qualitative 
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conditions for access to the sector in order to ensure suitable financial and management behaviour 
in adverse business conditions. 

There is a clear tendency for the transport of goods by road to divide into two sub-sectors: on the 
one hand, fewer large companies offering logistics services, and on the other, a large number of 
small companies offering transport services only. This split has structural as well as functional 
implications, since the large operators tend to become bigger, extending their geographical coverage 
to offer services throughout Europe, whereas the entry of new operators occurs mainly in the small 
business sector, due to the ease of access to the market. In this situation, the existence of medium- 
sized companies is made difficult, because of their fixed costs and poorer positions in relation to 
small companies in terms of their lack of flexibility, and in relation to large companies in terms of 
their financial resources. Small companies are able to operate, in spite of their precarious positions, 
because they have lower fixed costs and maintain their activity by compressing their variable costs: 
this means that profit margins, if any, are small. 

The increase in competition and the need to innovate result in a process of concentration and 
collaboration, but cooperation between small and large companies can in reality be a form of 
dependency of the former on the latter, in a certain sense replacing the dependency of the shipper. 
This seems however to be probable if we take account of the tendency of European industrial 
companies to externalise their logistics activities (“outsourcing”): over recent years there has been 
a discernable tendency for companies which used their own transport resources to reduce their fleet 
sizes and use third parties to transport their merchandise. This has been particularly encouraged by 
the consolidation of large carriers offering full logistics services. The process goes hand-in-hand 
with a large increase in subcontracting of the various activities in the logistics chain, especially the 
transport itself (large companies subcontracting their fleets). Cooperation between small companies 
can function as in the case of the acquisition of inputs, although this is not likely in the transport 
activity. 

The context in which transport subcontracting is evolving is a particular cause for concern. 
Companies tend to reduce the proportion of fixed costs in their overall cost structure, succeeding 
in replacing their own vehicles by subcontracted outside vehicles with a consequent increase in 
flexibility. In periods of recession companies get rid of workers, who acquire freelance status and 
become subcontractors to the same companies, who need their services. This cycle is not reversed, 
however, in times of expansion. As a result, supply in this activity is determined by independent 
carriers with very low negotiating power, condemned to carry goods at the prices imposed by the 
intermediary. 

Although the industry is dominated by the largest companies, we do not see the established 
companies in dominant positions: on the contrary, we observe situations of destructive competition, 
with businesses hoping to deal with problems of over-capacity by applying prices which are lower 
than the actual costs, particularly in subcontracted activities. 

Cabotage has until now not had a uniform geographical effect in the Union. In countries such as 
Spain or the United Kingdom, bilateral authorisation quotas do not exceed the real demand by 
carriers to operate within other member States. In neighbouring countries with large transport flows 
and relatively short distances between production centres (e.g. Benelux with France and Germany), 
its effect has been more marked. 
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Opinions diverge as to the effects on progress in this sector. Whereas Transport Authorities and 
companies both regard the growth of efficiency and productivity in the sector as positive, and the 
changes in profitability as negative, trade unions consider the changes in all three parameters to be 
negative. It is possible however that this divergence is due more to causes arising from the gains in 
productivity and efficiency (tightening of working conditions) than to the final result. 

These changes are in good agreement with analyses carried out on the deregulatory experience in 
the United States. As an example, Winston et a1 (1990) noted an increase in bankruptcies and 
takeovers in the full load segment, and a drop in revenues accompanied by an increase in costs 
(imposed by the best companies in terms of quality of service) in the split load segment. Cooper 
(1995) also observes a higher number of bankruptcies and a slight concentration in the sector. In 
contrast, Chow (1991) indicates that concentration has significantly increased in the largest transport 
segments, and the number of bankruptcies is a reflection of destructive competition, such that in 
1988 there were ten times more than in 1978. 

Productivity increases are largely due to a certain number of factors such as improvements in 
vehicles and infrastructures, and an optimisation of methods of fleet operation or distribution 
systems. Deregulatory measures seem to encourage a strengthening of the best, as mentioned 
previously. Furthermore, although the elimination of border controls has had a largely beneficial 
effect on the productivity and efficiency of road transport, the intensification of competition has led 
to a significant compression of profitability. 

4.1.2. Consequences for employment and working conditions 

It is generally agreed that there has been a significant drop in employment stability, together with 
greater working flexibility and increased geographical and functional mobility of workers. Opinions 
differ with regard to the rising trend in qualifications and the level of training of workers in the 
sector, and the falling trend in salary levels, under the pressure of increased competition. Job losses 
and salary reductions, mainly affecting unionised workers, are precisely the consequences, 
highlighted by Winston and others (1990), of deregulation in the United States, which is the 
principal factor in the large price reductions observed. Foster, however (1978), did not observe the 
same effect in the deregulation which took place in the United Kingdom. 

It is certain in any event that salaries can become the main instrument used in reducing costs, since 
they account for a high proportion of the total. Moreover, as emphasised by CM. Jaspers and E.J.M. 
van Herk (1995), the reductions in salary costs do not occur solely in the most advanced countries, 
but also in those which are less developed, in order to protect their relative competitivity. This can 
lead to a spiralling reduction in salary costs with very severe consequences for the standard of living 
of transport workers, not only in the countries which have the highest levels of social protection. In 
this regard the problems posed in countries such as Belgium and Germany by the competition from 
Eastern European countries are highly revealing. The latter countries offer lower prices and often 
do not comply with standards concerning driving and rest times. 

Once again, working conditions appear as a major concern in the relationships established on the 
one hand between the independent workers and small companies, and on the other between the 
intermediaries and agents who control the supply of business. According to Garcia Alcolea (19921, 
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the independent worker finds himself in a difficult position, subject to strict control over his activity 
which may even lead to abuse, and exposed to the risks created by the market. 

The expected proliferation of small companies exposes the whole sector to serious risks, particularly 
during periods of recession, where operators may resort to non-compliance with safety and driving 
time standards, the evasion of taxes and social charges, and even a reduction in service quality, in 
order to ensure short-term survival, but without avoiding ruin in the long term after having 
contributed to the bankruptcy of other carriers who had chosen to remain within the law. 

One way of avoiding this type of behaviour is to promote the use of long-term load contracts, 
bearing in mind that no-one is prepared to agree at the outset to work at prices which are lower than 
costs over a prolonged period. On the other hand, this type of policy will not succeed if faced with 
the expected excessive supply. 

The countries of the north west are most preoccupied by the difference in social costs, which could 
prejudice their competitive position and lead to a type of “social dumping”. The delocalisation of 
companies towards countries with lower salary costs is a possible risk, but their is no certainty in 
this regard. 

The points which provoke the greatest controversy are the overall level of employment in the sector, 
and the working day. As far as the level of employment is concerned, Transport Authorities believe 
that it will be maintained, whereas companies find an upward tendency and trade unions have 
varying opinions. The Transport Authorities also believe that the working day will be maintained, 
whereas among companies certain would agree with this while others expect a fall, and the trade 
unions predict an increase. 

As regards the capacity for action of the trade unions within companies, there are all types of 
response, although the majority believe that this capacity will be maintained. 

Leaving aside the demands for social harmonisation, the points which arouse the greatest criticism 
are the financial and technical conditions required in order to obtain access to the profession and the 
degree of compliance with the standard concerning hours of work and rest. Opinions are divided as 
to whether the conditions for access to the profession of transporter are too lax and are responsible 
for the excessive supply in the sector: however, a disproportionate tightening of these conditions 
could hide a restriction in access to the sector which would be difficult to justify. Compliance with 
the standard relating to hours of work and rest appears unsatisfactory and is one of the points which 
need to be improved within the European Union. Since the chosen basis for the development of 
competition within the Internal Market was harmonisation, i.e. the achievement of a single standard, 
on the basis of qualitative conditions for access to the profession and concrete social measures, we 
must use every means to ensure that the standard is effectively respected by all carriers, 
discouraging in a suitable manner all those who might be tempted not to comply in order to be able 
to reduce their costs and thus offer their services at a lower price. 

Certain countries, France in particular, have undertaken to follow their own path towards the 
construction of a stable framework acceptable to all those involved, in view of the lack of progress 
made by the community harmonisation programme, especially in the social field. This is known as 
the Contract for Progress, in which we can identify three fundamental aspects: 
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- the need to strengthen monitoring and the application of sanctions, with the aim of 
eliminating behaviour which is dangerous for road safety and unfair competitive 
practices. 

- the training of drivers and the transparency of working conditions, remuneration and the 
progressive reduction of working hours. 

- economic measures on the rules for access to the profession and the relationships between 
shippers and carriers. 

The relatively recent implementation of the Contract for Progress means that it is not yet possible 
to draw the first conclusions on its operation. 

4.1.3. Consequences for safety 

Transport Authorities and companies consider that technical safety standards are adequate, with 
some opinions on the need to develop them. All the trade unions believe that, on the contrary, they 
need to be developed. Identical divergences appear in relation to the possibility of relaxing technical 
safety standards in order to be more competitive in terms of costs, or the threat to transport safety 
due to liberalisation measures. In countries with a longer tradition of deregulation , there is a 
demand for strict and firm qualitative regulation in order to prevent safety problems from appearing, 
although it is also true that these provisions are seen more as an instrument for fighting against 
unfair competition. 

Everyone agrees generally on the need for more guarantees of compliance with regulations and a 
wider uniformity between the Member States in order to intensify controls. Some carriers do not 
comply with standards in order to reduce their costs, and the stronger the competitive pressure, the 
more likely this is to occur: Australian experience clearly shows the negative consequences which 
can result from defective regulation of safety conditions or from insufficient application. On this 
subject, we must also take account of the fact that safety standards (the same applies for standards 
particular to the environment) have reached a high level of complexity, which does not facilitate 
their application: for this reason the promotion of training in the sector again assumes significant 
importance, all the more so if one takes account of the fact that, in the development of possible 
actions to improve safety in road haulage, the driver is the key. There is also a demand for the 
creation of reliable and harmonised systems to report the most significant data in the sector: 
bankruptcies, accident rates, employment levels etc. 

4.1.4. Consequences for secondary lines 

Companies located in the peripheral regions or in zones which generate low traffic flows will 
probably see an increase in their transport costs. It does not seem, however, that shippers are losers 
in the deregulation process, although delocalisation phenomena may occur. Cooper (1995) 
concluded that there were no significant repercussions in terms of degradation of service quality in 
rural areas after the deregulation which took place in the United States. 
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4.1.5. Consequences for users 

One of the effects of deregulation is greater flexibility in transport contracts. A fall in prices is 
detected, affecting all services. This downward pressure on prices (competition on price only) can 
have pernicious effects which result in legal measures being taken by Member States (e.g. the law 
on abnormally low prices in France). 

As regards the encouragement of innovative pricing policies and a greater instability of prices, 
opinions diverge in both directions in roughly equal proportions. We can therefore conclude that 
there are no obvious trends. 

There is a widespread opinion on the tendency towards multiple service qualities for a given journey 
(determination by the client of the quality required); product differentiation between carriers is 
encouraged and the implementation of technological, commercial and administrative innovations 
is facilitated. These innovations do not have favourable effects exclusively for users of road haulage, 
since they also contribute to greater efficiency and productivity in the sector by virtue of the 
optimisation of resources. 

Falls in prices, reductions in journey times and improvements in terms of reliability have also been 
highlighted by Winston and others (1990) as consequences of deregulation in the United States. 
Nevertheless, Chow (1991) states that it is difficult to attribute the size of price reductions to 
deregulation, since deregulation coincided with a general economic recession. He concludes from 
this that the reduction in prices has not reduced the level of service. 

Concerning the age of the vehicle base, there are divergent opinions, and it is not clear that the 
development of one tendency or another has intrinsically negative consequences: for example, an 
increase in vehicle ages may correspond to technical advances in the vehicles which makes it 
possible to extend their period of use. On the other hand, the average age may fall simply because 
it is high at present. In reality, this is a question which depends on the initial situation of each 
country. In any event, the average age of the vehicles used in international transport by Member 
State companies is relatively low, and the age increases as the radius of action of the vehicles 
reduces. 

There is agreement on the fact that the level of information provided to users will increase where 
the services offered are concerned, even though the problem of asymmetric information between 
the contracting parties remains. 

Companies acquiring transport services have experimented with growth in size, whereas transport 
companies have not tried this to the same degree. As a result, shippers (or large logistics companies) 
increase their negotiating power, with a consequent deterioration in the position of the carrier and 
a transfer of purchasing power from products to distributors. 
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4.1.6. Consequences for the environment 

There is almost unanimous agreement on the increase in congestion and the loss in environmental 
quality. From this point onwards, however, divergences appear. The unions consider that technical 
measures are not sufficient to slow down the deterioration of the environment, whereas the majority 
of, but not all, companies and Transport Authorities feel that the opposite is the case. The measures 
proposed most frequently are the promotion of intermodal transport, improved use of telematics 
(ED1 systems) and the internalisation of external costs. The latter measure is widely demanded by 
rail companies and the countries which are traditionally concerned with protecting the environment, 
but a large part of the road haulage sector is opposed to this, companies in particular. We only need 
to recall the strong criticisms provoked by the Commission's Green Paper on the transport of goods 
by road on the occasion of the XXXVth Annual World Congress of the IRU, based on: 

- the procedures for calculating external costs 
- the failure to take account of the social benefits of road transport 
- tax increases tend in reality to favour other modes (railways in particular) 

The Declaration on the Green Book approved at the General Assembly of the IRU rejects the polices 
recommended by the Community document on the subject of internalisation of costs, unless they 
apply for every mode of transport without exception, unless the users contribute to it without 
discrimination and unless the revenues obtained are specifically used for the extension, improvement 
and maintenance of infrastructures. 

The sector would give the warmest welcome to measures to increase or reduce insurance premiums 
according to the number of claims, the elimination of high-risk drivers (driving licence points), or 
assistance with replacing vehicles with safer units. There is an underlying polemic on the concepts 
of external costs and sustained development. With regard to sustained development, combined 
transport is generally and repeatedly promoted as a contribution to the establishment of a more 
efficient transport system. The question to be asked is whether the measures already taken to 
promote combined transport have been sufficiently successful, and whether procedures should be 
adopted to encourage an intensification of its use. It seems obvious that the smaller the contribution 
made by the road haulage sector to the cost of the infrastructures used, the smaller will be the 
potential for combined transport to increase its market share. 

Furthermore, EEC Directive 93/89 (known as the Eurolicence Directive), aimed at the 
harmonisation of taxes on vehicles, use of infrastructures and road tolls, was cancelled in July 1996 
by the European Court following procedural irregularities, but has still not been replaced. In any 
event, fiscal harmonisation is envisaged according to the principle of territoriality, progressively 
replacing the principle of nationality of vehicles, and tends to favour vehicles which reduce gas 
emissions and damage to roads. This is regarded as positive. 

One of the factors pointed out by the sector as tending to aggravate traffic congestion is that of 
empty journeys. Different solutions are suggested to solve this problem (cooperation between 
companies, grouping of loads etc.) but cabotage does not figure among the preferred solutions. 

It seems certain that environmental conditions are external to the exercise of the transport business, 
and companies see no advantage in incorporating less environmentally harmful equipment into their 
operations. However, at the latest IRU Congress, concerns were expressed as to the possible benefits 
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for the image of the sector if environmental initiatives were adopted. The promotion of this type of 
initiative, linked with strengthened quantitative regulations and stricter monitoring, suggests a 
promising potential for improving the protection of the environment. 

4.1.7. Consequences for infrastructure services 

It is recognised that there is a lack of infrastructures, and that this is a growing phenomenon, but it 
affects all road hauliers in the same way and has a considerable influence on intermodal 
competition, given that the impetus to be given to the trans-European transport networks is still not 
sufficient. 

Liberalisation measures are not considered as helpful either for the equilibrium of the transport 
systems in the different regions of the Community, or for modal rebalancing. 

4.2. Transport of passengers by road 

Community legislation subdivides international passenger transport by road into three categories: 
regular, special and shuttle. The free supply of international passenger transport services by road 
has been established since 1 June 1992 for journeys within Community territory, with the exception 
of regular services, which are covered by a separate authorisation system. Where cabotage is 
concerned, since 1 January 1993 specialised regular services for workers and students, and closed- 
door services, have been deregulated in a border zone extending for 25 km on either side of the 
frontier. Deregulation of the remainder of non-regular services took effect on 1 January 1996. 

A large part of the activity in the sector, and, undoubtedly, the part which is the most sensitive to 
social factors, such as national regular lines or urban transport, remains under the control of Member 
States. This is explained according to the level of the regulatory burden on these services in the 
different Member States, given their public service character. 

The main Community provisions regarding the transport of passengers by road are: 

- EEC Council Regulation no. 684/92, establishing common standards for the international 
transport of passengers by coach and by bus. 

- EEC Council Regulation no. 2454/92, establishing the conditions under which non- 
resident carriers may offer road transport services within a Member State. 

- Directive 96/26/EC, on access to the profession of transporter of goods and passengers 
by road, the reciprocal recognition of diplomas, certificates and other qualifications 
designed to favour the free establishment of these carriers in the national and 
international transport sector. 

- EEC Regulations 3820/85 and 3821/85 on the harmonisation of certain provisions in 
social matters for road transport services, in particular on driving and rest times. 
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Although there are a certain number of experiences in the deregulation of passenger transport by 
road (United States and Australia), the British experience is without doubt the most interesting, both 
because it took place in a European country and by virtue of its size, but also because it has been 
extensively observed and analysed. There have been no significant divergences between analysts 
with regard to the repercussions resulting from deregulatory measures. In contrast, greater 
divergences were seen in the interpretation and evaluation of these consequences. We present below 
a brief summary in order to examine the results of this experiment, based on the studies produced 
by Banister (1993), Dodgson (1991) and Mackie and Preston (1996). 

The 1980 Transport Act deregulated express services, easing the conditions for entry into the local 
market and creating “trial areas” for the deregulation of local services. The 1985 Transport Act 
deregulated urban public transport (except in the London area), removing barriers to entry, 
privatising the National Bus Company and reducing regulation to the prohibition and monitoring 
of anti-competitive practices, a guarantee that carriers effectively offer the declared services, and 
monitoring of safety. Provision was also made to allow local authorities to provide bus services 
which they considered to be socially necessary but which would not be profitable, by means of 
contracts. In London, on the other hand, competition was established by using invitations to tender 
and there is no direct competition on the roads. 

From the outset there has been competition in metropolitan areas, both on commercial routes and 
in service markets. In certain towns competition has reached high levels, whereas in others it has 
appeared only partially. 

Consequences for the fabric of the economy: In the early years after deregulation came into effect, 
new transport companies appeared on the market, in numbers which well compensated for the 
number which abandoned the activity. The number and sizes of withdrawals from the market were 
relatively low, but the increase in the number of companies included those which already 
contractually offered the same service prior to deregulation. 

Competition mainly arose in route structures, with little competition on prices. Although in some 
cases large companies found themselves in competition in the same market, such as the market for 
regular commercial services, it is no less true that small companies had enormous difficulties in 
reaching the necessary operational level, realigning themselves mainly to be present in the market 
for services subject to tendering. 

Companies which were already present in the market were generally successful in retarding the 
entry of new companies into their markets, thanks to cost control and their service policies. Because 
of the financial capacity of companies already present in the market, and their knowledge of local 
markets, few changes occurred. One of the objectives in privatising the National Bus Company into 
72 separate companies was to fragment supply sufficiently to favour competition: however, the 
tendency was towards subsequent concentration, by virtue of mergers and acquisitions. Many small 
companies became subsidiaries of large conglomerates operating as passenger carriers in various 
regions. 

Large increases in productivity occurred due to longer journeys, increased time devoted to service 
as such, and greater utilisation of vehicles (especially minibuses). Distances covered showed a 
particular increase, although with large disproportions in space and in time. We can say that there 
was an increased production of vehicle-kilometres, but concentrated in a network which was smaller 
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both in time and space. This increase in vehicle-kilometres is due mainly to three factors: the 
presence of a larger number of minibuses (more suited to suburban conditions and also offering 
large savings), the strategies designed to discourage the entry of new competitors and the cases in 
which on-road competition occurred. There were improvements not only in terms of vehicle- 
kilometres, but also in vehicle-kilometres/employee and vehicle-kilometreskiriver. 

Reductions in operating costs per vehicle-kilometre reached 40% in some suburban situations, partly 
due to variations in fleet composition, although the main factor was the reduction in salary costs. 
There are doubts as to whether it is possible to continue to maintain the savings in operating costs, 
and opinions are divided concerning to what extent there is an effective reduction in costs and a rise 
in the efficiency of resource utilisation, or whether there is simply a transfer between the various 
agents involved: public authorities, bus operating companies, workers and users. 

Profitability in the sector is low, a phenomenon aggravated by the difficulty in obtaining further cost 
reductions, which could lead to a concentration on the most congested profitable routes. This 
precarious profitability has been made obvious by the difficulty in renewing fleets. It seems that an 
improvement has recently been detected in profitability ratios, due possibly to companies becoming 
better integrated into their markets. 

Consequences for employment and working conditions: the reductions in operating costs have 
been obtained by resorting to direct reductions in basic salaries, better utilisation of temporary 
personnel, more numerous journeys, and less qualified (hence cheaper) personnel for minibus 
services. National wage agreements have been replaced by local agreements. The principal savings 
have been achieved by reducing the costs of maintenance personnel, although there has also been 
a decrease in bus service personnel. Banister (1993) refers to weekly wages in real terms, at prices 
applicable in 1991, which fell by 6.7% between 1984 and 1991. Drivers in 1984 earned 3.9% more 
than the average for full-time manual workers, whereas in 1991 they earned 12.2% less than the 
same average. There was a significant drop in the personnel employedvehicle ratio. 

Consequences for safety: the legislation on safety standards was strengthened at the time of 
deregulation, and there is no sign of a deterioration in safety. 

Consequences for secondary lines: large companies in metropolitan areas recorded from 80% to 
90% of their mileage, chiefly reducing their evening and night services. Enormous differences were 
observed in the variation of service levels in certain regions. The rise in service levels mainly 
occurred on the principal radial routes, whereas on some routes a reduction was noted in the real 
number of kilometres covered. On each occasion more invitations to tender were necessary in order 
to complete the commercial network and avoid reductions in services (in any event, approximately 
80% of the vehicle-kilometres covered correspond to commercial services); however, although the 
overall level of subsidies has significantly diminished, it is true that a large part of this reduction has 
been offset by an increase in fares. 

Consequences for users: From an overall point of view, fares have risen in real terms, although the 
distribution is uneven (fares have risen strongly in certain regions, whereas in others they have 
remained practically constant and only very few users have benefited by reduced prices). The 
market has not been characterised by the application of different tariffs depending on the nature of 
each route, and standard prices have continued to be those most generally used. The number of users 
has continued to fall, more rapidly even than before deregulation: the inability of liberalisation to 
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prevent the fall in the number of passengers taking the bus is probably the greatest failure of 
deregulation. This drop in demand, together with an increase in the number of vehicle-kilometres, 
has resulted in a significant reduction in the passengershehicle ratio. Services offered early in the 
morning and on Sundays have dropped. It is certainly true that the number of kilometres at peak 
times has increased, the largest percentage increase being seen in the periods between the peak hours 
on working days and Saturdays. The penetration of networks has grown and there has been a 
reduction in the distance between bus stops. By attempting to increase speed, a reduction in 
reliability has resulted. The need to change buses has diminished. In the commercial services 
market, there have been frequent changes in services, with a lack of information and coordination. 

Consequences for the environment: In some towns problems have arisen due to the congestion 
of bus traffic and other factors linked to the environment, although it is not possible to attribute 
these clearly to deregulation. 

Consequences for infrastructure services: The most important consequence in this regard is the 
inability of public authorities to develop strategies for transport and land use which would permit 
an optimisation of the use of road networks. 

The deregulation model adopted in London, based on tendering with contracts aimed at minimising 
the cost of services, has resulted in a smaller reduction in operating costs than those seen elsewhere, 
with a much smaller drop in demand than in the rest of the country. This model allows careful 
planning of services, coordination of fares and the maintained provision of appropriate information 
to passengers. 

Numerous authors have concluded that the implementation of a tendering procedure (off-route 
competition) in London and elsewhere for the provision of subsidised services is one of the greatest 
successes of deregulation. 

As far as the other European countries are concerned, tendering is widely used in order to award 
passenger transport contracts, although in certain cases the duration of the concession is very long 
(if it is not automatically renewable). 

When compared with the totally deregulated situation which prevails in the United Kingdom, the 
measures taken by the European Union are of much more modest scope. The responses obtained 
range from stating that the community legislation has a limited impact, to stating that we must 
expect consequences similar to those experienced in the United Kingdom in the case of greater 
deregulation, modulated by the scope of the deregulation which might be implemented in this sense. 

4.2.1. Consequences for the fabric of the economy 

The opinions gathered on the number of companies in the market are very divided between an 
increase, no change and a reduction, whatever the type of organisation consulted. It seems that we 
can predict a certain increase in the number of large companies and a fall in the number of small 
ones. There is also a dispersion in the responses on the evolution of the number of insolvencies, with 
a slight tendency towards an increase. There is greater consensus on the fact that transport capacity 
will increase, particularly where special services are concerned. 
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It also not possible to draw any clear conclusions on the evolution of company structures. A small 
majority seems to think that the largest companies will be advantaged, and that the difficulties of 
small and medium businesses will increase. This creates a tendency towards a concentration of 
companies and the creation of mechanisms for inter-company cooperation. We should remember 
that the regular bus service sector can be described as being in general relatively lightly 
concentrated, with a large number of companies of small size, although there are also some large 
operators. As for special services, small and medium companies have a radius of action which is 
regional, or at best national, whereas the larger businesses tend to cover both the national and 
international markets. Nevertheless, it is common to see the same company simultaneously operating 
regular and special services. 

The achievement of dominant positions, and the generation of positions of destructive competition, 
are detected. It is not, however, clear that the dominant positions obtained are being exploited. In 
the United Kingdom, for example, established companies achieve dominant positions, having a real 
capacity to compete. 

Within Transport Authorities, the dominant opinion is that neutral effects are being produced on the 
efficiency, productivity and profitability of the sector. Among companies, there is a majority of 
positive opinions on changes in efficiency and productivity (except in France and Spain) and 
negative opinions regarding profitability. Trade unions see a negative evolution in all three 
parameters. 

The consequences of deregulation of national regular routes would clearly depend on the degree of 
liberalisation, but it is generally considered that the British model is a good example of what could 
happen. In any event, the most critical positions are found in France and Spain. In general, in order 
for competition to be introduced into passenger bus operations, the system of competitive tendering 
is preferred to total deregulation. There are those who claim that long concession periods mean that 
one cannot speak of competition in the award of services, but it is also true that if the concessions 
are too short, companies may be unable to reap the benefits of introducing improvements in 
management and of measures to encourage demand, which may require relatively long periods in 
order to reach maturity. 

4.2.2. Consequences for employment and working conditions 

Everyone agrees on the fact that flexibility in work is increasing and that employment stability is 
falling significantly. The remaining parameters show a greater diversity of opinions, but without 
reaching very distinct positions. It is considered in general that the qualifications and level of 
training of workers in the sector, geographical and functional mobility and the working day will 
either remain constant or show an increase. In contrast, the overall level of employment in the 
sector, salary levels and the capacity of trade unions for action within companies will change 
downwards. 

The British experience shows that where intense competition occurs on a route, driver salaries 
diminish and staff levels fall. 
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4.2.3. Consequences for safety 

The majority opinion among companies is that technical safety standards are adequate, although 
some believe that they require improvement. The situation among trade unions is exactly the 
opposite, and users unanimously consider that standards need to be improved. No one thinks that 
safety standards are excessive. 

Transport Authorities do not believe that there is a desire for lower safety standards in order to be 
more competitive in terms of costs. Companies, unions and users, however, have differing opinions. 
There is general controversy concerning the possible threat to safety, with an increased risk of 
accidents, resulting from liberalisation measures. 

The solutions are intended to ensure effective application of standards, and greater harmonisation 
of safety conditions and working hours. 

4.2.4. Consequences for secondary lines 

Transport Authorities unanimously claim that they will not abandon secondary lines, that they will 
not operate them with lower quality standards, and that there will be no requirement for more public 
funds for their maintenance. There are greater divergences among companies, but the majority 
opinion coincides with those of the Transport Authorities. Trade unions have similar reactions, 
except that they believe unanimously that more public funds will be needed. As for users, they adopt 
the most critical position, since they consider that secondary lines are destined to be abandoned or, 
at best, will be operated with lower standards of quality. 

The most frequent opinion is that unprofitable routes will be supported by public funds granted after 
a tendering process which will take into account the required quality conditions in order to keep old 
vehicles off the roads. 

To all these factors, we should add that the deregulation of national regular routes would render 
impossible the adequate planning of transport services. 

4.2.5. Consequences for users 

With regard to changes in prices, there is a wide dispersion in the responses. Transport Authorities 
are of the opinion that they will either remain constant or fall, companies have widely differing 
opinions and the majority of users believe that they will rise. We can detect no clear tendency on 
the types of service for which prices may change, nor on the differentiation of fares between high 
season and low season. In any event, it is not felt that the development of innovative pricing policies 
has been encouraged. It is likely that the greatest impact on prices will be seen in Central European 
countries, due to the higher density of international services. 
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There is a tendency towards a multiplicity of service qualities, with the implementation of 
commercial and administrative innovations. In this regard, we should underline the considerable 
success achieved in certain countries (United Kingdom and Spain) in express transport, with 
vehicles and services of high quality for long-distance services. 

No clear conclusions can be drawn on the possible evolution of the parameters which define supply 
in regular routes (frequencies, information provided to users, network interconnections etc.) in the 
event that deregulation measures are implemented. Most responses opt for a maintenance of 
services, but this position is essentially based on the belief that the control exercised by the 
authorities administering public services will not permit a deterioration of supply in the sector. 

4.2.6. Consequences for the environment 

None of the organisations questioned expected beneficial effects on the level of congestion on 
European routes. All the responses indicated that congestion will increase, or at best remain 
constant. We cannot, however, detect any clear position on the evolution of environmental quality 
or on the adequacy of measures based on the imposition of technical standards in order to combat 
possible degradation of the environment. 

The most widespread demand in the sector is for the implementation of greater restrictions on the 
use of private vehicles, accompanied by reserved infrastructure provisions for public transport. 
Respondents underline the positive environmental impact of wider use of Operating Support 
Systems (OSS). 

4.2.7. Consequences for infrastructure services 

Opinions on the effect of infrastructure shortcomings on intermodal competition are also very 
divided and no consistent conclusions could be drawn. Some fears were expressed on the loss of 
service quality implied by private management of passenger terminals. 

There is a positive opinion on the effects resulting from liberalisation measures in the transport of 
passengers by road for a modal rebalancing of transport, but there is no expectation of any 
significant contribution to a rebalancing of transport systems in the different regions of the Union. 

4.3. Rail transport 

The majority of national railway networks in the European Union are controlled by national 
operators under a monopoly system. Rail transport services in the Member States are characterised, 
to various degrees, by national regulation and the significant nature of non-commercial (i.e. public 
service) obligations. 
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The European Union has developed an activity designed to facilitate the adaptation of community 
railways in accordance with the conditions required by the Single Market and to raise their 
efficiency. The following can be underlined among the principal community measures in rail 
transport: 

- EEC Council Directive 91/44 on the development of community railways, in which the 
most important provisions concern the management autonomy of railway companies, the 
stabilisation of their finances, the separation, in accounting terms at least, between 
infrastructure management and the transport activity, and the conditions for access to the 
rail infrastructure. 

- EEC Council Directive 95/18 on the award of licences to railway companies. 

- EEC Council Directive 95/19 on the allocation of rail infrastructure capacities and the 
establishment of the corresponding usage rules. 

Although it does not strictly refer to rail transport, we should also recall EEC Council Directive 
92/106, relating to the establishment of common standards for certain cases of combined transport 
of goods between Member States, whose aim was to reduce road transport by developing combined 
transport, where the railways play an important part. 

Member States are currently implementing EEC Directive 91/440 in very different ways. Thus 
France, for example, has chosen a single railway company, SNCF, to operate its national rail 
network and manage its infrastructure on behalf of the public body “French Rail Network”, created 
by Law 971137 of 13 February 1997. 

Other countries of the Community have, in contrast, chosen to have several railway companies, 
responsible for infrastructure management, such as Sweden (since 1988) and more recently the 
United Kingdom, Germany and Holland. However even in these countries the situations are not 
similar. 

In Sweden, infrastructure management and the operation of transport services are performed by 
separate organisations, but both management and operation are in the public sector. 

In the United Kingdom, the process of restructuring British Rail commenced in 1993 with the 
publication of the Railway Act: the company Railtrack was given responsibility for managing the 
rail infrastructure in 1994 and privatised at the end of 1996. The break-up of British Rail involved 
the creation of 90 private companies. 

In the Netherlands, the company Nederlandse Spoorwegen (NS) has practically completed its 
restructuring programme by creating a holding company comprising 6 independent commercial 
units with a market-oriented management policy. Privatisation of the Dutch railways is planned for 
the year 2000. 

Germany, for its part, defined its rail system model in the Railway Reorganisation Law of 1 January 
1994. This new model provided firstly for the conversion of Deutsche Bahnhof into a public-capital 
limited company, Deutsche Bahn AG, which will subsequently be replaced by several specialised 
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companies taking responsibility for different railway services: infrastmcture, long-distance 
passengers, short-distance passengers and freight. Privatisation of these companies appears to be a 
long term objective. 

Finland has already complied with the obligations arising from EEC Directive 91/440, including the 
opening of the rail network to international competition, with the entry into effect of EC Directives 
95/18 and 95/19 planned for 1 July 1997. Transport services are provided by the company VR 
Group Ltd, while the maintenance and development of the state-owned rail network is undertaken 
by RHK, controlled by the Ministry of Transport and Communications. 

Portugal plans to develop, in 1997, a new organisational model for the railway company Caminhos 
de Ferro Portugueses (CP). The new structure includes the creation of three limited companies. One 
of these will be Entidade Reguladora do Sector do Caminho de Ferro, responsible for regulating rail 
transport activities. Another will be a public company to specialise in the construction, maintenance 
and management of infrastructures, together with the control of regulatory systems, of safety, and 
of charging for infrastructure utilisation. CP, finally, will be responsible for operating transport 
routes and will be in competition with new companies which will be permitted to operate in 
Portugal. The new regulations will be introduced in phases and the Government expects this process 
to be completed in 1999. 

Since Sweden has the longest of all experiences of organic separation between railway infrastructure 
and transport services, it seems appropriate for this report to summarise its scope and implications. 
Its fundamental features are described by Mr. Stig Larsson, Director General of the company Statens 
Jiimvagar (SJ) in a report presented at the 13th CEMT Symposium which took place in Luxembourg 
in May 1995: 

In 1988, the Swedish parliament unanimously decided on the following measures: 

- the division of the network between the Swedish railway company SJ, responsible for the 
commercial operation of rail transport services, and the national railway authority 
Banverket (BV), responsible for infrastructure. 

- SJ has to pay for using the infrastructure, the prices taking account of the socio-economic 
costs engendered by accidents and of other environmental questions. 

- the railway network is divided into main lines (national railways) and regional lines. 

- the 25 regional transport bodies, created in 1978, granted operating rights for passenger 
services on regional routes (or allowed SJ or any other company to operate in its name) 
on the basis of a tendering procedure. 

- SJ reserves the right to operate goods services over the whole rail network. 

- a financial restructuring of SJ and a series of measures allowing the company to operate 
according to strictly commercial criteria. 
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Since that time, the previous policy, which consisted of reconciling social and financial objectives, 
has been abandoned in order to concentrate exclusively on financial objectives, with the 
establishment of a purely commercial relationship between SJ and the State or the regional transport 
bodies. 

SJ was reorganised into 4 divisions: passenger transport, freight transport, mechanical engineering 
and maintenance of rolling stock, and property. The remaining components of the previous “railway 
conglomerate” were sold or organised into independent businesses under a holding company. The 
maintenance activities essential for rail transport services throughout the country were subjected to 
competition, as far as possible, in particular in the case of workshops. 

A selection was made of products which were profitable and had a future, reviewing productive 
resources as a function of all this. The result was a significant decrease in the number of locomotives 
and a 50% reduction in the number of freight wagons. In order to make freight transport services 
profitable, the number of marshalling yards was also reduced. The implementation of these 
measures was phased over a number of years in order to limit the negative consequences for the 
regions concerned. 

Between the beginning of reorganisation and 1994, the reductions in personnel within SJ reached 
approximately 30% of the staff devoted to rail transport. An effort was made to avoid redundancies 
in implementing these reductions, and they were accompanied by measures to train and support the 
personnel involved, collaboration in research into the establishment of new activities in the regions 
most affected, and the installation of SJ activities which were independent of any particular 
geographical location, such as information technology. In spite of the staff reductions, more 
transport services were provided over the same period and SJ has succeeded in generating profits 
since 1991. 

As a corollary, Mr. Larsson recommends the conversion of the old railway network monopolies into 
truly commercial businesses, but he doubts whether the opening-up of rail transport markets is a 
solution to the “problem of the railway”. 

The Swedish government subsequently deregulated rail transport, allowing private operators to enter 
the sector. After the liberalisation of Swedish railways, a number of small flexible companies 
appeared in order to carry goods by rail. These companies handle small-scale traffic which is of little 
interest to SJ. They also carry loads for Banverket, the body which owns the infrastructure, and for 
other larger companies. This process is too recent for valid conclusions to be drawn. 

Bearing in mind the current stage of development and application of measures intended to liberalise 
the rail market, the replies received represent opinions rather than observations. These opinions are 
nevertheless of great value, given that they come from people who live and work every day in this 
sector. 

- 31 - PE 166.820 



Social consequences of deregulation and liberalisation in the transport sector of the EU 

4.3.1. Consequences for the fabric of the economy 

In general, the measures proposed for deregulating the rail sector can be expected to have more 
limited consequences and a longer implementation period than those concerning road transport. 
Furthermore, there is a distinct degree of pessimism on the ability of these measures to contribute 
to a revitalisation of rail traffic. 

The general opinion is that the number of companies present in the market will increase. It is highly 
probable that this increase in company numbers will occur in the period immediately after the 
implementation of liberalisation measures, with a subsequent limited consolidation of the companies 
present in the market. In practice, a large number of these new business will arise from the break-up 
of the activities of the present railway companies into more specialised units (freight, long-distance 
passengers etc.). The present railway companies are not, however, expected to disappear (although 
it is highly likely that they will be transformed) and competition will have to develop to a large 
degree between companies already present in the market, although certainly not in their present 
form. Respondents also underline the sector's probable evolution towards a market of an 
oligopolistic nature, similar to a certain extent to the air transport market, with the survival of a 
number of companies devoted exclusively to railways and a population of small businesses 
operating in certain niche markets. 

An increase in transport capacity is also expected, albeit selective, i.e. in certain territorial areas, 
certain routes and certain services. In other cases, supply will tend to fall, with a final balance of 
overall growth in the transport capacity and a transformation of its structure. 

The majority of companies consulted believe that an increase in the size of railway businesses is 
encouraged, whereas Transport Authorities hold the opposite view and the trade unions responded 
with different views. These results should perhaps be interpreted as meaning that the larger 
companies will benefit by an improved situation initially, but given the universality of services from 
the present companies, it would appear difficult for them to reach a larger size. Specialisation in 
certain types of traffic should lead to companies of smaller size. 

According to Nash (1992), the American experience, clearly essentially applied to goods traffic, 
suggests that specialisation in routes and types of traffic is desirable, although the results of one 
company operating on the tracks of another were not particularly happy, this being considered as 
the major reason for the quality problems of Amtrack. In the field of passenger traffic this question 
is problematic, particularly if similar effects are produced to those which resulted from the 
deregulation of public bus transport in the United Kingdom (loss of coordination of services, 
inadequate information to passengers and deterioration in service frequencies), which in the case 
of railways would be particularly serious. 

There is also no consensus on the likelihood of a business concentration process: Transport 
Authorities are more inclined to think that this is not the case, trade unions believe that it is, and 
companies have a variety of opinions with none being in the majority. It is possible that once 
companies specialising in each type of traffic have been created, company mergers will occur with 
the intention of creating a certain type of traffic with corresponding companies in neighbouring 
countries wherever the interoperability of networks does not pose serious problems. 
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With regard to the future structure of the sector, measures negotiated to reduce the debt burden of 
railway companies will have a very considerable impact. 

There is general agreement that cooperation mechanisms between railway companies will intensify, 
and that technical and commercial cooperation between networks is preferable to direct competition 
on the tracks. It should be stated that the traditional mechanisms for cooperation between networks 
have shown themselves to be insufficiently effective, and it is to be hoped that initiatives of the 
joint-venture type, such as those already established, imply an increase in quality of management. 
The appearance of companies of a smaller size than the present businesses gives rise to divergent 
opinions among the various organisations consulted: companies have a greater expectation of this, 
believing that small companies, efficient, specialised and with good backing, can offer competitive 
advantages. It seems however that specialisation is not sufficient to guarantee the functioning of 
small companies. 

The conditions in which railway competition could be developed are the subject of a variety of 
opinions among all types of organisation consulted. One of the most remarkable features resides 
perhaps in the fact that trade union organisations and a large number of companies express their fear 
of seeing situations of destructive competition. In the United Kingdom, as mentioned previously, 
privatisation of the rail industry has taken place, and one of its preoccupations has been precisely 
to avoid the development of dominant positions. The mechanism which was created for this can be 
summarised as follows: a regulatory body (Rail Regulator) was set up, and no railway company may 
acquire another railway company without informing this body. In accordance with the stipulations 
of the Fair Trading Act, the Rail Regulator together with the Director General of Fair Trading has 
the power to undertake investigations and to implement the necessary measures to deal with certain 
anti-competitive practices. 

A point on which there is indeed consensus is that the creation of an appropriate framework for 
intermodal competition would have much more beneficial consequences than internal competition 
in rail traffic. Direct competition is unlikely on the majority of routes, although in the United 
Kingdom we see price competition beginning to appear where routes overlap. For intracommunity 
traffic, especially freight, a single operating company might lead to better results than several 
competing companies. It is also pointed out that competition is much more likely in freight services, 
where it is desirable for operators to seek a European dimension, which only seems able to grow out 
of the juxtaposition of national companies in the case of passenger services. As for intermodal 
competition in freight traffic, there is a demand for industrial areas to be effectively linked to the 
rail network in order to provide a real choice between transport modes. 

It is felt that difficulties of connection and interoperability of European rail networks have a 
negative influence on the process. The integration of the European rail system still presents major 
technical difficulties (signalling and traction differences, different rail gauges in Spain and Portugal, 
etc) which mean that any solution to the problems would be very costly and in any event lengthy 
to implement. Infrastructure capacity may also play a decisive role: in situations where traffic 
volumes may be limited by route capacity, it appears difficult to use this limited capacity in an 
optimal manner if there is more than one operator on the route. One of the most disputed aspects 
of deregulatory proposals is that the assignment of utilisation rights to the competing companies can 
be achieved with equity on the part of one of the companies. 
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Among the administrative authorities there is a generally positive opinion on the changes to be 
expected in the efficiency and productivity of the sector, although the consensus is greater with 
regard to the trend for productivity. However, the improvement in productivity will be obtained 
through large reductions in company staffing and the abandonment of unprofitable activities. There 
are other factors which influence the evolution of productivity, principally the instability which is 
inherent in any prolonged period of profound change in the productive organisation. The prospects 
for profitability produce various responses, but one can conclude that a negative evolution is 
expected, particularly among the operating companies. 

Trade unions express differing opinions on the evolution of these parameters. In any event, it is 
thought that the changes in competition with roads will have a greater effect on the efficiency, 
productivity and profitability of railway companies than on the development of intramodal 
competition. 

In the long term, one can hope for positive effects on the railway sector, but these will largely 
depend on the path to be followed during the transitional period. 

4.3.2. Consequences for employment and working conditions 

Opinions are rather similar in expecting a large fall in the overall level of employment in the sector, 
with an increase in the working flexibility and geographical and functional mobility of workers and 
a reduction in employment stability, accompanied by a drop in salaries (although on this point 
numerous companies claim the opposite). It is expected in particular that workers with the lowest 
levels of training will be most affected by job losses. 

It should not however be forgotten that employment in the European railway sector has experienced 
a steady reduction since the beginning of the last decade, with a fall since that time of more than one 
third in the numbers employed. The liberalisation measures and privatisations, in operation or 
projected, may imply an acceleration in the reductions of personnel, insofar as this is permitted by 
national laws, given that practically all European railway companies are overstaffed. 

Independently of the consequences of deregulation in the sector, it frequently experiences difficult 
periods in industrial relations. We can quote as an example the disputes provoked by the draft 
version of the Plan Contract for the French SNCF over the 5-year period from 1996 to 2000: the 
measures proposed for improving the financial situation of the company (cost reductions, a 
persistent effort to moderate salaries, staff reductions) were rejected by all the trade unions 
represented within SNCF, alleging that the policy of creating subsidiaries was the first step towards 
privatisation and the dismantling of a large part of the network. 

If we examine the organic separation of infrastructure and services, or their privatisation, we see a 
multiplication in the number of demonstrations of protest by trade unions organisations. In this 
connection we can quote the Special Conference on railways held last October by the International 
Transport Workers' Federation, where it was decided to launch a campaign to prevent the 
fragmentation and privatisation of railway companies. Another example is the gathering organised 
in November in Brussels by the railway section of the Federation des Syndicats de Transport de 
1'Union Europknne (FST - European Union Federation of Transport Unions) to protest against the 
dismantling and privatisation of the railways. In Spain also, trade union bodies were seen to oppose 
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the new public body Gestora de Infraestructuras Ferreviarias (GIF), considering that the transfer to 
that body of certain sections of Spanish railways endangers this public service and that 14,000 
employees in the maintenance and infrastructure services would see their jobs threatened. 

For its part, the Communauti! des Chemins de Fer Europkenne (CCFE - Community of European 
Railways) showed its support for the principles presented in the White Paper of the Commission on 
the revitalisation of community railways in a Declaration to which SNCF did not subscribe. This 
support was subsequently qualified in the document entitled “Tendances gknkrales du march6 en 
1996” (General market trends in 1996). 

The aspects which show the greatest diversity of opinions are the consequences for the level of 
training of workers in the sector and on the working day. With regard to the qualification levels in 
the sector, Transport Authorities are inclined towards a positive evolution, as are some of the 
companies consulted; a significant number of companies expect a lower level of training, and trade 
union opinions are divided. Arguments in favour of a rise in qualifications are the greater degree 
of specialisation or the reduction of workers to lower training levels; in contrast, we can highlight 
a lower stability of railway jobs. With regard to the length of the working day, Transport Authorities 
and trade unions expect increases, while companies tend towards no change. 

CCFE has also recommended on several occasions a harmonisation of social legislation and the 
uniform application of legislation on working hours. 

4.3.3. Consequences for safety 

The majority of Transport Authorities and companies believe that safety standards will not be 
lowered in order to increase competition on costs, and that liberalisation measures will not threaten 
transport safety. Trade unions, however, hold the opposite view, and users have mixed opinions. 

In general it is not possible to say that the deregulation of rail transport implies an improvement in 
safety levels, rather quite the contrary. The prevention of risks requires very strict rules for access 
to the network and effective monitoring of their application, although it is certain that a large 
propohion of the mechanisms of rail transport safety depend more on the infrastructure than on the 
rolling stock. 

In the United Kingdom, the company owning the infrastructure (Railtrack) has to operate under 
“railway group standards” which have been approved by a body independent of the government, the 
Health and Safety Executive (HSE). All rail operators are obliged to set up safety procedures, which 
have to be approved by Railtrack and the HSE. Without this approval, they are unable to obtain 
licences as rail operators. 

If suitable systems are implemented to allow the shared use of the infrastructure, and if regulatory 
mechanisms are set up which guarantee universal compliance with safety standards, deregulation 
measures should not imply a reduction in safety for rail traffic. 
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4.3.4. Consequences for secondary lines 

Where the transport of goods is concerned, Transport Authorities and companies do not predict 
negative consequences for the economic activities exercised in peripheral regions: their transport 
costs will not increase and their needs will not be ignored. Trade unions believe the opposite. 

As for the transport of passengers, opinions are radically opposed. Transport Authorities do not 
expect secondary passenger routes to be abandoned or to be operated with lower quality standards, 
and do not expect more public funds to be needed for their maintenance. Trade unions and users 
hold exactly the opposite opinion, whereas railway companies hold differing opinions on the 
subject. 

It is clear that the railways need large flows in order to become an efficient mode of transport, and 
secondary lines require the appearance of low-cost operators in order to be able to remain open, in 
view of the numerous precedents of rail lines closed to traffic and with no service under the 
protection of monitored management structures and protected by large subsidies. Deregulation in 
the sector could facilitate the appearance of operators of this type. 

The future of secondary passenger lines is mainly a political question, and the likelihood of their 
disappearance depends on the attitude which Transport Authorities will adopt with regard to the 
need to retain them. In France, for example, regional passenger services have been decentralised in 
application of the Law of 4 February 1995 on territorial strategy and development. The objective 
is to organise regional rail transport such that decisions can be taken by the authorities which are 
the most sensitive to the needs which are intended to be covered. Even so, it is possible that lines 
with low traffic may eventually be served by road transport, due to the greater flexibility of this 
mode. 

4.3.5. Consequences for users 

Transport Authorities expect prices to fall, but only for certain specific rail services. Companies 
have divided opinions on the directions which prices will take: the reduction in subsidies to rail 
transport should be compensated by a major reduction in costs and by a certain increase in prices, 
particularly in the market segments where the railways have the greatest potential, but competition 
will exert downwards pressure on prices. The balance of all these circumstances appears uncertain. 
Users, for their part, believe that there are reasons to expect an increase in the price of rail transport. 

There is consensus on the fact that a consequence of deregulatory measures will be the adoption of 
innovative pricing policies, with a greater variation in prices according to changes in demand, and 
the intensification of discriminatory price policies according to high- or low-season periods. 
However, price diversification is a practice which competition tends to erode. It is similarly felt that 
companies will continue to offer multiple service qualities for the same journey (the railway is 
probably the precursor in this regard) and that the adoption of innovations will be favoured. These 
innovations correspond more to commercial and administrative factors than to technological 
innovations. 
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For questions directly linked to the quality of services, it is difficult to distinguish clear trends, 
particularly with regard to the foreseeable consequences for passenger services. Thus in the case of 
the regularity and frequency of services, Transport Authorities expect an increase, companies and 
users believe that the present situation will continue, and trade unions predict a reduction. The 
consequences for the connectivity and territorial accessibility of the rail transport network provoke 
a large dispersion in responses, although it seems that their immediate repercussions in terms of 
direct impact on journeys (i.e. the duration of journeys and the number of changes necessary to 
accomplish them) may be seen in a tendency to maintain current conditions, perhaps with a slight 
decrease in journey times. A tendency towards the concentration of services is clear in the high 
season, but this opinion is far from being universal. Even among Transport Authorities and users, 
the most common position is that no substantial changes will occur. 

As for the level of information given to passengers in relation to the services provided by 
companies, the trade unions take the most pessimistic view, expecting a reduction; similarly, a large 
number of companies share this opinion. 

There are very divided responses on the effects after the integration of rail services, among both 
Transport Authorities and companies. Respondents point out the intimate relationship which needs 
to exist between infrastructure and rolling stock in order to achieve an optimal solution in relation 
to the cost of services. The separation of infrastructure management from transport services 
endangers this vertical integration. Difficulties are also feared for service planning when there are 
several operators on the same infrastructure, and it is possible that the distribution of traffic between 
several operators may reduce the number of routes on which international services are justified. 

4.3.6. Consequences for the environment 

There is a relatively wide consensus concerning increased congestion in the most important 
interchange points and segments of the rail network, while the environmental impact of 
liberalisation measures produces divided opinions. Transport Authorities and companies see an 
improvement in environmental conditions, insofar as deregulation engenders increased use of rail 
transport, since the latter will not lose its environmental advantages. Trade unions, however, believe 
that liberalisation measures may result in the loss of the good environmental performance of the 
railways, with a consequent general environmental deterioration. This will largely depend on the 
development of political strategies concerning the internalisation of the external costs of each mode 
of transport, one of the traditional demands of the railway sector. There is a demand in particular 
for road users (transport companies, and especially private vehicles) to bear the costs of road 
building and maintenance, as well as the costs of safety and of accidents. On this subject, the CCFE 
has expressed its support for the Commission's Green Paper on a fairer fiscal system for road 
haulage. 

One of the policies which could raise the railways' share of goods transport, and hence contribute 
to an improvement in environmental quality, is intermodal transport. This market, which is of 
obvious interest to the railway sector, allows it to get round its inability (other than in exceptional 
cases) to provide door-to-door services and offers considerable potential, but it requires the railways 
to remove certain obstacles in terms of the insufficient capacity of certain terminals and route 
segments and the need to improve the speed and reliability of deliveries. 
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4.3.7. Consequences for infrastructure services 

The possibility that competition will be placed in a very difficult situation due the lack of 
infrastructures sufficient to sustain it provokes enough affirmative replies for it to be taken into 
account. These affirmative responses come from a certain number of companies and trade unions, 
while the majority of Transport Authorities hold the opposite view. The railway will perhaps be the 
mode of transport requiring the greatest investment in order to promote its services and achieve 
more competitive positions. 

With regard to the contribution of deregulatory measures to modal and regional re-balancing of 
transport systems, there is no predominant opinion in either direction. 

4.4. Air transport 

Community policy for the deregulation of air transport covers four major fields: market access, 
capacity control, prices and the granting of company operating licences. The process began in 1980 
and was completed in three stages, of which the third, known as the “third air package”, came into 
effect on 1 January 1993. Cabotage in the air transport sector was finally deregulated on 
1 April 1997. 

The Community thus laid down a large number of rules and standards for harmonisation, aiming 
to place all airlines on an equal competitive footing. It legislated in particular in the fields of 
technical standards, administrative procedures and reciprocal acceptance of licences of personnel 
to exercise activities in civil aviation. 

The principal measures adopted by the European Union are: 

- EEC Council Regulation no. 397987 (subsequently amended by EEC Council 
Regulations 1284/91 and 2410/92) which established procedures for the application of 
competition standards to companies in the air transport sector. 

- EEC Council Regulation no. 2299/89 (subsequently amended by EEC Council 
Regulations 3089/93 and 3652/93), which establishes a code of conduct for computer- 
based reservation systems. 

- EEC Council Directive 91/670 on the reciprocal recognition of licences of personnel to 
exercise activities in civil aviation. 

- EEC Council Regulation no. 3922/91 concerning the harmonisation of technical 
standards and administrative procedures in the field of civil aviation. 

- EEC Council Regulation no. 2407/92 on airline licences, specifying the conditions for 
their issue and maintenance in force, on the part of Member States, for operating licences 
for air carriers established in the Community. 
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- EEC Council Regulation no. 95/93 relative to common standards for the allocation of 
time slots in community airports. 

- EEC Council Regulation no. 2408192, relating to access by community airlines to 
intracommunity air routes. 

- EEC Council Regulation no. 2409/92, on passenger and freight tariffs in air services. 

Other questions regulated by the European Community have included, for example, packaged 
journeys, air traffic control and the limitation of working hours for pilots. 

A parallel has frequently been drawn between the possible consequences of deregulation of the air 
transport market within the European Union and the experience of deregulation in the United States 
after the 1978 Airline Deregulation Act. Button and Swarm (1991), however, point out a 
considerable number of differences between the European and North American air transport 
markets, suggesting that we cannot expect identical results from the two experiences of 
liberalisation. The following should be emphasised among the most significant differences: 

- The United States market is domestic, whereas the market in Europe is mainly 
international. 

- The European Market is significantly smaller than the United States domestic market. 
Flights within Europe are shorter, which eliminates many of the opportunities for success 
in “hubbing” and produces difficulties for competition by indirect flights in relation to 
direct services, in spite of reductions in prices. 

- The European market includes a charter flight component which did not exist to the same 
extent in the United States prior to deregulation. 

- In the United States, each computerised reservation system belongs to a single company, 
whereas in Europe they belong to several airlines. 

- Intermodal competition is present in Europe for medium distances. 

- The North American airline industry is entirely in private hands, while in Europe there 
is a substantial public sector involvement. 

- The European political authorities are relying on monitoring the American experience 
in order to take their decisions. 

American deregulation has been the subject of a considerable number of studies, and we can quote 
the following fundamental consequences (from Bauchet (1991) and Betancor and Calderon (1996)): 

- the adoption of systems of radial routes, with the strengthening of companies in their base 
airports (the “hub” effect): companies had a tendency to concentrate their operations in 
one or more airports, due to advantages such as greater flexibility in flight scheduling, 
the ability to create routes with aircraft suitable for the corresponding demand and to 
achieve better seat occupancy, a reduced need to change airlines for journeys involving 
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more than one flight or the intensity of “slots” required for this type of operation, which 
makes access difficult for potential competitors. On routes to low-density destinations 
there was significant replacement of jet aircraft by turboprop equipment with lower 
capacity and comfort levels. This structure resulted in a considerable increase in 
frequencies and it implies, for travellers to or from peripheral airports, longer flight times 
and a greater probability of needing to change aircraft. In order to minimise waiting times 
between flights, flights arriving from different points were concentrated into a short 
period of time, with a wave of departures shortly afterwards. Hub airports received a 
larger proportion of transit traffic and there was an increase in delays due to congestion; 

- mergers and acquisitions: many new carriers appeared in the early 1980’s, but a 
considerable number of these were subsequently purchased by large companies or 
became insolvent and ceased to operate. A wave of mergers and acquisitions occurred in 
the second half of the decade, involving the purchase of third-level companies serving 
as “feeders” to the most important radial routes and the exploitation of the advantages 
deriving from larger size: a larger choice of destinations, economies of scale, expansion 
into new markets in order to avoid head-on competition, etc. The result was greatly 
increased concentration in the industry, making it more difficult for new companies to 
enter the market and even endangering the survival of certain airlines, and localised fare 
increases were observed (due to lower reductions on restricted tariffs). The concentration 
in the 1980s led to situations in which a single company could dominate more than three 
quarters of a route or airport: 

- a proliferation of fares, discounts and types of condition: the aim was to access different 
demand segments with the least possible damage to total revenues, avoiding reduced 
tariffs in segments with a greater willingness to pay (business travellers). This involved 
the development of complex methods of managing earnings per seat (“yield”). In the 
diversification of fares which took place, large reductions were seen on the most 
important routes, while on secondary routes there was greater stability or even some 
increases. At the same time, programmes were developed for frequent travellers together 
with commissions to travel agents in order to encourage client loyalty: 

- the development of computerised reservation systems: these systems are owned by the 
airlines and give on-line information on levels of sales and reservations for each flight, 
not only for the company itself but also for competitors, facilitating the application of 
yield management techniques and allowing better market segmentation; 

- the appearance of new low-cost airlines, offering simple services on short and medium 
routes. Their appearance resulted in a costly price war and a wave of restructuring 
operations for the traditional carriers. In certain cases, the traditional carriers responded 
by creating their own low-cost subsidiaries: 

- costs per unit produced were reduced, thanks to higher average aircraft utilisation, 
increased average flight distances, higher seating density in aircraft, and reduced staff 
costs, not only in nominal terms but also in contractual conditions, which provided for 
greater flexibility and permitted longer flying hours. According to Bauchet (1991), staff 
salaries stabilised in constant dollars after 1983, increasing again from 1987. The 
reduction in salary costs was essential for companies following low-cost strategies. 
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These results do not in general show the numerous negative consequences which might have been 
expected to result from American deregulation: lower quality of service, reduced airline 
profitability, loss of traffic safety, and a massive abandonment of secondary routes. 

Where Europe is concerned, some air transport deregulation measures have already been 
implemented, albeit recently, and these are sufficient to allow an analysis on the basis of proven 
facts. Generally speaking, we can affirm that air transport deregulation within the European Union 
is proceeding at a slow and uneven rate, in comparison with the vertiginous speed of change 
experienced in North America. 

4.4.1. Consequences for the fabric of the economy 

This is a sector with a large number of companies present in the market (the number of airlines has 
increased since 1993), an increased number of insolvencies and greater transport capacity both in 
terms of routes and seats offered. Competition at Community level, however, will have to develop 
mainly between the companies already present in the market, since it appears difficult to predict that 
the new companies will reach a sufficient size to be competitive at that level. Nevertheless, there 
is little indication that this competition will grow. The competition caused by indirect services 
naturally has little potential impact, due to the shortness of most routes, which is why competition 
between the large companies should mainly occur on the routes of greatest density; until the present 
time this has occurred to a very limited degree. 

At national level, significant increases in competition have occurred in countries such as Spain, 
Germany and France, due to the appearance of a certain number of small independent companies. 
This phenomenon was first seen in the United Kingdom, where the market was liberalised before 
the third community package came into force. 

Whatever the type of company consulted, the majority believe that we shall see a move towards 
larger company sizes. There is also consensus on the consolidation of cooperation mechanisms 
between companies (alliances policy), which began to appear from 1987. These alliances took 
various forms, such as the acquisition of shareholdings, cooperation in programmes for frequent 
travellers, or “code sharing”, and they represent an increase in concentration in the sector which in 
the medium term could lead to mergers and acquisitions, although policies of this type in Europe 
are conditioned by interventions by States seeking to retain control of their own companies. 

In contrast, there is less agreement on the operating difficulties of small and medium companies: 
Transport Authorities and trade unions do not accept that there are any, whereas numerous 
companies consider that they do indeed exist. It would seem that small companies with low 
operating costs have good potential for development in the internal air transport market of the 
European Union, while external routes tend to favour larger companies, since competition in this 
market is global. Nevertheless, small companies have shown themselves to be vulnerable in the face 
of the reactions of the large operators with which they were in competition. Deregulation was 
advantageous to regional airlines, due both to the ease of access to the market and to the transfer of 
routes from large carriers who, in order to reduce their costs, turn towards long-haul flights or routes 
of greater density. The number of large European carriers should diminish in the future, while there 
should be an increase in the number of small companies operating in particular market segments. 
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An emerging phenomenon is the development in the United Kingdom of the provision of services 
by small companies under franchising arrangements. 

The likelihood that certain companies will succeed in achieving dominant positions gives rise to 
very divided opinions among all the organisations consulted. This is also the case for the appearance 
of situations of destructive competition, although the majority of companies show positive opinions 
in this regard. It is thought that the new companies will be able to operate in all sectors of air 
transport, but it will remain very difficult for them to gain access to long-haul operations. Given the 
competitive conditions, there is great controversy over the granting of licences to companies with 
insufficient financial resources and the approval of State aid to national airlines. With regard to the 
activities of these companies, some criticisms are expressed on the subject of the losses recorded, 
their high degree of politicisation, and overstaffing, with high salaries and low productivity. 

The impact of “slot” allocation policies does not attract unanimous opinions; on the contrary, we 
observe a high degree of dispersion in responses from all organisations. The system of protected 
slots for public service routes is intended to correct the possible negative impact, although slot 
allocations only affect the very busy airports and, at the present time, there is still a sufficient 
number of European airports able to accept new airlines. Nevertheless, this restriction is certain in 
the airports with the greatest traffic, at least in certain time periods, and the preoccupation is that 
among the congested airports we f i d  each time more European airports. There are some European 
airports, such as Heathrow and Frankfurt, where the lack of slots constitutes in practice a barrier to 
the entry of new airlines. The congestion of the most desirable slots cannot be dealt with solely by 
increasing the number of runways, and there should also be a rationalisation of air traffic control 
procedures and techniques. It also seems that the Transport Authorities do not possess instruments 
with which to react in cases where companies adopt inappropriate policies for slots or timetables. 

Positive changes are expected in the efficiency and productivity of airlines, while opinions converge 
more and more as to the impact on the profitability of companies, and we see a slight majority trend 
towards a negative evolution. It appears that European carriers have higher production costs than 
other carriers. Although some of the factors contributing to these higher comparative costs are 
inherent (e.g. the shorter length of European routes), there are others which are not, such as fuel, 
airport taxes or personnel costs, where high salaries do not always relate to high productivity. Some 
opinions claim that the lack of harmonisation in fiscal matters and social costs distorts competition 
between the various European airlines. 

The gap in air transport policy is also evident in relations with third party countries. 

4.4.2. Consequences for employment and working conditions 

There is consensus concerning an increase in working flexibility and a reduction in employment 
stability, and on the fact that the working day tends to increase or, at best, remain constant. 

Opinions vary on the remaining parameters selected to evaluate working conditions. Administrative 
authorities and companies consider that qualification and training levels in the sector will be 
maintained (a large number of companies even think they will rise), while the trade unions predict 
a drop. As for the overall employment levels in the sector, opinions are divided except among the 
trade unions, who point out that they are decreasing. Employment has fallen in certain categories, 
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and it does not appear that new employment opportunities arise to the same degree for all categories 
of worker. The reduction in the size of aircraft, for example, due to competition on frequencies, has 
created additional jobs for pilots. Some companies point out that the job losses which occur in the 
restructuring of national companies may be compensated by the appearance and the growth of new 
companies, although this view seems excessively optimistic. It should be pointed out that, in the 
companies belonging to the Association of European Airlines (AEA), there has been a total 
reduction in staff numbers of approximately 40,000 since 1990, although in this period we have seen 
a major crisis among air transport companies, caused by the Gulf War. 

The steps taken to restructure national companies have had an important effect on employment. 
When British Airways was privatised, for example, a programme was implemented which reduced 
the number of employees by approximately 20,000. Ten years after privatisation, however, it has 
created 16,000 new jobs. As the Civil Aviation Authority (1995) points out, the measures taken to 
reduce salary costs include pay reductions and freezes, with productivity improvements through 
changes in working practices, including longer days and fewer staff. 

Lufthansa, for example, announced in 1994 that it had reduced its unit costs by 10% and improved 
productivity by 15%, whereas Iberia's 1995 plan to return to profitability by the end of 1996 
included the loss of 3,500 employees, a cut in salaries of 15% and an agreement with its crews to 
increase their productivity. It is certainly true that national airlines have reduced their payrolls on 
a more or less major scale, with some exceptions such as British Airways or Luxair. Until now, 
however, there has been limited delocalisation of labour in the air transport sector; according to the 
Civil Aviation Authority (1995), Sabena in 1994 considered transferring part of its administrative 
personnel out of Belgium in order to reduce its social security payments, and Austrian Airlines 
delocalised its accounting functions, transferring them to India in 1995. 

Responses as to the foreseeable evolution in the geographical and functional mobility of workers 
and in salary levels are somewhat similar: the tendency expressed by trade unions and companies 
underlines an increase in mobility and a drop in salaries, but there are numerous companies who 
expect these two parameters to remain constant. 

Finally, no clear position was taken concerning the repercussions on the ability of trade unions to 
act within companies. 

Collaterally, the new methods of selling air transport services will have serious social and economic 
repercussions on the networks of travel agencies, who will see their activity as intermediaries 
disappear due to the progress made by electronics in communications, allowing direct relationships 
between users and airlines. 

4.4.3. Consequences for safety 

The majority of companies consider that technical safety standards are adequate. There is no such 
unanimity, however, among Transport Authorities and trade unions, where responses are divided 
between adequacy of standards and the need to improve them. 
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Only the trade unions believe that a relaxation in safety standards is being sought in order to be 
competitive on costs, although a considerable number of Transport Authorities and companies 
support them in expressing a fear of seeing deregulatory trends resulting in a threat to air transport 
safety. Safety standards are based on a series of recommendations from the ICAO (International 
Civil Aviation Organisation). These standards establish strict levels with regard to air navigation, 
maintenance, crew qualifications, flying hours etc. Once again, however, only the trade unions 
predict an increase in accident rates. In any event, the inspections carried out in the United States 
after the 1996 Valujet accident revealed deficiencies in staff training and aircraft maintenance 
operations, which require to be reflected upon. 

It appears highly desirable that there should be greater harmonisation of technical safety standards 
(they show too much variation at present), with accelerated implementation of the technical 
regulations of the Joint Aviation Authorities (JAA) and the conversion of the various national civil 
aviation authorities of Member States into a singe European civil aviation authority. 

4.4.4. Consequences for secondary routes 

Transport Authorities and trade unions believe that secondary routes will be closed, while 
companies (not unanimously) and users hold the opposite view. It is felt in any case that they will 
be operated with lower quality standards (Transport Authorities and some companies think not). As 
to the possible requirement for public funds for their maintenance (imposition of public service 
obligations), the responses of Transport Authorities and companies are very divided, whereas the 
majority of trade unions believe that this will be the case. 

Following the concentration of operations by the large companies at their hubs, some routes have 
been abandoned and quality has changed on others (e.g. replacing direct jet flights by flights using 
turboprop aircraft with stops en route) in trying to adjust the characteristics of the tender according 
to the volume of demand. 

The application of public service obligations, intended to safeguard regional routes with low traffic, 
has occurred only in Ireland, Sweden, France and the United Kingdom. 

4.4.5. Consequences for users 

There is consensus on a considerable reduction in prices, but this reduction does not affect all types 
of service or route. On the one hand, there has been a large reduction in prices on routes with high 
competition, while on numerous occasions promotional fares only apply to a small proportion of 
the seats offered. It is clear that innovative pricing policies have been implemented, with a 
proliferation of fare types, application conditions and offers for frequent travellers. This 
proliferation of fares and conditions has in some cases created confusion for users. It is possible that 
ticketless systems will exert pressure towards greater simplicity of fares. In any event, it seems that 
the European airlines have introduced frequent traveller schemes with caution and with large 
variations in the level of bonuses, although the phenomenon is spreading steadily and signs of 
competition have emerged in these schemes. 
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We have also seen product differentiation policies on the part of the airlines, with the ability to 
choose between different service qualities on the same route, and the implementation of commercial 
and management innovations. One exaniple of this is the emergence of “no frills’’ low-cost operators 
such as Easyjet, Debonair and Virgin Express. 

It seems surprising that, whereas computerised reservation systems have been the subject of 
Community regulation, there are numerous airlines and user organisations who do not consider that 
they present information in a neutral manner. 

Opinions on the evolution of certain parameters defining the quality and diversity of supply are, in 
general, rather convergent. A clear increase in frequency of services has occurred, accompanied by 
a rise of smaller amplitude in the concentration of these services in the high season. The amount of 
information provided to users concerning the services offered has increased (although it is not totally 
clear that this higher level of information has been correctly assimilated by all users), and openings 
of new routes have also increased. The rate of closure of existing routes has been maintained, with 
a slight upward tendency. 

Other types of parameter give rise to more varied opinions. The majority opinion is that the 
regularity of services has risen (or at least has not fallen) but some companies and trade unions 
affirm that it has reduced. The ageing of fleets also produces opinions which vary between no 
change and a fall, although some companies consider that it has increased or will do so. Network 
connectivity and territorial accessibility show responses between an increase and no variation, and 
only certain trade unions see a reduction. 

Journey times and the number of changes required to reach a destination show varied responses, 
whatever the type of organisation consulted. A slight predominance of no-change opinions is 
detected for these parameters. The most probable outcome is thought to be a reduction for flights 
within the European Union and an increase for those linking the EU with the rest of the world. 

As for the concentration of operations in certain airports, Transport Authorities and trade unions 
consider that it has increased, while companies express differing opinions between an increase, no 
variation and a reduction. In any event, the large companies have shown their tendency to create 
hubs in their national airports, for example KLM at Schiphol, British Airways at Heathrow and 
Lufthansa at Frankfurt, where connecting flights are centralised, with a consequent domination of 
operations in these airports. 

4.4.6. Consequences for the environment 

There has been a large increase in congestion in the most saturated airports and routes, resulting in 
a loss of environmental quality. 

The overwhelming majority of Transport Authorities and airlines believe that in order to reduce the 
rate of environmental degradation it will be sufficient to take measures based on the imposition of 
technical standards, whereas trade unions take the opposite view. Not only the aircraft companies, 
but also certain administrative authorities remain reticent concerning the implementation of taxes 
as means of internalising the external costs of aviation. However, it seems desirable for these 
technical standards to be accompanied by economic measures to promote improved environmental 
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quality, such as the differentiation of landing regulations according to the noise level generated by 
each aircraft. 

4.4.7. Consequences for infrastructure services 

Almost all the bodies consulted emphasise the serious negative effect implied by the lack of 
infrastructures on the activities of the sector in general, and on the proper development of 
competition in particular, to the point where airport capacity is seen as the key to progress in 
deregulation. The multiplication of routes and frequencies, combined with the hub policies 
developed by the airlines, have given rise to a much smaller increase in the number of passengers 
than in aircraft movements, with a consequent increase in airport saturation, which has implications 
for air transport itself, and to an important degree, for the environmental quality of airport 
surroundings; all this also encourages the concentration of investments in certain highly localised 
airports, with the majority of these investments being excessively large. 

There is a general preoccupation with the magnitude of costs of certain production elements in air 
transport, such as airport, landing or overflying charges, which increase as monopoly conditions are 
approached, given that competition between the airports can only occur for transit traffic. 

The provision of handling services (all ground-based activities required for the development of air 
transport, such as passenger check-in, crew management, aircraft cleaning, catering, etc.) is one of 
the most controversial questions within the European Union. The Commission has issued a Directive 
on the deregulation of handling, which specifies that these activities are regulated by the Member 
States, with the right to limit the number of service providers authorised to supply services to third 
parties, or the right of airlines to provide their own services in certain cases (runway operations, 
fuel, documents and packages etc.). The number of service providers must be not less than two, 
although there exists the possibility of limiting the number of service providers for technical 
reasons. This Directive also allows major Community airports to maintain their monopoly situations 
at least until 2003. At the request of France and Germany, national legal systems in social matters 
will apply to the implementation of this Directive in order to avoid the risk of “social dumping” in 
these activities, which frequently use labour which is poorly qualified and threatened by the 
precarious nature of jobs closely linked to seasonal traffic peaks. This provision, intended to 
liberalise handling operations, has provoked strong criticism in certain areas because it is considered 
to be very inadequate. In airports where services have been deregulated, very significant reductions 
in prices have occurred, which explains the interest shown by airlines. 

The organisation and management procedures of airports are very different across the world. 
Airports in the United States are public assets which generally belong to a State or to a group of 
communities and the power of the airport is small in relation to that of the airlines: in Great Britain 
airports are operated by private companies; there are public bodies with financial autonomy such 
as AQoports de Paris; and there are mixed-ownership (public or private) systems such as in Vienna 
or Copenhagen. In general, it does not seem that ownership determines the management efficiency 
of an airport company. In this regard, it should be remembered that the Conseil International des 
Akroports (Internal Airports Council) opposed the introduction of Community legislation to regulate 
the activities of airports, claiming that control and regulation should be developed by Member States 
according to the principle of subsidiarity. 
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Another factor which gives rise to concern is the air traffic control situation, which has experienced 
increasing difficulties in recent years, especially since 1994, with a large proportion of flights being 
delayed. The European Commission has attempted to arrest this problem with the revitalisation of 
Eurocontrol. In other places, other types of solution have been tried. In Canada, for example, the 
first privatisation of air traffic control was seen, coming into effect in 1996. A non profit-making 
body, NAV Canada, assumed responsibility for air traffic control, with the federal government 
retaining control over the operation of the organisation, particularly in relation to safety. All workers 
in air traffic control were taken over by NAV Canada. They lost their status as civil servants, but 
retained their jobs and working conditions, thus avoiding social conflict. 

As to the contribution of deregulation measures to a rebalancing of transport systems and internodal 
rebalancing in the various regions of the European Union, the responses differ widely. 

4.5. Maritime transport 

Since the majority of the activity in this sector is based outside the European Union, Community 
deregulation measures can only have a limited impact. Because of the global nature of the market, 
the problems affecting the Community fleet in general are not due to the measures intended to 
complete the Single Market (although the Mediterranean countries are sensitive to these measures), 
but are more linked to the loss of vessels under Community flags due to the higher costs when 
compared with other freer registrations, and to their external relations. 

International maritime transport is by definition a deregulated activity. The deregulation of cabotage 
occurred in phases from 1 January 1993 (with exemption periods for certain traffic for Portugal, 
Spain, France, Italy and Greece). Community measures were adopted on competition policy in order 
to combat the use of unfair prices, with a standardisation of vessels transporting hazardous products, 
of certain social working conditions, and in the field of maritime safety. Among the most relevant 
Community provisions, the following can be quoted: 

- EEC Council Regulation no. 4055/86, which applies the principle of the free supply of 
maritime transport services between Member States and between Member States and 
third party countries. 

- EEC Council Regulation no. 4057/86, on unfair pricing practices in maritime transport. 

- EEC Council Regulation no. 3577/92, which applies the principle of the free provision 
of services to maritime transport within Member States. 

- Council Directive 94/58/EC concerning the minimum level of training in maritime 
occupations. 

- Council Directive 95/21/EC, on the application of international maritime safety 
standards, the prevention of pollution, and living and working conditions on board, for 
vessels using Community ports or installations situated in waters subject to the 
jurisdiction of Member States. 
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It is well known that a large part of the Community fleet is not subject to competition within the 
Internal Market, but rather to competition on a worldwide scale, where low-cost carriers, such as 
those from the Far East, have to be faced. In this context, owners and operators under Community 
flags have moved to “flags of convenience” registrations where operating conditions are less strict 
and costs generally lower. These registers were first used for fiscaI reasons, but their essential 
attraction at present lies in lower crewing costs. As a result, the situation is such that the fleet sailing 
under the flags of Community countries represents scarcely one half of the fleet owned by 
Community companies. Member States wish to retain a fleet under their respective flags for a 
variety of reasons (employment, balance of payments etc.), which is why they have adopted a series 
of measures designed to encourage the continued existence of a fleet under their flags. The majority 
of countries (including Denmark, Germany, France, Spain, Holland and Portugal) have tried to ease 
the burden on owners without losing control of their ships, by creating secondary registers which 
permit the employment of a larger number of foreign workers, and are considering reductions in 
taxes and social charges for their nationals. In reality, these measures are always intended to protect 
national maritime interests. These secondary registers have developed strongly in some European 
countries, and in certain cases have practically replaced the principal register. 

The creation of secondary registers has given rise to controversy, since they represent a tightening 
of working conditions for Comrnunity workers in sea transport. We can mention in this connection 
the cancellation by the French Council of State of the decree on the registration of vessels in the 
French secondary register of the Kerguelen Islands (which was approved in 1987), on the basis that 
the changes to the Employment Code applicable for this flag were contrary to the law. 

The European Parliament declared itself in favour of a maritime policy which attempted to balance 
the deregulation of markets against the retention of a fleet under European flags, on the occasion 
of the Sarlis Report vote in October 1990, in a set of three proposed Council Regulations: for the 
creation of a Community register of ships, for a common definition of a Community shipowner and 
for the application of the free supply of maritime transport services within Member States 
(cabotage). The progressive implementation of the liberalisation of cabotage and the failure of the 
initiative intended to create the Euros Community register may give the impression that the desired 
balance has not been achieved. The last Communication from the European Union Commission for 
Maritime Strategy underlines this point and notes that the measures adopted by the European 
Commission and Member States to increase competition from flags of the 15 States has failed to 
reverse the trend towards the abandonment of national flags and the loss of employment, although 
certain alternative registers seem to show promising results. 

Maritime transport policies are thus partly under the auspices of each Member State, who have 
differing attitudes on assistance to sea transport, interventions in the sector and international 
regulations. 

European shipowners wish Community legislation in matters of maritime transport (Regulations 
4055,4056,4057 and 4058) to be strengthened by positive measures in their favour, which would 
allow them to compete under equal conditions with shipowners from third party countries. The main 
question is whether it is acceptable that measures should lead to the equalising of operating 
conditions for European vessels with those of more liberal registers i.e. the employment of national 
workers under national flags with the same conditions as those under other flags, to the detriment 
of the working conditions of European sailors. 
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Faced with this overall situation in the Community maritime transport sector, it is not surprising that 
very small, even non-existent, effects are attributed to measures for the deregulation of sea transport 
within the Union, except in the countries currently engaged in the process of liberalising their 
cabotage activities (Portugal, Spain, France, Italy and Greece), due to the characteristics of the 
sector: fragmentation, a high degree of subcontracting, high labour levels (both on land and on 
board) and the use of vessels which have to handle different types of traffic. 

4.5.1. Consequences for the fabric of the economy 

It seems clear that the sector will see the number of companies present in the market being 
maintained, without major changes in the number of insolvencies or in transport capacity. This 
position is fairly uniformly adopted among Transport Authorities, but shows greater dispersion 
among companies while the opinions of trade unions incline towards a reduction in these 
parameters. The most negative views are expressed by organisations in the countries most affected 
by the liberalisation of cabotage, in particular Spain, France and Italy. Certain countries, such as 
Finland, expect a reduction in maritime traffic (particularly roll-ordroll-off passenger ships) as a 
result of other measures, especially the abolition of duty-free sales for journeys between Finland and 
Germany or Sweden as from 1 July 1999. 

Trade union organisations consider that the largest companies are advantaged, which makes it 
difficult for small and medium companies to operate and encourages the concentration of 
companies. Transport Authorities and companies hold very divided opinions on these questions. 
Nevertheless, the Community's maritime transport sector already shows a growing concentration 
of large companies, with smaller companies operating in specialised traffic areas. It is likely that the 
concentration of large companies will continue because of acquisitions and alliances, so that their 
size matches the globalization of maritime transport, and that the concentration of companies will 
be reinforced by connections with other business sectors. 

There is a high degree of unanimity in believing in the development of mechanisms for cooperation 
between companies. This trend towards cooperation is most evident in the case of regular routes, 
due to the generalised appearance of carrier associations which allow them to retain in service a 
sufficient number of vessels to provide the desired frequency and quality while attempting to avoid 
the costs of excessive carrying capacity. Small and medium companies may be affected by an 
inability to apply Community legislation concerning the regulations and standards of maritime 
safety. 

The creation of dominant company positions is not observed, nor of situations of destructive 
competition at least not in general (there are certain types of trade, such as that involving tanker 
vessels in the Mediterranean, which show oligopolistic situations). Once again, organisations in 
Greece, France, Spain and Italy take the opposite view. 

The arrival of new companies is possible in all sectors, with a negative effect from flags of 
convenience and a positive effect from the Special Registers or Secondary Registers of each 
Member State, but not for the rest of the States. There is thus a competitive situation between 
Community registers, as was concluded in a study conducted for DG VI1 of the European 
Commission on the Impact of Regulation 3577/1992, which states that between 1992 and 1995 the 
share taken by foreign flags (from the EU in particular) in Spanish cabotage traffic increased 
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considerably, the Madeira Register showing the highest level of participation. In this regard the trade 
unions describe as very negative the impact of flags of convenience and Special Register flags. This 
is a logical consequence of the elimination of traffic reserved for the national flag which today 
characterises the non-liberalised cabotage markets. 

Transport Authorities consider that Community deregulation measures have a neutral effect on the 
efficiency, productivity and profitability of the sector. Companies situate the effect between positive 
and neutral, while trade unions feel it to be negative. Companies underline the expectation of 
negative effects on profitability in Spain, France, Greece and Italy. 

4.5.2. Consequences for employment and working conditions 

The number of Community citizens employed in maritime transport has fallen by 50% since the 
beginning of the last decade. This reduction is an inevitable consequence of the displacement of the 
fleet under Community flags towards more liberal registers, given that the fleets from developing 
countries have much lower levels of salaries and social protection costs than European fleets, in 
spite of the pressure from national trade unions and the International Transport Workers' Federation 
(ITF). In these circumstances, the employment of Community citizens will continue to fall in 
parallel with changes in flagging by ships and will depend on the conditions specified by the 
secondary registers of different Member States, given the lack of harmonisation of national 
legislations, which are particularly divergent in social matters (employment of foreign sailors, crew 
training, personnel levels, wages etc.) 

With regard to the repercussions of community liberalisation measures, companies and Transport 
Authorities expect in general that the parameters defining working conditions will remain stable. 
The main effects emphasised are increased flexibility in working and in the geographical and 
functional mobility of workers and a significant decrease in the level of employment in the sector 
and in work stability. This position is maintained by the Mediterranean countries. Trade unions 
expect other negative consequences in addition to those already mentioned. They predict in 
particular a drop in qualifications and training levels in the sector, with salary reductions and a 
longer working day. 

4.5.3. Consequences for safety 

There are very disparate positions on the adequacy of technical safety standards: the majority of 
companies believe that they are adequate, trade unions consider that they should be improved and 
Transport Authorities give a variety of responses. Nevertheless, it is notable that maritime transport 
is the only sector where there are opinions to the effect that technical safety standards are excessive. 

Transport Authorities and companies do not believe it necessary to seek a relaxation of safety 
standards in order be cost competitive, or that liberalisation measures may result in threats to 
transport safety or an increase in accident rates. Trade unions, however, believe quite the opposite. 
The study reveals general dissatisfaction with the current level of enforcement of safety standards. 
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The risks of pollution are not unconnected with the transfer of ships to flags of convenience. Many 
of these ships are poorly equipped and do not receive the required maintenance. There are ship 
losses which show that, even when the ships are not below standard, the absence of strict inspections 
gives rise to risks. 

It is considered a success that questions on technical safety standards were linked in order to create 
the Internal Market, in accordance with the Directive on Maritime Crews which was approved at 
the end of 1996, and in some cases concern is expressed over the difficulties which small companies 
may experience after the conversion into mandatory regulations in Community legislation of the 
non-mandatory resolutions of the IMO in safety matters. In this regard, the strategy of raising the 
competitivity of the European fleet by a tightening of safety standards for all ships calling at 
European ports may have negative repercussions on the most fragile sections of the Community 
fleet. 

4.5.4. Consequences for secondary lines 

It should not be feared, at least according to a significant number of responses in this sense, that 
shippers based in peripheral regions will see an increase in their transport costs, or that their 
transport requirements will be neglected. Neither will low density routes be abandoned or operated 
with lower quality standards (although trade unions believe that this will be the case for the latter 
point). However, in the overall operation of maritime transport markets, numerous European ports 
have been progressively excluded from the main container routes, because of their outlying position 
or because their commercial volumes did not justify a call at the ports concerned. 

As for the repercussions of the liberalisation of cabotage on traffic with the islands, practically the 
only channel for the transfer of merchandise and of undoubted importance for these territories, these 
seem to depend on the type and conditions of regulation which, in the final analysis, apply (flag 
country standards or home country standards) from 1999 to positions involving consecutive 
cabotage (services which call also at non-national ports) and assisted cabotage (services devoted 
solely and exclusively to national cabotage). 

4.5.5. Consequences for users 

No particular impact is expected on prices and this in any case would be in a downward direction, 
according to the opinions of some companies. This possible variation in prices can be present in all 
types of service. The absence of any clear position is also evident in the dispersion of responses 
concerning the application of innovative price policies. Greater price instability is expected, 
depending on the cyclical behaviour of demand. 

There is also consensus in saying that the trend is towards multiple service qualities on a given 
route, with product differentiation policies by transport companies, the application of technological, 
commercial and management innovations, a diversification of services offered by maritime transport 
companies and the appearance of new regular lines. These initiatives taken by companies are 
accompanied by a higher level of information provided to users concerning services. There is also 
a tendency to consider that shipping companies undertake the activities of shipping agents 
themselves. 
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The rate of obsolescence of the fleet shows a dispersion in the responses from Transport Authorities 
and companies, whereas trade unions think that things will deteriorate. It should be remembered in 
this regard that the obsolescence of ships under Community country flags (which, as has already 
been mentioned, are not the same as the Community fleet) has deteriorated since the 1970’s. 

Although Transport Authorities do not expect changes in the concentration of operations in a 
reduced number of ports, companies and trade unions (particularly the latter) believe that the degree 
of concentration will increase. 

4.5.6. Consequences for the environment 

Congestion in the maritime transport system will increase (in other words, very few organisations 
find reasons for it to diminish). At best, it will remain constant. 

In relation to the quality of the environment, each type of organisation expresses a different view: 
the majority opinion among Transport Authorities is that it will be maintained, while companies 
incline towards an improvement of environmental conditions and trade unions expect a 
deterioration. 

There is no unanimous opinion on the progress implied by liberalisation measures for the 
internalisation of the external costs of each transport mode, nor on the adequacy of measures based 
on the imposition of technical standards to reduce the speed of environmental deterioration. These 
measures are considered sufficient by Transport Authorities and companies, but not by trade unions. 
Maritime transport would be advantaged by the application of measures to internalise the external 
costs generated by each mode of transport. 

The environmental balance sheet of transport liberalisation needs to be drawn up in a global fashion. 
If there is success in increasing the competitive advantages of short sea shipping compared with 
other modes (roads in particular), and if short sea shipping succeeds, then the resulting 
environmental balance sheet could be highly positive. From this point of view, according to the 
communication from the Commission entitled “Perspectifs et defis, le transport maritime courte- 
distance” (“Prospects and challenges, short sea shipping”), it presents certain advantages when 
compared to roads, such as lower energy consumption and reduced environmental impact, but the 
cost, quality and efficiency of short sea services need to improve considerably in order for them to 
represent a sufficiently competitive alternative. 

4.5.7. Consequences for infrastructure services 

It is not felt that the lack of infrastructures is a threat to the development of maritime transport, nor 
that liberalisation measures contribute to modal and regional rebalancing of transport modes. The 
impact of the Internal Market on sea ports seems in fact to very limited, and we can underline a 
growth tendency in the large ports due to the reorganisation of logistics and distribution activities, 
which is expected to continue in the future. Competition for certain traffic types (especially 
containers) is strong in certain geographical areas, such as the Le Havre-Hamburg segment. 
However, a significant proportion of the traffic in raw materials (crude oil, ores, etc.) shows the 
characteristics of captive traffic. The liberalisation of cabotage may result in small ports losing 
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business in favour of other larger ports. But again, the development of short sea shipping could 
contribute to the revitalisation of the activities of small and medium ports. 

The scope for liberalising port activities has been the subject of numerous debates within the 
European Union, and on many occasions two practically irreconcilable positions have emerged, 
based on two conceptions of the nature and functions of a port: whereas the United Kingdom treats 
ports as independent transport operators, on the continent there is a tendency to consider them as 
indispensable platforms for regional and national economic growth. There are two underlying 
fundamental questions in this debate: State subsidies and tariff policies. 

In this regard, Gross (1992) states that the efficiency of a port does not depend on the public or 
private ownership of the body which develops port functions, since there are highly efficient ports 
with very different administrative systems. There is a trend towards increasing private-sector 
involvement in port activities; in general, the expansion of private activities is seen as positive for 
aspects such as the handling of merchandise, container operations and loading docks, but the 
privatisation of ports would leave many of them in a position to earn monopolistic revenues from 
these activities. It should also be said that the countries which have traditionally exercised public 
and centralised management of their ports, such as France and Spain, are in the process of granting 
them increased management autonomy. 

No clear conclusions can be drawn on the repercussions which the liberalisation of port activities 
would have on maritime transport, basically because there is no consensus concerning the 
modification of port services themselves. 

4.6. Fluvial navigation 

Activity in the transport of merchandise on inland waterways is almost entirely concentrated on the 
rivers and canals of Belgium, Holland, Luxembourg, Germany, France and Austria. In other 
countries, inland navigation is marginal, if it exists at all ( as is the case in Spain, Denmark and 
Greece amongst others). In Italy, Sweden, Finland and the United Kingdom inland navigation does 
exist but in a limited national context. 

Holland clearly has the largest European inland navigation fleet, both in numbers of boats and in 
transport capacity, followed by Germany. In the total European fleet there is a large presence of 
owners operating a single boat, usually old and relatively small. Large companies mainly exercise 
their activities on the Rhine and its tributaries. As for the typology of traffic, situations differ 
according to the country: whereas in France fluvial transport has a large national component, almost 
all the traffic in Luxembourg is in transit. 

Activity on the network of navigable waterways of the Rhine market (which accounts for 
approximately three-quarters of the total activity in the sector) is governed by the Mannheim 
Convention (except for Luxembourg, which has not signed it), the Rhine trading tax, and, where 
social questions are concerned, “the agreement on social security of Rhine bargees”, whose 
interpretation and applications are dealt with by a tripartite administrative centre. This legal basis 
takes priority over Community instruments. 
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The Mannheim Act (1868) guarantees the freedom of navigation on the Rhine and its tributaries for 
all vessels under the flags of the signatory countries (Germany, France, Holland, Switzerland, 
Belgium and the United Kingdom). The European Union's liberalisation measures have therefore 
had no effect on this market, which was open to competition. In contrast, the removal of border 
controls has had a considerable effect. 

The combination of small family boats and large modem vessels has led to transport overcapacity 
problems in Community inland navigation, with the implementation of systems for regulating prices 
and distributing costs. In order to deal with this structural problem of overcapacity, special 
Community provisions were adopted. 

The following can be quoted among the main Community provisions on inland navigation: 

- EEC Council Regulation no. 3921/91, on cabotage in the context of inland navigation. 

- EEC Council Directive 87/540, concerning access to the profession of transporter of 
merchandise by inland waterway. 

- EEC Council Regulation no. 1101/89, concerning the structural reform of inland 
navigation, amended by EEC Council Regulation no. 3572190 and EEC Council 
Regulation no. 844194. These measures have been extended until 1998 by Regulation no. 
241197. 

- EC Council Directive 96/75, which established the conditions for progressive 
liberalisation of fluvial transport. Contracts are freely concluded between the parties and 
prices freely negotiated. Member States can maintain the system of rota chartering 
(which should be exercised in a non-discriminatory manner between sailors of the 
different Member States) and set mandatory minimum prices until 1 January 2000. 

The rota system guarantees minimum earnings for boat owners, but at the same time it is an obstacle 
to competition in the sector and reduces the commercial freedom of customers using the service. 

4.6.1. Consequences for the fabric of the economy 

The number of companies in the market seems quite stable, although the number of bankruptcies 
shows a rising trend. There has been an increase in the number of companies in the Luxembourg 
market, due to operators being attracted to Luxembourg by salary on-costs which are lower than in 
neighbouring countries. 

The general opinion is that transport capacity will increase, albeit slightly, in spite of Community 
policy on capacity. It does not seem clear that large companies have been advantaged, although there 
are some opinions in this sense, while it is felt that small and medium companies are encountering 
more operating difficulties. However, the accompanying plans of Member States encourage the 
creation of boat owner cooperatives. Groups of carriers have appeared, managed by groups of 
business operators, producing a type of synergy in the supply of inland waterway transport, although 
this does not result in a concentration of companies by mergers or acquisitions. 
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No dominant positions are detected, but it is felt likely that destructive competition situations will 
arise. The competition conditions established by EC Directive 96/75 could disrupt the market if the 
financial position of the players were not observed in a systematic manner. There are differing 
opinions on the sectors in which new companies might arrive: some believe that this could occur 
in all traffic types, while others consider that it will occur only in certain highly specialised sectors. 

A neutral or slightly positive effect is therefore expected for the efficiency and productivity of the 
sector, with a slightly negative effect on profitability (some replies are more pessimistic on the 
evolution of profitability). 

Nevertheless, the demand for the transport of goods by inland waterway is somewhat concentrated 
on a relatively small number of big companies, which puts it an advantageous position with regard 
to measures to liberalise the activity. Producer associations exist for certain products, and some 
companies even negotiate long-term transport contracts with guaranteed prices. 

4.6.2. Consequences for employment and working conditions 

There are no large divergences on the effects expected. No change is predicted in qualification and 
training levels in the sector, in the working day or in salary levels. There will be a reduction in 
overall employment levels, stability in work and the capacity of trade unions for action within 
companies, with a rise in working flexibility and the geographical and functional mobility of 
workers. 

These variations are those expected from the changes within the sector itself, but there is an 
additional threat from the appearance in the market of the employment of labour from PECO 
countries, with lower salary costs, which could modify the conditions of competition. Polish 
operators have, for example, practically eliminated the German competition in trade between Poland 
and Germany, because of their low prices. This has provoked a reaction from the German 
government, which has negotiated with Poland an agreement on the sharing of cargos and the 
implementation of a permit system. 

4.6.3. Consequences for safety 

There is general consensus that technical safety standards are adequate, but concerns are expressed 
that liberalisation measures may give rise to threats to transport safety and increase the risk of 
accidents. 

Adequate training should be guaranteed for operators, particularly in relation to inflammable 
materials and other hazardous products, accompanied by effective measures for inspection and 
monitoring. In the same manner, the reduction in minimum crew numbers specified in Protocol no. 
11 of the Rhine Agreement may represent a further risk. 
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4.6.4. Consequences for secondary lines 

It is unlikely that shippers who are located in peripheral regions, or those generating low traffic 
volumes, will see their transport costs rise or that their transport needs will be neglected. 

4.6.5. Consequences for users 

Prices are tending to fall, but there is no dominant opinion on the number of services which will 
show this variation. Prices will be more unstable depending on the cyclical behaviour of demand 
(although the prices of inland navigation have always been highly dependent on seasonal factors, 
both climatic and productive), but there are opposing opinions on how this will be translated into 
innovative pricing policies. 

The differentiation of products supplied by companies is clearly encouraged, as is the introduction 
of commercial and management innovations, but it is not clear whether as a result different service 
qualities will be offered for a given journey. 

The condition of the fleet will tend to deteriorate due to the measures taken at European Union level 
regarding the structural reform of inland navigation. This scrapping of boats should reduce the 
capacity of fleets by approximately 15%, and reduce, or at least not aggravate, fleet deterioration. 

Shippers located directly beside waterways have, in most cases, a long tradition of relationships with 
the carriers. There is often also an organic andor financial connection between them, which 
necessarily encourages loyalty. 

The creation of organisations such as the French CTVN (Comitk de Transport par Voie 
NavigableKommittee for Transport by Navigable Waterway), together with the introduction of 
standard contracts and encouragement for the formation of commercial groups, has a positive effect 
on the improvement of business organisation. 

Vigorous competition is however expected between carriers from the various Member States, which 
will undoubtedly modify present behaviour. We should add to this the conditions in which markets 
will be opened up to and from the PECO countries (particularly via the Rhine-Main-Danube canal), 
which could cause disruption to the present relationships between the parties involved. 

4.6.6. Consequences for the environment 

Navigation by inland waterways is probably the transport mode which has the smallest ecological 
impact. 

Congestion and environmental quality are expected to remain constant, with a majority opinion that 
the measures based on the imposition of technical standards will be sufficient to avoid 
environmental deterioration. 
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In contrast, it is not clear whether progress will be made on the internalisation of external costs 
generated by each mode of transport, or at least whether sufficient progress will be achieved. 

The environmental policy of the European Union could have an important influence on the 
prospects for evolution in the sector, given that because of its better environmental performance it 
would benefit from the introduction of measures for improved internalisation of environmental 
costs. 

4.6.7. Consequences for infrastructure services 

There is no strong concern over the possible stifling of competition by the lack of infrastructures 
to support it. There are, however, opinions expressing the possible repercussions of such 
insufficiencies. Although there are no major bottlenecks, it is essential to invest in new 
infrastructures. The ever-increasing size of boats requires locks and canals to be widened and 
waterways to be made deeper, together with modifications to inland ports. 

The contribution made by the policy of liberalising inland navigation to a rebalancing between 
modes of transport and between the transport systems of the various EU regions arouses the same 
controversies as the progress towards internalising external costs. We must conclude that the 
progress made, if any, is not sufficient to produce unanimous opinions. 
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5. CONCLUSIONS 

The various modes of transport have been deregulated to very differing degrees. Whereas in the 
majority of Member States there are sub-sectors with a high level of intervention (public transport 
by road and rail), in other sub-sectors the market is essentially unregulated (road freight traffic). In 
addition to this, each sector has a particular structure and intramodal competition relates to different 
geographical situations. There are modes in which competition is particularly intra-European (road 
transport, inland navigation), while there are others which have an element of worldwide 
competition (sea and air transport). Even rail transport is subjected in practice only to intermodal 
competition and does not experience intramodal competition. In view of this it is not surprising that 
liberalisation and deregulation in the EU transport sector produce somewhat different results 
according to the mode of transport examined. 

We should also note two points in connection with the repercussions detected: 

- It is not always possible to isolate measures to liberalise the transport sector from the 
results of the sector's own evolution or other exogenous factors 

- The observed or predicted evolution in the various modes of transport is based on 
comparisons of the various indicators, but the description of a previous or subsequent 
situation as better or worse depends on subjective opinions 

In spite of the above remarks, there are three factors which appear in all modes of transport and 
must be analysed in a global fashion. These are the insufficient harmonisation of competition 
conditions, the exposure to competition to less developed countries which are not members of the 
European Union, and the internalisation of external costs. 

With regard to the harmonisation of competition conditions, it is obvious that the consequences, if 
there are liberalisation measures where all parties in the sector are subject to the same rules, cannot 
be the same if it is normal to face different rules according to the Member state where a company 
is established, which is the case in the European Union. A very significant proportion of the 
organisations consulted consider that differences subsist between national regulations within the 
European Union, a factor which directly affects the competitive positions of companies. These 
differences relate in particular to: 

- Taxation systems 
- Employment legislation 
- Employment markets 
- Labour costs, which are not always due to better internal efficiency, but which are 

influenced by the historical evolution of the production conditions in each country. 

The Commission has made it publicly known that it does not intend to intervene in social 
harmonisation within the EU. This policy supposes that the liberalisation of transport markets does 
not only involve consequences arising from greater competitive pressure between companies, but 
also from an element of competition between Member States, while depending on the imposition 
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of more or less substantial fiscal and employment charges on the companies established there. This 
becomes particularly noteworthy in a sector in which employment costs (in general) are a very 
important component of total costs, and is the case in the transport sector. 

The sectors exposed to competition from less developed countries which do not belong to the 
European Union (road transport of goods, maritime transport, inland navigation) suffer from 
pressures similar to those described above. Most companies and trade unions, and to a lesser degree 
Transport Authorities, note that the lower costs of companies from third party countries (in terms 
of salaries, social charges, harder working conditions and the use of equipment which is more 
prejudicial to the environment and to safety) allow them to confront a level of price competition 
which is practically insurmountable for EU companies. In an industry in which technical know-how 
does not have a decisive conditioning effect, the technological or commercial advantages which 
European companies may possess are not sufficient, in numerous cases, to correct the imbalance, 
and they are forced to reduce their production costs. Trade unions add that employment, working 
conditions and salaries are in fact the most affected, given the notable rigidity of the remaining 
operating costs. 

Finally, the internalisation of external costs should be mentioned. Almost no-one disputes the fact 
that transport engenders a certain number of costs which are external to the company. This in reality 
is the sole point of agreement on the subject. Apart from this, we see nothing but disagreements: 
which types of cost are truly external, to what extent external costs are covered by taxes, on the form 
of quantification and evaluation, on the possibility of moderating them through the imposition of 
technical standards, or the way to share them between the different modes. There are modes which 
prefer the present approach to the question and demand with insistence its implementation (the 
railways in particular, but also fluvial transport and short sea shipping) because they believe that this 
could be beneficial to them. In contrast, most representatives of the other modes (road and air 
transport) reject this approach, saying that it amounts to an artificial transfer of traffic between 
modes. On this topic, the positions adopted with regard to the Commission’s publication of the 
Green Paper “Towards fair and effective transport pricing” are most significant. Road hauliers claim 
that the main generator of external costs is the private car. 

After looking at the principal questions, which are common to all transport modes, we should 
present the most notable features of each mode and analyse them individually. 

Transport of goods by road 

The market for the transport of goods by road is practically totally liberalised, before the full 
implementation of the free supply of cabotage services which will take place on 1 July 1998. 

Most road haulage associations and a large number of Transport Authorities and trade unions expect 
the number of companies in the market to rise (small companies in particular), at least during the 
first period of application of the deregulation measures, increasing the level of supply in a sector 
where, according to the general opinion of most Member States, supply is already excessive Among 
the causes of this we find the low threshold of qualification conditions for access to the sector, and 
the mandatory dismantling of national quantitative measures to restrict supply (in countries where 
they are still present). 
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The transport of goods by road has an obvious tendency to be divided into two sub-sectors: on the 
one hand, a small number of companies offering logistics services, and on the other a large number 
of small companies supplying transport services. The existence of medium-sized companies is made 
difficult in this situation, due to their fixed costs, their lower flexibility than small companies and 
their limited financial resources compared to large ones. As a result we observe increasing vertical 
integration of long-distance transport, although specific niche markets continue to exist for short- 
distances. 

Trade unions and a considerable proportion of companies point out that cooperation between small 
and large companies can engender a sort of dependence of the former on the latter, which to an 
extent replaces dependence on the shipper, while taking into account the large increase in the 
subcontracting of various activities in the logistics chain, and in particular the transport function 
itself (subcontracting of fleets by large companies). 

All the types of organisation consulted, and most particularly the trade unions, are rather sensitive 
to the conditions of subcontracting in the sector. The supply of transport for the activities 
subcontracted comes in general from independent carriers with very low negotiating power. They 
are forced to provide transport at the prices laid down by the intermediaries. They therefore risk 
being unable to cover their true costs, which, in a context of excessive supply, pushes them to non- 
compliance with regulations concerning driving hours and safety in order to reduce their costs. 

On this topic, the level of enforcement of regulations on hours of work and rest, and of those 
relating to safety standards, does not appear to satisfy an immense majority of the organisations 
consulted, which is an area for improvement within the European Union. 

It is admitted that labour costs, which represent a high proportion of total costs, may become the 
principal instrument in cost reduction, not only for the most developed countries, but also for those 
less developed as a means of conserving their relative competitivity. Trade unions fear that this may 
lead to a displacement of companies towards countries where labour costs are lower (“social 
dumping”), or to a spiralling reduction in labour costs with the disappearance of many companies 
and highly negative consequences for the standard of living of transport workers. 

Transport Authorities and companies state that large increases in the productivity of the sector have 
been achieved, but that the intensification of competition has resulted in significant reductions in 
profitability. Trade unions consider that the evolution of productivity has been negative. 

No-one doubts the significant drop which has taken place in employment stability, accompanied by 
greater working flexibility and increased geographical and functional mobility of workers. Salaries 
are also pushed downwards due to greater competition, but their evolution seems more varied 
depending on the agreements reached in each Member States. 

There are many opinions, in all types of organisation, to the effect that safety and environmental 
standards have reached a high degree of complexity which makes their application difficult. Because 
of this, it is vitally important to encourage training within the sector. 
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Transport of passengers by road 

The liberalisation measures taken by the European Union do not apply to the sub-sectors of activity 
which are the most sensitive to social factors, such as national regular routes or urban transport. 
Regular international services have not been liberalised at all, since they are subject to an 
authorisation system. The impact of Community legislation is therefore very limited, according to 
the replies obtained. 

With regard to the consequences of introducing liberalisation measures on national regular or urban 
services, it is generally felt that the British model is a good example of what might occur. The 
consequences most frequently pointed out include the following 

- The difficulties experienced by small companies in competing directly on routes, who 
have to limit themselves to the services covered by tendering, implying a substantial 
concentration of the industry. 

- The trend towards concentration of supply on the densest radial routes and the most 
profitable time periods. As a result, the authorities have to take steps to provide services 
on secondary routes and during off-peak periods. 

- A reduction in the subsidies required to support public transport and a large decrease in 
operating costs, which the trade unions (and a large number of companies) attribute to 
salary reductions, the increased use of temporary staff., more numerous journeys, and 
less-qualified and cheaper personnel. 

- The loss of coordination of services, the impossibility of planning them and a lower level 
of information to users (noted particularly by Transport Authorities and users), and the 
uncertain evolution of fares (they have risen in real terms in the United Kingdom) and 
the level of demand (which has fallen in the United Kingdom). 

Rail transport 

Rail transport faces an impasse in which the obvious lack of solutions provided by the current 
sectorial model forces them to look for new forms of organisation. Conditioned behaviours and 
inertia are still too common, making it difficult to forecast the evolution of the sector. Measures to 
liberalise rail transport have only just begun and opinions on their future consequences are more 
numerous than the observed facts or trends. 

A wide diversity of models in the Member States is manifest at the time of implementation of EEC 
Directive 91/40. Some countries prefer to meet the essential conditions specified in the Directive. 
Others have pushed liberalisation measures to the extreme, and a third group of States have adopted 
intermediate positions. It is generally felt that the measures proposed for the liberalisation of the rail 
transport sector can be expected to have more limited consequences, and to take longer to 
implement, than those concerning road transport. A degree of pessimism is also felt, moderate 
among railway companies and more profound among trade unions, on the contribution which these 
measures will make to revitalising railway traffic. 
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Companies, and a large number of Transport Authorities, consider it much easier to introduce 
competition into goods services than into those for passengers, and also believe that the conditions 
of intermodal competition will have many more repercussions on the productivity and profitability 
of railway companies than intermodal competition, the latter being unlikely on a large proportion 
of routes. 

In intracommunity goods traffic, a single operating company may produce better results than several 
companies in competition. A section of these organisations maintains that the traditional 
mechanisms of cooperation in the networks have become ineffective, and they hope that joint 
venture initiatives, such as those already constituted, will lead to improved quality of management. 

Two possible, and to a certain extent opposed, evolutions of the sector are suggested by the various 
bodies consulted. Firstly, the break-up of the present railway companies, supplying universal 
services, into companies specialising in different types of traffic (goods, long distance passengers 
etc.) and the subsequent probable merger of a number of companies who operate on the same type 
of traffic. Secondly, it is considered possible that an oligopolistic structure will be reached in the 
sector, to a certain degree similar to the air transport sector. In this structure, a certain number of 
integrated railway companies, and a population of small businesses specialising in niche markets, 
may remain. Measures to reduce the debt burden of railway companies will have a major influence 
on the future structure of the sector. 

The majority of operating companies and trade unions state that the operation of railway companies 
as strictly commercial enterprises must include the abandonment of any traffic or route which is not 
profitable, unless the authorities maintain them through the necessary subsidies. The railways need 
large flows in order to become an efficient transport mode, which makes it likely that secondary 
routes and those with low traffic will eventually be abandoned and replaced by road transport 
(opinion shared by users but not by many Transport Authorities), at least if their current costs are 
maintained. 

These routes need low-cost operators in order to remain open, and this may be encouraged by 
liberalisation. 

Employment in the European railway sector has experienced a rapid fall since the beginning of the 
last decade, with a decrease of more than one third in the numbers employed. Some companies, and 
particularly the trade unions, feel that liberalisation measures and privatisations, current or planned, 
may result in an acceleration of job losses, particularly among the less qualified workers, insofar as 
employment legislation permits, because practically all railway companies state that they are 
overstaffed. 

Trade unions and some user associations believe that rail safety may be affected by the liberalisation 
of access to the infrastructure, particularly if one considers that the vertical integration of services 
will disappear (infrastructure and rolling stock) due to the separation of infrastructure management 
from transport services, even though a considerable proportion of the rail traffic safety mechanisms 
depends more on the infrastructure than on rolling stock. Virtually none of the Transport 
Authorities, and few companies, really expect a deterioration in railway safety (although a certain 
number point out the existence of potential risks). 
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Companies believe that the reduction in subsidies to rail transport must be compensated by a major 
reduction in costs and a certain level of price increases (opinion shared by users), especially in the 
market areas which offer the best opportunities for the railway. Transport Authorities expect a drop 
in the prices of some services. 

There is general agreement on the innovations which may occur in rail transport, which will be 
commercial rather than technological. This does not contribute to removing the doubts arising from 
the difficulties of connection and interoperation of European rail networks (signalling, traction, rail 
gauges in Spain and Portugal, etc.), or from the difficulty of planning services when there are 
several operators on the same infrastructure. In addition to this there is the possibility that the 
number of international lines will fall as a result of the sharing of traffic among several operators. 

There is considerable agreement on the foreseeable increase in congestion in the most important 
nodes and segments of the railway network. A positive effect would only be seen if there were 
success in obtaining greater usage of the railways. This is said to be the transport mode which has 
the greatest need for investments to achieve liberalisation in order to improve the services provided 
and reach more competitive positions. 

Air transport 

The air transport liberalisation measures adopted by the Commission have been in effect for a 
sufficiently long period to allow an analysis of their repercussions to be based on facts. 

A parallel has frequently been drawn between the possible consequences of deregulation of the air 
transport market within the European Union and the experience of deregulation in the United States. 
There are however numerous differences between the two markets and the results are not similar. 

There are more companies in the market than previously, with a consequent increase in transport 
capacity in terms both of lines and available places. Competition comes mainly from small 
companies, while competition between the large companies remains very limited. The small 
companies have shown their vulnerability to the reactions of the large companies with which they 
were in competition. The developing provision of services by small companies under franchising 
arrangements is one of the growth areas. 

There is general agreement in thinking the policy of alliances has been strengthened and that it has 
taken different forms (shareholdings, cooperation in frequent flyer schemes and code sharing 
agreements), which results in increasing concentration in the sector and could lead to mergers and 
acquisitions in the medium term, although some airlines believe that this possibility appears to have 
been removed by the intervention of Member States in their national companies. 

With regard to the conditions of competition, the factors which provoke the greatest criticism 
(especially by small companies and those Transport Authorities of a more liberal tradition) are the 
granting of licences to companies with insufficient financial resources, and the assistance given by 
the State in favour of the airlines. 
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The limited number of “slots” is a fact of life in the airports with the greatest traffic, at least at 
certain times, and this preoccupation is becoming more general bearing in mind the increasing 
number of congested airports. There are European airports for which the lack of slots is a practical 
barrier to the introduction of new routes. 

There is agreement on the increase in working flexibility and the reduction in employment stability, 
and the working day is tending to lengthen, or, at best, to remain constant. Employment has fallen 
in some categories, and new opportunities do not arise to the same degree for all types of worker. 
Some companies note that job losses occurring in the restructuring of national airlines may be 
compensated by the appearance and growth of new companies, although this opinion seems to be 
too optimistic. 

The national companies, conceived to meet the conditions of a protected market, have been forced 
to implement restructuring plans with important consequences for employment, including salary 
reductions and freezes, a longer working day and cuts in personnel. When contracts are renewed, 
salary levels are lower in many cases. 

The company which was the precursor of privatisation, British Airways, eliminated approximately 
20,000 jobs. Ten years later, it has created 16,000 posts, with good management results. Trade 
unions expect more negative consequences from the restructuring and privatisation of other national 
airlines. 

Delocalisation phenomena are occurring in several of the airline activities (data processing, 
accounts, etc.). This delocalisation is as yet very limited, but the trade unions fear that it may 
become generalised in the future. 

Collaterally, it is noted that new forms of selling air transport will have social and financial 
repercussions in the networks of travel agents, whose activities as intermediaries will disappear. 

It is indisputable that European companies have always been vigilant on safety, but the lack of 
personnel training and maintenance operations revealed during inspections which took place in the 
United States should provoke a preventive response in Europe. 

The closure of secondary routes continues to be very limited. On the other hand, services with lower 
quality levels have become established (e.g. smaller aircraft, replacement of direct routes by routes 
with stops). The application of public service obligations in order to safeguard regional routes with 
low traffic has only been seen in Ireland, the United Kingdom, Sweden and France. 

A significant drop in prices has occurred, but this reduction does not affect all types of service and 
route. In routes where strong competition has arisen, the price reductions have been larger, while 
promotional fares only apply, in the majority of cases, to a very low percentage of seats. Innovative 
pricing measures have been adopted, resulting in a proliferation of tariff types, application 
conditions and “frequent flyer” schemes. Users and some Transport Authorities point out that this 
proliferation of tariffs and conditions has created a certain confusion among users. 
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Airlines have taken steps to differentiate their products, making it possible to choose between 
different service qualities for the same route, with the introduction of commercial and 
administrative innovations. An example of this is the appearance of low-fare operators. 

Some airlines and user organisations consider that computerised reservation systems do not present 
information in an objective manner, which is surprising in view of Community regulatory measures 
in this regard. 

The frequency of services has clearly increased, with a smaller increase in the concentration of these 
services at peak periods. Users receive better information on the services available, although this 
increase in information does not always seem to have been correctly assimilated by users. 

Although, at the moment, the duration of flights and the number of connections needed to complete 
them do not appear to have changed significantly, numerous airlines and Transport Authorities 
observe that durations and numbers of connections are likely to fall for flights within the European 
Union, and that they may rise for flights linking the Union with the rest of the world. 

Almost all the parties consulted emphasised the fact that infrastructure shortcomings have a negative 
effect on the sector in general, and in particular on the development of adequate competition. The 
multiplication of routes and frequencies, combined with the “hub” policy developed by the airlines, 
has resulted in the number of passengers rising less than the number of aircraft movements, 
engendering increased airport congestion and saturation. This has implications for air transport and 
particularly for environmental quality in the vicinity of airports. Some authorities and companies 
are demonstrating, moreover, support for a concentration of investment in specific airports and that 
these investments are often oversized. 

There was emphasis on the general preoccupation of airlines with the magnitude of costs of certain 
production elements in air transport, such as airport, landing or overflying charges, which rise as 
monopoly conditions are approached, given that competition between airports is only possible for 
transit traffic. We should mention the opposition of the International Airports Council to the 
introduction of Community legislation regulating the activities of airports. It wants monitoring and 
regulation to be exercised by the Member States, in accordance with the principle of subsidiarity. 

The Directive on the liberalisation of handling is strongly criticised by numerous airlines and some 
Transport Authorities, since it is considered to be inadequate. Trade unions (and some Transport 
Authorities) observe that these activities present risks of social dumping because they often use 
labour which is poorly qualified and threatened by the precarious nature of jobs which are highly 
dependent on seasonal traffic peaks. Furthermore, in situations where several service providers are 
in competition, there have been large price reductions, which render incomprehensible the demands 
of the airlines. 

The air traffic control situation is another topic which causes much concern due to its increasing 
difficulties over recent years, particularly since 1994. The European Commission has recently 
attempted to resolve this problem through a revitalisation of Eurocontrol. 
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Maritime transport 

Because of the global nature of the market, Community liberalisation measures have had a very 
limited impact, except in the Mediterranean countries which are in the process of liberalising 
cabotage (Portugal, Spain, France, Italy and Greece). The difficulties of the Community fleet relate 
more to the loss of ships under Community flags and to external relations. 

Shipowners and operators under Community flags have moved to “free registers” with less strict 
crewing conditions and very low costs (taxes and, in particular, labour). A situation is being reached 
in which the fleet sailing under flags of Community countries is scarcely half the fleet belonging 
to Community shipowners. 

In order to encourage fleets to remain under their flags, most Community countries have introduced 
secondary registers which allow the employment of more foreign labour, with a reduction in taxes 
and social charges for their national workers. These secondary registers, which are, in fact, simply 
devices for the protection of national maritime interests, have developed strongly in numerous 
countries and in certain cases have almost succeeded in replacing the primary registers. 

Trade unions and some Transport Authorities claim that the attempt to introduce a maritime policy 
to balance the liberalisation of markets against the retention of a fleet under European flags has been 
a failure: maritime transport in the EU will be totally deregulated in 2004, while the planned 
introduction of a Community ship register (the Euros register) has had to be abandoned. Maritime 
transport policies remain in this respect dependent on the authorities in the Member States. 

European shipowners constantly demand that European legislation should be completed by positive 
measures in their favour, so that they can compete on an equal basis with vessels from third party 
countries. Trade unions argue that it is unacceptable for these measures to result in an equalisation 
of the crewing requirements for European vessels with those of more permissive registers, i.e. the 
employment of national workers under similar conditions to those of another flag, to the detriment 
of the working conditions of European sailors. 

The Community maritime transport sector is already experiencing strong concentration of large 
companies, with smaller companies who operate on specialised traffic. All these companies expect 
a major development of cooperation mechanisms. Most organisations consider it likely that the 
concentration of large companies will continue through acquisitions and alliances, so that their 
dimensions match the globalisation of maritime transport and the concentration of companies is 
strengthened by links with other economic sectors. 

The most negative opinions on the evolution of the sector correspond to the Mediterranean countries 
(particularly the shipowners, but also Transport Authorities and trade unions), who predict an 
increase in bankruptcies, excessive transport capacity, dominant company positions, destructive 
competition and negative effects on profitability. 

Companies consider as positive, in general, the influence of Special Registers and Secondary 
Registers in each Member State, but not for the rest of the States because of the resulting 
competitive situation amongst the community registers. Trade Unions regard the incidence of 
Secondary Registers very negatively. 
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The number of Community citizens employed in the maritime sector has fallen by more than 50% 
since the beginning of the last decade. This decrease is the inevitable result of the transfer of vessels 
from Community flags to more liberal registers. Under these conditions, the majority of companies 
predict that the employment of Community citizens will continue to diminish as vessels change 
flags, dependmg on the conditions defined by the secondary registers of the various Member States, 
faced with the lack of harmonisation in national legislations, which differ particularly from the 
social point of view (employment of foreign sailors, crew training, salaries). Trade unions add that 
this reduction in overall employment will be accompanied by a reduction in employment stability 
and in salary and training levels, with an increase in the length of the working day, depending on 
what is permitted under the registers adopted. 

Maritime transport is the only mode in which some opinions (certain companies and Transport 
Authorities) consider technical standards to be too high. Concern was expressed for small 
companies, who may have difficulties due to the conversion of the non-binding resolutions of the 
I M U  on safety matters into mandatory requirements under Community legislation. Although it may 
considered as advantageous, the strategy of increasing the competitivity of the European fleet by 
tightening safety standards for all vessels calling at European ports may have negative effects for 
the weakest segments of the Community fleet. 

It seems that secondary routes will not be abandoned. It is true, however, that in the overall 
operation of maritime transport markets, many European ports have gradually been excluded from 
the principal container lines and are used as feeders, due to their outlying location or because their 
commercial volumes do not justify calls by vessels. Some Transport Authorities state that the lack 
of regular lines forces industries to change strategy, since feeder lines make transport more 
expensive and diminish loading security. 

The repercussions of the liberalisation of cabotage traffic with the islands seem to depend on the 
nature and conditions of the standards which will definitively have to be applied (flag country 
standards or home country standards) from 1999 in positions relating to consecutive cabotage 
(services which make stops in non-national ports) and assisted cabotage (services which operate 
solely and exclusively in national cabotage). This opinion is shared by the majority of Transport 
Authorities and companies in Mediterranean countries. 

The age of the fleet under Community country flags has not ceased to increase since the 1970's. 
Most companies and some trade unions consider that this evolution will depend to a certain degree 
on the assistance provided by the States for the renewal of vessels, although the trade unions believe 
that the age will rise. 

The impact of the Internal Market on sea ports appears very limited, and some companies and trade 
unions observe a trend towards an increase in the size of the large ports due to the reorganisation 
of logistics and distribution activities, which is expected to continue in the future. The liberalisation 
of cabotage, for its part, may result in small ports losing traffic to other larger ports. Some Transport 
Authorities state that the development of short sea shipping could contribute to revitalising the 
activities of small and medium ports. 
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On the subject of the liberalisation of port activities, there is a major debate on two fundamental 
questions: State subsidies and tariff policies. In general, companies and Transport Authorities (but 
not the trade unions) consider as positive the expansion of private activities in areas such as cargo 
handling and dockers. There is, however, general agreement on the possibility that the privatisation 
of ports may give rise monopoly situations in all the types of traffic for which port competition is 
unlikely. 

Fluvial navigation 

Activity on the network of navigable waterways of the Rhine market (which accounts for 
approximately three-quarters of the total activity in the sector) is governed essentially by the 
Mannheim Convention, the Rhine trading tax, and, where social questions are concerned, “the 
agreement on social security of Rhine bargees”. This legal basis takes priority over Community 
instruments. 

The Mannheim Act (1868) guarantees the freedom of navigation on the Rhine and its tributaries for 
all vessels under the flags of the signatory countries, with the result that liberalisation measures have 
had no effect on this market, which was already open to competition. In the remainder of the sector, 
the measures with the greatest impact are those concerning the elimination of the “rota” system from 
the year 2000 and capacity policy. 

Within the overall European fleet there is a notable presence of owners who operate a single boat. 
This fragmentation of the sector preoccupies the Member States, who are putting into practice the 
accompanying measures for the encouraging the creation of boat owner cooperatives. 

Trade unions, and virtually all Transport Authorities, point out that as a consequence of the policy 
for the structural reform of the sector, which involves the elimination of approximately 15% of its 
transport capacity, the overall level of employment in the sector will also fall and there will be 
reduced employment stability. Trade unions add to this that the competition conditions defined in 
EC Directive 96/75 could disturb the market if the financial situation of the players were not 
systematically observed. They also add that the appearance in the market of workers from the PECO 
countries, where salary costs are lower, constitutes a potential threat of profound changes in the 
conditions of competition. 

The demand for the transport of goods on inland waterways is quite concentrated, which creates an 
advantage in the presence of measures to liberalise the activity, Currently, shippers who are located 
directly beside rivers have, in most cases, a long tradition of dealing with the carriers. There is 
frequently also an organic andor financial link between them, which ensures the loyalty of their 
relationships. However, a large number of organisations expect stronger competition between the 
carriers, which will undoubtedly change current behaviours. 

Although it cannot be concluded from the responses received that congestion is a particularly serious 
problem for European waterway traffic, the present tendency to use ever-larger boats gives rise to 
fears that infrastructures will soon become inadequate, especially with respect to the depth of 
waterways and the suitability of inland ports. 
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6. RECOMMENDATIONS 

The satisfactory development of the Internal Market, which it is hoped will take place without the 
appearance of undesirable effects, depends above all on the ability to conceive and to implement the 
necessary measures for market regulation. Although this may seem contradictory, the removal of 
regulations on market access, transport capacity and tariffs unavoidably requires a careful definition 
of the common “rules of the game” which must prevail i.e. meticulous regulation to prevent 
increased competition from becoming an instrument for creating inequalities in society and in 
territories. 

In addition to this requirement there is a need to harmonise current regulations in the various 
Member States, since there are still very significant differences. It is doubtful whether this 
harmonisation will result from liberalisation, and even if this is the case, whether this harmonisation 
would be the most desirable from the point of view of the declared objectives of the Union Treaty. 

With regard to the harmonisation provisions, the fundamental questions concern their content and 
the way in which they are implemented. 

The European Union has made a very considerable effort to harmonise technical regulations, while 
fiscal and social conditions of competition have made much less progress. 

The differences in taxation (both direct and indirect) experienced by transport companies, depending 
on the Member State in which they are situated, engender competition inequalities which are 
sufficiently large to cause concern over their consequences in a deregulated context. This is why it 
is essential to make progress with the political measures for fiscal harmonisation. 

Differences in employment legislation constitute an even larger inequality than that arising from 
taxation differences. The harmonisation of social conditions is one of the recurring themes within 
the EU, where radically opposed points of view are observed. Nevertheless, it seems that the 
introduction of essential harmonised social conditions throughout the Union, which can not be 
reduced at national level, would prevent the competitive race from engendering a degradation in 
social conditions 

The requirements for ever-higher levels of qualification and professional specialisation are 
incompatible with the increasing precariousness of employment in the transport sector. As a result, 
it would be appropriate to create regulatory measures concerning training policy and on the indirect 
costs of labour. not salaries. 

Although guaranteeing the application of the harmonisation measures already decided is a less 
polemical subject, its importance is undoubted. Given that harmonisation is the system chosen for 
the development of competition in the Internal Transport Market, in other words the achievement 
of a single standard to the same level, it is vital for it to be reached by all transporters. The 
controlled liberalisation of markets also involves considerable regulatory costs, and the level of 
inspection for infringements and of sanctions imposed differs excessively between Member States. 
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It would therefore be desirable to introduce harmonised inspection plans, with specified priorities 
and levels of inspection and uniform applicable sanctions. 

With the internalisation of external costs, it would be desirable for each mode of transport to bear 
all the costs of the infrastructures which it uses, according to the level of utilisation. Although this 
may be more controversial, it would be appropriate also to strengthen safety and environmental 
policy through bonuses or loadings on insurance premiums, according to the level of risk, or 
differential rates depending on the noise and emission levels of the mobile equipment employed. 

The final aspect of harmonisation measures relates to multi-mode transport, which could benefit 
from the application of the same private laws rules to all transport operators, regardless of transport 
mode. 

It would also be desirable to set up safe and harmonised systems containing the most important data 
on the sector (insolvencies, accidents, employment levels etc.) in order to allow adequate monitoring 
of their evolution. 

Specific recommendations of each transport mode are given below. 

The transport of goods by road 

The qualitative conditions for access to the sector should be examined again in order to ensure 
adequate financial and administrative procedures during adverse economic periods, without resulting 
in the erection of unacceptable barriers to entry into the sector. 

In order to avoid the application of prices which are lower than the real costs, it would be desirable 
to further encourage the establishment of stable relationships and long term shipping contracts 
between carriers and shippers.However, this type of policy faces grave problems when having to 
confront excessively high offers as predicted in the future. 

The negotiating power of carriers should be increased by encouraging grouping and cooperation 
between the small companies. 

Safety and environmental standards have reached a high level of complexity, which makes their 
application difficult. The encouragement of training in the sector is therefore of great importance. 

For the transport of passengers by road 

Technical standards for vehicles could be improved, particularly where safety measures are 
concerned. 

From the social point of view, the introduction of competition into regular services through a 
tendering process appears more appropriate than the use of direct on-road competition. The key 
factor in the award of contracts is the length of the period of concession, which must be short in 
order to allow competition to occur, but nevertheless of sufficient duration so that the company can 
obtain the benefits of the commercial and administrative improvements which it may introduce. 
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Road congestion is an important factor in allowing the sector to appropriately develop its potential 
performance. An analysis should be undertaken to determine whether a policy of allocating costs 
to private vehicles might overall be beneficial, particularly in areas which are already very 
congested. 

For rail transport 

The effective conversion of the present railway companies into purely commercial enterprises 
involves such major changes that it can only be envisaged in the framework of an in-depth social 
debate and a general agreement between those concerned (authorities, companies and trade unions). 

The redefinition of the traffic which the railways must supply, the restructuring of personnel and 
the investment effort required to remove the obstacles to the inter-operability of the European 
network and to modernise it, need to be accompanied by social planning to minimise the 
repercussions for railway workers. These social plans should cover measures such as the shortening 
of the working day in order to limit overstaffing, compensation funds, training and reconversion 
programmes, etc. 

If we add to this the appearance of new companies in the market, it is likely that tensions will rise, 
given that these new companies will wish to exercise their activities in a different employment 
framework from that which until now has been traditional in companies exploiting their monopoly 
positions. Because of this, a framework needs to be defined for employment relationships in the 
sector, not forgetting the multiplicity of operating companies, and the harmonisation of social 
legislation by the uniform application of the legislation on working hours. 

The prevention of the most important risks in rail traffic requires very strict regulations for access 
to the network and effective monitoring of their application. 

For air transport 

The congestion of the most popular time slots cannot be dealt with solely by increasing the number 
of runways. Aircraft control procedures and techniques must also be rationalised. Furthermore, it 
appears that the Authorities do not have the necessary resources to react if companies should adopt 
incorrect policies with regard to slots or to timetables. 

The delocalisation of activities towards countries which are not members of the European Union 
is still a very limited phenomenon, but it could assume a greater dimension in the future: this makes 
it essential to monitor the trend, taking particular account of the fact that it essentially effects the 
least qualified airline employees. 

Greater harmonisation of technical safety standards would be desirable, with an acceleration of the 
practical implementation of the Joint Aviation Authorities regulations and the conversion of the 
various national civil aviation authorities into a single European civil aviation authority. This would 
particularly take account of the qualifications of personnel and the procedures used in maintenance 
operations. 
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Many doubt the neutrality of Computerised Reservation Systems, which suggests the desirability 
of revising the relevant regulations. 

For maritime transport 

As long as differences persist between the working conditions in the various countries of the 
European Union, the number of vessels sailing under community flags will continue to fall. If we 
also wish to avoid the domination of maritime transport by the conditions applicable in the least 
developed countries, it is clear that employment conditions in maritime transport cannot be 
negotiated solely within the Community. On the other hand, these conditions should be established 
at worldwide level, for example through the International Labour Organisation (I.L.O.). 

Competition between the Secondary Registers of the various Member States is in the process of 
replacing to a large degree the competition between companies. This competition is founded on the 
differing levels of generosity of Member States in the exemptions from taxation and social charges 
granted to their fleets, and should be steered towards greater uniformity within the European fleet 
than in the remainder of the world. 

In the Mediterranean countries, the present cabotage services are at risk of being replaced, because 
of liberalisation, by cabotage services consecutive to international voyages. This could be a 
relatively serious consequence for employment in the sector. In order to minimise this, a detailed 
analysis is required of the standards applicable to crewing conditions (flag country standards or host 
country standards). 

Precautions should be taken so that the conversion of non-binding IMO resolutions into Community 
legislation in safety matters does not have a negative impact on the weakest segments (small and 
medium companies) of the Community fleet. 

In fluvial navigation 

Adequate training of bargees should be ensured, particularly in connection with inflammable 
substances and other hazardous products. The reduction in minimum crew numbers specified in 
Protocol no. 11 to the Rhine Agreement may give rise to additional risks. 

The creation of bodies such as the French CTVN (Comite du Transport par Voie 
Navigable/Committee for Transport by Navigable Waterway), which brings together shippers and 
carriers, and the introduction of standard contracts and encouragement for the formation of 
commercial groups, should be promoted. 

The conditions for opening up markets to and from the PECO countries could give rise to 
considerable disruption of relationships between the parties concerned in the transport of goods by 
navigable waterways, making it necessary to set up mechanisms for the protection of market 
stability. 
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Ministere des Communications et de I'hfrastructure 
Administration du Transport terrestre 
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Direction Transport de Marchandises et de Personnes 

Mr. J.C. Leroy. Directeur a.i. 
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Mr. Yves Mannaerts. Directeur. 
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Belgische RedersverenigingAJnion des Amateurs Belges 
Mr. Carlos Betrains. Directeur. 

Denmark 
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International Division 
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Mrs. Birgit Willumsen. Head of Regulations Division. 

DV 
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- 74 - PE 166.820 



Social consequences of deregulation and liberalisation in the transport sector of the EU 

TL 
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Danmarks Rederiforening 
Mr. Jan Fritz Hansen 
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Mr. Flemming Smidt 
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Ministerio de Fomento 
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Direction General de la Marina Mercante 
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Confederacion Espaiiola de Transporte de Mercancias 

D. Javier de Mauricio. Secretario General. 
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D. Josk Luis Pertierra. Director. 
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GRUPO AIR EUROPA 
D. Joaquin Solares. Director General Economico-Financiero. 

ANAVE 
Asociacion de Navieros Espaiioles 

D. Manuel Carlier. Director General. 

FETCOMAR-C.C.O.O. 
Federacion Estatal de Transportes, Comunicaciones y Idr-Comisiones C 

D. Santos Nuiiez. Responsable Federal de Politica Sectorial. 

ocu 
Organizacion de Consumidores y Usuarios 

D. Juan Del Real. Director. 

Finland 

Liikenneministerio 
Trafikministeriet 

Mr. Pekka Aaltonen 

Liikenneministerio 
Shipping Unit 

Mr. Raimo Kurki. Head of Shipping Unit. 

LA 
Linja-Autoliitto 

Mr. Esa Mannisenmaki. Project manager. 

VR 
VR-Group Ltd. 

Mr. P.J. Kopperi. Vice Managing Director. 

FINNAIR 
Finnair Management 

Suomen Varistamoyhdistys Finlands Rederiforening 
Mr. Per Forsskihl 

Finnish Transport Workers' Union 
Mr. Juhani Koivunen. Secretary, LL.M. 

bbreras 
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France 

Ministere de I'Equipement, du Logement, des Transports et du Tourisme 
Direction des Transports Terrestres 
Sous-direction des affaires economiques 

Mr. Jean-FranCois Janin. Ingknieur en Chef des Ponts et Chausskes. 

Ministere de I'Equipement, du Logement, des Transports et du Tourisme 
Direction Generale de 1'Aviation Civile 
Direction des Transports Aeriens 

Mr. Iches 

AFTRI 
Association FranCaise du Transport Routier International 

Mme. Franqoise Antignac. Assistante du Dklkgue General 

SNET 
Syndicat National des Entreprises de Tourisme 

Mme. Eve Scovelis 

SNCF 
Soci6tk Nationale des Chemins de fer FranCais 
P81e Pilotage Affaires Europeennes 

Mme. Marianne Olivier 

Comitit Central des Armateurs de France 
Mr. Berlet. Dklegu6 General. 

Greece 

OLYMPIC AIRWAYS 
Corporate Planning Div. 

Mr. Xenophon Stathatos. Director Corporate Planning/OA. 

Mediterranean Cargo Vessels Shipowners Union 

Ireland 

Roinn na MaraDepartment of the Marine 
Shipping Policy 

Mr. C. O'Ruairc 
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CIE 
C6ras Iompair Bireann 
Programmes and Projects Dept. 

Mr. Ger Hannon. Head of EU & Int. Affairs 

RYANAIR 
Corporate Head Office 

Mr. Michael O'Leary 

AER LINGUS 
Mr. Mick Fallon. Government, Industry & Partner Relations. 

The Irish Chamber of Shipping 
Mr. B.W. Kerr. Director. 

Italy 

Ministero dei Trasporti e della Navigazione 
Direzione Generale della Motorizzazione e dei Trasporti in Concessione 
Direzione Centrale I11 

Dr. Alessamdro Dente. Direttore Centrale. Dirigente Generale. 

Ministero dei Trasporti e della Navigazione 
Direzione Generale Programmazione Organizzazione e Coordinamento 
Div. V Aff. Int. 

Mr. Mario Collevecchio. Direttore Generale. 

Ministero dei Trasporti e della Navigazione 
Direzione Generale dell'Aviazione Civile 
Servizio Trasporti Aerei 

Dr. Claudio Lopez. Dirigente Generale. 

Ministero dei Trasporti e della Navigazione 
Direzione Generale della Navigazione e del Traffico Marittimo 
Divisione IX 

Dott. Milanese. Primo dirigente della Divisione K .  

CONFETRA 
Confederazione Generale Italiana del Traffico e dei Trasporti 

Ing. Antonio Giacoma. Vicepresidente. 

FA1 
Federazione Autotrasportatori Italiani 

Mr. P. Pellegrino 
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MERIDIANA 
Mr. Claudio Miorelli. Director Corporate Communications. 

ALITALIA 
Centro Direzionale 

Mrs. Rosa Maria Gulotta. Head of Multilateral Affairs. 

CONFITARMA 
Confederazione Italiana Armatori 

Mr. M.G. Perasso. Directeur General. 

UNC 
Unione Nazionale Consumatori 

Mr. Vincenzo Dona. Segretario generale. 

ADICONSUM 
Associazione Italiana Difesa Consumatori e Ambiente 

Luxembourg 

Ministere des Transports 
Transports par Route 

Mrs. Annick Trmata 

Ministere des Transports 
Commissaire du Gouvernement pres la SNCFL 

Mr. Paul Schmit. Commissaire du Gouvernement. 

Ministere des Transports 
Service Aeronautique 

Mr. Henri Klein. Conseiller de direction. 

Ministere des Transports 
Navigation Fluviale 

Mr. Carlo Mathias. Conseiller de Direction lere classe. 

CFL 
Societe Nationale des Chemins de fer Luxembourgeois 
Service Coordination et Planification 

Mr. Nicolas Welsch. Chef du Service. 

LUXAIR 
Luxair Direction 

- 79 - PE 166.820 



Social consequences of deregulation and liberalisation in the transport sector of the EU 

FNCTTFEL 
Federation Nationale des Cheminots, Travailleurs du Transport, Fonctionnaires et Employes 
Luxembourg 

Mr. Guy Greivelding. Secrktaire general. 

Netherlands 

Ministerie van Verkeer en Waterstaat 
Directoraat-Generaal voor het Vervoer 

Mr. I.P.F. Hakkaart 

NIWO 
Stichting Nationale en Internationale Wegvervoer Organisatie 

Mr. F.H. Uvius 

EVO 
Dutch Association of Transport Users and Transport on Own ACcOunt 

Drs. P.F. Colon 

KNV 
Koninklijk Nederlands Vervoer 

Mr. H.N. Runia 

KVNR 
Koninklijke Vereniging van Nederlandse Reders 

Mr. J.H. van Meenen. General Secretary. 

Portugal 

Ministkrio do Equipamento, do Planeamento e da Administraqiio do Territ6rio 
Direc@o-Geral de Transportes Terrestres 

Mr. Jorge Jacob. Directeur-Gknkral. 

Ministerio do Equipamento, do Planeamento e da AdministraCiio do Territ6rio 
DirecCgo Geral da AviaCiio Civil 

Mrs. Alda Maria dos Santos Pato. Air Transport Director. 

Ministerio do Equipamento, do Planeamento e da Administraqiio do Territ6rio 
DirecqZo Geral de Portos, Navegaqio e Transportes Maritimos 

Mr. Fernando Carnaiio. Director-General. 

ANTRAM 
Associa@o Nacional de Transportadores Publicos Rodoviarios de Mercadorias 

Mr. Carlos Cazenave. Secrktaire Genkral. 
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TAP AIR PORTUGAL 
Mr. J. Marques da Cruz. General Director for Corporate Planning and Control 

PGA 
Portugalia Airlines 

Mr. JoZo Ribeiro da Fonseca. Chairman. 

United Kingdom 

The Department of Transport 
Road Haulage Division 

Mr. R.A. Smith 

The Department of Transport 
Rail Industry Sponsorship & Privatisation 4 

Mr. Nigel Edwards 

The Department of Transport 
MLD2, Aviation Group 

Mr. John Phillips 

The Department of Transport 
International Shipping Policy 

Mr. Peter Thomas 

RHA 
The Road Haulage Association Ltd 

Mr. John Chapman. Director of Operations. 

FTA 
Freight Transport Association 

Mr. John M. Guttridge. External Affairs Director. 

CPT 
Confederation of Passenger Transport UK 

Dr. M.P. Higginson. Economic Advisor. 

RAILTRACK EUROPE 
Mr. Peter Koning 

BRITISH AIRWAYS 
Economics and Market Information 

Mrs. DeAnne Julius. Chief Economist. 
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MONARCH AIRLINES 

VIRGIN ATLANTIC 
Mr. Barry Humphreys. Director of Government & External Affairs. 

BRITANNIA 
Mr. Robert G. Parker-Eaton. Deputy Managing Director. 

BRITISH MIDLAND 
Mr. T.W. Walden. Industry Affairs Manager. 

The Chamber of Shipping 
Shipping PolicyExternal Relations 

Mr. Antony Southorn. Manager International Shipping Policy. 

Sweden 

BV 
Banverket 
International Affairs 

Mr. Anders Olofsson 

SA 
Svenska Akeriforbundet 

Mr. Lars Hallsten 

BR 
Svenska Bussbranschens Riksforbund 
Mrs. Yvonne Kjellin 

SJ 
Statens Jamvagar 

Mr. Anders Lundberg. Vice president. Director of corporate planning. 
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INTERNATIONAL ORGANISATIONS 

IRU 
Union Internationale des Transports Routiers 
Comitks de Liaison aupr&s de l'Union Europkenne 

Mr. W.E.M. Smolders. Director. 
Mr. Marc Billiet. Director. 

CCFE-CER-GEB 
Communaute des Chemins de fer Europeens 
External Relations 

Mme. Rita Moosen 

ERA 
European Regions Airline Association 

Mr. Andrew Clarke. Assistant Director, Air Transport Policy. 
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