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T
ransport systems that are efficient, sustainable, accessible and safe are crucial to achieving the 
Lisbon goals of high economic growth and job creation. If we want transport systems in Europe to
offer people and businesses a high degree of mobility while safeguarding the environment and halt-

ing climate change, we need to make progress quickly towards reconciling the objectives of sustainable
transport and mobility.

I welcome this initiative by the European Transport Workers' Federation to open a debate that cuts across
transport modes in order to develop an integrated vision for sustainable transport. But achieving the aim of
the TRUST project will not be an easy task, because it requires overcoming the customary division — and
indeed competition — between different transport modes, as well as getting people to acknowledge the need
for change. Growth forecasts for the transport sector are impressive, yet it will have to contribute to achiev-
ing sustainable mobility and transforming the EU into a low-carbon economy. 

Europe needs trade unions that are partners for change and can identify new opportunities while upholding
the interests of their constituencies. I have every confidence that this ambitious project will mark the start of
new trade-union thinking in the transport sector. This publication should provide a useful vehicle for dis-
seminating the findings and fostering further debate. May it not only help European transport workers to
anticipate future changes and adapt to them, but also serve as a source of inspiration for company manage-
ment and policy-makers across the Union.

Nikolaus G. van der Pas 
Directorate-General for Employment, Social Affairs and Equal Opportunities

The European Commission
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S
oon after the ETF Congress in May 2005 it was
agreed there was the need for a different ap-
proach to the concept of sustainability in trans-

port, in the framework of a European construction
where market values continue, in practice, to prevail
and rule above everything else, and in particular
above social and labour rights.

Many talk about sustainable transport from an envi-
ronmental perspective only. Others limit their views
to the promotion of this or that transport mode,
boosting transport efficiency, facing competition with
other regions of the planet, removing what they call
“barriers” to progress and development.

And again and again no mention is made to transport
workers and fishermen, the increasing pressure on
working time they are subject to, the reduction of so-
cial protection, the discrimination of EU nationals ac-
cording to their nationality and/or country of resi-
dence, the systematic disrespect of existing social
legislation, including the fundamental right to be or-
ganised in trade unions, often with the complicity of
Member States and their administrations. 

With the argument that the way markets are organ-
ised, with just-in-time deliveries and zero stocks, re-
quires more flexible - “modern” they call it - forms of
labour organisation, we have witnessed the develop-
ment of shameful forms of precarious labour, namely
in the freight distribution market. Workers being
paid by the kilometre or by the parcel are just exam-
ples of how businesses perceive the concept of sus-
tainability.

At the same time workers were “offered” the objec-
tives of the Lisbon Strategy: competition and eco-
nomic growth, social development and protection of
the environment going together, in a balanced com-
bination. Also the concept of flexicurity has been pro-
moted as being in workers’ interest. In the context I
mentioned above, it is no surprise that transport
workers and fishermen say: We have had enough! Let
us have security first, before we can discuss on further
flexibility!

The imbalance is too evident and shocking for us to
enter now in an exercise of discussing more flexibil-
ity in exchange of supposed further security. The ex-
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amples came from all the sectors we represent dur-
ing the TRUST workshops and conferences: from
fisheries to civil aviation, from road to maritime and
inland waterways transport, from railways to ports.
The downwards spiral is pressing more and more,
moved by employers and international financial in-
terests, and often, through acts or omissions, with the
support of the European Commission and the Coun-
cil of Ministers.

Of particular concern for us and our members is the
situation in several Central and Eastern European
countries, where in addition to hard restructuring
processes and significant jobs losses, workers and
trade unions are confronted with the lack of an in-
clusive culture from governments and businesses
despite of being bound, at least, by the existing leg-
islation in terms of information and consultation,
labour rights, collective bargaining, etc.

Some may say that this is an unfair reading of the re-
ality. We hear it all the time. And it is true that the Eu-
ropean Union remains the most advanced region of
the globe in terms of social protection and trade
union rights. It is also true that much has been done
through the years to develop a European Social Model
that we can be proud of. 

However, it is precisely because we are proud of our
Social Model, which accommodates the Nordic, the
Southern and other European labour relations’ cul-
tures, that we do fight against all attacks it has been
subject to during recent years. Those who think I ex-
aggerate should look into the recent court decisions
on the Viking Line, Laval/Vaxholm and Rüffert cases.
On basis of the existing Treaty, the European Court of

Justice, although recognising the right to strike, con-
siders those actions to be in breach of the Treaty be-
cause they hinder the free movement of businesses.
In other words, the internal market freedoms prevail
over the fundamental social rights!

With the near completion of the internal market,
other problems can be predicted when a number of
existing concessions will start being subject to new
public tenders. Even if Commissioner Jacques Bar-
rot addressing the ETF Executive Committee in
March 2006 agreed that it was “unacceptable that
workers would find themselves without a job if their
company would loose a concession following a com-
pulsory public tender”, the situation remains
unchanged and one of the priorities for the ETF
work. All discussions we have had so far with both
DG Employment and DG TREN have led nowhere.
What is more, in cases where national governments
tried to ensure some degree of security, like in
ground handling services in Germany and Italy, the
Commission rushed in declaring those dispositions
as being against the Treaty. 

Many of our members tell me they do not believe in
capitalism with ethics and consider sectoral social di-
alogue as just another tool to keep trade unions away
from their objective of better defending the interests
of their members. Frankly speaking, we are too often
confronted with the refusal from our counterparts in
social dialogue to engage in meaningful negotiations. 
Most of the positive steps we have jointly achieved in
so many years and meetings with employers in six
sectoral social dialogue committees, were only pos-
sible because they benefited from the pressure from
the legislators upon employers’ organisations in order
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to agree on matters that otherwise might be ruled
without their participation.

The ETF wants to believe it is possible to work to-
gether, provided there is trust and respect. Our mem-
bers can hardly understand that we keep sitting in
successive meetings discussing how important their
problems are with those responsible for maintaining
and deepening those problems.

The ETF has seriously embarked in the TRUST proj-
ect believing it might help to make the difference. The
Policy Paper reproduced in this publication is just a
first contribution as we believe that trade unions can
and must play a key role in shaping a different trans-
port policy that promotes a broader concept of sus-
tainability, where the decision makers themselves
demand and respect trade unions’ participation as re-
sponsible and representative actors.

It is the result of the contributions from many par-
ticipants in ten workshops and conferences, where
we had the opportunity to confront trade union
views with those from employers’ organisations,
NGOs, public authorities, Members of the Euro-
pean Parliament, Commission officials, and others
which enriched our work. It is important to recog-
nise the importance of the contributions we had
from external experts, speakers and affiliates who
have supported and committed to the success of
the TRUST project and the ETF Secretariat for all
the time and hard work devoted to organising and
shaping a Trade Union Vision on Sustainable
Transport.

The Paper has been endorsed by the ETF Executive
Committee and will be the reference document for

elaborating a Strategy Paper to be discussed and
adopted at the next ETF Congress in May 2009.

The TRUST project also permitted the ETF and its af-
filiates to identify a number of areas which require
further discussion and improvement. We know that
much has to be improved in the ETF work even with
the limited resources we have; the same for our af-
filiates and particularly those from Eastern and Cen-
tral European countries. One thing is clear: we are de-
termined to build a balance of power without which
we will neither be heard nor consulted.

On a number of matters it was not always easy to for-
mulate a consistent position based on the con tri -
butions from affiliates. 
The environmental issues are a good example of
what I just said: here and there we were confronted
with views that considered that trade unions should
stick to the protection of their members whilst the en-
vironmental protection should be left to others with
more vocation for that. Our conclusion was that trans-
port workers’ organisations have to be active players
in promoting environment protection, not because it
is now fashionable, but because we want to ensure
that possible solutions take into account the interests
of our members too.
We are more and more called to act on the factors that
provoke climate change, transport being pointed out
as one of the main contributors therein. Changes,
both technological and behavioural, must be dis-
cussed and decided in coordination with workers
and their organisations, not against them and not in
their detriment. The expected increase in transport
volumes in the coming years must be accompanied
by adequate measures that can ensure a balanced
and sustainable development of the different modes.



One of our major challenges has been to confront dif-
ferent competing transport sectors and discuss com-
promise positions with which all can feel comfortable.
The existing perspectives for expansion in most of
those sectors have, in a way, helped to smooth possi-
ble conflicts. 
On the other hand, TRUST encouraged the debate on
women transport workers and the potential for job
creation in the different sectors. Again the debate
highlighted the existing deficit in terms of equal treat-
ment, equal pay, work-life balance, etc. Whilst the
ETF and its members have to better organise women
in transport, specific work must be developed in or-
der to address their particular needs and problems.
The attractiveness of transport professions for young
workers, women and men, is also of paramount im-
portance and pursuing in the lines of cutting labour
related costs to the exhaustion, can only jeopardise all
efforts to encourage them to joining and maintaining
a European know-how. 

The Policy Paper highlights a number of situations
where transport workers and fishermen have a word
to say from restructuring to social protection, from
environment to ensuring universal public services.

You may rest assured that the ETF will use all possi-
ble forms to contribute to building a sustainable
transport policy where the human element and the
contribution from all, women and men, to make
Europe a better place to live and work, is respected,
valorised and dignified. 

Eduardo Chagas
ETF General Secretary
Brussels, March 2008
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1. Background 
The European Transport Workers’ Federation (ETF)
represents more than 2.5 million workers from 223
transport unions and 40 European countries in the
following sectors: railways, road transport and logis-
tics, inland navigation, civil aviation, ports & docks,
tourism and fisheries and is a recognised social
partner in six European Sectoral Dialogue Com-
mittees.
In its work, the ETF is repeatedly confronted, on the
one hand, with the lack of a social dimension in
transport policies, which applies practically for all
transport modes and the fisheries sector and on the
other hand, with the domination of market led
strategies. Therefore, from October 2006 until
March 2008, the ETF has been conducting a broad
debate towards a TRade Union Vision on Sustain-
able Transport (TRUST). TRUST is a EU-funded
project conceived to give guidance to a trade unions’
contribution to sustainable transport policies with a
particular focus on the social dimension of a long-
term outlook of the transport future in Europe. 
In general, sustainable development is a develop-
ment that “meets the needs of the present without

compromising the ability of future generation to
meet their own needs” 1. The concept is built on
three pillars: economic growth, environment pro-
tection and social progress. To have real sustainable
development, all of its three dimensions must be
taken into account. At economic level, the concept is
linked with the globalisation of trade and the focus
is mainly on competitiveness and growth. Further-
more, in the public debate, sustainable development
is often considered merely as an environmental
issue. However, there has also to be a social dimen-
sion to it and no real sustainable development is
possible without decent employment. Therefore,
from a trade union perspective, the concept means
creating the conditions for economic growth, while
ensuring fair working conditions and quality jobs in
a socially responsible industry which, at the same
time, does not harm the environment. 
According to figures provided by the European
Commission, transport is a huge employer provid-
ing for 5% of direct employment in the EU and,
accounting for around 7% of EU’s gross domestic
product, is an important economic factor with a con-
siderable potential for job creation in the various

THE TRUST PROJECT

1 Brundlandt Report,
http://www.un-documents
.net/ocf-ov.htm.
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transport modes. To ensure good quality services,
the transport sector needs to work with properly
qualified personnel, working under decent working
conditions. 
A (socially, environmentally and economically) sus-
tainable transport system requires above all political
actors who are committed to take on their responsi-
bilities and shape a transport policy in the interests
of the citizens and the workers. Those actors include
the European Council, the European Commission,
the European Parliament, the international financial
institutions as well as the Member States with their
regions and municipalities.

2. Aims of TRUST
The objective of the TRUST project is to make evi-
dence that there must be a really integrated
transport policy, which is socially, environmentally
and economically sustainable. In addition, TRUST
wants to make clear that a transport system that
relies on and/ or promotes job losses, precarious
working conditions, social dumping thus rendering
the industry unattractive for young workers, and
does not show adequate responsibility for protecting
the environment, is not sustainable. 

Therefore, TRUST is intending to:
> demonstrate the need for the various EU institu-
tions to integrate a social dimension in transport
policies;
> highlight the importance of the “employment pil-
lar” of the Lisbon Strategy: more and better jobs;
> integrate the social partners in defining policies at
all levels;
> stress the need for appropriate ex-ante and ex-post
(social) impact assessments of restructuring
processes;

> mainstream gender-equality issues in discussing
sustainability;
> find a better balance between transport and envi-
ronmental concerns;
> highlight contradictions in unsustainable trans-
port demand growth trends.

To achieve these aims, trade unions in the transport
and fisheries sectors must get proactively involved
in promoting sustainable development policies.
TRUST has further shown that trade unions must
improve their organisation and coordination in
order to better fight for standards to protect workers,
strengthen their capacity to influence change and
promote solidarity. In this regard, light was shed on
the need to better organise workers in the new
emerging sectors such as warehousing or logistics,
who closely work together with the more “tradi-
tional” transport workers but are often poorly
represented in trade unions. The same applies to
women and young workers in the transport and
fisheries sectors. Consequently, the adequate trade
unions’ response must be to better organise them-
selves in order to organise those workers.

3. Structure of TRUST
The past 18 months, divided into four phases,
included a variety of events where ETF delegates
from all sections gathered together in order to
debate sustainable transport related issues, with a
particular focus on the four core topics of TRUST:
> Restructuring and developments in the Transport
Sector;
> The Lisbon Strategy and Transport Workers;
> Transport and Environment;
> Infrastructure financing, State aids and the Role
of States.



FIRST PHASE – OCTOBER TO DECEMBER 2006
This first information-gathering stage was devoted
to the drafting of four discussion papers on each of
the four TRUST core topics, which provided a com-
mon information ground for the seven Sectoral
Workshops. They also addressed common questions
to boost the internal debates.

SECOND PHASE – SECTORAL WORKSHOPS –
FEBRUARY TO JULY 2007
During the second phase, seven sectoral workshops
were held corresponding to the ETF sections: Fish-
eries, Civil Aviation, Ports, Road Transport,
Railways, Maritime Transport and Inland Naviga-
tion. During these gatherings, affiliates from each
section coming from across Europe discussed a
common agenda based on the four core topics. 
All workshops welcomed external speakers and
stakeholders coming from various NGOs, employ-
ers’ organisations and the European Commission
(DG EMPL, DG TREN).

THIRD PHASE – CROSS-SECTORAL THEMATIC
CONFERENCES – JULY TO DECEMBER 2007
During the third phase, the conclusions gathered
from the seven sectoral workshops were discussed
in four thematic conferences aimed at building a
common and cross-sectoral view on the core topics.
> The first conference on “Restructuring and Devel-
opments in the Transport Sector” was held in
Brussels on 30 and 31 October;
> The second thematic Conference took place in Lis-
bon, on 14 and 15 November, since Portugal hold
the EU Council Presidency during the second half
of 2007 and the Conference addressed “The Lisbon
Strategy and Transport Workers”;
> The last two thematic Conferences were organised

on 11 and 12 December, in Brussels and discussed
the outcomes of the workshops on the topics “Trans-
port and Environment” and “Infrastructure financ-
ing, State aids and the Role of States”. 
All Conferences experienced high participation from
ETF member delegates from across Europe. Several
external speakers from the European Commission
(DG EMPL, DG ENV, and DG TREN), the ETUC
and the ITF as well as from various research insti-
tutes addressed the Conferences. Furthermore, the
Portuguese Minister for Public Works, Transport
and Communications, the Deputy Director-General
of DG TREN as well as the Deputy Chief of Cabinet
of the Flanders Regional Minister of Mobility par-
ticipated.

FOURTH PHASE – FINAL CONFERENCE – 
26 FEBRUARY 2008 AND REPORT
At the final Conference, which took place on 26 Feb-
ruary 2008 in Brussels, the ETF presented the
results of the whole TRUST project, thus providing
a contribution for a trade union vision on sustain-
able transport. The Conference was attended by
more than 100 delegates from ETF member unions
and welcomed a number of high-ranking speakers
from the European Institutions: Vice-President of
the European Commission in charge of Transport,
Director-General of DG EMPL, Deputy Director-
General of DG TREN, a representative of the
Slovenian Transport Ministry, two members of the
European Parliament and one of the Confederal Sec-
retaries of ETUC.
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Introduction
European transport and fisheries unions repre-
sented by the ETF are of the opinion that transport
has to be sustainable in order to ensure that future
generations will be able to develop their activities in
a healthy environment in which working and living
conditions are promoted to the highest possible
standards.

Sustainability has to be viewed in a broad sense and
this vision must not be limited to environmental
aspects, but must, in particular, include respect for
social rights and the expectations of all citizens in
general, and of workers in particular. 
The European transport and fisheries unions have
noted, however, that the liberalisation and deregula-
tion policies of the past decades have had adverse
effects on the environment and on social conditions
in the transport industry for a number of reasons
that we have analysed during the TRUST confer-
ences and workshops. 

The increasing awareness of the impact of global
warming and the role of transport on the one hand,
and the energy dependency of the transport indus-

try on the other hand, mean that environmental sus-
tainability is on the agenda of the current political
debate. European transport and fisheries trade
unions welcome these developments and wish to
contribute to the discussions and the efforts made
to find solutions.

We note that concrete policy measure tend to favour
technological solutions in order to reduce emissions
and energy consumption, whilst there continues to
be a lack of a real political commitment to promote
modal shift and to establish an integrated sustain-
able transport system. 

Furthermore, we are highly concerned to see that
the social sustainability of the European transport
industry is not part of the discussion. The ETF is
convinced that the environmental and social sus-
tainability of transport are two sides of the same
coin and cannot be separated. There will not be a
sustainable transport system if workers’ living and
working conditions in the industry are not accept-
able. A scenario that reduces labour costs and social
rights and, as a consequence, transport costs, will
not lead to a sustainable transport system. 

TOWARDS A TRADE UNION VISION 
ON SUSTAINABLE TRANSPORT

> The ETF Policy Paper



The different functions of transport
and its importance for society
Transport is not only an industry that transports 
people or goods from A to B. Transport has an im-
portant societal function and as part of the objective
of creating a sustainable transport system, all func-
tions of transport have to be considered:

> Transport infrastructure plays a crucial role for
the socio-economic development and cohesion of
regions. But transport infrastructure is also the ba-
sis for an environmentally sustainable transport
system. The accessibility of regions and their inte -
gra tion in the national and European economy,
through the promotion of a transport infrastructure
that is environmentally sustainable, fulfils both ob-
jectives. 
> Transport of goods plays an essential role in the
industrial production and distribution process and
in supplying people with goods. It influences the
(international) division of labour, since low trans-
port costs encourage the delocalisation of produc-
tion. For the purposes of this function, the price of
transport is important. The current industrial pro-
duction systems and the estimated growth rates
for transport are only possible because transport is
too cheap, from both an environmental and a social
point of view. The price of transport also has an in-
fluence on the modal choices made. 

> Passenger transport has an important social
function:
- The social inclusion of people; the guarantee of
participation in economic, social and cultural life; in
this function, transport is a public service and pro-
viding (accessible, affordable and high quality)
public transport is, once again, socially and envi-

ronmentally indispensable;
- Transport satisfies the people’s mobility needs.

> The transport industry itself is an important eco-
nomic factor, since the industry represents 5% of di-
rect employment and 7% of GDP within the EU (we
are assuming similar figures for the whole of Eu-
rope). The transport industry and its development is
the basis for the quantity and quality of transport
jobs. A fast growing sector that is based on poor
quality jobs is neither socially nor environmentally
sustainable. A socially sustainable transport industry
can only be achieved through high quality jobs and
services. 

This variety of functions underlines the societal
importance of transport. Transport is indispensable
for the further development of both society and the
economy. 

The impact of transport
Despite the important role of the different transport
functions, transport has a substantial impact on the
environment. The ETF recognises the environmen-
tal impact generated by the transport sector, which
is the fastest growing consumer of energy and pro-
ducer of greenhouse gas emissions in Europe.

CO2 emissions from transport in Europe con-
tribute significantly to global warming and failure
to act on this action will have irreversible conse-
quences. Transport workers are aware of the fact
that (to varying degrees across transport modes)
whilst transport is extremely important to them
since it provides them with employment, it also
contributes to environmental problems and global
warming. 
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Furthermore, a safe and secure transport system is
something that is very much required by society.
Transport as an open public space system, used by
many different stakeholders, requires stringent
safety measures and is particularly vulnerable to a
lack of security (terrorist attacks). Accidents and
attacks are a threat for peoples’ safety and security
and often have disastrous damaging effects for the
environment. For transport workers, this issue is
crucial as they are directly exposed to these dangers. 

Given the functions and impacts of transport, the
ETF feels that it is quite clear that the organisation
of transport cannot be left in the hands of market
forces and the role of the state cannot be limited to
ensuring (fair) competition between companies and
the provision of infrastructure in areas in which it
is too expensive for the market to invest. The mar-
ket has severe side effects on social and ecological
sustainability and does not provide sustainable
infrastructure and public transport. 

WHAT IS “SUSTAINABLE TRANSPORT“?

From a trade union perspective, the concept of sustainable development means creating the conditions for
economic growth, whilst ensuring fair working conditions and quality jobs in a socially responsible indus-
try which, at the same time, does not harm the environment.

A sustainable transport system has to meet the different functions of transport whilst respecting all three
pillars of sustainability: social sustainability, environmental sustainability and economic sustainability, as
set out in the Lisbon Strategy. 

Social sustainability from a trade union perspective means: 
a) That transport fulfils its function for social inclusion and participation. This includes regional and local
planning in order to provide adequate, quality infrastructure and services; ensuring public services for
access to mobility and social inclusion. 
b) That the transport industry itself is socially sustainable. The transport industry must provide safe and
secure high quality jobs in decent working conditions, and without social dumping. This is a pre-condi-
tion for the delivery of high quality services for businesses and people. 

Sustainability in this wider sense requires an active and highly integrated policy that places the societal role
to transport in the forefront: integration of regional, financial, social, economic and environmental policies. 

However, it might be an illusion to believe that in transport it is possible to place economic sustainabil-
ity (competitiveness of the European transport industry) on the same level as environmental and social
sustainability. The necessary consequence of this would be to re-think and to re-evaluate the liberalisa-
tion of transport markets in the light of its impact on sustainability and the reversal of liberalisation
where it has contributed to worsening sustainability indicators, especially in the field of social and eco-
logical sustainability.



A policy for promoting sustainable
transport proposed by the ETF
The ETF is of the opinion that, above all, political
leadership and a strong commitment made by the
decision makers at all levels - European, national,
regional and local - is essential for realising the
objective of a sustainable transport system.

THE COORDINATED SPATIAL PLANNING OF
SUSTAINABLE TRANSPORT INFRASTRUCTURE AT
ALL LEVELS IS CRUCIAL
Infrastructure is the basis of all transport. The state
has to guarantee an integrated and coordinated
spatial policy regarding infrastructure planning
and investment, which is based on maintaining
and developing infrastructure for sustainable trans-
port modes and ensures:
- Socio-economic development of regions in a sus-
tainable way;
- Access to transport for people;
- Access to the national and European transport
systems which are also made of multimodal nodal
points, such as ports, in order to favour the social-
economic development of the regions.
> The European Commission has to establish a “coor-
dinating system” within which integrated infrastruc-
ture planning, territorial development and cohesion are
promoted and concerted at European, national, re-
gional and (in some cases) local level; today, there is no
such instrument to combine the different levels of in-
frastructure planning and territorial development in
Europe;
> Social impact assessment, as well as environmental im-
pact assessment, must be one instrument to be used at all
levels in order to ensure socio-economic development
along side sustainable infrastructure development.

PROVIDING PUBLIC TRANSPORT MUST BE A
STATE OBLIGATION AT ALL LEVELS
Public transport plays an essential role in meeting
the objectives of social inclusion on the one hand
and environmental sustainability of cities and
regions on the other. Policy makers have to give
priority to public transport and related financing.
This is particularly crucial for Central and Eastern
European countries where maintenance of the
public transport systems is under threat from the
liberalisation of the transport system. 
> Decision makers have to give priority to the provision
and financing of public transport, preferably with pub-
licly owned companies, in order to guarantee accessi-
bility, affordability and quality;
> Decision makers have to include social and quality
criteria in public transport contracts. 

FINANCING OF SUSTAINABLE TRANSPORT
SOLUTIONS MUST BE A PRIORITY
Political decision makers have to guarantee the
financing of a sustainable transport infrastructure
and public transport systems. 
One of the obstacles for a sustainable transport sys-
tem is the lack (or wrong prioritising) of financial
resources. Financial instruments other than pri-
vate-public partnerships have to be found such as
(for example):
> Excluding infrastructure investments from ‘Maas-

tricht’ criteria, such as public debt constraints;
> Introducing a European tax for infrastructure financ-
ing, since Member States are not willing to allocate more
financial resources via the general EU budget;
> Financing environmentally sustainable infrastructure
through the charging of external costs (the same for
public transport);
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> State aid policy must support socially and environ-
mentally sustainable transport, including and/ or
strengthening social/ human aspects in the EU guide-
lines on State aids. In particular, the awarding of State
aids in certain transport sectors must be closely linked
to the promotion of employment of EU citizens. In the
event of the development of new State aid guidelines or
in the event of the existing guidelines being revised, the
human factor must be taken into account. In particu-
lar, the European Commission should give priority to fi-
nancing those cases which favour job creation and the
promotion of working and living conditions for the
workers concerned.

Using all available instruments 
to promote environmentally 
sustainable transport
There are different categories of instruments,
which aim to:
- Promote modal shift
- Avoid un-necessary transport
- Give incentives for emission reduction and energy
saving

The price of transport influences the modal choice.
A market based instrument to promote a modal
shift towards more sustainable transport modes is
the internalisation of external environmental and
social costs. 
The ETF fully supports a policy aimed at modal
shift and the internalisation of all external costs in
all transport modes. This is essential for an envi-
ronmentally sustainable transport system. 

This policy must be completed by measures that

promote intermodal transport and concepts that
combine the different transport modes in a sus-
tainable way. 
However, “setting the right prices” is not an aim
per se, rather it is a method designed to change
transport and production patterns. If internalisa-
tion of external costs is to be effective in terms of
avoiding environmental damage, then transport
workers should not be required to pay for the
increase in price. Efforts must be made to ensure
that, through a number of social policy instru-
ments and the strict enforcement of social
legislation, the higher costs involved in using the
infrastructures are passed on to the customer,
thereby conveying the correct message regarding
prices that are environmentally sustainable .

Furthermore, an (environmentally) sustainable
transport system needs a policy that aims at:
> Acknowledging and strengthening the human el-
ement in environmental policies, as well as re-
specting the close link between environmental and
working conditions, by tackling, amongst others, fa-
tigue and excessive workloads that raise the per-
centage of accidents that have a negative impact on
environment. If environmental impact assessments
are to be conducted at EU level, then social analy-
ses should also be carried out with the involvement
of the trade unions so as to ensure a win-win situ-
ation;
> Ensuring the effective implementation of existing
environmental standards and/ or regulations. Nev-
ertheless, there is a clear need for improved, stricter
and binding environmental regulations in the trans-
port sector with a view to ensuring greater respect
for the environment;



> Tackling the sectors’ environmental challenges
and further intensifying the reduction of fuel con-
sumption and pollutant emissions through im-
proved infrastructure and energy-efficiency meas-
ures, such as the use of cleaner fuels, as well as
improved and innovative technologies when con-
structing more environmentally friendly trains/
trucks/ airplanes/ vessels. In many cases these
measures cannot be implemented immediately, due
to the very long life time of those vehicles. There-
fore, particular attention has to be paid to the need
for modernising existing vehicles;
> Ensuring that other regions of the world imple-
ment comparable measures, i.e. global solutions are
preferred to regional ones. However, the EU can
and must be a forerunner in the field of ecological
protection and must not defer the implementation
of the highest standards that protect European cit-
izens.

Socially sustainable transport
requires an appropriate social policy
in transport and strengthened social
dialogue 
The liberalisation of the transport industry is
underpinned by just in time / zero stock produc-
tion systems and the delocalisation of industrial
production within Europe and globally. 

It is based on competition between, and within, the
different modes of transport and has huge negative
impacts on the social conditions in the industry,
since a typical strategy in the transport industry is
focused on lowering labour costs.

Companies adopt various instruments to achieve
this aim:
> Extending working time and even violating the ex-
isting legislation on working time;
> Increasing work intensity and flexibility;
> Lowering wages through replacing quality jobs by
precarious working conditions (part time, fixed
term contracts; agency workers);
> Out-sourcing and sub-contracting;
> (Bogus ) self-employment;
> Social dumping by undermining national/re-
gional standards; 
> Reducing investments in training and qualifica-
tion;
> Reducing investments in health and safety stan-
dards;
> Discouraging the employment of EU nationals so
as to apply the terms and conditions from the coun-
try of origin in the maritime sector. 

These cost cutting strategies are used by transport
companies of all transport modes in order to
increase their competitiveness in a liberalised,
competitive business environment. They are
designed to reduce transport costs and thus con-
stitute a threat to a socially and environmentally
sustainable transport system and put an additional
burden on the social security systems of the Mem-
ber States.
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A socially and environmentally sustainable trans-
port system requires an appropriate social policy:

> Re-regulating and meaningfully integrating the
various transport modes in order to ensure and
sustain high-quality transport and prevent social
dumping on a lasting basis by, among other things,
defining binding standards including social stan-
dards. This means that certain collective bargaining
and social standards must be compulsory in tender
procedures and the workers must be transferred to
the new undertaking in the event of a change of op-
erator;
> Eliminating social dumping in Europe by ensuring
that each transport worker is paid and works under
working conditions that are valid in the country where
he / she is carrying out the work (while respecting the
non-regression clause of course). This has to be en-
sured through European and national regulation that

is adapted to the specific characteristics of each trans-
port sector and by collective agreements;
> Transparency in the relationship between em-
ployers and workers, as well as clarity regarding the
applicability of legislation relative to social secu-
rity, have to be guaranteed in order to enforce social
rights and social legislation;
> In all European countries, sectoral collective
agreements must guarantee a level playing field
for fair competition; a pre-condition of this is that
core labour standards, such as membership of a
trade union, the establishment of collective bar-
gaining structures in companies and collective bar-
gaining are ensured everywhere, not only formally,
but in practice;
> Social legislation has to fully apply to self-em-
ployed workers; 
> European social dialogue shall be strongly sup-
ported in order to enforce minimum standards

A LABOUR COST CUTTING STRATEGY EVEN DAMAGES THE ECONOMICAL SUSTAINABILITY OF
THE TRANSPORT INDUSTRY

In a number of transport industries, we can observe difficulties being encountered in the recruitment
of young people, both, men and women, and there is also a shortage of mobile personnel. In the light
of the demographic developments in Europe, this can have dramatic implications for the transport
companies and the industry in general. The reaction of the transport industry to the opening up of
the market, which is competing on the basis of labour costs in a downwards spiral, makes the sector
completely unattractive. The strategy of companies to attract new workers by lowering access condi-
tions is a short term solution that will not solve the problem but add to it.
> It is important to improve the profile and reputation of the transport industry through good quality work-
ing conditions;
> It is important to heavily invest in the qualification and training of young people, both men and women,
as well as in LLL (life long learning);
> It is indispensable to create conditions for a better work-life balance. 



through negotiation (e.g. working time and mini-
mum manning standards in inland waterways);
where negotiations fail, the European Commission
has to make legislative proposals (e.g. minimum
manning standards in the European ferry industry);
> Social and environmental criteria are to be in-
cluded in contractual relations between customer
and transport companies, between the state and its
supplier. Therefore, indicators must be developed
with the participation of the European social part-
ners. It is necessary to make the customer respon-
sible for quality and social conditions through their
transport option;
> Rigorous enforcement of appropriate social and
working conditions;
> Working with well qualified personnel who per-
form their duties in decent working conditions in
order to ensure high quality and safe services. To do
so, the original objective of the Lisbon strategy of
“more and better jobs”, needs to be re-prioritised
and given real meaning. More and better jobs for
everyone means turning “outsiders” into “insiders”
by putting quality of work at the centre;
> If companies are to compete globally, then rather
than doing so on the basis of low labour costs and
bad working conditions, they should invest in peo-
ple (education and training) and compete on the ba-
sis of highly skilled workers. Providing adequate
training and education, together with innovation, is
a key tool for the European competitive advantage
in the world economy. It is extremely important to
improve the levels of training for workers in the
transport and fisheries sectors since adequate train-
ing can ensure that workers know how to react in
the event of an accident, thereby reducing the risk
of possible environmental impacts;
> Job protection for transport workers in the event

of further restructuring and/ or liberalization in
the sector. At the same time, efforts must be made
to find solutions to avoid job losses and precarious
working conditions in the event of consolidations
and/ or calls for tenders in the sector. In any case,
the transfer of staff must be made compulsory;
> Strengthening job security – too much flexibility
already exists in the transport and fisheries sec-
tors. However, it does play a fundamental role in
employment, together with adequate initial and
life-long training. Motivated and well trained work-
ers improve safety and efficiency levels and also de-
liver a better service;
> Attracting young workers to the transport and
fisheries sectors while ensuring decent working
conditions and career prospects for them;
> Creating and promoting job opportunities for
women workers in transport and fisheries;
> Eliminate gender discrimination in transport and
ensure equality of pay terms and conditions in em-
ployment;
> Providing training and education to enable
women transport workers to access genuine career
opportunities;
> Providing an education activity to increase
women’s participation in trade unions and trade
union activities;
> Organising gender awareness programmes in
transport unions;
> Negotiating work-life balance, equal conditions
and quality jobs for all workers;
> Guaranteeing social standards at ‘corridor’ level,
in particular in the process of the extension of TEN-
T to the neighbouring countries (South East Eu-
rope). This includes working time legislation, min-
imum standards of qualifications and transport
related safety legislation to prevent unfair compe-
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tition among workers, as well as exploitation and
competition on the basis of the lowest labour costs.
Furthermore, it requires the acknowledgement of
the important role of the European social partners
in the implementation of transport infrastructure
projects of European interest. Social partners must
play a central role in both the consultation and the
implementation process;
> Allowing social partners, and trade unions in par-
ticular, real and meaningful form of participation in

the definition of socially sustainable transport poli-
cies, namely through social dialogue at national
and European level, proper information and con-
sultation, promoting their role in society, encour-
aging negotiations at European level. The social
partners must be systematically consulted before-
hand in cases in which changes are foreseeable in
order to avoid undesirable social consequences and
threats to employment in the transport sector.

The ETF proposes to establish a European social and environmental observatory in transport that 
monitors and proposes legislative measures when the sustainability objectives fail. 
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a. Restructuring and Developments in
the Transport Sector
As the TRUST project has shown, the transport and
fisheries sectors in the EU have gradually gone
through liberalisation, restructuring and/ or privati-
sation as a result of European policies as well as of
business strategies. This has led to a situation in
these sectors, which is characterised by dramatically
decreasing sustainability. In line with the European
internal market programme, the emphasis of the
European transport policy is on the economic
dimension, i.e. more deregulation and competition
in order to make transport faster, more efficient and
cheaper whilst the social (and the environmental)
dimensions have been disregarded. All that counts
to best serve the globalised industry and this process
is driven by the idea that the market is the best
instrument to ensure those objectives. 
In this regard, the TRUST project has shown that
transport and fisheries workers are fully aware of the
external and internal factors including EU policies,
which lead to restructuring and changes in their sec-
tors. They are further aware of the need to deal with
the (often adverse) impacts of increasingly growing
transport flows, which respond to the new forms of
market organisation, e.g. just-in-time deliveries,

zero stocks, deregulation etc. However, as it was
emphasised, the role of transport is not solely to
move goods and people from A to B as fast and
cheap as possible. Instead, it was stressed that trans-
port plays an important role as an instrument for
regional development and social cohesion, for the
benefit of the public interest and solidarity.
European sectoral social dialogue is supposed to
play an important role in anticipating and managing
change and be a platform for joint initiatives. How-
ever, as the TRUST project has shown, experiences
of the various transport sectors vary. The mecha-
nism is often not working properly as on the
employers’ side there is frequently no will to discuss
issues relating to employment conditions. It was
agreed that there is a clear need for the Commission
to play a more active role in sensitising employers’
organisations to engage in an effective social dia-
logue that can improve workers living and working
conditions whilst strengthening the sustainable eco-
nomic performance of the industry.

b. Lisbon strategy and Transport 
Workers
In the words of the European Commission, the
European transport sector is an essential part of the

THE KEY CONCLUSIONS OF THE TRUST
CROSS-SECTORAL CONFERENCES
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Lisbon strategy, but the TRUST project has criticised
that the Commission only considers transport in the
sense of fostering EU competitiveness, economic
growth and well-functioning of the internal market
through providing fast, efficient and cheap trans-
port. Accordingly, the Commission aims at further
improving the internal market and the development
of an infrastructure free of interoperability and logis-
tic constraints in order to enable the (freight)
transport sector to contribute to growth and to the
EU competitive position in the global economy. Sim-
ilarly in passenger transport, the Commission’s
approach sees competition as the best solution to
fight congestion and to lower prices. These aims are
also supposed to be reached through more flexibil-
ity (and less security) of the labour market without
addressing the negative effects for workers such as
social dumping or deteriorating working conditions.
With this approach, it was stated, the Commission
neglects the fact that, due to its prospected growth
in the future, the transport sector has a considerable
potential for (quality) jobs creation.
The TRUST project has shown that for the Euro-
pean competitiveness advantage in a global
economy, training and education, qualification and
innovation are key. The best way to achieve this is
through secure and quality work places, where
labour is dignified and not seen as an asset or com-
modity, workers and their organisations have a
voice, collective bargaining is respected and pro-
moted and social dialogue works as an added value
for both employees and workers. However, the
TRUST project has rather observed the opposite
development in the transport and fisheries sectors:
considerable job losses in some sectors such as the
railway sector, new low quality jobs compensate for
jobs lost in the civil aviation sector, poor working

conditions and lack of life-long training in road
(freight) transport or inland navigation, recruitment
problems in practical all sectors and even disap-
pearance of jobs for EU citizens which are replaced
by low cost third countries’ workers as in the case of
the maritime sector. Even if European social legisla-
tion exists and should improve the situation of the
workers, its enforcement often remains a problem.
New jobs in warehousing and logistics do not offer
skills and career developments and are often char-
acterised by precarious employment and poor
working conditions. Fisheries remain among the
sectors with the highest rate of accidents. Moreover,
due to the continuous deterioration of working con-
ditions and social dumping, working in transport
and fisheries is less and less attractive to people,
which will further increase the already existing
recruitment problems.
In general, it can be said that the dominating com-
petition philosophy and the related policies are not
based on a social level playing field and the Lisbon
strategy has given so far weak results from a social
perspective. The TRUST project has highlighted that
there is no sustainable transport policy when the
workers are not taken into account. Furthermore,
trade unions do not want a Lisbon strategy mainly
based on the economic pillar, in which any job is
good irrespective of its quality. The future success of
the Lisbon strategy and its next cycle will widely
depend on the EU’s willingness to invest more in
people and their skills. Therefore, it was stressed
that the original objective of “more and better jobs”
needs to be re-prioritised and filled with substantial
meaning.
Amongst the contributions received from partici-
pants at the Lisbon Conference, the idea was raised
of setting a “certification system” for companies with



best social practices which could represent an added
value for companies’ competitiveness. The criteria
for awarding the certificate could be jointly set by
social partners in the relevant sectoral social dia-
logue committees. 

c. Transport and Environment
The above mentioned concentration on competition,
competitiveness and growth in the transport sector
has also led to a situation, which failed to contribute
to other urgent sustainability issues, which are gen-
erated by transport, i.e. greenhouse gas emissions
contributing to global warming as well as conges-
tion, noise and other air pollutant emissions.
Although the trade unions’ main interest is to defend
the workers’ interests, the TRUST project has shown
that transport workers and fishermen are conscious
of the environmental impacts generated by the sectors
they work at, which are the fastest growing con-
sumers of energy and thus producers of greenhouse
gas emissions in the EU. Furthermore, they are fully
aware of the necessity of conferring environmental
sustainability to the sectors and are committed to this
objective, given that, in particular in the case of fish-
ermen, their activities strongly depend on that. If
trade unions do not get involved in this urgent topic
and do not make their voices heard by the policy mak-
ers, decisions will be taken without them.
It was also stressed that the sector has the opportu-
nity to improve its environmental performance and
thus become more environmentally friendly. To do
so, urgent and coordinated measures are unavoid-
able. To reduce the environmental impact and to
develop a more environmentally sustainable trans-
port system, a policy mix consisting of regional,
structural, energy, social and economic policies, is
of paramount importance. Furthermore, to ensure

the reduction of pollution and congestion, there is a
clear need for better regulation in the transport sec-
tor, which should set binding targets, and not leave
it to the markets. Moreover, it was criticised that
although new technical solutions in many cases
already exist, there is a lack of political willingness
to implement them. In general, concrete policy
actions are required in five areas: greenhouse gas
emissions, air pollutant emissions, noise, growth in
transport and share of the individual transport
modes. In this regard, the TRUST project stressed
that solutions on a global scale should be favoured.
Nevertheless, the EU has to set the lead and trade
unions will have to push the EU not to wait for other
countries to take actions. 
Moreover, it was noted in the TRUST project that
most environmental problems caused by transport
and fisheries are closely linked to the workers’ health
and safety. Therefore, it has been strongly articu-
lated that environmental protection measures
cannot be carried out on the expenses of workers but
instead in close cooperation with them to create a
real win-win situation. Furthermore, when it comes
to training and education in the transport and fish-
eries sector, environmental considerations should be
included in the curriculum. The levels of training in
general should be improved as adequate training
can, for example, ensure that workers know how to
react in case of accidents, and thus reduce possible
environmental impacts.
Lastly, TRUST highlighted that the improvement of
the relationship and cooperation between trade
unions and environmental NGOs should receive
further consideration, with a view to enhance part-
nership when finding and/ or offering solutions
together for a more environmentally (and socially)
sustainable transport system.
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On the whole, trade unions demand for a (pro)active
participation in both phases of policy making and
implementation of rules aimed at integrating envi-
ronmental objectives. TRUST has further proved
that trade unions consider it as their task to focus on
a more environment friendly transport system and
demand for a policy approach that reaffirms the bal-
ance between the three dimensions of sustainable
development.

d. Infrastructure financing, State aids
and the Role of States
The TRUST project has shown that modern, high-
quality and efficient infrastructure has a huge social
role to play as it contributes considerably to social
and regional cohesion, regional development, terri-
torial planning as well as reducing congestion and
alleviating the transport sector’s environmental per-
formance. Unfortunately, adequate funding, which
is a crucial prerequisite, is not always adequately
provided. Moreover, a general shift was observed
from public to private operators. 
With respect to investments in the Trans-European
Transport Network (TEN-T), the TRUST project has
paid particular attention to the way the EU handled
this issue in the case of Central and Eastern Euro-
pean countries. Much of the EU co-financing of
infrastructure projects, and thus national co-financ-
ing, is strictly awarded to infrastructure projects of
European interests, i.e. the main corridors, often in
detriment to domestic networks, which are tradi-
tionally very wide. At the same time, the new EU
Member States as well as neighbouring countries
have been experiencing drastic cuts in the levels of
investment to local and public operators, which have
far reaching consequences on the network but also
on labour, societal and social cohesion. Moreover, a

number of TEN-T corridors are developed with
funding from various international institutions,
whose assistances/ loans are often conditioned by
tough privatisation/ restructuring measures, which
have led to considerable job losses. Despite these
substantial impacts, there has been little interest
from the Commission and Member States to assess
the social impacts throughout its strategic planning
and implementation and to link them with employ-
ment policies. Furthermore, the important role of
the European social partners in the implementation
of infrastructure projects of European interest is not
sufficiently regarded. In this regard, TRUST high-
lighted that on TEN-T corridors, in particular when
discussing their extension to neighbouring coun-
tries, social standards and legislation have to be
complied with. Lastly, it was stressed that more
funds must be invested into infrastructure.
As a possible instrument for financing, the TRUST
project discussed “fair infrastructure charging”
including the internalisation of external costs aim-
ing at creating fair conditions between transport
modes, which has been on the political agenda for
15 years. It was discussed that part of the revenues
should be reinvested in local infrastructure. Cur-
rently, the Commission is evaluating the results
from a public consultation on this topic with a view
to present a comprehensive model for the assess-
ment of external costs for all modes no later than 10
June 2008. However, it remains to be seen how this
model will be constructed and whether it will actu-
ally be transparent and help to achieve a level
playing field among the various transport modes.
With respect to the political sensitive and important
question of State aids, the TRUST project expressed
its support to State aids, which are a good instru-
ment for regional development and social cohesion



in some cases and improving EU businesses global
competitiveness in other cases. However, consider-
able discontentment with the current Community
State aid guidelines and their applications was
expressed. It has been widely criticised that the var-
ious guidelines do not include social criteria (at least
to adequate degree) in the awarding conditions. In
particular, in certain transport sectors, State aids
authorisation must be closely linked to the employ-
ment of EU citizens, i.e. it should be awarded only
under the condition that it benefits EU workers, who
are domiciled within the EU.
Moreover, unfair State aids need to be reported and
action has to be taken. In case of the development of
new State aid guidelines or in case of revising the
existing ones, the TRUST project stressed that the
human factor must be strongly taken into account.
The possibility was discussed to introduce social cri-
teria and priority should be given to financing those
cases, which favour job creation and promote work-
ing and living conditions of the workers concerned,
e.g. when co-financing road infrastructure, the
establishment of secure parking areas should be
considered. Moreover, it was stated that infrastruc-
ture and public passenger transport financing
should not be seen as State aid.
Although the EU and its institutions provide the
overall concept of a common transport policy, the
TRUST project has expressed its strong belief that
the Member States have an active role to play in
transport policies and cannot withdraw from this
responsibility. It is on them to define transport poli-
cies, act as regulators and/ or monitor as well as
enforce rules and objectives. Furthermore, they have
to make the necessary infrastructure planning and
ensure the necessary financing of the infrastructure
projects so that they can be fully realised. Policies

cannot be planned in view of a particular business
interest but must privilege the common interest
instead. In this regard, it was discussed to exclude
infrastructure investments from the convergence
criteria on Member States deficit and public debts
while a critical stance towards public private part-
nerships was taken up. In fact, there is the concern
that these paths may take to a commercialisation of
public interest services. Lastly, Member States have
to assure public transport services of high quality,
which are accessible and affordable for all.
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T
he European Union has an increasing influ-
ence on the way how, not only in the Member
States but also the neighbouring countries

and even in a wider space, all matters relating to
transport are dealt with. For this reason the views

contained in this summary address, to a large extent,
the EU institutions and Member States but are also
intended to non EU Member States, whether or not
they are candidate countries to EU membership. 
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SUMMARY OF THE EU POLICIES  
AND RECENT DEVELOPMENTS 
IN TRANSPORT

1 Treaty of Rome, preamble.
2 EC Treaty, Art 14 (2).

1. Restructuring and Developments in the Transport Sector

1.1. THE DEVELOPMENT OF THE EUROPEAN
INTERNAL MARKET
Liberalisation, i.e. the opening up of markets, such
as transport, to competition, is by no means a new
phenomenon, which, in the EU, has evolved since
the creation of the common market in 1958. The
European common market was intended to elimi-
nate trade barriers between the Member States with
the aim to increase economic prosperity and con-
tribute to “an ever closer union among the peoples
of Europe”.1 In 1986, the specific concept of the
internal market was incorporated in the EC Treaty
by the Single European Act defining the internal
market as “an area without internal frontiers in
which the free movement of goods, persons, serv-
ices and capital is ensured”.2

The main ambition of the single market and its
neoliberal transformation was to prepare the Euro-
pean economy for a competitive world market. The
European Commission, as one of the key drivers of
this process, executed indirect structural pressure
through the Single Market Programme and the
European Monetary Union, which aimed at disci-
plining monetary and fiscal policies to make
Member States to comply with the convergence cri-
teria on State deficit, the continued expansion of
European competition law (often through rulings of
the European Court of Justice), and direct pressure
through sectoral liberalisation directives. Further-
more, the EU had to prepare itself for and to deal
with the enlargement to 25 Member States in May
2004 and to 27 in January 2007.



30 | TRADE UNION VISION ON SUSTAINABLE TRANSPORT 

Complementarily to these trends, there have been
other major external forces shaping and transform-
ing the European economy, i.e. economic
globalisation and technological innovation. Globali-
sation required European businesses and services to
change in order to maintain their competitiveness
or to become more competitive on the global mar-
ket. A second driving force was the British
experience of liberalisation under the Thatcher and
Major governments (1979-1997) and deregulation in
the USA under the Reagan administration.
The approach to launch the European internal mar-
ket together with those external forces made business
far more global: companies could produce anywhere
they wanted, could sell anywhere they wanted and
could shift their enterprises in weeks where they
wanted. In particular, the 1990s were characterised by
massive sales of public property stakes held in public
services enterprises to private owners, i.e. privatisa-
tion of public services. As a result, liberalisation,
privatisation and constant deregulation opened up
new investment possibilities for large international
financial investors, who have a strong interest in
breaking into new markets and investment spheres,
which led to massive cross-border financial flows and
increased the pressure on companies to raise profits
and pay dividends, which then led to further restruc-
turing. In recent years, the enormous growth of
hedge funds and private equity funds’ intervention as
company shareholders and their influence in key sec-
tors, has given rise to concerns.
According to the Commission, the internal market
as a whole and the liberalisation of particular sectors
such as transport, energy, postal and telecommuni-
cation services, have allowed the European
consumers to benefit from lower prices and new
services, which are in general presented as being

more efficient and consumer-friendly as well as
offering a wider choice. Also in the Commission
words, it has created more jobs and raised prosper-
ity in the EU and, as a result, this has made the
European economy more competitive.3 The reality,
however, stands in sharp contrast to the general
expectations and the proclaimed results.
The market did not always develop to the benefit of
consumers and neither the price nor the quality of
the services came always up to the promised level
and what is more, there is a lack of a consistent
social policy linked to the internal market construc-
tion. Therefore, a number of common negative
trends with respect to the effects of liberalisation on
workers can be identified, which mainly concern
extensive staff retrenchment, reduction of labour
costs through income reductions and changes in
pay structures, adverse changes in working condi-
tions, flexibilisation of working time, deteriorating
conditions for collective workers’ representation as
well as flexibilisation and individualisation of
employment relationships.

1.2. THE LIBERALISATION OF THE EUROPEAN
TRANSPORT MARKET
Transport is one of the Community’s earliest com-
mon policies and Member States emphasised the
importance of the Common Transport Policy (CTP)
with its own title in the Treaty of Rome.4 Since the
beginning, the CTP has focused on removing obsta-
cles at the borders between Member States in order
to facilitate the free movement of persons and goods
without borders and thus creating a common trans-
port market. The capacity to move people and goods
quickly, efficiently and cheaply has been a main
principle of the Community’s aim of a dynamic
economy and cohesive society. In the process of

3 DG Competition (2007): Li-
beralisation,

http://ec.europa.eu/comm/co
mpetition/liberalisation/over-

view_en.html.
4 Treaty of Rome, Title V.



opening, liberalising and/ or privatising the trans-
port market, the Community attached great
importance to developing the conditions for fair
competition within individual modes of transport as
well as between them.
The CTP has been the driving force behind the
restructuring of the various transport modes since
the early 1990s, when the Commission published its
first White Paper “The future development of the
Common transport policy” in December 1992. The
guiding principle of the Paper was the opening-up
of the transport market to greater competition
between the operators.5 It further presented a shift
from an approach organising the different transport
modes by sector towards an integrated approach,
embracing all modes of transport in order to
improve the efficiency and to meet the objectives of
sustainable mobility.6 In connection with the 1992
White Paper, the Commission published a Commu-
nication in 1995 entitled “The Common Transport
Policy: Action Programme 1995-2002”, which
included three main areas: firstly, improving quality,
based on the introduction of systems using new
technologies, secondly, improving the operation of
the single market, mainly by encouraging competi-
tion between modes of transport while safeguarding
social standards, and lastly, developing the external
dimension, by improving transport links with third/
neighbouring countries.7

By opening up national transport markets to compe-
tition and by removing barriers to free movement, the
EU has broadly contributed to the liberalisation of the
transport sector, in particular for freight. That applies
namely to road, sea and air transport, to a lesser extent
to rail but soon also to urban public transport. How-
ever, today’s transport patterns, growth rates and social
conditions are far from being fair and/ or sustainable

and they predominantly pursue the CTP’s aim to
lower prices. As we will later see in the document, the
immense growth of transport (tkm), in particular of
freight transport, is partly caused by the reduction in
the costs of transport in the 1990s.8

1.2.1 Restructuring and developments in the trans-
port sector
By definition, restructuring is a constant economic,
social and political process of structural changes and
must not necessarily lead to worse working condi-
tion but in reality, it often involves high costs for
workers on all levels, from pilots to truck drivers, as
new technologies change the way work is being
done, whole industries are closed down and new
emerge, private sector organisation methods are
adopted, personnel costs are reduced and jobs
become redundant, precarious and atypical forms of
work increase, skills requirements change and some
job profiles even disappear.
Driven by liberalisation, commercialisation (EU-dri-
ven), and privatisation initiatives (mainly driven by
national governments), the transport sector experi-
enced unprecedented economic restructuring. Large
public sector monopolies, such as rail, were turned
into commercial enterprises, and in some cases pri-
vatised. Restructuring further involved fast
internationalisation, mainly driven by (cross border)
mergers and acquisitions, bankruptcies, emerging
conglomerate suppliers as well as private sector
growth at the expense of public sector suppliers.
The second White Paper entitled “European Trans-
port policy for 2010: time to decide”, presented by
the Commission in September 2001, was by no
means a response to restructuring in the sector but
a continuation of a logical and intended path. The
Paper constituted a ten-year strategy aimed at
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improving the quality and efficiency of European
transport.9 The Paper identified a set of problems
of the European transport sector. Besides congestion
and pollution, those included the massive growth in
and increasing demand for transport, especially in
the cases of road and air transport. To overcome
these adverse tendencies and to contribute to the
creation of a sustainable transport system, the Com-
mission put forward a comprehensive package of
measures, which were primarily designed to gradu-
ally decoupling transport demand from economic
growth and balancing the development of the indi-
vidual modes of transport. Therefore, one of the
Paper’s main objectives was to rebalance the various
modes of transport by 2010 to ensure greater effi-
ciency, less congestion and to perform a shift to
alternative (less polluting) modes of transport.10

This modal shift should be achieved through an
increased focus on inter-modal transport by revital-
ising railways and investing more in transport by
sea and inland navigation.11 It has to be noted
though, the Paper included no chapter dealing with
the social aspects of creating a sustainable transport
system; it only occasionally referred to it.
In June 2006, the Commission published its mid-
term review of the 2001 Transport White Paper
named “Keep Europe moving – sustainable mobil-
ity for our continent”. According to this, the overall
objective of the European transport policy is to have
a competitive, secure, safe and environmentally
friendly transport policy.12 The mid-term review
came to the conclusion that in spite of progresses
registered in the European transport policy, the
package of measures from 2001 had not been effec-
tive in achieving the formulated objectives. This was
mainly due to the above explained developments at
European but also at global level. Furthermore, the

transport sector in the EU itself has evolved. New
sectors emerged and/ or grew, such as logistics, con-
solidation has taken place, and workers had to adapt
to the new situation. Due to these changes, the mid-
term review argued for a comprehensive, holistic
approach to European transport policy, which is sup-
posed to be more flexible and broader and to offer in
a next step a new set of tools to address the new sit-
uation.13 Additionally, the report dropped the
objective of breaking the link between transport and
economic growth and stated instead that transport
must be decoupled from its negative side effects.
Lastly, it performed a u-turn from the aim to achieve
a modal shift to the approach of co-modality, i.e. the
efficient use of different modes on their own and in
combination.14 To reach the new objectives, the
review announced a set of concrete actions until
2009, which include amongst others an action plan
for goods transport logistic, the promotion of intel-
ligent transport systems and new technologies, a
European approach to mobility in urban areas, an
action plan for the promotion of inland waterway
transport, a programme for environmentally
friendly fuels in road transport and charging for
infrastructure.
According to official figures provided by the Com-
mission, the transport sector occupies today an
important position in the EU and is a key economic
factor. Transport constitutes a considerable source of
employment as it is providing for 5% of direct
employment in the EU and is accounting for around
7%15 of the EU’s gross domestic product (GDP).
This alone does not make transport a service of pub-
lic interest as such but it is the kind of service the
sector provides that makes it. The growth of freight
transport (tkm) in the EU-27 between 1995 and 2006
was 2.8% per year, which exceeded the economic
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growth in that period of 2.4%. However, passengers
transport grew at a lower rate of 1.7%.16 For these
reasons, the sector holds a considerable potential for
job creation in the various transport modes. In the
Commission’s point of view, maintaining and
strengthening the competitiveness of transport
operators is the best guarantee for sustainable high
employment levels.17

With respect to the gender dimension in the transport
sector in the EU, it can be said that restructuring
mainly had negative impacts on the male dominated
transport sectors and occupations. Women rather
work in the service activities developed within newly
emerging sectors, such as the private sector, logistics,
freight forwarders or the supply chains with the sub-
contractors. As the pressure for more labour
flexibility is especially high in those sectors, women
are very likely to work under precarious working con-
ditions and are often to first to be laid-off.

1.2.2. Restructuring in the transport sector of the
new EU Member States
The restructuring processes the old EU Member
States underwent, also effected the transformation in
the countries in Central and Eastern Europe. The
transformation of the 1990s was backed by liberal
consensus. In these countries, state ownership was
often discredited by the socialist past and credit pro-
vision from the various transnational banks was often
linked to implementing privatisation. Furthermore,
the prospect of EU accession gave additional stimu-
lus to the liberalisation of the transport sector. Thus,
the cost reduction in the sector has been at the top of
governmental agendas throughout the new Member
States since the 1990s and entailed massive job
losses, which have been even more severe as national
railway companies, for example, often used to be

amongst the largest employers in many countries
(Czech Republic, Slovenia, Bulgaria, Romania etc.).

1.3. THE EUROPEAN SOCIAL DIALOGUE
The European social dialogue is clearly defined in
the EC Treaty (Articles 137-139) and is supposed to
be “at the centre of the European social model”18.
Accordingly, social partners can, through their active
involvement in the European social dialogue, make
a significant contribution to the development of
active labour policies, the definition of European
social standards, to maintaining and/ or fostering
“sustainable jobs” and managing restructuring and
change. The social dialogue underwent an impor-
tant change in May 1998, when the Commission
established sectoral social dialogue committees pro-
moting dialogue between the social partners at
European level.19 Since then, more than 30 sectoral
social dialogue committees have been set up in var-
ious fields of activity, including six transport
committees in which the ETF has been actively
involved: civil aviation, maritime transport, railways,
road, fisheries and inland navigation. Within these
sectoral committees the social partners can, in the-
ory, identify and tackle a wide range of issues of
common interest.
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2.1. THE LAUNCH OF THE LISBON STRATEGY IN
2000
As a reaction to the challenges the EU was facing
from globalisation and growing international com-
petition, the development of new information and
communication technologies as well as Europe’s
ageing society, the 15 EU leaders adopted the Lisbon
strategy at the Lisbon European Summit, Portugal,
in March 2000.
The Lisbon strategy was conceived as a new strate-
gic approach supporting all EU policies and aimed
at making the EU “the most competitive and
dynamic knowledge-driven economy in the world,
capable of sustainable economic growth with more
and better jobs and greater social cohesion.”20 It was
based on the idea that a stronger economy will fuel
job creation in the EU, alongside social policies,
which then will drive economic growth even further.
It has to be noted though that the strategy contained
an approach, which was not about the individual
worker and did not include a direct reference to the
various sectors. To achieve these aims the following
ambitious targets were set to be attained by 2010:
> an annual growth of around 3%;
> an overall employment rate of 70%;
> a female employment rate of more than 60%;
> an employment rate for older workers (55+) of
50%.21

These targets were to be reached through a compre-
hensive set of policies. Firstly, a macro-economic
policy mix should foster the transition to a compet-
itive, dynamic and knowledge-based economy
including high economic growth, the completion of
the internal market and fiscal consolidation.22 Sec-

ondly, active policies were proposed to modernise
the European social model by investing in people
and building an active welfare state. This included
education and life-long training, the promotion of
social inclusion as well as the modernisation of the
social protection system by balancing flexibility with
security.23

With the adoption of the EU Strategy for Sustainable
Development at the European Council of Gothen-
burg 2001 in Sweden, an environmental dimension
was added to the two dimensions (social and eco-
nomic) of the Lisbon strategy (see Chapter 2.2.).24

2.1.1. The renewed Lisbon Strategy for Growth and
Jobs in 2005
Reaching the mid-term of the Lisbon process in early
2004, it became obvious that the EU was failing to
reach its targets and thus the Commission appointed
a High Level Group of independent experts in March
2004 to make an independent assessment. In their
report “Facing the Challenge”, presented to the Com-
mission and Council in November 2004, the group
concluded that little progress had been made in the
first years, mainly due to a lack of determination.
Accordingly, they criticised the overloaded agenda,
poor coordination, conflicting priorities as well as a
lack of commitment and political will.25 The report
further pointed out those structural reforms had been
used at the expenses of the workers creating more
flexibility and less security as well as weakening the
workers’ rights.26 Due to these deficiencies, the group
concluded that the EU was unlikely to meet its 2010
targets and recommended to refocus the strategy on
growth and employment.
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The Commission presented the outcome of the mid-
term review process in March 2005 and drew basically
the same conclusions as the expert group. The Euro-
pean economy had failed to deliver the expected
performance in terms of growth, productivity and, in
particular, employment in order to reach the Lisbon
targets.27 This, however, was not seen as a deficit of
the strategy itself but of its deficient implementation.
Therefore, the Commission proposed to renew the
Lisbon strategy, focusing all efforts on “delivering
stronger, lasting growth and creating more and better
jobs” and pursuing a stricter implementation.28

As a result of this process, the Brussels European
Council renewed the Lisbon strategy as a “Partner-
ship for Growth and Jobs” in March 2005 following
largely the recommendations of the Commission.29

To increase the EU’s growth potential and its pro-
ductivity as well as strengthening its social cohesion,
the EU should renew the basis of its competitive-
ness and put the main emphasis on knowledge,
innovation and the optimisation of human capital.
Therefore, the strategy had to re-focus priorities on
growth and employment and the EU should more
strongly mobilise all necessary national and Com-
munity resources in its pillars.30

To create “more and better jobs”, the Council
announced its intention to:
> attract more people into the labour market and re-
form social protection systems;
> improve the adaptability of the workforce and in-
crease the flexibility of the labour markets in order to
help the EU adjusting to restructuring and market
changes and 
> invest more in human capital by improving edu-
cation and skills.31

On the whole, the revised Lisbon strategy does not
equal to the original strategy anymore rather reflect-

ing a major shift in objectives. On the one hand, the
date of 2010 and the associated employment targets of
the original Lisbon strategy are no longer put forward
as priorities in the revised Lisbon strategy. On the
other hand, the balance of the three pillars is dis-
turbed. The revised strategy has strongly marginalised
both the social and the environmental pillars and
instead now focuses primarily on the economic
dimension, i.e. growth, competition and labour mar-
ket flexibility first and social Europe (perhaps) later.
At the 2006 Spring European Council, the Heads of
States and Governments agreed on the following
four priority areas to boost the strategy, which are of
cross-cutting nature: investing more in knowledge
and innovation, unlocking the business environ-
ment, especially of SMEs, greater adaptability of
labour markets based on flexicurity and lastly energy
and climate change.32 In the words of the European
Council in December 2007, “the Lisbon strategy is
delivering” after it was relaunched in 2005. Eco-
nomic growth was 1.8% in 2005, already 3.0% in
EU-27 in 2006 and is expected to reach 2.9% in 2007.
Employment growth has also been on an upturn, i.e.
almost 6.5 million new jobs have been created in the
last two years.33 Therefore, the main emphasis of the
Lisbon Strategy remains on implementation and
delivery of reforms and the whole Lisbon tool box
should be used for this purpose.34 The Council fur-
ther stated that “delivering life long learning to all
citizens is (…) of particular importance for more and
better jobs” and therefore, Member States and the
Commission should prioritise the implementation
of the Education and Training work programme.35

At the same time, the Council praised the internal
market as being “an undisputed success” and
stressed the need to unleash its full potential by
addressing the remaining barriers.36
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During the spring meeting of the European Council
in March 2008, the 27 EU leaders decided to launch
the second three-year cycle of the Lisbon strategy
reconfirming the four priority areas for growth and
jobs. Despite the progress made, the focus of this
cycle must lie on implementation and structural
reforms.37 In this regard, the Council underlined
the “importance of further developing the social
dimension of the EU as an integral part of the Lis-
bon strategy”.38 The Council further agreed to start
reflecting on a post 2010 strategy and asked the
Commission to do the same.

2.2. THE EU STRATEGY FOR SUSTAINABLE 
DEVELOPMENT
Already in the 1990s, sustainable development
became an important objective of the EU, when it
was enshrined as Article 2 in the Amsterdam Treaty.
Since then, sustainable development has been a fun-
damental horizontal principle of the EU that is
supposed to underpin all its policies, actions and
strategies.
The Commission adopted in May 2001 a Commu-
nication entitled “A Sustainable Europe for a Better
World: A European Union Strategy for Sustainable
Development”, presenting the long-term vision that
economic growth, social cohesion and environmen-
tal protection must dovetail.39 Following this
proposal, the European Council adopted the “EU
Strategy for Sustainable Development” (EU-SDS) at
its Gothenburg Summit in Sweden, in June 2001.40

The EU-SDS, in close connection to the Lisbon strat-
egy, was supposed to set out a policy framework to
deliver sustainable development, based on the three
pillars, which need to go hand-in-hand and mutually
reinforce one another in order to attain the long-
term objectives.41 It has to be noted though that the

social pillar in this strategy is solely about social
cohesion and not about more and better jobs or
decent working conditions.
The strategy was composed of two parts. The first
part of the strategy revised the way of EU policy-
making, focussing on improving policy coherence
and making aware of possible trade-offs between
contradictory objectives so that informed policy-deci-
sions can be taken. In result, the economic, social
and environmental consequences of all EU policies
should be examined and taken into consideration in
decision-making.42 The second part introduced a
number of long-term objectives and measures to
address various unsustainable trends such as ensur-
ing sustainable transport by limiting the adverse
effects of transport. Accordingly, a sustainable trans-
port policy should break the link between GDP
growth and transport growth as well as fully inter-
nalise the social and environmental costs. The
strategy also envisaged infrastructure charging and
promotion of more environmentally friendly trans-
port modes.43

2.2.1. The review of the EU Strategy for Sustainable
Development in 2005
Similar to the changes introduced in the Lisbon
strategy, the objectives of the EU-SDS were modified
considerably, too. Based on a broad consultation
process, the Commission presented a Communica-
tion in February 2005, in which it confirmed that
even though immediate results could not be
expected, the unsustainable trends had continued to
worsen.44 Following the recommendations of two
European Council meetings in 2005, the Brussels
European Council of June 2006 eventually adopted
the “Renewed EU Strategy for Sustainable Develop-
ment”,45 which includes a framework defining the
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responses to more effectively tackle the unsustain-
able trends challenging the EU.46 According to the
Council, “the overall aim of the renewed EU-SDS is
to identify and develop actions to enable the EU to
achieve continuous improvement of quality of life
both for current and for future generations” and the
main challenges are environmental protection,
social equity and cohesion, economic prosperity as
well as meeting the EU’s international responsibili-
ties.47

The renewed EU-SDS sets out overall objectives, tar-
gets and concrete actions for seven key challenges
for the period 2005-10, which mainly concern the
environmental pillar such as climate change and
clean energy, (environmentally) sustainable trans-
port, sustainable consumption and production as
well as social inclusion. Concerning sustainable
transport, the overall objective is “to ensure that our
transport systems meet society’s economic, social
and environmental needs whilst minimising their
undesirable impacts on the economy, society and
the environment”.48 The operational objectives
include decoupling economic growth and demand
for transport, with the aim of reducing environ-
mental impacts, achieving sustainable levels of
transport energy use and reducing greenhouse gas,
air pollutant and noise emissions from transport,
achieving a balanced shift towards environment
friendly transport modes, modernising the EU
framework for public passenger transport services
as well as halving road transport deaths by 2010
compared to 2000.49

The European Council, during its summit in
December 2007, called (environmentally) sustain-
able development a “fundamental objective of the
EU” affirming that the EU-SDS’s governance struc-
ture and tools must be fully used and strengthened.

With respect to transport, the Council stated that the
EU must continue to move towards more sustain-
able transport and environmentally friendly
transport modes.50

2.3. THE CONCEPT OF FLEXICURITY
At European level, the concept of “flexicurity” has
been high on the political agenda for the past years
closely linked to the debate of the modernisation of
labour law. The key element of the debate is the
question how to maintain the balance between the
need for flexibility of the European labour market
while at the same time safeguarding and/ or pro-
viding the necessary security on the labour market/
for workers. In the words of the Commission, the
approach aims at “ensuring that all citizens can
enjoy a high level of employment security”51 which
stand in contrast to the concept of job security.
The concept is based on the Danish model, which is
an approach to reconciling the objectives of a
dynamic economy and a secure workforce based on
the so-called “golden triangle”, which links a flexible
labour market with lower dismissal protection to
higher social security and active labour market pol-
icy with rights and obligations for the unemployed.
In Denmark, this concept can look back to a long-
lasting tradition of dialogue and trust among the
social partners.
In the past, various claims have been made, mainly
from the Commission and the employers’ side, that
the labour market must be modernised and
reformed in order to be able to tackle the above men-
tioned challenges of the 21st century and to meet the
objectives of the Lisbon strategy. It further has been
claimed that the business climate for creating
employment needs to be “improved”. In line with
this, the Commission presented a non-binding com-
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munication entitled “Towards common principles of
flexicurity: More and better jobs through flexibility
and security” in June 2007, in which it defined com-
mon challenges the EU labour market must tackle
and put forward a number of possible common
principles for Member States in order to provide
more and better jobs. The Employment and Social
Affairs Council discussed the Commission's flexi-
curity proposals during their meeting in December
2007 and reached an agreement on the common
principles on flexicurity, which globally follows the
Commission’s proposal. The European Council is
now inviting the Member States to take the common

principles into good account when developing and
implementing national flexicurity policies.
As flexibility is already high in the agenda of many
Member States, i.e. about half of them have or are
developing policies on the basis of this approach,52

the current debate shows what kind of labour mar-
ket policy is desired in the EU. In reality, flexicurity
means on the one hand more flexibility of the labour
market and the working conditions while one the
other hand a reduction of job security.

Environment being a so-called common good,
nobody can be excluded from its use and consump-

52 Ibid, p. 7.
53 Single European Act, Art.

130r

3. Transport and Environment

tion, which can lead to free-rider problems, i.e. users
everywhere can consume the good without paying
their share for its costs. This calls for policies as well
as actions at all levels aiming at insuring that all
actors concerned work together in order to protect
the environment because environmental problems
have wide-reaching and cross-border ecological, eco-
nomic and social impacts.

3.1. DEVELOPMENTS AT EUROPEAN LEVEL
Since environmental problems are one of the major
threat and/ or challenge Europe faces, concerns for
environmental protection at Community level have
been present for long. Alongside the European
internal market programme, a comprehensive envi-
ronmental agenda has been developed in the EU.
The Single European Act in 1987 made environ-
mental integration a legal obligation in the EC
Treaty.53 The basic idea behind it was that environ-

mental protection targets can only be achieved by
involving all policy areas causing environmental
deterioration and by introducing a shared responsi-
bility between the various actors at EU level.
However, the comprehensive acquis communau-
taire regarding the European internal market has
not been matched yet by a comparable environmen-
tal acquis communautaire.

3.1.1. The Environment Action Programme
The EU’s 5th Environment Action Programme (5th

EAP) formed the EU’s environmental policy
agenda from 1993 till 2002 and made the integra-
tion of the environmental dimension in all major
policy areas of the Community institutions, such as
transport, a key factor. With respect to transport, it
highlighted the importance of the transport sector
as being vital “to both our economic and social well
being” but at the same time warned of its adverse



environmental effects. It further analysed that in
wide parts of the EU, in particular in urban and
industrial areas, a situation had developed, in
which the imbalance of transport modes and the
inefficient use of transport capacities led to con-
gestion, pollution, damage to health and economic
loss but remarked that “transport is never environ-
mentally friendly, since all modes of transport have
varying degrees of impacts on the environment.”
Lastly, it pointed out that the predicted increase of
transport demand makes it even more urgent to
pursue a comprehensive strategy aimed at reduc-
ing its environmental impacts.54

The successive 6th EAP, which entered into force in
2002 and will run until 2012, referred to decoupling
economic growth and transport demand as one of
the key actions in order to deal with climate change
and alleviate health impacts of transport in urban
areas. It also put renewed emphasis on the impor-
tance of environmental integration into EU policies.
To do so, the 6th EAP mandated the Commission to
prepare seven thematic strategies on key environ-
mental issues such as air pollution, marine
environment and urban environment. The aim is to
create positive synergies and to integrate them with
existing sectoral policies, the Lisbon strategy and
the EU-SDS.55 

3.1.2. The Cardiff Process of environmental 
integration
The Amsterdam Treaty in 1997 identified external
integration of environmental considerations in each
policy field as the way forward to (environmentally)
sustainable development. This prompted the Euro-
pean Council at its summit in Cardiff, in June 1998,
to launch the Cardiff Process, which stressed that
environmental policy alone cannot achieve the

improvements needed but must be supported by
actions to reduce the environmental pressure from
the various sectors, such as transport. Therefore, the
Council requested its various formations to prepare
sectoral strategies to promote environmental inte-
gration and sustainable development. Transport was
amongst the first Council formations to deal with
while during the next Council meetings, further for-
mations were invited (i.e. fisheries).
The Transport Council submitted its “Strategy on
the integration of environment and sustainable
development into the transport policy” to the Euro-
pean Council in December 1999. The strategy
assessed the EU transport system as being environ-
mentally unsustainable and expressed serious
concerns about an indefinite continuation of the
growth of road transport and aviation. It further
pointed out that especially the sector’s growing CO2

emissions threatened the EU meeting its target
under the Kyoto Protocol. One of the main objec-
tives put forward was to decouple economic growth
from the growth of transport. The strategy also
recognised the need for further actions in the fields
of harmful air emissions, modal split and noise.
Member States were called upon to pursue these
actions at national level and at international level.56

The main weakness of the strategy was, however,
that it only contained non-binding long-term goals
but neither short- nor medium-term ones and no
binding targets, which would require concrete
actions.
In June 2004, the Commission assessed progress of
the Cardiff Process and concluded that the Cardiff
Process had, despite a few positive results, “failed to
deliver fully on expectations” and pointed out that
more had to be done to integrate environmental
thinking into EU policy decisions.57 The report con-
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cluded that the only way to tackle the worrying
trends, such as climate change, declining fish stocks
or pollutant emissions, and to move towards more
environmentally sustainable development, would be
to make environmental issues central to the policy
decisions in sectors that have significant environ-
mental impacts. 

3.1.3. The Commission’s 2001 Transport White
Paper and its mid-term review in 2006
In its Transport White Paper from September 2001,
the Commission highlighted the need for a modern
transport system being not only economically and
socially but also environmentally sustainable and
proposed a comprehensive package of measures.58

The targets to achieve this were on the one hand to
gradually decouple traffic demand from economic
growth while, on the other hand, to combat the
imbalance in the development of the modes of
transport. Therewith, it was intended to stabilise the
shares of rail, inland navigation and short sea ship-
ping at 1998 levels and to induce a modal shift from
road to rail, waterways and public passenger trans-
port from 2010 onwards in order to reach greater
efficiency, less congestion and decrease pollutant
emissions.59

Five years later, the Commission emphasised in its
mid-term review of the Transport White Paper, pre-
sented in 2006, the importance of promoting the
protection and the improvement of the environment
to provide the EU with a sustainable, efficient and
effective transport system. It further warned of the
substantially increased environmental pressures from
transport, which will persist in the future.60 When
comparing the mid-term review with the 2001 White
Paper it not only failed to mention the commitment to
reducing greenhouse gas emissions (GHG) from

transport and levels of air pollution and noise, but it
also abandoned the idea of decoupling GDP growth
from transport growth. Moreover, it dropped partly the
idea of performing a modal shift towards more envi-
ronmentally friendly transport modes.61

3.1.4. Latest developments
Since early 2007, environmental protection, climate
change and global warming have been high on the
European political agenda but also worldwide with
a number of important studies and reports being
published.
In January 2007, the Commission put forward a
comprehensive package of measures in order to set
out a new energy policy for Europe, aiming, on the
one hand, to combat the factors that contribute to cli-
mate change and, on the other hand, to foster the
EU’s energy security and competitiveness. Foremost,
the Commission presented the ambitious target to
cut GHG emissions by at least 20% by 2020 com-
pared to 1990 levels (30% provided an international
agreement is reached that goes beyond the expiry of
the Kyoto Protocol in 2012)62.  Concerning transport,
the paper declared that the current energy and trans-
port policies within the EU are not sustainable as
they would lead to an increase of EU CO2 emissions
by around 5% by 2030.63 Not even a month later, the
Intergovernmental Panel on Climate Change, pub-
lished its warning report on climate change
concluding that human activities are a “very likely”
(>90%) cause of global warming and there are only
ten years left to avoid its worst effects such as a tem-
perature rise.64 As already today changes in climate
are having major effects on ecosystems, water
resources and coastal zones, the report urged policy-
makers worldwide that urgent action is needed to
curb GHG emissions.

58 COM(2001)370 final of
12.9.2001, p. 6.

59 Ibid, p. 11-12.
60 COM(2006)314 final of

12.06.2006, p. 3.
61 Ibid, p. 4.

62 COM(2007)1 final of
10.01.2007, p. 5.

63 Ibid, p. 3.
64 IPCC (2007): Report of

Working Group I of the IPCC,
Summary for policy makers,

p. 10.



In response to those challenges, the European
Council, in March 2007, agreed on an integrated
energy and climate change strategy and invited the
EU Member States to move forward with the GHG
reduction target of 20%.65 To implement the strat-
egy, the Commission proposed in January 2008 a
legislative package to decrease the EU GHG emis-
sions by 20% by 2020 while increasing the use of
renewable energies by 20% during the same
period.66 Special attention was paid in this regard
to the transport sector setting a specific minimum
target for sustainable biofuels of 10% of overall
petrol and diesel consumption.67 Furthermore, the
package included a proposal on how the overall EU
GHG target will be shared between Member
States.68 The Spring European Council in March
2008 discussed the package as being “a good start-
ing point and basis for agreement”.69 With respect
to transport, the Council stressed the importance of
promoting a (environmentally) sustainable system,
which allows Member States to take the necessary
steps to effectively combat climate change.70 Fur-
thermore, the Council expressed the wish to have it
agreed by Member States by the end of 2008 to
enable adoption by 2009.71

3.2. THE MAIN ENVIRONMENTAL IMPACTS OF
TRANSPORT
Transport is often referred to as being the fastest
growing consumer of energy and thus producer of
GHG in the EU as its overall volume has grown sig-
nificantly in most Member States. The transport
sector accounts today for nearly 31% of total final
energy consumption in the EU-25 (excl. interna-
tional shipping).72 GHG emissions from the sector
increased by 26% between 1990 and 2005 and con-
tributed to total GHG emissions in the EU-27 with

22%% in 2005.73 Until 2010, the predominant role
of the sector in final energy demand growth is pre-
dicted to continue with an annual growth of 1.4%
and in 2030, the sector is expected to still account for
30% of final energy demand, thus remaining the
largest demand side sector.74 Additionally, its near
complete dependency on oil-based fuels (97% at
present) is unlikely to change significantly in the
near future.75 These developments already generate
and will continue to generate substantial environ-
mental problems such as GHG emission, noise and
air pollutant emissions as well as congestion.76

According to the Commission, the environmental
costs of transport are estimated at 1.1% of GDP.77

3.2.1. Economic growth and transport growth 
Figures provided by the European Environment
Agency and the European Commission demonstrate
that more goods are transported not only further but
also more frequently than ever before. Accordingly,
freight transport volumes have grown considerably,
i.e. by 35.3% between 1995 and 2006in EU-27.78 For
the future, freight transport demand is expected to
increase by around 50% between 2000 and 2020 in
EU-25.79 Passenger transport volumes grew by
20.1% during the same period in EU-27, which is
mainly due to growth in income, decrease of ticket
prices particularly in civil aviation, improved infra-
structure as well as spatial developments.80 In
particular, the growth of road transport and aviation
was already high in the past and both sectors are
estimated to increase by 36% and 105% respectively
between 2000 and 2020 in the EU-25. Between 1992
and 2004, GDP grew by 30%.81 These figures show
that the objective of the 2001 Transport White Paper
of decoupling GDP growth from growth in transport
volume has not been achieved. Moreover, due to
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unequal development between transport modes, the
objective of a modal split or maintaining the 1998
shares has not been achieved either.82

3.2.2. Greenhouse gas emissions
Due to transport growth and the associated raise in
energy consumption, the transport sector is one of
the main sources of GHG emissions, which have
gone up by around 32% between 1990 and 2004. In
2005, the sector accounted for 23.4% of all GHG
emissions in EU-27 (excluding international avia-
tion and maritime transport).83 Maritime transport
is responsible for 13% of the world’s total transport
GHG emissions and is foreseen to grow by 35-45%
between 2001 and 2020. CO2 emissions from inter-
national aviation showed an increase of 86%
between 1990 and 2004.84 These adverse develop-
ments in the transport sector have to a large extent
outweighed the positive achievements reached in
other sectors and those made with respect to
improved energy efficiency of various transport
modes. They are seriously threatening EU progress
towards meeting international environmental com-
mitments, such as the Kyoto Protocol.
A first step towards reversing the adverse effects of
climate change at a global scale was the Kyoto Pro-
tocol, which was adopted in 1997 and entered into
force in February 2005. The signatory Member
States committed themselves to reducing their
emissions of six GHG by at least 5% below 1990 lev-
els during the period from 2008 to 2012. The EU-15
Member States have committed themselves to cut-
ting their combined emissions of GHG by 8%
redistributing their reduction targets among them-
selves.85 The EU-12 Member States are not part of
this joint target and have partially individual reduc-
tion targets. By the end of 2003, EU-15 emissions

were only 2.9% lower than in 1990.86 In December
2007, delegates from more than 100 countries met
in Bali, Indonesia and drew up a two year negotia-
tion roadmap to reduce GHG emission, which is
supposed to result in a new global climate agree-
ment to succeed the Kyoto Protocol in 2009.
To promote a long-term strategy to reduce of GHG
emissions “in a cost-effective and economically effi-
cient manner” and to meet its Kyoto targets, the EU
established the world’s first emissions trading
scheme (ETS) in October 2003.87 Under the ETS,
which came into effect on 1 January 2005, around
10,000 large industrial plants across the EU are able
to buy and sell permits to emit CO2, covering almost
half of total EU CO2 emissions. At present, only a
limited number of industries are covered by the
scheme and the only transport mode indirectly cov-
ered by the ETS is railway via electric power use.
Therefore, legislation is under discussions to
include civil aviation in the ETS and the Commis-
sion is also considering how to address GHG
emissions from shipping. Moreover, the Commis-
sion has proposed new transport fuel quality
standards that would reduce GHG emissions.88

3.2.3. Air pollutant emissions
Harmful emissions of air pollutants significantly
reduced between 1990 and 2005: particulate matters
by 33%, acidifying substances by 36% and ozone
precursors by 45%.89 This can be mainly attributed
to increasingly strict EU emission standards for the
different transport modes, improved fuel quality as
well as new engine and vehicle technologies.
Despite progress made, transport still gives rise to
significant air pollution levels, many Member States
continue to suffer from bad air quality and the
decline in air pollutant emissions has slowed down.
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Especially many European cities do not meet the air
quality values set by various EU Directives. Trans-
port, in particular private cars, is also a source for
emissions of fine and ultra-fine dust particles, which
is mainly due to high congestion in cities. Therefore,

bad air quality caused by transport continues to have
major negative effects on human health.90 As a reac-
tion, in an increasing number of European cities,
restrictions on the free circulation of cars are being
imposed.
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In general, Europe offers a dense transport infra-
structure, which constitutes the “arteries of Europe
and contributes to social cohesion in terms of acces-
sibility”.91 Therefore, the CTP has traditionally been
concerned with providing transport infrastructure
and services to support the development of the inter-
nal market and to ensure the adequate functioning
of the EU’s transport system. In its 2001 Transport
White Paper, the Commission has put forward the
objective to offer users high-quality and safe infra-
structure that serves all modes of transport and
allows the optimal usage of existing capacities.92

4.1. THE TRANS-EUROPEAN TRANSPORT 
NETWORK 
The idea of Trans-European Networks (TEN)
emerged in the late 1980s in connection with the
development and implementation of the Single Euro-
pean Market, i.e. it made little sense to establish an
internal market, with freedom of movement for
goods, persons and services, without the regional and
national networks of that market being appropriately
linked by modern and efficient infrastructure.93

The EC Treaty in 1993 provided the legal basis for
the TENs and gave the Community competences
and instruments in the area of, amongst others,
transport infrastructure.94 The basic ideas were then
set out in a White Paper in the same year, which

highlighted the Community’s role in integrating
national operations in the wider context of Commu-
nity interests and pointed out that the networks
could help to create jobs, not only by building infra-
structure itself, but also by stimulating growth.95

On 23 July 1996, the European Parliament and the
Council adopted Decision No. 1692/96/EC on Com-
munity guidelines for the development of the
TEN-T, which set up the broad guidelines of action
to establish the network. As priorities, the European
Council meeting in Essen, in 1994, identified a list
of 14 projects of common interest, which were to be
finalised by 2010. In May 2001, Decision No.
1346/2001/EC was adopted amending Decision No.
1692/96/EC making sea and inland ports part of the
TEN-T and thereby emphasising the multimodal
dimension of the network.

4.1.1. Financing of Trans-European Networks
Both Decisions were addressed in particular to the
Member States, which have the primary responsibil-
ity for the implementation of the Trans-European
Transport Networks (TEN-T). It is, however, on the
Community to eliminate the financial and adminis-
trative obstacles to the development of these projects.
Several instruments were set up at Community level
to support Member States financially, while the total
amount of Community aid was not permitted to

4. Infrastructure financing, State aids and the Role of States
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exceed 10% of the total investment costs. Additional
funds were also available through the European
Structural and Cohesion Fund, the European Invest-
ment Bank (EIB) or the private sector.96

Soon it became obvious that the work on the TEN-T
was not progressing as fast as expected, which was
partly due to coordination problems between Mem-
ber States but mainly to a lack of funds. The first
TEN-T implementation report in 1998 indicated that
investment in the projects in 1996-1997 amounted
to only €38.4 billion, while the financial resources
needed to complete the network by 2010 were esti-
mated to be €400 billion.97 Accordingly, the 2001
Transport White Paper emphasised the need to
mobilise more private funding and for Member
States to mobilise “non-traditional sources of fund-
ing, based on funds derived from fuel taxes and
infrastructure charges”.98 Lastly, it stressed the need
to reduce the bottlenecks in the TEN-T by concen-
trating investment on a few horizontal priorities and
a limited number of specific projects.99 In October
2001, the Commission initiated a first revision of the
guidelines in order to tackle the infrastructure chal-
lenges for the sector, i.e. the enlarged transport
infrastructure network due to the enlargement of
the EU in 2004, and to help to meet the objectives of
the new transport policy as described in the Trans-
port White Paper.100

Following the recommendations of a High-Level
Group on the TEN-T chaired by Karel van Miert, pre-
sented in June 2003, which stated that the delays in
implementing the infrastructure of the TEN-T were
having adverse effects on the profitability of the
investments, the Council and the Parliament modi-
fied in 2004 the rules for granting Community
funds allowing for a higher maximum co-funding
rate (20%) for key projects.101 At the same time, the

Commission reviewed the list of priority projects
raising their number from 14 to 30, which are
aimed at completing cross-border connections
among the 27 Member States and are to be finalised
by 2020. The new list took into consideration the
need to integrate the ten new Member States’ infra-
structure and aimed at performing a modal shift.
The second TEN-T implementation report for the
period 1998-2001, published in 2004, evaluated the
results of that period as “solid progress, but needs
to be better”. The total investment between 1998 and
2001 was around €129 billion, which was, compar-
ing to 1996-1997, an increase of nearly €90 billion.
Despite this positive development, the report con-
cluded that at this rate of investment, the target of
building the TEN-T would not be achieved.102 Dur-
ing the successive reporting period (2002-2003), the
total investment in the TEN-T in the EU-27
amounted to approximately €82 billion. National
public funding (78%) together with loans from the
EIB contributed with more than 90% to the invest-
ment while only €1.19 billion was funded by the
TEN-T budget. In terms of modes, the investment
focused on rail transport (46%), roads (33%), air-
ports (12%), ports (6%) and inland navigation (2%),
values which were similar to the previous years.103

During the lengthy negotiations on the EU’s finan-
cial perspectives for 2007-2013 in 2006, the
Commission proposed a substantial increase for
TEN-T from EU budget to €20 billion and also to
rise to a maximum co-funding rate to 50%. This
proposal, however, was rejected by Member States
and in November 2006, the Council of Ministers
approved only €8 billion of which €5.1 billion are
assigned for the 30 priority projects. In November
2007, the Commission announced that railways
(74.2%) and inland navigation (11.5%) would
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receive the bulk of the €5.1 billion while road
receives just 2.7%.

4.2. THE EU TRANSPORT INFRASTRUCTURE 
PROJECTS FOR SOUTH EAST EUROPE
The Community guidelines developed for the TEN-
T were also supposed to serve as a model for other
European regions. Already the European Council in
Helsinki in 1997 developed the concept of a Pan-
European Transport network partnership and since
then much pressure has been put by the EU to inte-
grate the transport infrastructure of the South East
European countries in the EU transport network
and to improve the transport infrastructure. The
objective of these measures is to support better qual-
ity of life through economic growth, regional
integration, social cohesion and adequate environ-
mental conditions. The networks are supposed to
cover the main road and rail routes, inland naviga-
tion, sea and inland ports, airports and terminals in
the region and should be built in accordance with
Decision No. 1692/96/EC. The plan is that Europe,
in the long run, will be served by an integrated mul-
timodal network.104 To make funding available, the
Commission developed a new financial instrument
called Instrument for Pre-Accession Assistance in
July 2006. At the same time, the Commission wants
to attract private-public partnerships and plans to
work closely together with the international banks to
finance the networks.
This makes sense from a European point of view but
it is in contradiction with what exists now. The net-
works of this region are too vast and only a few
corridors will be developed in the future. All parts out-
side of these corridors remain in the capacity of the
countries, but the governments often do not have to
financial means or capacities to further develop them.

4.3. INFRASTRUCTURE CHARGING
In general, efficient transport charging policy on
infrastructure use aims at improving transport man-
agement and reducing its external costs (congestion,
air pollution emissions and accidents) while at the
same time generating funds for investing in new
infrastructure.105 Therefore, the aim of the Com-
mission’s infrastructure charging policy is to ensure
that, for every transport mode, taxes and fees are
variable to reflect the real external costs of transport
because the high and growing proportion of the
external costs of transport endangers its sustain-
ability.106 To contribute to achieving the targets of a
more sustainable transport system, it is important
to apply the so called "user pays” principle, based on
marginal cost pricing, i.e. the user pays for the dam-
age caused.
In the early 1990s, the issue of transport charging
started to play a major role in the Community’s
transport policy. Already the first Transport White
Paper in 1992 emphasised the importance of
addressing the question of how prices can cover the
real external costs in transport.107 The Commission
presented a Green Paper in December 1995 to
launch a debate on how pricing instruments can
contribute to reducing environmental impacts and
congestion and how they can function as a possible
tool for infrastructure financing.108 In this Paper, the
Commission considered the existing taxation sys-
tem to underestimate the external costs of transport,
because Europe’s entire economy had to bear the
costs generated by transport. Therefore, the Paper’s
objective was to explore new ways of making trans-
port pricing systems fairer and more efficient by
giving users as well as producers economic incen-
tives to adjust their transport behaviour.109 The
Green Paper was followed by a White Paper, pub-
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lished by the Commission in July 1998, whose key
message was that “the great diversity of infrastruc-
ture charging systems across transport modes and
Member States undermines the efficiency and the
sustainability of Europe’s transport system.”110

Thus, it was, in the words of the Commission,
“imperative” to replace the patchwork of charging
systems across Member States and modes by a har-
monised Community approach to transport
charging applied in the various transport modes.111

This was also a key topic in the 2001 Transport
White Paper. One of the proposed measures was the
creation of an accurate pricing system for all trans-
port modes by harmonising the principles of
infrastructure charging. Therefore, EU policies in
the area of internalisation of external costs should
focus on gradually restructuring transport charges
in order to establishing a level playing field between
modes.112

Following a request by the European Parliament,
which, when approving the Eurovignette Directive
in May 2006, called on the Commission to present a
comprehensive model for the assessment of exter-
nal costs for all transport modes no later than 10
June 2008, the Commission conducted a two-month
public consultation, which ended in December
2007.113 In the Commission’s words “for efficiency
as well as for fairness purpose, the costs (…) related
to transport activities should be borne to a large
extent by those who produce them”.114 

4.4. STATE AIDS
State aid policy is an important element of EU
competition policy with the objectives to prevent
the distortion of competition and intra-community
trade as well as ensuring a level playing field for all
undertakings active in the European Single Mar-

ket.115  Therefore, the EC Treaty generally prohibits
Member State authorities from granting State aid.
Its Articles 87 and 78 outline the basic State aids
rules and contain an extremely wide-ranging ban.
However, according to the EC Treaty, there exist
certain exceptions from this ban. To be considered
State aid, it must affect trade between Member
States, which in reverse excludes any aid that only
has internal consequences within a Member State.
To apply these rules, the EC Treaty sets out a sys-
tem for Community-level processing of State aid.
In particular, the Commission has wide ranging
powers to control, monitor and review the compli-
ance of State aid with EU rules and the application
of exemptions rests exclusively with the Commis-
sion, too. If necessary, the Commission may also
suggest certain actions. The Council of Ministers
has the option to intervene but the ultimate control
rests with the European Court of Justice.
The Lisbon strategy in 2000 called on the Commis-
sion, the Council and the Member States to “further
their efforts to (…) reduce the general level of State
aid, shifting the emphasis from supporting individ-
ual companies or sectors towards tackling horizontal
objectives of Community interest (…)”116,  which
was affirmed by the Stockholm European Council in
March 2001.117 These calls prompted the Commis-
sion to launch a comprehensive reform process,
which resulted in the adoption of a number of new
instruments to accelerate and facilitate the granting
of State aid. It further adopted a number of block
exemption Regulations, which authorise State aid
without requiring formal notification for SME, for
training, for employment, for services of public
interest and for regional aid. Moreover, the Com-
mission set out the aim of moving towards a
situation where most State aid is horizontal.
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As its new benchmarking instrument for State
aids, the Commission introduced in July 2001 the
State aid scoreboard in order to assess Member
States progress towards meeting the Lisbon objec-
tives and response to the European Councils’ call
for less and better targeted aid. The latest score-
board, published in December 2007, focuses on the
State aid situation in the EU-25 for the year 2006.
The overall level of State aid (excluding railways)
granted was estimated at €66.7 billion in 2005
(0.58% of EU GDP). Compared to 2005 with €63.8
billion (0.59%) and in relation to GDP, this means
a moderate decline.118

4.4.1. State aids to the transport and fisheries sectors
In general, DG Competition sets out the legislation
under which State aid can be authorised. However,
as certain sectors have specific rules, four Direc-
torate-Generals are carrying out State aid control for
their sectors, amongst others DG TREN and DG
Fisheries. 
The overall objective of State aid rules in the trans-
port sector is to remove discrepancies likely to distort
competitive conditions in the transport market.
However, aid control in the transport sector needs
not only to take into account the general provisions
laid down in Article 87 (1), but also the special rules
in the EC Treaty as well as secondary legislation and
soft law dealing specifically with the various trans-
port modes. Therefore, the legal basis for the EU’s
transport policy is divided in the areas of transport by
rail, road, air and maritime transport as well as
inland navigation and fisheries. 
In the beginning of the “de minimis” State aid policy
in 1992, which regarded State aid of up to €100,000
given to one enterprise over a continuous three-year
period not as State aid in the sense of Article 87 (1)

EC Treaty, existed certain exceptions from the appli-
cation, amongst others for the transport sector.  The
exception was justified by the specific rules applica-
ble and the economic features of the transport
sector119 as even small amounts of aid could distort
competition between transport companies. In June
2005, the Commission announced a revision of the
“de minimis” threshold “to take account of the evo-
lution of the economy”120, which came into effect in
December 2006 and contained two alterations as of
1 January 2007: Firstly, the doubling of the amount
to €200,000 and secondly, the inclusion of the trans-
port sector.121 In the fisheries sector, the threshold
for “de minimis” State aid used to be €3000 over a
three-year period. After strong requests from the
industry, which was mainly linked to the fuel crisis
affecting the sector, the Commission increased the
ceiling for fisheries up to €30.000 in 2006.
According to the autumn 2007 State aid scoreboard,
in the EU-25, the total amount of aid awarded to the
transport sector (excluding railways) per year over the
period 2001-2003 amounted to € 1.9 billion while
during the period 2004-2006 it was € 2.2 billion,
which is an increase of 15%. The biggest bulk of €1.4
billion during 2004-2006 was awarded to the mar-
itime sector (almost 70%), which is due the specific
global nature of the sector and its State aid guide-
lines.122 The total amount of State aid, which the
fisheries sector received in 2006, was estimated at
€287 million, which is accounted separately from the
transport sector.123 It has to be noted though, that the
State aid scoreboard only represents aid that falls
within the scope of European legislation.

4.5. THE ROLE OF STATES
A sustainable transport system requires above all
political actors, which are committed to take on their
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responsibilities and shape transport policy in the
interest of the society and the workers. Those polit-
ical actors include the European Council, the
European Commission, the European Parliament as
well as the Member States with their regions and
municipalities.
In general, the EU provides the overall concept of
the common transport policy. It is, however, on the
Member States to define transport policy and to allo-
cate the necessary funds so that it can be fully

realised. Therefore, Member States play a major
political role in the European transport policy and
this role has to be active. Member States cannot
withdraw from their responsibilities but must act as
a regulator, monitor and enforce rules and objec-
tives. In this sense, it is important that the Member
States do not consider transport policy separately
from environmental and social policies, but as
closely interlinked and influencing each other.
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