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I ntroduction

This sudy ams to give an oveview of the exiging road and ral infrastructure
accounting and charging schemes in The Netherlands. In section 1, the current
dtuation concerning expenditures and costs for road and ral will be eaborated.
Section 2 describes current and planned infrastructure charging schemes for road and
rall. Findly, in section 3, the extent to which rail transport has been liberdised in The
Netherlands is discussed.

1. Current dtuation concerning expenditures, costs, revenues and
balances for road infrastructure in The Netherlands

In The Netherlands various types of daidicd informaion are avalable on road
expenditures and codts. In generd, two main sources of data exist, which can fulfil the
need to obtain information concerning road costs. These will be discussed in the firg
subsection. The second subsection will describe the funding sources for these road
expenditures related to traffic; like fud taxes.

11 Road costs

In the firg place there is a yearly publication of the Minisry of Transport, Public
Works and Water Management (TPWM): the so-cdled MIT (a programme of
invesments in the infrastructure for the next four years, the Multi-year Infrastructure
and Trangport Programme). This publication provides each year an extensve
oveview of dl invesment projects in infradructure for the comming years. Important
to mention is that the publication is limited to projects pad by the State government,
0 invesdments of locd authorities (in The Netherlands provinces, polders and
municipdities) cannot be found in this programme. The MIT is amed a future
developments concerning congruction of various projects. The State government
mekes clear which invesments will be redised incuding a time schedule for
redisstion. The MIT invesment plan ends with an indicative overview of (planned)
revenues and expenses for the following years concerning state roads. The revenues to
fund the expenses for infrastructure are mainly extracted from the so-called
Infrastructure Fund. It would be too complicated to describe here the underlying
funding mechanisms of this Infragtructure Fund. It can be sad that pat of the
revenues discussed in subsection 1.2 will be dedicated to this Fund. So we mention
here only the planned expenses concerning national highways (State roads, see table
1)

Table 1. Planned expenses for national roads, in million Dutch guilders.

1999 2000 | 2001 2002 |

Expenses for State roads 2808 2755 | 2954 2888 |

Source: Minigtry of Trangport, Public Works and Water Management, 1999.

The second source of information is data from Statistics Netherlands (CBS). This
governmental organisation collects, interprets and presents (datistical) information



about the Dutch society. Two datistical sources have to be mentioned here, namey
the “Costs of ground-, water- and road congtruction” and the “Expenses made for road
infrastructure’.

The data in the firs datisticd source (ground-, water- and road congruction) is
divided into different categories. The interesting category concerning road cods is
cdled Road Treffic. It encloses infragtructura works including roads for bicycles,
pedestrians and supplementary provisons. A distinction can be made between
expenses done by nationd government, locd authorities and private firms. On the
other hand total cods are dlocated to smal maintenance (expenses for materid fixed
goods which will not lengthen the initid life and/or increase prod. cap.) and cepitd
works (new roads, recongruction, replacement and large maintenance). This
information over the years 19951997 is presented in table 2.

Table 2: Overview of costs made for road traffic, in million Dutch guilders.

1995 1996 1997
Tota SM C Total SM CW | Totd SM CW
Nationd
government 1653 570 1083 | 1937 627 1310 | 1728 563 1165
Privae firms 26 7 18 27 10 18 31 11 20
Locd authorities 2478 1022 1456 | 2595 1024 1572 | 2630 918 1712
Netherlands 4157 1599 2558 [4560 1661 2899 |4389 1492 2897

SM = smdl maintenance, CW = capitd work
Source: CBS, 1999

The second source provides us with some Satistics concerning road expenditures,
namely the expenses for road infrastructure (see table 3). Three categories are
diginguished here invesments (mainly formed by the congruction of new roads),
maintenance (not vaue adding activities) and capitd codts (codts of interest). The data
is provided by the various authorities and does not contain one generd interest rate.
Each authority uses its own rate of interest. The hypothecation of the expenses to
goods transport is made by the inditute caled Transport and Logistics Netherlands.

Table 3: Overview of expenses made for road infrastructure (total and the share of
freight transport infrastructure), in million Dutch guilders.

Exfp;egseﬁtfor road 1995 1997 1995 (freight) | 1997 (freight)
(national and local (esimation) (estimation)
authorities)

[nvestment 3.314 3.358 546 (16%) 628 (19%)
Maintenance 3.726 3.716 638 (17%) 665 (18%)
Interest costs 1.487 1.415 254 (17%) 259 (18%)
Tota 8.527 8.848 1.438 (16,8%) | 1.552 (17,5%)

Source: CBS, 1999 and Transport en Logistiek Nederland, 1999.

These expenses differ with the figures mentioned in table 1; but the figures in table 1
are only referring to nationd roads and mainly invesment expenses. The figures of




table 3 differ sgnificantly with costs mentioned in table 2. These differences are
difficult to explan even for the governmentd organisation Statigics Netherlands.
They are aware of these differences but are not able to give a good clarification (not
only due to various used definitions). Note that interest costs are included in table 3.

12 Revenues for roads related to traffic

It is not common in The Netherlands to hypothecate taxes to the funding of various
costs of roads. The government (nationa as wel as locd) normdly finances roads
from the public budget. However this does not mean that there are no taxes reated to
traffic on these roads. The exiging forms of taxes will be described here, followed by
an overview of the revenues collected with these sources.

1.2.1 Vehicle taxation

There are three different forms of vehicle taxation; a regidtration tax, a circulation tax
and taxes on vehicle use. These will be shortly discussed in this subsection.

Fird, a regidration tax is levied on al new passenger cars and motorcycles, when they
are purchased for the firg time. It is cadculated on the net lig price, including profit
margins but exclusve of taxes

« Petrol engine 45.2 per cent of the net lig price minus 3,394 Dutch guilders;

+ Diesd engine 45.2 per cent of the net ligt price minus 1,278 Dutch guilders.

The purchase of private cars and commercia vehicles are subject to the normd rate of
VAT, which currently stands a 17.5%. The tax base does not include taxes.

Next, a circulation tax is levied on all cars every three months. The amount of
circulation tax depends on the type of vehicle, its dead-weight, the type of fud used
and the region. However, the road tax on commercid vehicles does not differ between
regions.

Thirdly, fud taxes are levied. Three different types of tax goply to fud: the excise
duty, an environmentd tax’, and a tax on the stock’. The totd level (in Dutch guilders
per litre) of taxation is presented in table 4.

Table 4: Thetotal level of taxation (in Dutch guilders per litre)

Fud type Excise COVA-levy WBM
Leaded petrol 1.26 0.012 0.02
Unleaded petrol 1.12 0.012 1.16
Diesd 0.66 0.012 0.697
LPG 0.08 0 0.033
Naturd gas 0 0 0.08
Biofuds

Source: Unconventional forms of charging and taxation to fund public transport
(Oscar Faber, 1999, unpublished)

In addition al motor fuels are subject to VAT at the standard rate of 17.5%.

TWBM - energy and carbon dioxide tax where the rates are based on carbon (50%) and energy (50%)
content.

2 COVA = to finance emergency stockpiles.



1.2.2 Employee taxation

Company car

The private use of a company car is treated as a taxable benefit. The vdue of this

benefit is 20% of the catadogue price, per year, which is added to the employee's

taxable income. The amount added to an employee's income is increased to 24% of

the catdogue price if commuting distance (one-way) is more than 30km. The amount

decreases if:

« the employee pays an amount for private use of the car to the employer; or

« the employee pays and amount for commuting costs which is more than 70% of
the reisenkostenvergoeding® which he or she could get.

The employee is not subject to income tax on the benefit if he/she can prove that

he/she has not used the car for more than 1,000 kilometres per year for private

purposes. There is no tax-free reiskostenvergoeding and no reiskostenforfait for

company cars in commuting.

Commuting  expenses

Next to the trestment of the company car, the Dutch government levies a tax on

commuting expenses. If the employees do not recalve reimbursement of commuting

expenses from their employer, they are adlowed to deduct these cods from their

taxable income. However, tax deduction is disdlowed if the employee lives within a

radius of 10 km from work, and limited to a certain amount corresponding to a

maximum distance from home to work of 30 km. The maximum rates for deduction

vary according to mode of transport:

= Private car: The employee can write off between 860 and 2050 Dutch guilders
depending on distance travelled.

= Public transport: If public trangport is used for commuting, the rates of maximum
deduction are increased. These rates start at 1150 Dutch guilders (>10 km) and go
up to 5430 Dutch guilders (>80 km). The use of public transport is further
dimulated by not gpplying the maximum 30-km disance as a limitation.

- Bicycle: Identicd to the private car; expenses for use of the own vehicle is
mentioned so the car is equal to the bicycle.

Employer provided commuting benefits

In generd, commuting cost may be rembursed tax-free by the employer if the

distance between home and work is greater than 10 km and less than 30 km. Again,

the rules for reimbursement depends on the mode of transport used for commuting.

= Private car: The employee can receve tax-free rembursement from the employer
of between 1,910 and 3,240 Dutch guilders depending on distance travelled.

= Public transport: A season ticket specific to the employee's trip from home to
work can be provided by the employer tax-free to the employee even if he/she
commutes only infrequently by public trangport.
If non-route specific ticket (eg. a Travelcard) is provided, tax is payable on the
private use vaue of the ticket. This vaue is 120 Dutch guilders per year for

3 The taxation of travel to and from work in The Netherlands is centred around two crucial benefits: the
reiskostenvergoeding (reimbursement from the employer of an employee’s commuting costs, normally
paid only to those who travel more than 10km one way); and reiskostenforfait, the allowance for travel
costs paid by the employee which he/she can offset against tax. The degree to which the
reiskostenvergoeding is taxable, and the size of the reiskostenforfait, both vary depending on the mode
used.



second class and 180 Dutch guilders for first class for people who commute at
leest hdf the time by public transport. Infrequent users incur a higher tax liability.
Next to this the employer is dlowed to compensate the employer for 200 Dutch
guilders (tax-free) when there is chan mohility (use of other entrance or exit
modes in public trangport chaing).

- Bicycle: If an employee receves a bicycle worth less than 1,500 Dutch guilders
from the employer, the employee is lidble to tax on only a fixed amount of 150
Dutch guilders. The employer may dso provide the employee with accessories
such as insurance, clothing, lighting, et cetera up to a maximum of 550 Dutch
guilders tax-free once every three years. If the employee borrows a bike from the
employer there is no tax on the private use of the bicycle provided that it is used
for commuting at least half the time. An employer may recave tax-free
reimbursements from the employer for the use of his own bicycle for commuting
for distances of more than 10 km, but not for shorter distances. Those employees
that cycle more than 10 km and who cycle for more than hdf the year can dso
receive a tax-free reimbursement from the employer for using public transport on
bad weather days. There is a favourdble tax regime for so-cdled “bicycle
projects’, where the employer buys bicycles for employees and then recoups the
cost through saary reductions.

= Company cars. Thereis no tax-free reiskostenvergoeding and no reiskostenforfiait
when usng a company car in commuting.

= Commuting buses. If these are provided free of charge to the employees then there
is no tax ligbility for the employees. If the employees contributes to the cost of the
commuting bus this contribution is not deductible until it reseches 70% of the
amount of travel codts tha employee is dlowed to offsst agang tax (the
reiskostenforfait).

= Car pooling: A tax incentive exists for car-pooling. Under certain conditions, the
employer may provide tax-free relmbursement for a carpooling car up to 0.57
Dutch guilders per kilometre. To qudify for fisca benefits for car pooling, dl
participating employees must Sgn up to a car pool contract with each other and
the employer, and must car pool more than haf the time. They are then entitled to
a higher tax-free rembursement (between 500 and 1000 Dutch guilders per
employee per year), though again the minimum distance gpplies.

Business travel

Reimbursements for the use of private cars for busness purposes are tax exempt up to
a levd of 0.60 Dutch guilders per kilometre. Actud costs of public transport incurred
in busness travd may be rembursed free of tax. Rembursements for use of bicycles
in busness travel are tax exempt up to a leve of 0.12 Dutch guilders per kilometre.

1.2.3 Business taxation

For company taxation purposes dl cods incurred with respect to reimbursements of
commuting costs are conddered tax deductible. This includes the running costs of
buses for commuters. Furthermore, an employer may offsaet the costs of bikes
provided to empl oyees againg corporation tax.

Value Added Tax (VAT)

With the exception of a lump sum correction, VAT registered employers are entitled
to deduct al VAT on the expenses incurred by the use of company cars for busness
purposes. VAT on the expenses incurred by private use is non-deductible. For



company taxation purposes, the rate for private use is cdculated in the same way as
for the persond income tax (20% or 24% of the catdogue vaue). The annud VAT in
this case is cdculated as. 12% (VAT deemed included in the costs) x 20% (or 24%) X
the catdogue vaue.

The VAT on public passenger transport is non-deductible for employers rembursing
expenses incurred by commuting by public transport.

All VAT payable on bus trangport organised by the employer is deductible.

An employer who provides a bicycle to employees is lidble to pay the VAT on the
bikes.

1.2.4 Overview of revenues

The transport sector contributes for 8% yearly to the Gross Nationa Product (GNP) of
The Netherlands. This underlines the importance of this sector for the nationd
economy. One can imagine that road traffic is an important source of income for the
Dutch government. It is edimated tha in total 26 billion Dutch guilders in the form of
(road) traffic taxes is flowing into the nationd budget in 1999 (see table 5). This is an
incresse of 36% in comparison with 1994. Examples from these taxes are the
regidration tax, the circulaion tax and taxes on vehicle use.

Table 5: Revenues for the national government fromzraffic taxes (in million Dutch
guilders)

Tax | Revenues in 1994 | Revenues in 1999
Tax on vehide ownership | 3629 | 5100
Petrol excise \ 5667 \ 7015
LPG and Diesdl excise 3356 4625
Regidtration  tax 4688 3860
Eurovignet 210
VAT* 1593 1649
Total 18933 25843

* new and used cars, fud, maintenance, leasing and car rentdl.
Source: BOVAG, CBS (1999).

Next to this data, more country-comparative figures are given by the Internationa
Road Federation (IRF, 1996). This organisation uses three categories to indicate the
yearly revenues from treffic taxes for The Netherlands. They digtinguish a tax on
purchase, a tax on ownership and a tax on use as can be seen from table 6. This total
amount is comparable to the figures mentioned in table 4.

Table 6: Revenues from traffic taxes in 1996, amounts in million Dutch guilders

Purchase Ownership Use Tota

The Netherlands 6953 5472 10215 22640

Source: Internationd Road Federation, 1996

From these and above presented figures the absence of revenues from other schemes
than taxes may be remarkable. When we look at the Satistical information provided




by the IRF it appears that other countries implemented dso funding schemes like road
tolls or other fees. In The Netherlands these kind of funding mechanisms are not (yet)
implemented.

13 Rail

In The Netherlands a digtinction is made between the financing and maintenance of
new rail infrastructure and operation of the exiding infrastructure. The Dutch
Ralways (NS) is responsble for the operationd sde of the infrastructure (athough
recently also another company is active, see aso section 3) while the Dutch
government decides on the provison of new infrastructure. This makes it difficult to
find datistica data covering both investment costs and operationd costs together.
Another fact which makes it more complex to find suitable data concerning costs and
revenues, is the exisence of some very large-scale projects (mega-projects) in The
Netherlands a the moment. The investment codts for these projects - the Betuweroute
and the HSL South (towards France) and East (towards Germany) - are most of the
time mentioned separatdy in the data These facts lead to the availability of different
ral datidics In the following, a broad, but structured, overview of the main avalable
datigtics concerning rail expenditures and costs will be given.

1.3.1 Rail costsand revenues

The first source that will be discussed here is the “Jaarbericht Vervoerend Nederland,
1998". This report is a yearly publication of the Ministry of TPWM of The
Netherlands in which facts and figures of traffic, trangport and tdecommunication are
presented. For the lagt five years the investments in congruction and maintenance
financed by the national government can be seen in table 7. This data is based on the
MIT and the budget of the Ministry of TPWM (see section 1.1).

Table 7: Investments in the railway infrastructure (in million Dutch guilders)

| © | 1995 | 1996 | 1997 | 1998 | 1999
| Condruction | 948 | 1600 | 1848 | 585* | 620%
| Mantenance | 1162 | 1248 | 1224 | 1338 | 1321

* exdudve invesments in HSL and Betuweroute
Source: Minigtry of Transport, Public Works and Water Management, 1998

The MIT provides, as mentioned earlier, an overview of revenues used to finance
expenses concerning transport and infrastructure. For roads there appears to exist
some revenues with regard to State roads. Concerning rall treffic this entry is missng.
The only aspect, which is mentioned in the budgetary overview, are the above
mentioned mega-projects (they clam about 0.8% of the MIT-budget). Obvioudy
governmentd rall expenses are dmost completely financed by generd funding
mechanisms (like the aready mentioned “Infrastructure Fund” and the “Fund for
srengthening the Economic Structure’ (FES)). This is to some extent caused by the
fact that until now no fees are rlaed to the use of the rall infrastructure. This changes
in the year 2000 (see section 3.2). If we then look &t the expenses side of the national
government; it appears that the government invests around 2 hillion Dutch guilders in
1999 in rallways (excluding mega-projects, see table 8).




Table 8: Indicative overview of investments in railways and mega-projects by the
Dutch government in the period 1999- 2002, in million Dutch guilders.

1999 2000 2001 2002
Railways 2016 2040 2096 2205
M egaproj ects 1755 1816 2097 2008

Source: The Ministry of Transport. Public Works and Water Management, 1999.

Statistics Netherlands provides us with the following data concerning rail traffic. The
total costs of transportation by rail amounts to 3411 million Dutch guilders in 1997
(CBS, Statline, 1999). This congists for 67% of smal maintenance work and 33% of
capital investments. One remark has to be made since rail traffic is not only related to
the Dutch Railways but it also encloses tram and underground. Another source of
Statistics Netherlands refers to the investment costs into infrastructure. In 1995 1058
million Dutch guilders was invested into railway infrastructure (CBS, Statline, 1999).
It is important to note that railway infrastructure is a completely different term than
railway traffic as used by Statistics Netherlands.

Another source that collected these kinds of data is the annua report of the Dutch
Railways. This annua report gives insight into the costs made for operating the
infrastructure as the Dutch Railways is responsible for this part. It is now possible to
make a distinction between passenger traffic and freight traffic. The Dutch Railways
has different holdings (four in total), two of them are freight and passengers. The
annual report provides us with different financial data of the company. We confine
ourselves to the expenditures and proceeds (see table 9).

Table 9: Proceeds and expenditures of the Dutch Railways for freight (NS Cargo) and
passengers (NS Reizigers) in 1998, in million Dutch guilders.

(Holding Proceeds Expenditures
NS Reizigers 2666 2304
NS Cargo 343 345
Dutch Railways tota 5489 5197

Source: Dutch Railways, 1999.

2, Current or planned infrastructure charging schemes for road
and rail

The government stimulates the use of public transport and most public transport
services are subsidised. The only public transport charging scheme in The
Netherlands is the “strippenkaart”, a kind of pre-paid ticket that can be used in ll
public transport modes (for trains only within urban areas) throughout the country.
The whole country is divided in zones (bigger cities typicaly have more than one
zone) and - in addition to one starting “strip”- one has to pay one “strip” for each
zone one wants to travel through. A strippenkaart contains 15 or 45 strips. In addition,
the formerl y public Dutch Railway Company of course has their own ticket system.

There are three types of road charging schemes proposed and partly introduced in The
Netherlands. The first type consists of charging schemes to reduce mobility in



general. The second is focussed on congestion in urban areas and the third concerns
charging schemes on highways. Furthermore, there are / have been a few toll bridges
and tunndls in case of financing by privete companies.

21 General road charging schemes

The charging schemes to reduce mobility in generd try to combine multiple policy
targets, in particular reduction in pollution and reduction of congestion. However, the
firs genera scheme to reduce mohility in The Netherlands was ingtigated by the ail
crigs in the early seventies. Due to the scarcity of fud, a voucher system was
introduced to limit the digribution of fud. After the voucher sysem was abolished
car-free Sundays were introduced for a limited period.

The fagt rise in car usage in the seventies and eghties did not keep levd with the
extenson of the road network and has led to increasng congestion on highways and
within urban areas. Furthermore, it has led to increasng environmenta pollution.

One of the indruments used for coping with the increesng mohility in generd is the
“variabilisation” of usage codts. In The Netherlands this is reached by increasng the
fud tax. As a consequence the fud price in The Netherlands is consderably higher
than in the naghbour countries Germany and Belgium. This leads to fud fetching
trips in the Dutch border regions It is esimated that annualy about 325 million litres
of fuel -about 5.6 % of tota Dutch fuel purchases = are purchased abroad (NEI,
1997). A proposd of the Ministry of Transport, Public Works and Water Management
(TPW) to introduce a system of spatid graduation of fuel taxes - in which the taxes
are low in border regions and increase with the distance to the border (so the highest
taxes are raised in the most congested Randstad urban areqd) —~ have been prevented by
the European Commission. Ongoing variabilisation of usage codts by a further
increase of the fue taxes seems to be no option as long as it is a Dutch fud tax
increase without a smilar fud tax increase in the neighbour countries,

The fud fetching trips as a consequence of the price difference with neighbour
countries are not the only disadvantage of the variabilisation of usage cods via fud
tax. Fuel tax does not discriminate for time, place and speed. Time and place
discrimination is needed to reduce congestion: the government wants to reduce the car
usage in particular in the pesk hours and in particular in urban aress. Environmenta
pollution of car usage is strongly corrdated with the speed.

Given the limitations of varigbilisation by fud taxes the government is currently
developing a system of kilometre charges. The system of kilometre charge will be
able to discriminate for time, place and speed of car usage. To be able to use such a
highly sophisticated system as a kilometre charge it will be necessary to develop an
automated vehicle regidration sysem. The implementation of kilometre charge
necesstates a major adjustment of the Dutch car park. In dl vehicles, the regigtration
sysem should be built in. This is not the only disadvantage of the sysem. There are
aso lega objections caused by the privacy rights of car users. An advantage of a
kilometre charge is tha the fud tax can be lowered to a level comparable as is levied
in the neighbour countries and this can solve the problem of fud fetching cross border
trips. It is expected that the firgt plans of kilometre charge will be launched in the firgt
document (by tradition called Policy Incentives) of the Nationa Traffic and Transport
Pan of the Ministry of TPW what is expected to see daylight by the end of this year.



2.2 Urban charging schemes

In The Netherlands, inner city traffic congestion is often dedt with usng a mixture of
parking charges and public transport subsdies, dongsde spatid planning policies. In
the early eighties the Dutch Rallway Company started with the park and ride system
a suburban dations the Railway Company offered free parking places for commuters
travdling further by rall. A more recent example is the condruction of transferia in
the outskirts of main urban areas where car owners can park a lower fees as the inner
city fees and often receive reduced public transport fares for further urban transport.
Parking fees within urban aress differ by neighbourhood. An illudtrative overview of
the fees and licenses for inhabitants and companies in Amgterdam is given in teble 9.

Table 10: Parking-fees and licenses in Amsterdam (in Dutch guilders)

Inner city Urban areas Suburban aress |
Parking fees (per hour) |
Monday-Saturday 9.00-19.00 5.00 3.00 1.75
Monday-Saturday 19.00-23 .00 3.00 3.00
| Sunday12.00-23.00 3.00
Licenses (for three months)
Inhabitant 93.15 53.55 40.95
Company 186.30 107.10 81.90

Source: Parkeerbetieer Amsterdam, 1999

23 Highway charging schemes

Mog plans for charging schemes to tackle the congestion on highways never came
further than the drawing table of the Ministry of TPWM. There was not enough
political commitment to support the systems and they suffered from great resstance
from various parts within the society.

In a chronologica order the Ministry of TPWM darted to develop plans for tall
squares (tolpleinen) a the end of the gxties. At severd points in the highway network
-in paticular in the Randstad urban area- toll would have to be paid in conformity
with the French peage system.

In the Second Traffic and Trangport Structure Plan of the Ministry of Trangport Public
Works and Water Management (1989) the so-called Spitsvignet was proposed. Car
drivers would have to buy the right to pass a specific cordon during peak hours. In
most cases the cordons were the boundaries of the mgor cities in the Randstad
(Amsterdam, Rotterdam, The Hague and Utrecht). Also this system was never
introduced.

There has been one pilot project consdering a lane reserved for car-poolers. This
project was on the Al (Muiderberg-Amsterdam). In the centre srip of the Al one
extra lane was congtructed on which only cars with at least one passenger were
dlowed. During the morning pesk hours the lane was open in the direction of
Amgerdam and in the afternoon pesk hours in the direction of Muiderberg. The pilot
project sarted in 1995 but failed on lega groundings. It appeared legaly not alowed
to exclude cars without passengers from the use of the car-pool lane.

Currently there are two types of charging schemes under consderation. The
government is preparing the introduction of an dectronic charging sysem on the

10



highways, cdled “Rekening Rijden”. In the morning pesk hours cars passng
undernegeth a gate are dectronicaly charged ether immediately by an in-vehicle
registration account or they receive a hill a their home address. The in-vehicle
systems costs 5 Dutch guilders per passage and the bill a the home address 7 Dutch
guilders. Those tollgates are to be constructed in cordons on al types of roads
entering the mgor cities in the Randstad. At the moment a pilot project is held on the
Al2 highway (Utrecht - The Hague) to test the technicd rdiability of the system. If
this test succeeds the government intends to introduce this sysem in advance of the
more sophisticated system of kilometre charges.

The Chambers of Commerce disagree with the proposed system of Rekening Rijden.
They prefer a system of target groups. During pesk hours only business travellers and
freight transport should be alowed on the highways. In other words commuters and
socid traffic should be excluded from the highway during pesk hours. The political
acceptability of this plan is low, however. An dternative proposed by the Chambers
of Commerce is the introduction of pay-lanes. However, in that Studion the
government has to guarantee the free flow of traffic on those pay-lanes.

24 Tolls

In The Netherlands there are a few examples of tolls at infrastructure congtructed by
private companies. These talls remain until the users have repad for the codts of the
infragtructure congtruction (at an interest rate agreed upon between the government
and the private financier). In The Netherlands three infrastructure projects have been
fully financed by tdlls Prins Willem Alexander bridge in Tid, the Zedandbrug in
Zedand and the Benduxtunnd in Rotterdam. The Kiltunnd near Dordrecht is il
tolled. The toll for a passenger car is 3.50 Dutch guilders, the toll for lorries is
unknown. A find private financed infragtructure project in The Netherlands is the
Wijkertunnd near Beverwijk. In this case the government is paying for each passage.
Ingeed of financing the tunnd itsdf the government dlowed a private financier to
congtruct the Wijkertunnel and agreed upon a repayment per passage for a certain
period of time given an expected number of passages. Unfortunately - from the
governments perspective - the estimation of the number of passages was too
conservati ve, and now the government is paying too much.

3 Rail liberalisation
31 Current situation

The implementation of the liberdisation of the ral transport is in full devdlopment in
The Netherlands. The firg step towards the privatisation of the Dutch Railway
Company (NS) was taken in 1995. The Dutch Railway Company was split up in a
number of task forces that will become governmental agencies in 2000 and a number
of NS-holdings that together form the to be privatised Dutch Railway Company. Until
January 2000 the task forces are 4ill part of the NS-organisation. After January 2000
the task forces will be independent government agencies. Until January 2000 the
hybrid dtuation remains that athough the task forces are part of the NS organisation
the government (the Minigry of TPWM) is their commissioner. Due to this rather
unclear separation between the NS-holdings and the task forces there are a number of
serious problems in the bilatera relationships between the NS-holdings, the task
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forces and the Ministry of TPWM. All employees of the task forces are former NS-
employees. This creates a Situation of uncertainty and distrust. Are the employees of
the task forces till loya to their former employer, the NS, or are they already
anticipating on their future independent position as a government agency and act
grictly in line with forma governmenta rules?

The task forces are;

+ Railned: this organisation is responsible for the safety on the ral network and for
the innovations of the rail network. In addition - most important - it gives long
term concessions to private operators for the use of the network;

« Rallinfrabeheer: this task force is responsible for the construction and
maintenance of the rail network;

« Traffic control: this organisation is responsible for the daly use of the rail
network.

The Dutch Railway Company consists of four holdings:

« NS Reizigers: this holding is responsible for passenger traffic;

o NS Cargo: this organisation is responsible for freight traffic;

« NS Stations: this holding is responsible for the development of the railway
stations (shops, parking of cars and hicycles etc);

o NS Vastgoed: this organisation is responsible for the real estate of the Dutch
Railway Company.

In 1995 the NS passenger services were heavily subsidised by the government. In the
following years the subsidies are to be reduced to zero in the year 2000. However,
there are over 30 regional non-remunerative lines for which the government is willing
to pay to maintain a certain level of service (contract lines). Those contract lines are
partly served by the NS and partly by regional operators (in which the NS is a minor
participant) who get paid for the services offered by the central government. For
example NS-Reiziger receives a yearly amount of 150 million guilders for their
services offered on contract lines. The services on the intercity network - the core
network = is in hands of NS-Reizigers until 2008. NS-Reizigers has to provide
services of both intercity as well as stopping trains on these tracks in frequencies as
agreed with the central government. So although NS-Reizigers has got the status of a
private company it still has to reach agreement with the central government about the
frequencies - and tariffs - of the services provided on the core network. Furthermore,
the central government has formulated safety standards and tries to influence the
reliability of the services by claiming that 96 % of the services should be provided
with less than five minutes delay.

Since the central government remains responsible for the construction and
maintenance of the rail network, users of the rail network have to pay a user fee from
January 2000 onwards. The charging system and the height of the fee that will be
implemented on the core- intercity - network are still in preparation both for
passenger and cargo trains. Before November 1999 there will be a public
announcement -~ an Order in Council - about the Ministerial Resolution Users Fee
Railroad Infrastructure in the Dutch Staatscourant. This Order in Council will explain
the charging system to be introduced in January 2000. This Order in Council will be
followed in December 1999 by a Ministerial Measure in which the height of the fees
will be announced. Both the Order in Council and the Ministerial Measure will
become public available. Since the railway system resorts under the Directorate
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Generad Passenger Trangport, this Directorate is respongble for the sysem and the
fees for both passenger and cargo trains.

32 New entrants

In both passenger and freight trangport there have been new entrants.

Conddering passenger transport there are currently two regiona operators active:
Noordned in the northern part of the country and Synthus in the eastern part of the
country. A third regiond operator will enter the market for the north-western part of
the country in the near future. These regiona operators offer only stopping train
sarvices on tracks on which no intercity services are running. As aready mentioned,
the intercity services and dl stopping train services on these tracks are given in
concession to NS-Reizigers until 2008. There was only one exception and that was
Lovers Rail (the French SNCF was a main shareholder in this railway company). This
company had concessons to operate services on parts of the intercity network.
Although Lovers Rall had concessons for three tracks they only operated services on
one track. Lovers Rail stopped their activities when the SNCF withdraw as
shareholder in September 1999.

For freight transport there are two new entrants on the net. ACTS (Automatic
Container Trangport Systeem) and Short Lines both running a few shuttle trains per
week. A more important development is the joint venture between DB Cargo (94 % of
the shares) and NS Cargo (the remaining 6 %).

To sum up, the new entrants in passenger transport operate on non-remunerétive
tracks in the periphery of the country (the contract lines) and the new entrants in
freight trangport provide margind services: This is no wonder since it is difficult to
enter the market. Companies that want to enter the market require a large organisation
including front and back offices. Moreover, they have to invest in rolling stock and
their requirements - consdering safety, dgndling, voltage etc - to run on Dutch
tracks, require employees with the by government requested knowledge of the
specific tracks and so on. For ingtance, in The Netherlands trains are running on
1,500-Volt direct current, whereas in most neighbour countries trains are running on
25,000-Volt dternaing current.

33 Current issues

One of the current issues is the transformation of the Dutch railway network from
1,500-Volt direct current towards 25,000-Volt dternating current on the internationd
tracks. This is a mgor issue snce the government is responsible for the raill network
infrastructure whereas the operators (NS-Reizigers and NS-Cargo) are responsible for
the rolling stock. The big argument is on who has to pay for the modification of the
rolling stock of the operators when the government changes the voltage. In the short
term it is planned that the high-gpeed track running from Amsterdam towards Brussels
and the freight track to Germany (the Betuwdijn) will be equipped with a 25,000-Volt
dternating current system. This will simulate the entrance of new -foreign -
operators on these internationd lines. However, Railned is dso planning the
introduction of a new safety system. In this sysem the safety sgndling is within the
trains ingead of alongsde the track. Given the speed of a train and the speed of the
tran in front the minima distance between the two trains is cdculated. This floating
safety sysem has to be inddled in dl trains entering the Dutch rall network. This will
negatively influence the opportunity to enter the Dutch railway market.
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