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CONCLUSI ONS OF ROUND TABLE 111

Round Table 111 on the thenme “Transport and Leisure” was held in Paris on
15t h-16th October 1998. It opened with papers by Ms. A Gaham (UK), Messrs.
G W Heinze (D), H Knoflacher (A), H Murs and Ms. N Kalfs (NL) and Ms. F.
Potier (F). A brief summary of the discussions at the Round Table is given
bel ow.

1. Leisure trips -- A poorly understood and underesti mated phenonenon

It would be fair to say that the inportance of |leisure trips and
associ ated traffic has been underestimated and has not attracted enough
attention from policymekers. Europe, the largest market for internationa
tourismin the world, accounts for 60 per cent of all tourist arrivals
wor | dwi de. Thus | ei sure passengers account for alnost half of all traffic at

airports. In addition, it should be noted that |eisure trips are not
restricted solely to international tourism in that tourismalso has a | arge
urban conponent. In the United Kingdom for exanple, over 40 per cent of the

di stances travelled are linked to leisure activities and conparabl e figures may
be advanced for all other European countries.

The inmpact of |eisure on transport is indeed greater than that of
journey-to-work trips. The activities undertaken during |eisure periods vary
substantially: shopping, visits to famly or friends, trips to sports centres,
wal ks in suitable surroundings, visits to tourist attractions, tinme spent at
weekend homes, etc. Leisure activities, therefore, take a nultitude of forns
and their ramfications in terns of transport are thenselves extrenely diverse.

Lei sure activities cover many different areas, ranging fromsporting to
cultural activities, social events, games and travel to new and different
| ocations. It is therefore easy to conprehend why so nmuch travel is involved
before and after such activities.

The fact that tourismaccounts for 10 per cent of enploynent in Europe
gi ves some idea of the size and inportance of the tourism sector

Furthernore, the characteristics of the tourismsector vary from one
country to another. 1In the case of international tourism for exanple, nodes
of transport and the frequency of departures differ. From another standpoint,
however, the very concept of international tourismis no | onger appropriate,
given the enmergence of a borderl ess Europe.

It is inconsistent to treat transport as induced demand in the case of
leisure trips. Often, as in the case of an excursion, the trip itself is one
of the reasons for travelling. The conclusion to draw fromthis is that the
qualitative attributes of a trip are also of inportance
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One of the particularities of tourismis the enhanced role enjoyed by
suppliers as a result of advertising and also by virtue of the fact that, in
selling activities that tend to be distant fromthe place where purchasers
live, suppliers also sell transport services.

Trends in leisure activities and in the transport services relating to
such activities vary fromone market to another. Although the volunme of trips

made at weekends to second homes still remains high, the growth in such
traffic, after rising strongly in line with the increase in car ownership, is
no |l onger as high as that in trips to rennte and attractive locations. It is

al so worth noting the strong growh in short-break trips and the trend towards
di vidi ng holidays into several shorter periods taken at different times of the
year.

It is possible to divide the places where |leisure activities are pursued
into different segnments: at home, near to honme, within a specific region
within a country or abroad. This spatial breakdown is matched by a tenpora
one, dependi ng upon whether nights are spent away from home and, if so, how
many nights at a tine.

One distinctive characteristic of leisure activities is that their very
variety neans that they are poorly understood. Surveys need to be nmade of
lifestyles in order to determ ne the anopunt of tinme spent on shopping or the
frequency of trips made to second honmes. Conparing such data at the
i nternational |evel, however, will pose problens unless efforts are made to
har moni ze definitions.

Qoviously, definitions already exist in the tourist sector, such as those
drawn up by the World Tourism Organisation. It is planned to review these
definitions in the near future in order to expand them and nodify their scope.
It is therefore inportant to gain a nore precise idea of the weight of tourism
in the economy; <current data regarding the transport component of tourismare
not detail ed enough and there are gaps with regard to domestic tourism In
addition, even in the case of international transport, very little is known
about the nmovenents of tourists once they have reached their destination

The result of the above is that tourismor leisure activities and their
i npact on transport nostly tend to be disregarded in studies on nmobility.

2. I mpact of growth in nobility fuelled by tourismand |eisure activities

Menti on shoul d be made here of the fact that growh in tourism and
| ei sure activities, which are both linked to rising standards of living and the
trend towards shorter working hours, have a mmjor inmpact on the environnment.
The two nodes of transport that are used the nost for |eisure activities are,
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for short and nedium di stance trips, the car and, for long-haul trips, air
transport.

As a result of fierce conpetition, air transport has becone relatively
cheap, particularly on |Iong-haul routes where conpetition is the nost
effective. Sonme experts consider that the airlines subsidize | ong-haul flights
by nmeans of higher tariffs on short-haul |inks, where the conpetition between
airlines is not as intense.

Over shorter distances, the use of the car, which offers flexibility,
availability and the ability to transport a famly with all its |luggage, would,
at first sight, seemto be irrepl aceable.

The conclusion to be drawn fromthe above is that tourismexerts
significant pressure on the environnent. Some experts feel that the way
forward is to pronote | ocal tourism which requires little use of transport
services other than those which are environnentally friendly. It would
undoubt edl y be possible to pronote green tourismby offering people greater
incentives to wal k or make use of bicycles. Consideration mght be given to
establishing car-free areas where car-parki ng woul d be banned and tourists
woul d therefore be forced to use other means of transport instead of the car
However, other neasures will be needed to reduce the consunption of
envi ronnental resources by tourism

The first inpression of the experts at the Round Table was that the price
of nobility failed to reflect the consunption of resources, notably in terns of
the environment. The price of nobility is always a central issue with regard
to the environnment. It would be fair to say that, in this respect, the Round
Table failed to break any new ground by asking for the inpact on the
environnent to be integrated into transport prices.

In contrast, the Round Table noted that public transport, provided that
certain changes were made, could be used to support leisure nobility. Leisure
trips are made spontaneously and may take a nunber of different forms. By
adopting a radically different approach to public transport, which until now
has had to focus exclusively on journey-to-work trips, public transport could
be made nore flexible, nore accessible and better adapted to |eisure travel.

I ndeed, the Round Table called for a real revolution in ternms of new and

i nnovati ve ways of thinking. Adapting public transport to the market for
leisure travel is well within the scope of transport planners, who nust dare to
think and design systens differently (mnibuses, pool taxis, dial and ride
schenes, night services, acconpani ed | uggage, conplenentary electric cars,
etc.). Once public transport has been able to adapt its services in this way,
it will also be able to cater for any kind of nobility, including journey-to-
work trips.
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Lastly, new technol ogi es such as the Internet can help to pronote
tourism by providing information regarding the destinations available and the
means of transport on offer. |In view of this, new technol ogies and | eisure
activities would seemto be conplenentary, which nakes it all the nore
necessary to encourage public transport operators to offer radically different
servi ces.

CONCLUSI ONS OF ROUND TABLE 112

The ECMI 112t h Round Tabl e on Transport Econom cs took place in Paris and
focused on “Transport and Ageing of the Population”. It began with reports by
M. W Brog (D), Ms. F. Marcellini (1), Ms. R Horthol (N and M. P. Oxley
(UK). Belowis an initial overview of the Round Tabl e di scussions.

Wth the advances in nedicine, life expectancy will increase in years to
cone. The onset of disability will also be later. By and large, then, the
popul ation will age substantially but differ fromthe elderly of today in
certain respects.

First, in sociological ternms, the elderly will have experienced socia
change and will be used to claimng their rights, which will foster a nore
participative formof denocracy. Second, those anong the elderly who are not
wholly reliant on state pension schemes will enjoy relatively high incones.
Finally, they will be car users. Wnen too will hold driving |licences, which is
not al ways the case today. All these changes make it particularly hard to
foresee what the future holds.

This explains why there is no point in extrapolating fromcurrent trends,
because future devel opnents will be on a new scale.

G ven the nunber of elderly people in years to cone and the grow ng
specificity of their demands, pensioners will become a major market in their
own right. Apparently, public transport conpanies are still unaware of this and
what it entails. For instance, while public transport signing my be adequate
for younger people, it will not be for the elderly. To cater for the increased
nunber of third-age users, transport planners will have to adapt their nethods
and goals to a segnent of the population which will be divided according to
| evel s of disability. A distinction should, in fact, be nade between
pensi oners who are abl e-bodi ed and those with nore or |ess serious handi caps.
Markets wi Il accordingly be segmented into age groups, in particular the very
el derly, whose needs resenble those of the severely disabled. Rail transport
has been losing its elderly clientele, whereas cars and buses remain the nost
popul ar nmeans of travel. For the very elderly, there are still no suitable
transport services.
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Transport problens will also vary according to where people live. VWhile
the transport problens facing the elderly will be relatively easy to resolve in
cities, where any benefit to the elderly will benefit the whole popul ation, the
same cannot be said for rural areas where people rely on private cars. The
death of a husband who is the only nmenber of a couple to have a driving |icence
can pose particular problens. Here, transport solutions will have to be found
for people who are still abl e-bodied but do not drive. This will go hand in
hand with the need for services for the increasingly disabled, but it should be
borne in m nd that special transport provision carries very high costs. So it
is inmportant to begin devising solutions that tap the potential of new
technol ogies to rationalise services, especially since conventional public
transport will be unable to cope efficiently with an agei ng suburban
popul ati on. Consi deration shoul d neverthel ess be given to special transport
servi ces, such as taxi transfers to and from public transport routes.

Driving life will be extended as innovation-Iled inprovenents are nmade in
cars and driving aids. The car will remain a vital nmeans of transport,
al though this clearly runs counter to the goal of environmentally sustainable
transport. Because the elderly have slower reactions than those of working

age, road safety will also be a problem Criteria will have to be found to
judge a person’s ability to drive, even if the elderly tend to decide to drive
| ess of their own accord. 1In any case, if the elderly were to be banned from
driving, alternative services would have to be provided. Safety will also
become a crucial issue for pedestrians, many of whomw ||l be elderly and very
elderly. Infrastructure developnent will have to take into account the |arge
nunber of elderly people, who are particularly at risk when travelling. It

will therefore be inportant to increase staffing on public transport.

Because activities have becone nore dispersed, nobility, although clearly
a basic right, is sonetines an obligation. This problem which relates to
| and-use planning, will becone increasingly inportant as the popul ati on ages
and a better mix of land use has to be found. It is not inconceivable that
everyday activities such as shopping will systematically require a means of
transport. |If distances increase, for instance, people will find it nore and
more difficult to give up their cars. The di sappearance of nei ghbourhood shops
is inconpatible with an agei ng popul ation. Furthernore, services to the home
will not suffice: it will be inportant for the elderly to have a social life
including visits to friends, and this will involve travel. Enabling the
elderly to live |like other people, even if special services are required, wll
hel p to keep them happy.

Moving the elderly back to the city centre is not an easy matter, were it
to be promoted. Sonme will want to stay where they have always lived. It wll
therefore be inportant to provide accessible transport (lowfloor coaches,
buses and trans) wherever possible.
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Wth regard to research needs, there is clearly a | ack of data and
systematic reviews of the inplications of popul ation ageing. Certain concepts
need to be clarified, such as the definition of the criteria for m ninmm
accessibility. By and large, what is needed is a scientific approach to the
probl em an approach that takes stock of available resources and draws on
experience. On the other hand, not all decisions should be taken by 18-to-60
year-ol d wage-earners, and the elderly should be given their say. Wage-earners
are nostly car drivers and not particularly sensitive to the special needs of
the el derly disabled.

CONCLUSI ONS OF ROUND TABLE 113

Round Table 113 on the thenme “Land access to sea ports” was held in Paris
on 10 and 11 Decenber 1998. It opened with papers by Messrs. H A van Klink
(NL), J. Mangan (IRL), T. Notteboom (B) and C. Reynaud (F). The follow ng
summary presents the main conclusions reached at the Round Tabl e.

1. Gowth in trade and port adm nistration

Until the recent financial crisis in Asia, international trade had been
growi ng extremely rapidly. Container traffic worldw de has risen substantially
and there is still scope for further expansion. By the year 2020, traffic
flows could conceivably be as high as 100 mllion TEUs. Coping with this
growt h poses an enornous chal |l enge.

There are three reasons for this growmh: the increasingly w despread use
of containers, which means that the problem for ports is no | onger how to
attract vessels but how to attract containers; the formation of shipping
consortiunms, which has helped to concentrate container traffic flows; and
lastly, the rmuch |arger size of container vessels which has nade it necessary
to upgrade port infrastructure to cater for high-volume flows. The advent of
contai neri sati on, however, has led to greater diversity in routing criteria

Agai nst this background, it is worth bearing in mnd that Europe is a
maritime continent and that ports are areas where highly sophisticated | ogistic
activities are concentrated. |Indeed, in this respect it is possible to talk in
terms of logistic polarisation. This is by no nmeans a recent devel opnent.

Hi storically, ports have al ways been tradi ng areas that have subsequently
devel oped into industrial zones.

Not all goods arriving at a port are subsequently di spatched over great
di stances. Sonme may be shipped out again by sea and sone may be processed in
situ.

It is remarkable to see how technical advances have nade it possible to
substantially increase the size of vessels, with the result that, in terms of
transport costs, distant countries are now extrenely accessible. The npst
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costly conponent of the transport chain is the inland leg, and it is over this
leg that prices are nost conpetitive in the transport sector. This explains
why forwarders fight so hard to gain control over inland transport operations.

As the volunme and concentration of transport flows has increased, so too
has the number of distribution centres |located in port areas. Over 50 per cent
of European distribution centres are located in the northern range between Le
Havre and Hamburg. There is fierce conpetition between ports to attract trade
flows and also to attract activities. The interplay between actors is a
determining factor in this conpetition, although the institutional franmework
for such conpetition has not yet been fully defined (e.g. the respective role
of the public and private sectors, charges for using infrastructure, etc.).
There is conpetition between not only “ranges” but al so ports, dependi ng upon
the extent to which ports have been integrated into operators’ networks. It is
a fact that conpetition between ports has increased, even between ports that
are not located in the same geographical area in Europe. As a result, the core
busi ness of ports no | onger consists in |oading/unloading operations and the
concept of a protected hinterland is no | onger valid.

It would seemthat, over the course of the 1990s, the highest traffic
gai ns have been in mediumsized ports and that the |arger ports have becone
| ess attractive. The larger ports have had to contend wi th problens arising
frominfrastructure congestion, which in the case of Japan have been severe,
and the resultant damage to the environment. The increase in the size of ports
generates di seconom es of scale. As a general rule, although econom es of
scal e can be achieved in the primary and secondary sectors, it is far nore
debat abl e whether they can be in the service sector. Concentration, which lies
at the heart of environnental problens, is still taking place although wthin
certain limts, as consortiuns increasingly start to think in terms of
net wor ks.

In many cases, the success of a port will depend upon its ability to
harness all the know how and expertise of its actors. There are still cases
where know how remai ns di spersed and is not perceived as a vital asset. Yet
for sone of the experts at the Round Table knowhow is at |east as inportant as
the availability of infrastructure, in that price differentials are not
particularly inmportant with regard to port operations in Europe and the area
where conpetition will be strongest will be over the ability to organise the
handl i ng of goods.

2. Land |links to ports

Al t hough road currently remains the dom nant node, the railways and the
i nl and waterways are starting to make inroads. Rail and the inland waterways
can only be successful if they are closely integrated into the operations of
cont ai ner termnals.
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In general, the road infrastructure inside ports is saturated, resulting
in long delays in |oading containers. 1In view of this congestion, rail and the
i nl and wat erways are perfectly credible alternatives.

In the case of the inland waterways, the aimmust be to restore the
confidence of forwarders in this nmode of transport and to allow themto
negoti ate transport contracts freely.

In the case of rail, it needs to be said that, in ternms of the overal
costs, i.e. the cost including transport tine, on-tinme deliveries, tracing
capability, etc., services are not always conpetitive. The railways will only
be successful if they can substantially lower their tariffs.

Partici pants at the Round Table felt that the rail sector would al so have
to innovate by designing sinpler and nore direct transport services.

Freight corridors are already a reality, but perhaps it is necessary to
go even further and consider the possibility of setting up networks dedicated
solely to freight. Corridors alone are not enough, and slots need to be
i ntroduced for freight shipments. Rail operators can make a real contribution
by organi sing conplete train-Iloads or block trains.

It stands to reason that conbined transport should be able to offer a
wi despread alternative network to road. What we are seeing, however, is
wi despread conpetition between different actors (shipping companies, port
operators, rail networks, subsidiary networks, etc.) and the rules of the game
have not yet been finalised. As a result, the railways dom nate the sector and
perhaps it mght be preferable to dismantle the nonopoly they have on traction
to ensure greater conpetition or at |east greater transparency, notably in the
invoicing of traction prices. It is worth noting in this respect that freight
corridors (freeways and freightways) are not fully utilised. Perhaps over tine
an entrepreneurial spirit will emerge which will allow the possibilities they
offer to be fully exploited. If the freeways have proved to be a failure unti
now, it is because of the inefficiency of the railway conmpanies. These
conmpani es need to be made to adopt a new approach by being urged to take
initiatives. Far too often they remain inactive, preferring to wait and see
what happens. Another problemthat needs to be addressed is the clash of
i nterests between the railway conpanies and their subsidiaries specialised in
conmbi ned transport. CObviously, uncertainties over infrastructure user charges,
t oo, discourage conpanies fromtaking the initiative. As a general rule, the
rail way companies fully cost projects before they actually carry them out.

Again with regard to conbined transport, a sector in which all railway
conmpani es appear to be | osing noney, the experts at the Round Table felt that
the authorities should choose between a policy ainmed at ensuring a bal ance
bet ween nodes and one of liberalisation. Conbined transport cannot conpete
with a road sector which, once it had been |iberalised, saw prices collapse.
However, the experts at the Round Table did not feel that this was a sufficient
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reason to chall enge such a policy or to justify the subsidising of conbined
transport activities. Current devel opnents, unless acconpanied by a reform of
the railways, is dooned to failure. The main issue is to increase the
productivity of rail networks in order to reduce the cost of traction on main
routes. This could be achieved through |onger trains, quicker marshalling of
wagons (which accounts for 25 per cent of costs) and faster delivery of wagons
by giving priority to freight. This would generate savings of around 20 to

30 per cent in traction costs.

There are two conflicting strategies towards tariffs in the conbined
transport sector:

- Keeping in place tariffs which do not cover costs, which require
subsi di es but which also inmply maintaining the status quo in terns
of the services offered;

- Hi gher tariffs which would all ow conbi ned services of higher
quality to be offered and which, above all, would permt
investment. This is a strategy which would all ow operators to take
a long-term approach, but is also one which would require the
short-termtransitional arrangenents to be properly determ ned.

It would seemthat, at present, the rules regarding the rail sector are
nei ther clear nor transparent. Even though social harnoni zation and
conpetition policy may help to inprove the balance in the transport market, it
is nonetheless a fact that greater conpetition in the rail sector would help to
secure the productivity gains that are apparently indi spensable.

In considering the role played by infrastructure, it would seemthat the
|atter are not a determning factor in areas which are well equipped in that
respect. This would suggest that the role played by organi sational factors is
paramount. However, it is also true that there are some regions in Europe
whi ch do not have sufficient infrastructure and there is therefore a need to
provi de for funding nmechanisnms to hel p these regions catch up

Cabotage is being increasingly integrated into | ogistics chains.
Cabotage is a specific activity which is distinct frommaritinme shipping. The
profit margins on cabotage are | ow, however, due to |l engthy procedures in ports
and cunbersonme custons formalities. In this respect, the actions of custons
authorities can make it inmpossible to ports to work efficiently, hence the need
to harnoni ze and sinplify procedures. Feedering cannot be devel oped unless it
is properly integrated into the individual links of the inland transport chain
and is conditional on co-operation between short-sea shipping operators and
i nl and transport operators.

I mproving | and access to sea ports requires action by all the actors --
of which there are many -- involved in:
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The creation of inland termnals and the transformati on of their
role to ensure that all port-termnals are integrated into a

| ogi stical chain. Such terminals would allow part of the
distribution systemto be noved outside the port area, thus

rel easing capacity in ports. These terminals will, in due course,
beconme sites where logistics activities will be concentrated. They
will be used to group freight shipnments, an activity no | onger

carried out in ports. Care nust nonethel ess be taken not to create
new bottl enecks at the level of term nals.

VWil e port authorities have little roomfor manoeuvre, as nmanagers
they must adopt a proactive approach to the inprovement of seaport
accessibility. Rather than issuing new regul ations, they nust
start thinking collectively with all the actors involved. It nust
be stressed yet again that know edge, which at present is often

di spersed in ports, and the application of that know edge has an
essential role to play in this process. A change in this respect
can influence the intangible but basic elements of accessibility
and reduce the general costs of access.

Maritime shippers, because they want to increase their share of
carrier haulage in order to control the chain and the associ ated
costs, also have a role to play in this respect. Wile their aim
is to cut costs by streamining inland transport operations, the
approach they have adopted lies purely at the m croeconomc | eve
and consequently they cannot develop a rational and closely-knit
network. Moreover, not all maritinme shippers have the sane
strategy and they exhibit opportunistic fornms of behavi our

The railway conpanies are still the main actors in this area by
virtue of the dom nant position they enjoy, but until now they have
acted extremely cautiously.

The public authorities regulating the markets nust above al
stabilize the institutional environnent and clarify, with regard to
the ports, the respective roles of the public and private sectors.
Adm nistrative and custons procedures nmust be sinplified. Access
to networks nust be liberalised and the rules of conpetition

har moni zed. Rules nust be drawn up with regard to the
internalisation of costs, and efforts to conbat crine are part of
the soverei gn powers of public authorities.

The European authorities nmust integrate ports into genui ne networks
and nmust not limt thenselves to creating corridors. They nust
give priority to an internodal approach which places all nobdes on

t he sane footing.
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In conclusion, therefore, we are faced with a world that is undergoing

rapid change. In view of this, ports nust be allowed to evolve as freely as
possi bl e and no attenpt should be nmade to i npose a standard nodel for either
port adm nistration or inland transport services to ports. |In addition, al

the participants at the Round Table stressed that there was a real problemwth
rail services and felt that the current approach of railway companies to

conmbi ned transport operations was flawed. In view of the current increase in
container traffic in particular, seaports will ultinately serve as a tenplate
for the entire internodal transport systemin Europe. Ports must therefore be
integrated nore closely into the Trans-European Network rather than sinply
being attached to the latter through Iinks.

CONCLUSI ONS OF ROUND TABLE 114

The ECMT held its 114" Round Tabl e on transport econonics on 11 and 12
March 1999 in Paris and the theme for discussion was “Regul ar interurban coach
services in Europe”. The Round Table was chaired by M. P. Laeremans (B) and
opened with papers by Messrs. D. Bochar (B), T. Konmornicki (PL), P. Wite (UK)
and K. Jansson (S).

The main concl usions drawn by the Round Table are briefly sunmarised
bel ow.

1. Sonme factual observations

Firstly, it should be noted that |ine services by coach and urban bus
services have very different cost and operating structures. The operating
speeds of |ine coaches are far greater than those of urban bus services while
| abour costs are lower. The cost in terns of vehicle-kilonmetre for a line
coach anmpunts to around 1.2 Euros. The advantage to coaches as a node of
transport is that the unit capacity of vehicles is low, while the networks they
service can be highly dense and services can be provided at higher frequencies.
Coach services are therefore a highly efficient node of transport in sparsely
popul ated countries.

The inmpact of the deregul ation of |ong-di stance coach operations has been
beneficial in the countries where it has been introduced, i.e. primarily the
Uni ted Ki ngdom and Sweden. In the United Kingdom coaches account for 8 per
cent of passenger trips of over 80 kilometres. The type of services offered
are simlar to those provided by rail, but fares are 30 per cent cheaper. This
has all owed a category of |owincone users to nake trips that would ot herw se
have been far nore expensive. It is for this reason that the users of |ine
coach services are primarily young peopl e and pensioners, two of the |east-
advant aged cat egories of the population. The inpact on rail has been narginal



TRANS/ 2000/ 8
page 13

given that coaches are nostly used by a different category of the popul ation
and the rail’s | oss of passenger traffic amounts to no nore than 1 or 2 per
cent. Results obtained in Sweden confirmthe estimtes obtained from nodels
designed to predict this type of effect. |In Sweden, the transfer to coach
transport has mainly been fromprivate cars and not fromrail (as in Norway),
since there may be marked differences between the rail and coach transport
mar ket s.

Passengers who use coach services are highly sensitive to the price of
such services. Price is a major factor in the decision to travel by coach
foll owed by frequency of services and scope for door-to-door transport. In
terms of the potential shared custoner base, rail has been forced to adapt and
reviewits fare structures, which has been of great benefit to consuners. On
the whole, the liberalisation of schedul ed coach services has yiel ded
substanti al benefits for passengers in terms of both prices and the range of
services offered. It would be fair to say that deregulation is beneficial wth
regard to medi um and | ong-di stance trips, which exhibit high price
el asticities, whereas it has proved to be somewhat of a failure in the case of
| ocal services where prices have risen and the frequency of services has
fallen. Mention should nonethel ess be nade of the possibilities afforded by
coach services with regard to airport access, particularly in cases where
airports are located outside towns, or as an integral part of air transport
services, especially for short-distance |inks.

The devel opnent of international coach services is closely linked to the

m gration of populations. 1In response to political, economc or social events,
Eur opean popul ations mgrate fromone country to another while naintaining
links with their hone country. In nost cases these mgrant populations are in

the |l owincone bracket and return to their honme country at regular intervals by
nmeans of schedul ed i nternational coach services offering a wi de range of
destinations. In addition, followi ng the collapse of the Berlin Wall, there
has al so been increased demand fromthe tourist sector, which rail has been
unable to meet. On routes between the central and eastern European countries
and western Europe, rail is now as expensive as air transport. It is for this
reason that international coach services are growing at a rate of 4 to 5 per
cent a year. However, the market catering to mgratory flows, which has grown
strongly until now, may ultimately not prove |ess buoyant. It would be
preferable to devel op markets catering to other categories of the popul ation
not ably young people and senior citizens. However, it is difficult to operate
coaches affording access to severely handi capped people in that, unlike buses,
coaches cannot readily accomobdate | owered fl oors.

It is the density of the lines offered by international coach transport
services, or the density of the domestic transport network in the case of
countries that have liberalised this type of service, which explains the
success of coach services, hence the inmportance of creating structured networks
of fering uniformservices with a satisfactory degree of interoperability.
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Customers are also sensitive to the frequency of the services proposed. The
exi stence of coach stations where passengers can change to other lines is

anot her factor in the success of coach transport. In addition, the European
nmot orway network allows rapid services to be offered to a |arge part of the

Eur opean continent. By conparison, the rail networks are often poorly
integrated and suffer fromnon-interoperability. |In contrast, the energence of
| ow-cost airline conpanies has significantly added to the conpetitive
pressures, while in the CEECs there is strong conpetition fromillega

m ni buses (even though it is now decreasing) due to problens involved in
policing the sector

On the whole, |line coach services cannot conpete with air transport or
hi gh-speed trains and therefore address another type of custonmer who is
sensitive above all to the |ow prices and variety of routes proposed. The
custoner base primarily consists in new passengers and is therefore induced
traffic. It should also be noted that the main conpetitor to the coach is not
so much rail as the private car. As a result, the experts at the Round Tabl e
felt that the risks taken in liberalising interurban coach services were
relatively mnor conpared with the benefits they offered to | ow i ncone
popul ati ons.

2. Desirabl e trends

Anal ysis of the relatively youthful custonmer base for |ine coach services
suggests that marketing structures should be strengthened through the use of
sophi sticated resources such as the Internet. Since the custoner base has
fairly distinctive characteristics, any action ainmed at nmaking use of |eading-
edge technol ogi es woul d be of benefit to the coach transport sector
El ectroni ¢ paynment would therefore be one neans of marketing services. In this
respect, |ine coach services are one step ahead of the rail networks. At al
events, it is clear that in many cases traditional rail services are sinply not
conpetitive, except on a nunber of specific routes where rail can offset higher
fares by high-speed services.

Coach stations should preferably be located in city centres, where access
to other nodes of transport is easiest. At nost, coaches account for nerely
1 per cent of the traffic in city centres and are wongly accused of causing
congestion. Coach transport nmakes use of the internodality of interchange
pl at f orns.

Al'l 1 ong-di stance services nmust be centralised in the same term nal
This is the necessary condition for the creation of healthy conpetition
I ndependent operators fromthe major groups nust therefore be installed in
these termnals to ensure fair conpetition. The operators present nust be
clearly identified. Even though sonme participants at the Round Table felt that
public ownership of term nals ensured a better guarantee of free conpetition
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nmost felt that ownership was of little inportance and that what mattered was
equal access to termnals for operators. To this end, a clear distinction mnust
be made at the accounting | evel between managenent of a term nal and the
operation of coach services in cases where the termnal is owned by an
operator.

VWhile it is not always possible to site platfornms in the centre of
cities, it is generally out of a concern to protect the railways that planners
avoid siting internpdal exchange centres near to railway stations. This is
unfortunate. Attenpting to protect the railways is a rearguard action for
which there is absolutely no justification in ternms of possible transfers of
custoners, as recent experiences with |liberalisation have showmn. It is the
rail ways which have to adapt and assert their presence in market niches where
they are genuinely conpetitive (exanples that cone to m nd are high-speed
trains, suburban services in highly built-up areas and certain regional |inks).

Li ne coach services are part of the public transport system which has
seen an increase in the nunber of users. This neans that the quality of
services and their conpetitiveness have continued to i nprove. The on-board
confort of coach passengers has increased in ternms of both ergonom cs (space
bet ween seats) and technology (e.g. air conditioning). This trend is set to
continue and it is worth noting that the countries of eastern Europe are eager
to be given criteria for quality of service which they can apply to their coach
services. The profession should give even nore thought to conpetition between
private car use and coaches, on the basis of quality of service, since coach
transport offers genuine scope for opening up new markets once the possibility
of offering door-to-door services is taken into account.

Safety is also of paranount inportance. |In the past, illegal operators
have managed to enter the international transport market, but after a few
accidents which were widely reported in the press custonmers have becone
sensitive to the reputation of the operators they use. A network such as the
one operated by Eurolines, which was presented at the Round Tabl e, attaches
great inportance to conpliance with safety regulations. It is clear fromthis
that coach transport is an activity that has come of age in the transport
sector. The safety record of coach transport in terns of the nunmber of
accidents is conmparable to that of air transport and rail, namely 22 tines
safer than transport by private car. To ensure that this trend is maintained,
the authorities nust ensure that regulations are conplied with, particularly
when they have an inpact on safety.

Li beralisation of the market has been acconpanied by a dramatic fall in
t he nunber of operators as firns have conbined to form congl onerates. This
m ght rai se fears about abuses of dom nant positions in certain markets. 1In
practice, however, the markets have renmained highly contestable, i.e. the
threat of new entrants or competition from another mode of transport is always
present, rendering basel ess concern over manipul ati on of the conpetitive
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process. It needs to be borne in mnd that the danger of a dilution of
conpetition is made all the nore renote by the fact that conpetition from
private car use still remains as fierce as ever. Furthernore, demand from

users and the range of services offered to the latter remain a regul ating
factor. The coach transport sector wll always have to keep prices bel ow those
of its conpetitors if it wishes to prosper in the future. Moreover, in many
cases small conpani es manage to survive by acting as sub-contractors to | arger
groups. Liberalisation has therefore not led to the elimnation of |arge
nunbers of firms.

In contrast, it would be advisable not to allow the sane conpany to
operate several nodes of transport concurrently (e.g. coach and rail). The
m ni mum requi renent woul d be for separate accounts and a great degree of
manageri al aut onony.

3. Action expected from gover nnent

G ven the clear benefits to users, particularly those with | ow i ncones,
there are no grounds for slow ng down the devel opment of |ine coach services.
The conditions of conpetition must be fair, however, and consideration wll
primarily be given to taxation. There is no reason why different VAT rates
shoul d apply to different nmodes of passenger transport. Sonme nodes, for
exanpl e aviation, pay very little tax on fuel despite the fact that energy
consunption per seat for this node is ten times higher than in other nmodes. To
the extent that services are nore or less in conpetition, it would be
i nadvi sable to seek to pronpte one node at the expense of another. In this
respect the VAT applicable to coaches, which is far too conplicated and varies
substantially fromone country to another, needs to be sinplified and
har noni zed.

The conditions under which licences are i ssued for schedul ed

international lines need to be harnonized. Practices vary widely from one
country to another in this area and there is no genuinely nmultilateral approach
to the issue, which is dealt with solely at the national level. It is also

necessary to adopt a standard approach to EC regul ati ons on coaches. These
rul es | eave Menber States far too nuch latitude in their interpretation
particularly with regard to the definition of services.

Conpared with its potential conpetitors, nanely the private car and air
transport, the coach transport sector has a positive balance in ternms of
external effects. According to some estimates, internalising costs should only
i ncrease the total cost of coach transport by 6 per cent, which proves how
attractive it is in environmental ternms. There are therefore good grounds for
ensuring that the conditions of conpetition are harnonized, provided that each
node covers all its costs in their entirety. |If a genuine effort were to be
made to pronote public transport by road, consideration mght be given to
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creating priority |lanes on congested roads for public transport. In addition
by harnoni zing the I ength of vehicles authorised to use road networks (the
maxi mum permni ssible length currently varies from12 to 15 nmetres), the
operation of services could be streanmined and, at the sane tinme, operators
could be allowed to nake productivity gains.

Border crossings can reveal sone very real problens. For exanple
waiting tinmes at the external frontiers of countries which have inplenmented the
Schengen Agreenent may be very |lengthy, even though sonme favourable trends for
public transport appear to be emerging. One very effective nmeasure, for
exanple, is to install special |anes for coaches or tinme w ndows for crossings
by coaches. Governnents should pay greater attention to these probl ens whose
sol ution could help pronote, once again, the use of public transport. |If the
Schengen Agreenent |eads to serious delays for coaches crossing the borders of
this area, it should be noted that schedul ed buses tend to be inspected nore
often than coach trips during which passengers can neither enbark nor
di senbar k.

A particularly circunmspect approach should be adopted towards the issuing
of visas, an area where conpetencies are spread far too widely. Moreover, the
provisions relating to the responsibility of operators who transport illega
immgrants into the Schengen area have attracted w despread criticism

When awar di ng subsidies to operators in order to neet public service
obligations, governments think first in terms of the railways. It is
unfortunate that systematic conparisons are not nade of the cost of alternative
sol uti ons based on the use of coach services. |In many cases, coach transport
is markedly cheaper and offers conmparable quality of service. Simlarly, when
the authorities conpensate for the reduced fares granted to certain segnments of
t he popul ation, they nmust think about doing so for all the nodes which provide
simlar services; many students and senior citizens travel by coach and nust
be allowed to benefit fromthe same advantages they would enjoy if travelling
by train.

Wth regard to working conditions, a set of regulations relating
specifically to coaches, as opposed to lorries, is required. Geater |atitude
is needed in the time spent on duty, but not necessarily |onger driving times.
The Round Tabl e strongly enphasi zes the need for stringent controls in this
ar ea.

The legislation that will be adopted with regard to cabotage, an area
whi ch until now has been highly regul ated despite several recent breakthroughs,
is of paramount inportance for the future of schedul ed services since they wll
provi de the blueprint for greater integration of donestic and internationa
servi ces.
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In conclusion, the |ack of research into the coach transport sector is
regrettable because it is a sector that is rich in potenti al

CONCLUSI ONS OF SEM NAR ON | MPROVI NG THE CONTRI BUTI ON OF TRANSPORT ECONOM CS
RESEARCH TO POLI CYMAKI NG

On 10 and 11 May 1999, the ECMI held a Seminar in Paris on the topic
“lnmproving the contribution of transport econom cs research to policymaking”
Chaired by D. Bjgrnland (N), the Sem nar opened wi th papers by Messrs. A
Baanders (NL), A. Bonnafous (F), J. Engel hardt (PL), M. N Foster (USA), Y.
Geffrin (F), P. Goodwin (UK), U Karlstréom(S), R M Kinber (UK), M. R Krupp
(D), J. Matejovic (CZ) and W Rothengatter (D). Al of these speakers were
either fromthe acadenic research field or fromresearch-conm ssioning
government departnents or agencies. National papers, outlining the situation
in a nunber of countries, were also distributed at the Sem nar

The main conclusions of the Sem nar are briefly outlined bel ow

1. Cenerating and organi sing research

(a) Partici pants in favour of public/private partnerships

Some countries have research systens that are fragmented and that | ack
coherence, a situation which eventually |leads to problens. This is because
there are | arge nunbers of actors sharing piecenmeal contracts, which is not
conducive to the fornulation of an overall approach or to the emergence of
| ong-term basic research. Wile the same conment does not apply equally to
transport research in all of the countries of Europe, it does reflect a state
of affairs which, in many respects, precludes a swift response to policynakers
probl ems and cannot provide answers to society’s nost fundanental concerns.

The question that arises, therefore, is whether or not there should be a
dedi cated body for transport research to generate a steady stream of transport
i ssues for analysis.

There can be no all-enbracing answer, as the variety of situations
encountered in the countries of Europe shows. Nevertheless, it is possible to
formul ate sone coments on this issue

- If a single body were responsible for transport research, it would
have a nonopoly on such research. This is never a good idea. It
woul d inevitably becone set inits ways and in the long run would
cease to be effective. In seeking appropriate structures, a
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framework that enables constant creativity should be the guiding
principle for policymakers.

Wil e there should not be a nonopoly on the supply side, there

shoul d not be one on the demand side either. |Indeed, even the best
structure for conm ssioning research will neglect inportant issues
that it has not been able to foresee. It is also inportant to

i nvol ve private institutes in defining demand. What is needed is
multiple research initiators and sources of funding. The idea
woul d be to have three or four separate funding sources in each
country.

The operative word for governnments should be conplenentarity.

Conpl ementarity among universities, public research institutes and
consul tants can ensure that conpetition elicits the best from each
Research contracts can forge |inks between all these different
suppl i ers and conmi ssioners of research. The nost effective way to
conmi ssion research is not to call on a single institute, but to
arrange for conpetition to elicit the best studies, based on

al ternative approaches.

Al t hough demand and supply are quite well matched when it cones to
short-termresearch, basic research is a nore problematic area and
may warrant a dedi cated body or, alternatively, adequate progranmnes,
since there is no doubt a critical size for carrying forward | ong-
termactivities. Clearly, in this respect, it is difficult to think
of research demand as distinct fromresearch supply.

The advantage of a subsidised public body is that it can concentrate
on basic research. It is essential to anticipate the issues that
policymakers will have to deal with a few years down the |ine,
avoiding a solely short-term approach. This is where a public body
could help. Another possibility would be to award contracts through
some nore stream ined structure than a public body. Wth this
approach, it would be inmportant that the comm ssioning body itself
undertake sonme research in order to be able to foresee the issues
that may arise. Cenerally, whatever body initiates the research
shoul d itself have research experience, if not, m sunderstandings
wi |l soon arise.

If a public research body is set up, policymakers should be under no
obligation to use its services. Any such body nust stand on its own
merits. This is part of a positive and conpetitive procurenent
strategy in which the final selection of actors is based on sound
criteria. There is no ideal way of organising research, but even if
we cannot plan the contents of research progranmes to be as rel evant
as possible, we can still optim se research structures.
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- The quality of a research programme is related to how clearly the
policy concerns on which it is based are formulated. A clearly
stated policy strategy that precisely maps out the scope of the
research is vital for a high-quality research progranme. Cdarity
makes for a virtuous circle.

The majority of participants at the Sem nar supported the idea of a
public body, but one that included structures for co-operating with
consul tants, private sector researchers, research | aboratories, etc., i.e. they
were in favour of a genuine partnership between the private and public sectors.

Calling on different institutes, or indeed research programes, can |ead
to duplication and overlaps. Not that either approach is open to question on
these grounds, since overlaps can provide confirmation that a given policy
response is correct or indeed, where responses differ, point to the need to
cross-check them As a rule, unlike oversights, overlaps do no harm However,
duplication my be due to a | ack of diversity anong the bodies responding to
calls for proposals. Ideally, we should be able to encourage new players to
enter into the research field, since multiple actors in closely related fields
of research can spark off new ideas. Care nust nonethel ess be taken not to
wast e resources and duplication nust therefore be kept in check. It is
i nportant not to have too great a nunber of funding recipients, but small and
medi um enterpri ses (SVMES) can and, what is nore, should be used in research
Oiginal thinking has nothing to do with size and may even be inversely
proportionate to it in that small structures can focus all their energies on
certain specific issues without acquiring attitudes and habits that stifle
initiative. One of the issues to be resolved fromthis standpoint is the red
tape that acconpani es many research contracts: SMEs cannot afford to devote
too many resources to admnistering these contracts. SME involvenent is a
feasible idea no matter what the size of the country concerned. O course, one
may wonder just how small a firmcan be without quality suffering, but
experi ence has shown that small firnms that also invest in maintaining high
| evel s of expertise are rarely inferior. Consequently, finding an appropriate
structure for integrating SMEsS into research programmes could prove worthwhile.
On this point, the evaluation of the European Union’s Framework Progranmes is
not yet conclusive enough. Integrating SMEs in vast research programres is a
difficult exercise initself: small- and mediumsized firms can be put off by
all the adm nistrative formalities, by the need to secure co-funding where this
is an explicit requirenment -- which is a problemfor small teans and not al ways
appropriate for solving policy problens (it nmeans shared teammrk) -- and by
t he probl em of inadequate nonitoring. ©One final criticismthat could be
| evell ed at many current programmes is that researchers’ fees are generally
based on quantity, not quality.
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(b) The need for a national programe

Anot her issue is whether there is a need for a research programe
provi ding funding on a continuing basis that confers a degree of stability as
regards policy concerns in the field of transport econom cs and soci ol ogy. In
practice, research always has to conpete for a budget and a research programe
does provide some budgetary stability. Further, a progranmme focuses the
attention of decisionmakers and can provide a constant flow of ideas in a given
field; it is an effective way of integrating strategic research. A programe
that gives policymakers a voice ensures the stability essential for research
However, a progranme should not be so inflexible that it precludes dealing with
current issues or responding to the urgent issues that are typically high on
the Iist of policynmakers’ concerns. So, it nust be possible to alter the
priorities without reference to the main research themes -- which tend to be
on-going -- that informlonger-termpolicy interests. In order to avoid
slippage, it is inportant to establish the overall budget ceiling wthin which
priorities can be altered when a new project is added.

A national programre pronotes a country’s expertise and keeps its
know edge base up to date. It has an educational value and helps in training
young researchers: it also contributes to the expertise and training of
government administrators. A national programre ensures that a country is able
to appropriate research and also enables it to transpose the results of
i nternational research at national |evel, transport being not only a highly
specific field but also highly country-specific. Consequently, it is vital to
strike the right bal ance between national and international programes. This
coul d have a positive inmpact on training and the di ssem nati on of know edge.
Ceneral ly, consideration should be given not only to research but also to the
di ssem nation of research findings, and in this respect a national programre
can be an effective tool

Programes nust be fornulated in terns of the actual issues facing
society, not in ternms of concepts. Once we begin to talk of stability as
regards policy concerns, we may well ask ourselves whether stable concepts —
such as permanent indicators for neasuring transport activities — are strictly
necessary. Indeed, the concepts that we define may well no | onger apply by the
time a project is conpleted. All the evidence is that problens are | ess prone
to change and are nore permanent than concepts, so we would be well advised to
approach research studies froma probl emsolving rather than a concept-based
appr oach.

(c) The size of countries and the organisation of research
Sonetimes what is feasible in a large country can be difficult in a

small country. In fact, it would be absurd to try to apply fornmulae that can
only be effective in a large country to a small country. On this point, the
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Sem nar stressed that quality of research carried out by small countries is
just as high as that of |arger countries.

Oten, small countries remain open to research conducted in other
countries. As a result, they do not have to reinvent the same concepts or
repeat the sane cycle of research. However, as a country’s experience is
uni que, nodel s cannot be transposed wi t hout exercising caution and prudence.
Sol utions that other countries have used can be adapted sensibly. Another
possibility for small countries is to take part in the work conducted by a
| arger country, either by contributing to funding or by joining internationa
teans, as is the case with the European Union’s Framework Progranmes. At any
rate, the experts attending the Sem nar considered that even small countries
were capable of putting in place procedures to encourage conpetition and
reliance on the creativity of small structures. Open debate is one way of
al ways ensuring that overlaps or diverging opinions, which can be nutually
instructive, are identified, provided that the co-operative franework is
properly organi sed. However, in the view of sonme of the experts at the
Semi nar, there are countries which, because of the size factor, have no need to
conduct their own transport econom cs research and which can sinply base their
pl anni ng on exanpl es taken from other countries. A small country does not
al ways need to conduct its own national econom c research, provided that
research findings are dissem nated properly. Small countries clearly cannot do
everything, but this still does not prevent them from conducting research on
their own account, which nust nonethel ess be to the highest standards.

2. Eval uati on and di ssem nati on of research

(a) Rel ati ons between researchers and pol i cynmakers

The [ ack of understanding between the research and policy spheres is, in
many respects, a structural problem researchers have conpartnentalised their
particular fields of research (for exanple, nodal research) whereas
policymakers are interested in the overall operation of the transport sector
i.e. in economc, |and-use planning and environnmental aspects. Decisionmakers
tend to think that there has been too nmuch “specul ative” research and not
enough into the issues — inevitably urgent and extrenely relevant — that are of
concern to them Researchers, on the other hand, think that advances often
depend on carrying out long-termresearch. The |ast bone of contention is that
the findings of scientific research are often not what policymakers want. It
is inmportant to nonitor research as it progresses so that the end-product is
not too far renoved fromthe needs of the research initiators. The best
approach is to have an appropriate oversight structure, conposed of a m x of
actors fromdifferent backgrounds and specialist fields. Likew se, new faces
fromthe scientific community should be called in to avoid perpetuating stale
i deas around which a consensus can build up too easily.
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The ai m should be to break down the barriers between policy and
research. Perhaps when research is privatised, contact with policynakers is
nmore direct. The United Kingdom nmodel tends to bear this out. Contact is a
key factor. Depending on the structure adopted, there nmay be severa
i ntervening | evels between deci sionmakers and researchers. This is precisely
what shoul d be avoi ded, since each of the internediate actors distorts the
i ssues by adding their own interpretation of the issue. The way they viewthe
i ssues depends on what their job is. On the face of it, direct contact between
pol i cymakers and researchers is a sensitive area, but it can also prove very
productive. Conmuni cations specialists, skilled in presenting results, can
al so be called in. Another aspect that is always inportant is knowi ng how to
present basic research to the public. However, before basic research can
begin, we need institutes to enter the field on a long-termbasis so that sone
experience can be gained. This is tantanmount to saying that it should be
possible to initiate research for which there is no policy nmandate, sinply on
the basis of recognised specialists’ professional judgenent. This is the
prerequisite for accumul ati ng know edge and skills. The scale of research
programmes is also a factor: it is only by ensuring sone stability over tinme
that teans can be encouraged to enter the transport field on a |ong-term basis.
A specific problemarises for countries that have opted for all-out
regionalisation of their public institutions in that it mght be difficult for
themto design research programmes to tackle problens at national level. It
could also be nore difficult for themto share operational concl usions.

A crucial point is that the people who present research findings to
pol i cymakers are not the people who were responsible for translating their
policy concerns into research. This is acceptable if the presentation of
research results is handl ed by comuni cations specialists and the presentation
of policymakers’ concerns is handl ed by research specialists. However, if we
add to the internediate | evels and conpartnmental i se comruni cati ons, we can
easily add to the m sunderstandi ngs between policymakers and the research
comunity. To ensure that research findings are fully understood and that
pol i cymakers’ concerns are properly addressed, the internediate | evels must be
kept to a minimum Forging direct |inks between researchers and policymakers
can initiate dialogue, reducing the time it takes until the findings can be
factored into the problem eval uati on process. Oherw se, the incubation
period, before research can influence the policy context, will be one of
several years.

Admittedly, there is often a conflict between the academ c and the
social utility of research, a point that was made several tines in the course
of the Sem nar. The assessnment of academic utility is based on forma
criteria, while social utility is assessed on the basis of the rel evance of
research. To end this conflict, a culture of exchange, in which people nove
fromone field to another, nust be fostered; i.e. professional mobility and
new | ines of inquiry should be encouraged. By setting up forums in which each
can present its work, the two spheres of research (academ ¢ and policy), which
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usual 'y ignore each other, could be reconciled. Fromthis standpoint, Europe

| acks an equivalent to the Transportati on Research Board. Attitudes have to
change, starting in the academ c world, where being both a faculty nenber and a
consultant is frowned upon. Wth this in mnd, the gap that separates

prof essional and scientific journals would have to be narrowed.

(b) Eval uati on

No sooner are a study’s findings nmentioned than the subject of its
eval uation comes up. This is a sensitive subject, given the gulf that can
separate scientific or academ c eval uati ons, which are based on form
criteria, and the practical relevance of the conclusions of a study to solving
a problemor set of problens. Academ c evaluation can be criticised for
focussing too nuch on formal criteria, which do not always guarantee a study’'s
rel evance, i.e. what it tells us and how relevant it is when it comes to
effecting change in the particular field of application. As far as transport
is concerned, a study’ s input in decisionmaking is certainly nore inportant
than any purely intellectual appeal it may have. This is why eval uations of
research quality cannot be left solely to the academ ¢ community. However,
while it is possible to verify the scientific relevance of an econonetric
forecasting nodel in the mediumterm when it cones to issues such as optinum
infrastructure pricing or environmental econom c theory, which have an
irreversible inmpact on decisionmeking, then it is still very difficult to
assess the rel evance of certain conclusions. In any case, research findings
shoul d be di ssem nated so that they can be discussed wi dely outside the
i medi ate circle. Wder dissem nation could usefully supplenment direct quality
control by the comm ssioning customer and indirect quality control by the
research community. Evaluation can indeed be a sensitive subject since it can
encourage conservative attitudes and the status quo. What is really needed, if
attitudes and approaches to analysis are to change, is, on the contrary,
br oad- based evaluation. This is the only way to avoid self-evaluation. Were
there is a public institute, it is essential that evaluations be conducted not
by its owmn staff but by specialists who are not involved in any interna
di sputes. Lastly, research programes shoul d be evaluated, as well as the
actual research conducted.

To assess research quality, international evaluation is needed.
However, to avoid the situation in which research is assessed only after it has
delivered its findings, with the risks of disappointnent that this entails, it
is advisable to:

- define clear key stages at which reviews can be carried out at
regul ar intervals;

- ensure that the research is nmonitored very closely;
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- involve the client right fromthe beginning; and

- establish criteria for selecting research organi sations working in
simlar areas to evaluate the end product.

A review culture, bringing together funding sources and research
suppliers, should be devel oped. The tendency of universities to allow critica
review only once work is complete is counterproductive.

It is essential that people other than the comm ssioning customer take
part in evaluations. This second |ine of indirect control by independent third
parties, generally fromthe international community, supplenents direct quality
control by the comm ssioning custonmer. Evaluations should cover not only
scientific quality but also the relevance of the research to the transport
sector.

Furthernore, research findings should be presented to the w der
scientific comunity, which would then be able to assimlate the main results
rapidly. At any rate, the evaluation process should be factored in fromthe
outset and an evaluation climte should be fostered as an integral part of the
research process. Evaluations can be very costly, hence the need to define
strategies clearly. Foreign researchers who are recogni sed experts in this
field could be called in for this purpose. Clearly, a budget should be
earmarked fromthe outset for this purpose: evaluations cannot be conducted on
a voluntary basis alone. Provision should be nade for paying those conducting
the eval uation and for covering their expenses.

(c) Di ssem nati on

Researchers find it difficult to break out of their isolation, all the
nore so because often they do not really think that their work has an inpact.
They may | ack the necessary comuni cation skills to explain their work. The
readership of scientific papers is small, a state of affairs that seens
unlikely to inprove in the near future. Al of the above points are related to
the communi cations policy of the institute to which the researcher bel ongs.

The best approach woul d be for research |aboratories to enploy qualified
comuni cations staff to dissem nate the operational conclusions of their
research work to the nedia and opinion-formers.

There is real potential for conmunications in scientific research: the
public is increasingly aware of the inplications for society and deci si onnmakers
are increasingly qualified. Hence the need for specialists in conmunications
problems to disseminate results. Mreover, since the scope of decisionmaking
is wider these days, the researcher’s ability to anal yse and synthesise is
val uabl e to policymakers, even if the actual decision still calls for a
policymaker’s intuition (where there are factors that go beyond pure econom c
logic). We should also bear in mnd that research taken in isolation can never
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explain nore than a few aspects of a gl obal process. The know edge that flows

fromone piece of research is relatively small, conpared with the stock of
know edge required to obtain the overall understanding that the problem
requires. This is why it takes tine for research to becone relevant. It could

also nmake it nmore difficult to recogni se the value of a piece of research and
therefore could affect whether or not it is publicised beyond the circle of
insiders. Evaluation, it should be noted, is a key factor in changing
mentalities.

It is vital to think about dissem nating results when defining research
obj ectives. Researchers should be aware of the inportance of practica
applications and the dissem nation of their work at a very early stage in the
process. This issue also concerns institutions, inasmuch as research
organi sations are responsible for publicising the quality of the work that they
conduct. Four basic principles should be priorities for dissem nation

- Target groups, to which the results of research should be
di ssem nat ed, nust be defi ned;

- Not everything should be dissem nated, only essential informtion
shoul d be sel ected,;

- A separate budget for dissem nation is essential, otherw se those
conmuni cating the information will be too close to the researchers
and not cl ose enough to deci si onnakers;

- Prelimnary results should be published, without waiting until the
final results are known to di sseni nate concl usi ons.

By staying in constant contact with opinion fornmers, i.e. the nedia, it
is possible to build up a consensus on research concl usions. Newspapers,
tel evision and open forunms can be springboards for getting research findings

across to the public. 1In fact, it my also be inportant to take a hands-on
approach to sone of the neans of informng the public debate in order to raise
the standards of that debate. It is clear, too, that private sector actors,

such as industrialists, have a duty to dissem nate the research carried out by
their conmpanies. While it is not necessary to dissemnate all research
findings, industrialists nonetheless have a duty to carefully select the

i nformati on that should be rel eased for public debate. The process of

transl ating research into material for public debate calls for specialist
journalistic skills. The content should be concise in order to avoid
over | oadi ng people with information but, in general, those providing

i nformati on should be willing to discuss their research results. Preferably,

i nformati on shoul d be dissem nated directly through researchers and not through
mnistries.
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3. New research directions

Whenever researchers approach a problemthey tend to sinplify it, which
| eads themto produce sinplistic solutions to the problems. Wile this is not
a widespread trend, it is a trap into which any researcher may fall. For the
participants at the Sem nar, research should focus on solving problenms one step
at atinme. |In contrast to pure research scientists, consultants have to talk
to their custoners and identify an approach suited to the latters’
requi renments. Wthout in any way wi shing to draw compari sons between
consul tancy and basic research, it would be fair to say that each is suited to
different circunstances. Wat matters nost is that the two worlds neet and
comuni cate. Both are operating in a context in which the search for new
met hodol ogi cal tools and reliable data on transport is the overriding concern

(a) New met hodol ogi cal tools

Transport policy in European countries has seen very real changes in
recent years. It is now addressing the issues of infrastructure pricing for
al | nodes, sustainable devel opnent, the privatisation of certain public
services, ‘traffic calmng’ , inmproving public transport, etc. This list is not
exhaustive and European transport policy offers many other opportunities for
mul tidisciplinary work. 1In contrast, sone, not to say the majority, of the
partici pants at the Sem nar thought that the nethodol ogical tools used had not
changed at the sane rate. The inplications of the prevailing research paradi gm
are that choices are irreversible and that the order in which decisions are
i mpl enment ed does not influence the outcone, sinply because the concept of
equilibriumhas left its mark on the research comunity. This is a tenpting
concept and one that pervades all the mpodels, but it is msleading, since it

does not really represent reality. 1In real life, choices can vary, lag tines
and dynam c processes — phenonena not frequently addressed by researchers — are
important. It can be argued that sinplifying econom c theory does not work, we

shoul d start again with new instruments, based on tools fromdifferent
disciplines, that will enable us to take into account the asymetry of effects,
reversibility, the inportance of sequence, tinme |ags and cunul ati ve phenonena.
To be effective froma policy standpoint, new dynam c concepts nust be

devel oped. Research into process, not end-states, should be devel oped and
woul d require a fundanental shift in the type of data collected and the
procedures used to analyse them The foregoing warrants a radical rethink of
how research is organi sed. Among the new directions, today we should be
focussing nore on the problems of redistribution than maxi m sation, or on

devel oping real -tinme conti nuous nonitoring, not just ex post monitoring. This
said, the integration of the different disciplines is not easy — the scientific
comunity has been proposing integration for years now w thout any very
positive results — but it is a sufficiently prom sing area to warrant

al l ocating resources to it.
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(b) Appropriate statistical data

One point strongly enphasized during the Sem nar was that the limted
statistical data available nmade it extrenely difficult to carry out effective
and nmeani ngful research. Wth the deregul ation of transport and the
regi onal i sati on of certain decisionmaki ng processes, the situation is getting
worse. Although sone data are too detailed or too expensive to collect, the
gaps in statistical coverage are too large to be ignored. Some transport
pol i cy decisions cannot be evaluated wi thout at |east a basic statistica
apparatus. Governnents have a duty to address this issue and to take vigorous
action, for exanmple, when a sector is about to be deregul ated, to request
operators to supply statistics. The data must be nmade avail abl e and must not
be allowed to becone proprietary. GCenerally, it is apparent that
deci si onmakers will have to be convinced that they should invest nmoney in data
col | ecti on.



