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Resumo—A criação de carreiras regulares de longo curso em toda a Europa, impulsionada pelos fluxos migratórios, é
o objeto deste estudo histórico centrado na experiência portuguesa. O artigo considera quatro dimensões analíticas: o
estabelecimento de carreiras regulares internacionais de longo curso por meio da coordenação dos modos de transporte; o
enquadramento jurídico e a administração multinacional; a experiência de viagem de autocarro do migrante e, finalmente,
as tendências evolutivas deste serviço. A narrativa baseou-se principalmente nos arquivos portugueses da administração
dos transportes e na literatura técnica especializada. De contextos rurais a urbanos, de sociedades avançadas a menos
avançadas na Europa, descrevemos o processo de mudanças sociais comuns induzidas pela experiência europeia. Este
estudo explora a construção da Europa como uma experiência coletiva, histórica e cotidiana e analisa as maneiras como as
instituições comuns, a confiança pessoal e até mesmo a amizade entre governos, funcionários e indivíduos foram construídas
antecipando o processo político formal de criação da Comunidade Europeia.
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Abstract—The establishment of the regular long-distance coach lines across Europe, boosted by migration flows, is the
object of this historical study focused on the Portuguese experience. The article considers four dimensions: the establishment
of the regular long-distance international coach lines through the coordination of the transport modes; the legal setting and
the multi-national administration; the migrants coach travel experience and, finally, the evolutionary trends of this service.
The narrative was mostly based on the Portuguese transport administration archives and specialized technical literature.
From rural to urban contexts, from advanced to less advanced societies in Europe, we describe the process of common
societal changes induced by the European experience. This explores the construction of Europe as a collective, historical and
everyday experience, and analyses the ways common institutions, personal trust, and even friendship across governments,
officials, and individuals were built anticipating the formal political process of creation of the European Community.
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1 Introduction

From the late 1950s until the 1980s, the trans-
national labor movements from the Mediter-

ranean basin and Turkey towards the Northwest
European countries became the dominant Eu-
ropean migration pattern (Moch 2003, 177-197;
Bade 2002, 397-417; Tapia 1996). Countries like
Portugal, Spain, Italy, Greece, and the former Yu-
goslavia, shifted the dominant transatlantic mi-
gration chain that existed since the 19th century
to other Western European countries. Their eco-
nomic importance grew as the migration flows de-
creased within the six European Economic Com-
munity (EEC) countries. Contemporary observers
linked the increasing importance of those long-
distance migration movements across Europe with
the growing labor demand of industrialized coun-
tries during a period of fast economic growth on
the one hand, and the demographic pressure of
recruitment in the basins, on the other (Salt and
Clout 1976, 2-29; 126-167). The associated flow of
mass tourism and car use, combined with social
mobility and policies, completes this picture of a
new Western Europe during the so-called ’golden
age’ of capitalism.

In the late 1960s, during the summer season,
migrant workers in France, Germany, or in the
Benelux countries traveled through Europe on
the same highways and roads used by tourists
of those countries towards Portugal, Spain, Italy,
Greece, and to the former Yugoslavia. They all
followed the same seasonal course to the Medi-
terranean basin, often using the same car brands
and national registrations. However, the travel
experience of the migrants on the European roads
and rails returning home to the Southern Euro-
pean periphery, or going to work in the more
industrialized North, was very distinct from the
one experienced by tourists. This collective expe-
rience on the road can be noticed, at least par-
tially, through the regulative process of the long-
distance coach services and its shared administra-
tion between several European governments since
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the late 1960s. Thus, in this article, we explore the
existent international unity by analyzing the his-
torical processes of peaceful integration in which
transport was embedded and centered on services
and infrastructures used for transnational mobi-
lity (cf. Schipper 2008). The historical case is the
establishment of long-distance coach services in
the South-western European corridor (Portugal-
Spain-France) associated with the increasing mi-
gration that connected the industrialized regions
to the ’less advanced’ periphery from the late
1950s to the 1990s. In this context, and having in
mind the loose railroad network that was available
and the low degree of urbanization, the coaches’
flexibility became essential to provide a direct
connection across European countries, between
poor villages and small towns located in distant
agrarian regions to the large European urban and
industrialized centers.

The establishment of regular long-distance in-
ternational coach lines1 was mainly an initiative
of individuals and firms, although national go-
vernments strived to control and regulate those
coach services to protect the interests of diffe-
rent types of national firms (railway companies,
bus and coach companies, and travel agencies),
to guarantee road safety and traffic control, or
even to reinforce cross-bordering control. The co-
ordination of the modes of transport became a
transnational issue that compelled different go-
vernments to cooperate regularly. Thus, the se-
cond dimension of our analysis considers the legal
setting and the multi-national administration of
the long-distance coach lines in the Southwestern
European corridor, issued in the mid-1970s. This
was part of the integration process of the Southern
administrative elites in the European arena, be-

1. The concept of regular long-distance international coach
lines was defined by the Conference of European Ministers of
Transport (ECMT) as the combination of a set of properties
of the service provided: ’Long-distance’ meant more than one
hundred kilometres, not including cross border movements;
’International’ because they often cross more than two coun-
tries; ’Regular’ meant that prices and services provided by
firms were known (publicized) and regulated, and the service
were scheduled on a daily or weekly basis; ’Coach lines’ were
routes, stops and their service regime, defined in advance and
regulated. This type of transport service must be provided to
anyone at the stops previously defined in the terminal points
and along the lines. These lines were established between the
national transport administrations. On this regard see CEMT
1966, 1979.
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fore the democratic transition of the 1970s. The
nationalist elites of the European periphery be-
came interested and were present in international
organizations, since, at that time, those countries
had right-wing authoritarian regimes and ideals.
In this perspective, the spurt of the new migratory
stream opened a cycle of informal integration,
induced cultural permeability, social convergence,
and change in the advent of the political cycle
in Southern Europe, marked by the transition to
democracy.

The third dimension of this analysis explores
the migrants coach travel experience in their close
relationship with the services provided by the
companies in business. Prices, schedules, stop lo-
cations, and luggage facilities display the strength
of the service provided to transnational workers.

Finally, we consider the evolutionary trends of
this transport service from the users’ perspective.
The difficulties created by governments to immi-
gration since the 1970s were followed by increa-
sing demand for this type of service, due to the
importance of the seasonal works in agriculture,
tourism, construction, and other services, and
the importance of family and kinship networks
firmly established. The geographic growth of the
labor and educational markets became an essen-
tial component of the demand for this service,
which strives to grow alongside the expanding car
and airplane competitors and the illegal services
provided by private minibuses or vans.

2 The setting of the regular long-
distance coach lines in the South-
Western European corridor (from the
1960s to the 1970s)
In the beginning of 1952, the High Council for
Land Transportation examined the international
transportation services by road in Portugal2 for

2. Conselho Superior dos Transportes Terrestres (CSTT).
The Council was created in 1946 in order to be the advisory
board for the coordination of the railway and road transporta-
tion of the Ministry of Transport and Communications. It had
representatives of all interested parties involved or affected by
the current administrative decisions, mostly concerning conces-
sions of bus and railways lines. The CSTT replaced the High
Council of Traffic (Conselho Superior de Viação), created in
1928, with the additional competence of awarding bus and coach
lines concessions, mainly considering the established interests of
the railways.

the first time. After reading the report from the
committee nominated to study this issue, one of
the counselors, an engineer, asked if a passenger
could travel by coach from Hendaya, the French-
Spanish border, to Lisbon. For the representatives
of the bus and coach firms Association (GITA),
the Portuguese railway company (CP), the ports
and roads administrations, the industry, the army,
and the government, it came as an absolute sur-
prise to be informed, at that moment, about the
existence of a touristic organization called Europa-
Bus that explored 18,700 km of international lines
(Portugal 1952). For them, the main concern be-
came the new European scenario, particularly the
possibility that concessions for international bus
lines could jeopardize the so-called ’organization
of transports’ in Portugal, built in the 1930s from
a nationalist stance. Until then, the transport
of passengers and goods by road could only be
done by vehicles registered in the country and be-
longing to Portuguese firms, and foreign vehicles
needed special authorization, which was dilatory
and usually also required an expensive bail (Braga
1969).

Despite having similar authoritarian regimes,
the economic relations with Spain were dominated
by contraband, and Spain was an obstacle to the
connection with ’Europe’. The transportation of
goods by trucks, organized in the 1940s between
Portugal, France, Northern Italy, and Switzer-
land, soon ended due to difficulties raised by
Spain, with the deterioration of the road infras-
tructures being one of the arguments. Almost all
foreign trade from Portugal was done by sea, and,
following the II World War, the emigration flux
was revived, taking place across the Atlantic by
ship (mainly to Brazil)3. Incoming tourists usually
arrived at the port of Lisbon and used the routes
that a few bus firms started to provide in the
1950s, exploring Portuguese historical sites, and
soon after they began offering circuits to Spain.
However, the growing number of incoming tourist
coaches in the 1950s became more important,
since it was considered an important source of
foreign currency. The council worried that the
difficulties felt in Portugal regarding the incoming

3. In 1967, according to official statistics, 95.7 per cent of all
imported goods (in weight) arrived to the country by sea, 4.2
per cent by land, and the remaining (0.1 per cent) by air.
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road traffic could trigger similar responses from
other countries. This concern led the government
to tune their policy by the principle of recipro-
city and to participate in international forums to
protect the nebula of land transport interests.

The Cabinet of Land Transportation Studies
and Planning4, created in December of 1960 -
the same year the Stockholm Convention5 was
signed - had a decisive role in the formation and
internationalization of the technocratic elite that
settled the Portuguese institutional arrangement
for the participation in the transnational coach
regular services. From 1961 to 1972, the Chief of
the Cabinet actively participated in the European
Conference of Ministers of Transport (ECMT)
through the Committee of Deputies, being their
president for ten years during a period where
the organization was deeply committed to esta-
blishing a general transport policy for Europe
(Portugal 1967; Lobato 2005)6. Their personnel
received complementary knowledge in that con-
text, attending specialized courses, post-graduate
training, visiting international transport organi-
zations and participating in several ECMT wor-
king groups. They considered transportation as
a "function of the acceleration of the integration
processes", and regarded this "pioneering experi-
ence"as "strategic for effective cooperation with
practical results"(Portugal 1969). Benefiting from
advanced technology and knowledge of transport
management, they knew that the leading mana-
gers training and "harmonization policies"should
lead to the "renewal of the mentalities of the
leading elite".

On the other hand, given that the ECMT had
defined earlier that their regulatory framework
should be synchronized with EEC transport po-
licy, the participation in that forum provided
the opportunity to follow the European agenda.
New information, conceptual models, and working
procedures were adopted to redefine the inter-
nal transport policy during a period of steady
economic growth and social modernization. The

4. Gabinete de Estudos e Planeamento dos Transportes Ter-
restres (GEPT).

5. Portugal was a founding member of the European Free
Trade Association (EFTA).

6. The GEPT was extinct in 1972 and its personnel was
integrated in the Direcção Geral dos Transportes Terrestres
(Ministry of Transports and Communications)

promotion of business concentration through the
formation of regional bus transport companies
was a concept that originated from the ECMT.
It led to the government’s strategy to organize
regular services in the national interurban trans-
port and the international bus transport business
as well. However, it took more than a decade for
the Portuguese administration to organize and
establish regular services for migrants going to
’Europe’ by coach.

There were three main reasons for this delay.
In the first place, Portugal was the last Western
European country in the Mediterranean basin of
migrant recruitment to make the ’turn to Europe’,
i.e., to shift from the transatlantic flux that domi-
nated until the II World War (Babiano and Farré
2002; Pérez and Barrientos 2005). Until 1954, the
emigration to ’Europe’ represented less than 2
percent of the total emigration and, by the end
of that decade, it was 14 percent, representing
less than 40,000 people leaving the country each
year (Baganha 2003). At the time, there were
already half a million Spaniard migrants, mostly
in France, but from 1964 to 1969, legal emigration
from Portugal rose to more than 50,000 depar-
tures per year, and 70 percent of that flux went
to ’Europe’, with France as the main destination
(Graph 1). Thus, in the middle of the 1960s, there
were already international coach services settled
between France and Spain, providing regular ser-
vices and specialized ’guest-workers’ lines (also
called ethnic) to working people, organized by bi-
lateral agreements.

Graph 1: The Portuguese turn to Europe:
emigration flows from Portugal to Brazil and

Western Europe, 1950-1980

Data source: Baganha 2003.
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The second reason was the restrictive, dis-
cretionary and ambivalent policy of the Salazar
government regarding emigration (Pereira 2009;
Villanova 2006/7). There were reasons for the go-
vernment to pursue a restrictive policy on emigra-
tion, namely the intensification of the war in the
three Portuguese African colonies, the social and
economic disruptive effect on rural communities
(where the vast majority of the population lived),
the agrarian interests and the industrial boost of
manufactured goods, the last two dependent on
cheap labor. But this restrictive policy did not
limit the flux of the so-called ’rural overpopula-
tion’. Despite bilateral agreements on workforce
supply with France, Germany, and the Benelux,
illegal emigration continued, and is estimated to
be around 38 percent of the total. From 1961 to
1973, 841,000 Portuguese people went to France,
170,000 to Germany, and 26,000 to other Eu-
ropean countries. In 1970, the country had 8.6
million inhabitants, 300,000 less than a decade
before.

The continuation of this migration flux was
not possible without the cooperation of the Spa-
nish and French authorities. In the early 1960s,
the political police (PIDE) and Guarda Nacional
Republicana (GNR) persecuted (and sometimes
assassinated) poor people who tried to illegally
cross the Portuguese border to Spain, with the
collaboration of the Spanish Guardia Civil. The
Spanish police also detained and deported back
people trying to reach the Pyrenees, sometimes on
foot or hidden in trucks7. Taxis often transported
’illegal’ migrants near crossing points and the
smuggling networks sneaked them into Spain.

French authorities began to provide residence
permits to everyone with employment contracts,
so immigrants in France legally left their coun-
try with work contracts (which was one of the
requirements to get a passport) and often had
transportation paid in advance by the covenant.
In this context, coaches and travel agencies issued
collective bus tickets.

The third reason for the Portuguese delay in
integrating the EMTC policies was the defensive

7. The French movie O Salto (1968), directed by Christian de
Chalonge, documented this.

approach regarding the activity of foreign enter-
prises, which were eager to capture this passen-
ger traffic. In 1962, new legislation restricted the
entrance of unladen coaches registered outside
Portugal to transport people to their country of
origin8. However, after 1965, the Junta Nacional
de Emigração began to facilitate the reunification
of family members living abroad. The initiative to
organize regular services from Portugal to France
emerged in that context. From 1964 to 1966, the
Portuguese Transport Administration9 received
nineteen applications from twelve national inte-
rurban bus enterprises to exploit regular lines
going from several towns all over the Portuguese
territory to the Spanish borders (table 1). In the
list of applicants, we found both small companies
and large regional bus operators with established
international touring experience, such as Claras
Transportes SARL. They both used the same
administrative procedure for the concession of in-
terurban lines. Nevertheless, the authorities made
no definitive decision for several years, arguing
the absence of internal legislation on international
bus and coach transport services. In practice, the
authorities did not take notice of those ’illegal’
services.

Table 1: Interurban coach firms and applications
for the concessions of regular lines to the
Spanish-Portuguese borders, 1964-1970.

Note: some bus firms appeared in several years with different
applications.
Source: IMTT archive - Applications for bus lines concessions.

8. Decree number 44,781, of December 7th, 1962. See also
Braga 1969.

9. Direcção-Geral de Viação
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Figure 1: Study plan (extract) to create scheduled connections
between the local and regional bus and coach lines in Portugal

and the international coach lines from Porto to France (detail of
the plan for Aveiro District), 1979 IMTT archive

(International lines).

Similar initiatives took place in France at the
time. In August of 1965, the SEAFEP (Société
d’Exploitation d’Autocars France, Espagne, Por-
tugal) was created in Paris by three Parisian
transport enterprises and other nine from the
Basque country. With Jean-Louis Larronde as its
first director, the Société began to operate in 1958
by making occasional services, loading and unloa-
ding passengers on return, which was illegal (Ma-
vropolos and Louis-Larronde 2008). The French
government intervened, assigning jurisdiction of
the international bus lines authorizations to SE-
AFEP, SCETA (the road branch of the French
railways’ company SNCF), and SGTD (Société
Générale des Transports Départementaux). Agre-
ements between the French and Spanish adminis-

trations were settled, followed by authorizations
to create regular international road lines. This
way, the market was portioned between transport
enterprises of both countries, in a way that railway
interests were also protected. In practice, the
emigrants that legally left Portugal using ’illegal’
coach services provided by a local or regional
company, could find buses connecting with inter-
national lines at the Spanish-Portuguese borders.
On the other hand, migrants did return every year
to spend the holidays in their rural communities
or villages, leaving no choice to the authorities but
to look the other way, ignoring the giant seasonal
traffic. Most of the transportation services were
provided by coaches as occasional services pro-
moted by travel agencies, in close relations with
interurban coach enterprises.

Nevertheless, in the 1960s, the railway attrac-
ted the majority of the emigrants’ transport de-
mand, but, in many cases, its use was unpractical
for rural populations. This trend was not favorable
for CP, the Portuguese railway company. Coaches
were well infiltrated in rural areas, linking remote
and less advanced places directly to the industria-
lized European regions and larger European cities.

At the highest institutional level, a general
political consensus emerged regarding the need
for ’liberation’ of the established national regimes,
concerning certain types of international road
transport, in the form of the Resolution 16 of
the ECMT in 1965 (Paris, November 26th). This
Resolution advised the national European govern-
ments to abolish the system of quotas and autho-
rizations for occasional road transport of people
who traveled in ’closed-door’ circuits. This had a
direct impact on coach tourism business activities
and migrant’s road transportation as well, beyond
the EEC original borders.10 Despite this, most
issues related to the different national interests
and rules on the access to markets, tax policies,
competition, technical and safety requirements,

10. Moreover, a general conceptual framework was esta-
blished and became the basis for future negotiations. The con-
cept of "international road transport of passengers"was defined
as a route with more than 100 kilometres between the points of
departure and arrival, being also distinct of the trans-border
transport and of the conveying transport. The 17th ECTM
Council Meeting established a synchronism between the EEC
and the ECMT, concerning the legal and technical basis of
transport policy.
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and social regulations were settled through bila-
teral agreements, and not as much by multilateral
or general treaties.

3 The contested creation of the In-
ters’ pools in Portugal
The principles for the organization of internatio-
nal road passenger services by the Portuguese go-
vernment were only defined in 1971, with the ex-
plicit goal to take advantage of the migrants’ need
for transportation. Having in mind the country’s
growing efforts for European economic integra-
tion, the government recognized that the absence
of a legal framework for on-road transportation
was an institutional obstacle to the participation
of the Portuguese transport enterprises in that
market.11 The explicit objective was protectio-
nism and, regarding passenger transportation, the
traffic administration wanted to place the interna-
tional services in the hands of regional bus com-
panies. However, those companies still had to be
created. The government conducted the business
organization of the international coach regular
services by establishing agreements with Spain,
France, and Holland. But the pressure came from
outside. In what concerned the transportation
services done by foreign companies, the regula-
tion followed the ECMT recommendations, and
the rules were generally applied in the Western
European countries. The Portuguese territory was
divided into three geographic areas for the explo-
ration of the passengers’ market, grouping several
districts in the North, Centre, and South.12 Only
interurban coach firms could join the regional
pool for the exploration of international lines, and
these were, in its majority, very small and family-
based. They had been exploring the interurban
lines that deeply penetrated rural areas for many
decades, building a close relationship with the po-
pulation. Altogether, they formed a tight network

11. See Decree-Law no. 477/71, of November 6th. For regula-
tion see Decree no. 45/72, of February 5th (Diário do Governo
I série, 30, pp.136-150)

12. The North grouped the districts of Viana do Castelo,
Braga, Vila Real, Bragança, Porto, Aveiro, Viseu e Guarda.
The Centre embraced the districts of Coimbra, Leiria, Castelo
Branco, Lisboa e Santarém. The South included Portalegre,
Évora, Setúbal, Beja e Faro. See Decree no. 45/72, of February
5th.

linking very small (and otherwise isolated villa-
ges) to sub-regional small towns. In other words,
they were able to create an infrastructure that
directly linked remote rural areas to the largest
European industrial centers and cities.

The new regional companies, called Internorte,
Intercentro, and Intersul, were accordingly attri-
buted a share of the regional market, estimated by
the quota of the total regular interurban concessi-
ons owned by each company. The interests of the
railway company CP were dually protected, first
by joining the pools, and second by a tax policy
that over-charged road lines that were considered
competitors of the railway lines. The government
policy also intended to be the first step to create
regional bus companies soon, but the decision had
to come from the owners of bus companies. At
the same time, the creation of the Inters was the
solution found by the administration for the deep
contention between the two groups of companies
already established in the field. Sonero was the
oldest group of interurban companies determined
to obtain the monopoly of the international bus
lines concessions in Portugal. They represented
the interests of 75 firms, including CP. The other
group was TRIL - Transportes Internacionais Ro-
doviários, Lda., which integrated 26 firms in the
region between the rivers Douro and Tagus. In
the words of one high civil servant of the Traffic
Administration, "both firms had benefitted from
an attitude of tolerance by the public authorities
- which implicitly recognized the need for those
transportations, as long as the regulation of those
services was not published - to assure, using their
associates’ vehicles, the transport of thousands of
passengers that were brought to our borders by
French and Spanish transporters".13

The opportunity for Sonero to contest the
Inters’ organization came two months after the
unexpected Carnation Revolution in 1974, when
the new State Secretary of Transport signed an or-
der granting three authorizations for the direct ex-
ploration of services between Portugal and France
based on mutual reciprocity. Sonero demanded
"the immediate suspension of the activity of regi-
onal firms created by legislation of the fascist re-

13. IMTT Archive, 123/74/DST/TI, fl.5 (our translation).
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gime".14 Three years before, the group had defined
itself as a "national concentration"of firms "crea-
ted from the useful corporative legislation". But
now their agents distributed pamphlets to the po-
pulation claiming to be a "cooperative"struggling
against "fascist monopolies". However, the inten-
tions to eliminate the Inters or the international
concessions was refused by the new revolutionary
government because the "law of the dethroned
regime should be considered revoked only if it
was against the principles of the Program of the
Movement of the Armed Forces (MFA) or against
other international agreements that Portugal had,
meanwhile, signed and contradicted the former
law".15

The new government maintained its leading
role on this issue, so the current management
of the international regular lines was coordinated
between the national administrations of the coun-
ties interested in that traffic, on the one hand, and
the companies, on the other. The continuation
of the operation of ’illegal’ international regular
services by bus companies was the acknowledge-
ment that the government could not supervise the
conditions in which the services were provided,
namely, tariffs, itineraries, vehicles security, ti-
metables, and passenger comfort. By maintaining
this situation, the government faced the risk of
international discredit, since the creation of the
lines to France was an issue delayed for many
years, despite the constant insistence and pressure
coming from other administrations. Until then,
passengers who traveled abroad using regular co-
ach services were transported in the same vehicles
used by the companies in regular lines, being
loaded and unloaded at the Portuguese borders.
Migrants going to France had to change trans-
port twice during the travel, first to a Spanish
coach, and then to a French one. The journey had
to follow existing coach routes created to serve
the Spanish-French users. Thus, the government’s
goal was to create ’direct services’ in such a way
that the Portuguese part could have a larger share
in the profits of traffic generated by nationals.

14. IMTT Archive, 120/74/DST/TI, fl.9
15. IMTT Archive, 120/74/DST/TI, fl.7

4 The Migrant’s European collective
experience on the road
In November of 1975, during the negotiations of
the Portuguese-French-Spanish protocol for the
exploration of the international coach services, it
became clear that "the connection of several afflu-
ent bus lines was vital due to the great dissemi-
nation of the origin and destination points of the
passengers (almost all migrants)".16 Those lines
should also be explored by the pool, and for that
reason, it was necessary to establish an agreement
with the French and Spanish administrations. The
branch lines in Portugal and France decreased the
number of transshipments, and solved the pro-
blem of lack of time coordination between regional
and international lines.

To fully understand the importance of this
issue, we must be aware of the way migrants,
coming from rural and poor communities, expe-
rienced those travels across the Southwest Euro-
pean corridor. For them, luggage was the most
important issue: they carried not only a suit-
case limited to twenty kilos and a hand-bag, as
it was officially established, but also bottles of
wine, carboys of home-made brandy and olive oil,
and food. In sum, an array of goods that could
include, in the limit, boxes with nails to make a
wooden tent in Champigny-sur-Marne (the big-
gest European slum, occupied by Portuguese and
Maghreb people).17 The sympathetic attitude of
the drivers, their intermediation role when dealing
with customs authorities, or knowing where to
exchange money at favorable rates, were valuable
services that we hardly find mentioned in state
archives. But one can understand how long coach
travels could easily become a nightmare: "We
were treated as if we were Indians (meaning Non-
civilized)", wrote a migrant living in France. "The
Spanish drivers did not allow us to take our bags
with food and they only made a stop when they
wanted to. They didn’t stop for our ’physiological
needs’ and the ladies were forced to do their
’needs’ in plastic bags in the coach. They even

16. Official letter of the board of directors of the three Inters
to DGTT, Lisbon, November 4th, 1975 (IMTT Archive).

17. In 1979, the ECMT recognized the difficulties the railway
transports felt dealing with, heavy luggage, saying "le transport
des bagages est souvent un inconvenient dissuasif qui n’a jamais
été techniquement résolut"(ECMT 1979, 53).
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physically threatened the passengers (...) With
the French [drivers], we were a real family".18

Migrants wanted to stay as much time as they
could in their hometown and, for that reason, tra-
vels had limited stops along the way. Taking the
risk of presenting a common stereotype, one could
say that migrants worked and made ’sacrifices’
all year abroad to enjoy a few summer days in
their home villages, where rural communities were
symbolically rebuilt in annual feasts. Thus, the
reasoning behind their choice of transport mode
does not consider only price, an important and
often crucial variable indeed, but also the time
that took to go from their workplace (meaning the
place abroad where they live for eleven months)
to their community and other facilities. In this
regard, coach travels were similar to the migrants
use of the car during the same travels, and the
price paid for that was often high.

The flexibility of the coach, when compared
with railways, became a key feature simply be-
cause it could load and unload people and their
goods near the origin and the destination points.
The stops in the line of Lyon, in France, included
not only bus stations in towns but also squares,
areas in front of factories, or the headquarters of
coach firms. The loading and unloading places th-
roughout the line of Paris also mentioned similar
places in towns and others, such as "at the statue",
or "before the bridge that crosses the river", or "in
front of the municipal hall", with the departure or
the end of the line at Pont de Charenton (Paris).
For each international line, the timetables and the
schedules of regular bus services and fares were
printed as an origin-destination table, in a similar
way to the national interurban lines, since buses
loaded people along the line in the country of
origin and unloaded them along the journey. In
Spain, coaches traveled in ’closed-door’. Moreo-
ver, the origin-destination points were not only
between Lisbon, Porto, and Lyon or Cologne, but
also (and mainly) between places like Sabugal, a
tiny town in the Centre of Portugal, and Massy,
near Paris, or Lagos (Algarve) and Hannover (see
table 2, figure 1).

18. Handwritten letter dated March 7th, 1977 (IMTT ar-
chive, International Lines Proceedings, Spain).

Table 2: Villages and towns served in Portugal
by some international bus regular lines from/to

France (sample), 1976.

Source: IMTT archive International road passenger lines.
*1 hour stop

Table 3: European cities, towns and villages
served by international regular bus lines from/to

France (lines of Lyon, Toulouse, Paris and
Germany) exploited by Intercars-Paris, 1976.

Source: IMTT archive International road passenger lines.
*line branches from Paris
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Figure 2: Portuguese Migrants at the Porte de
Charenton (Paris) departing to Portugal in

December 1982. For migrants, luggage was an
important issue.

Photo: António Pedro Ferreira.

Graph 2: Fares by transport mode and distance
(1987).

Data source: CEMT 1988, 25.
Note: Values in thousands of liras. The travel costs for cars were
calculated for four passengers per travel.

The regular service provided that the passen-
ger spent the minimum possible time traveling.
These were not trips to enjoy or travels with
tourist features on the way. The time assigned
for lunch breaks or pauses for meals was often
just one hour and the night was for traveling.
People not only slept on board but also ate and
drank, avoiding spending money in the restau-
rants chosen by the companies along the road. The
timetable was also optimized considering the time
of arrival to the Spanish and Portuguese borders,
which were closed during the night, to spend
just the necessary time to cross them. Moreover,
every ’mandatory’ pause during the route was
considered a waste of time. For instance, as late as
1984, the 1,830 km journey from Paris to Lisbon
took 31 hours to make (Portugal 1986). It would
start at 10:00 a.m., with a one-hour lunch break, a
twenty-minute ’technical break’ in the afternoon
and another hour break for dinner. The journey
continued during the night. The next day, there
was a thirty-minute break at the Portuguese-
Spanish border and another one-hour pause for
lunch. The commercial speed was about 57 km per
hour on average or 65 km per hour on the road.
The bus travel from Paris to Faro (Algarve) took
more than 31 hours, unequally divided between
France (11h 15m), Spain (9h), and Portugal (12h).
The line from Braga to Luxemburg took 40 hours
and had 12 stops totaling 8 hours (Portugal 1987,
30).

The characteristics of the road and the absence
of highway infrastructures in the Iberian Penin-
sula do not fully explain the long time spent tra-
veling. Even in France, coach companies used the
national roads instead of highways, partially for
economic reasons. The other reason is that people
were loaded and unloaded near their destination
along the line. As a result of this management,
the coach services were much cheaper than the
alternative railway.19

The travel was harsh not only for passengers
but also for drivers. Normally every bus carried
two drivers that alternated driving on board.
Hence, it was not surprising that the implemen-

19. According to the data in Italy during the late 1980s that
compares travel costs by transportation types and distance.
This was used by the Portuguese administration at the time
(see Graph 2).
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tation of AETR created a problem for everyone
in the business. When the French government no-
tified the Portuguese authorities that they would
take action against those that did not follow the
AETR regulation,20 all the companies interested
in lines to France joined forces against it, clai-
ming that it was not feasible due to the traffic
characteristics. The safety concerns were genuine,
particularly in ’direct travels’, because substitute
drivers also slept in coaches during trips. The
tachometer became compulsory and the ’technical
breaks’ were somehow met, but the double driver-
crew on board continued.

Graph 3: Monthly distribution of the incoming
and outgoing passengers in the coach lines to

France and Germany, 1982.

Sources: IMTT archive Portugal 1986, pp.27-28.

Another feature of this service was its highly
seasonal demand. Most migrants returned to their
country of origin during the summer for holidays,
joining the increasing tourist flux to the Iberian
Peninsula. In the end of September, the demand
fell to lower levels until December, given that
many migrants returned home for Christmas and
the New Year. Finally, at Easter, the traffic incre-
ased again. For the international pool organized
between governments, the concentration of the
demand during these short periods required a
large capacity to dispose of sufficient coaches in
these few months during the year (graph 3). The

20. The AETR is the European Agreement Concerning the
Work of Crews of Vehicles Engaged in International Road
Transport. Although concluded in 1970, it was ratified by Portu-
gal three years later, and their dispositions were only regulated
in 1982. The AETR was built on the EEC 543/1969 regulation.

easy solution found for this was to use another
coach available from other services, either touris-
tic or interurban. For this reason, the Portuguese
administration resisted registering coaches for in-
ternational services, linking that registration to
the lines’ concessions. In addition, there was also
a considerable difference in the demand for travels
in both directions in different months and days,
thus forcing companies to make frequent unladen
travels. The practical solution found for this pro-
blem was often to charge tariffs with extra-rate
taxes during the ’high seasons’. During the low
seasons, the coaches traveled in the Portuguese
line branches of the international lines below their
minimum optimal capacity. The travelers from
different line branches were then placed together
in single groups at the borders, and moved to
Spanish coaches. The Portuguese regional lines’
branches were in themselves unprofitable and, for
that reason, the other State administrations of
the pool, particularly the French, had to accept
that doubled tree structure of the international
lines in France and Portugal. Thus, regular lines
from Portugal to Luxembourg, Switzerland, and
Germany were created in the mid 1970s in France,
in many cases being the extension of previous lines
to that country.

5 The joint administration of the in-
ternational road passenger lines
The international bus lines concessions were given
to companies by all governments for a limited time
(three years) and one specific international line.
The authorizations also specified the conditions
in which they had been granted. For instance,
the change of ownership of a firm in one country
should also be approved by the other administra-
tions that had given the concession. In the case
of the lines leaving or coming to Portugal from
France or Germany, they went through Spain on
’closed doors’.21

The organization of the international pool de-
manded a significant effort of negotiation, coor-
dination, and mutual supervision. These requi-
red regular information exchange and meetings

21. PORTUGAL, M.T.C.; G.E.P.: Informação complementar
ao Relatório, p. 19.
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between the companies’ representatives and go-
vernments of the countries involved in the busi-
ness, where divergent interests and perspectives
were present. All parties agreed that the explo-
ration of the regular lines should be done by a
pool. Each country had chosen a small number
of companies for the business. In 1976, Portugal
had three Inters, in Spain there was ATCAR,
associated with the Spanish railway company cal-
led Renfe, in France there were the Intercars-
Paris, the Intercars-Lyon, and the France-Cars.22

For the exploration of each line, all issues had
to be negotiated between companies and govern-
ments. The tariffs’ income was divided between
companies proportionally to the distance covered
by the international line in each country. One
can illustrate this through the agreement esta-
blished in Madrid, on November 3th, 1976, for
the exploration of the daily line Viana do Castelo-
Paris between the representatives of Internorte,
Intercars-Paris, and Renfe-ATCAR, the compa-
nies that had created it. Part of the value of tickets
to France sold in Portugal, concerning the part of
the line traveled in Spain and France, was sent to
Renfe-ATCAR and Intercars-Paris by Internorte
every week. In France, Intercars-Paris took the
tickets for the travel in French territory and, in
the opposite direction, they followed a similar
scheme. The control of the tickets sold was carried
out in the borders’ relays of the three countries.
In these meetings the tariffs, the price policy
regarding currency depreciation, the exemption of
the vehicles’ registers, and mutual responsibilities
were also established.

Cooperation coexisted with fierce competition
between national-based firms to obtain the maxi-
mum share of the traffic income. Spanish compa-
nies also wanted to sell tickets in Portugal, but the
Portuguese government only allowed that if Spain
abolished the obligation of closed-doors travels in
their territory. The Minister of Transports had
exceptionally allowed stops in Zamora, Burgos,
and Irún for that line. The freedom of commer-
cialization in the three countries was discussed

22. The rights of ATCAR were given to the Spanish Sociedad
Internacional de Autocars, SA created in July 30th, 1979, in Ma-
drid by RENFE, CIBERTANSA, Companhia Ibero-Americana
de Transportes, SA, T.A.C. Sociedad de Transportes Terrestres
Combinados, SA and ALSA.

with no results, but the principle of the unified
exploitation of the line was assured through the
information of the sales by the central booking of
each country.

In the summer of 1978, there was a deteriora-
tion in the relations between companies. French
companies had begun to apply additional rates
due to the depreciation of the Portuguese currency
and the raise of the operational costs. The new
tariffs were communicated by the French govern-
ment to the Portuguese administration by phone.
Intercars-Paris and Intercars-Lyon had begun to
sell their tickets in Portugal, refusing to negotiate
any rules of commercialization. French and Spa-
nish firms had begun to take decisions unilaterally
and were the first to receive complaints about
delays and lack of payments from the others.
France-Cars had done "parallel"travels from the
North of Portugal for several years, using the
authorizations of Intercars-Paris, without provi-
ding any information to the other partners in the
pool. Due to the rivalry and lack of agreement
between Intercars-Paris and the France-Cars on
the lines that ’belonged’ to each one, the French
authorizations for the lines Portugal-Paris ceased
on May 1st, 1979. This issue was overcome in a
meeting between those companies and G.T.I and
S.C.E.T.A., and the information was sent to the
Minister of Transports of the three countries. New
authorizations followed.

The organization of the regular services in
Portugal with the former Western German ad-
ministration only took place in the early 1980s.
The request for authorizations to ’new’ lines was
submitted to the Ministry of Transports and
Communications in November of 1983, following
the negotiations that had taken place in Bohn
during the previous year. The initiative came
from the Federal Railways through their Bus De-
partment at Dusseldorf, the manager of Deuts-
che Touring GmbH of Frankfurt on the Main.
In the request for authorizations, SCETA (Ser-
vice Routier de Voyageurs, Levalloi-Perret), SAIA
(Internacional de Autocares, S.A., Madrid), Les
Autocares l’Epervier, S.A., Brussels and the three
Portuguese Inters were also present. Basically,
the pool wanted an extension to the line T92
Cologne-Madrid (by Irun/Behobia and Burgos-
Fuente de Oñoro) to Viseu-Porto, Coimbra-Lisboa



PERSPECTIVAS - JOURNAL OF POLITICAL SCIENCE, VOL. 24 36

and Évora-Faro (by Vilar Formoso). At the time,
this bus line had connections to Cologne from San
Sebastian, Burgos, and Madrid, with departures
from the Spanish capital to Cordova - Seville,
Aranjuez, and Manzanares. The travel to Madrid
took 29 hours (or 27 hours to Burgos), using three
drivers and with six breaks (of 4 hours in total).
Burgos received passengers coming from Viana
do Castelo, Porto, Lisbon, Faro, and Lagos to
Cologne. The travel from Lisbon took at least 40
hours.

The German administration wanted all ticket
sales in their territory to be done by the Deutsche
Touring GmbH, and only one bus stop in Ger-
many, the international bus central station in Co-
logne. Concerns with control and safety were also
central: only specific vehicles registered for that
traffic would be allowed, and timetables could not
be modified without prior authorization. On the
other hand, the Portuguese administration inten-
ded the lines from Portugal not to become part
of the previous bus lines network based in Spain.
The regular lines from Portugal to Germany had
to be established between the two countries and
to be based on "their own needs". Each line service
should require its authorization and the sanction
on one service should not affect the rest of the
concessions. Although Portugal was in a worse
bargaining situation, the organization of the inter-
national lines would have to be done by consensus
and that would only be feasible if an agreement
between all administrations involved was reached.

However, the creation of regular services did
not stop the ’illegal’ international coach travels,
very often promoted by travel agencies, who had
been in this line of business from the start. In
1976, for instance, one travel agency settled in the
small town of Viseu, in association with the other
two from Lisbon and Porto, and sold bus tickets
to Frankfurt. There were at least 17 travels, most
of them in July and September. That company
was also an important seller of Inters tickets. In
France, at the same time, it was calculated that
the travel agency "Lopez Voyages"sold 50 percent
of all round-trip tickets from Paris to Portugal.

6 Crisis and revitalization (from the
1980s to 1990s)
Following the 1973-1974 crisis, the Portuguese
emigration to France and Germany abruptly fell
(see Graph 1). The ’open doors’ policy pleads
by the governments after the Carnation Revo-
lution of April 1974, and the return of half a
million Portuguese from the colonies did not re-
verse that trend, due to the harsh conditions
the migrant workforce endured in the destination
countries. After 1978, emigration became residual
and the remittances fell to historically low levels,
announcing the end of the "guest-workers"model
(Castles 1986; Messina 2002; Triadafilopoulos and
Schonwalder 2007). Internally, as a consequence
of the revolution, the major companies in crucial
economic sectors were nationalized. The struggle
of bus drivers and transport workers within large
and medium-size firms led to their nationaliza-
tion. Most of the large firms in the center and
south of the country were merged into Rodoviária
Nacional (RN), created by the government during
the revolutionary process. Therefore, the Inters
were now controlled by the state-owned RN.23

The private sector was reduced to small bus firms
that had few interurban lines, and some of them
had special services (such as providing transpor-
tation to factories and schools), and others be-
came associated with agencies to explore incoming
tourism and, additionally, outgoing tourism. Also,
increasing numbers of migrants preferred to travel
by car with their relatives during the holidays.
After the investment in housing (symbol of econo-
mic success and status in the community), the car
followed in the list of priorities, allowing people
to travel across Portugal as never before, visiting
family and friends or just discovering the country
and celebrating their cultural identity.

However, the international bus lines did not
lose relevance and the activity of the Inters grew
steadily in this new context. Since the end of
the 1970s, Luxembourg and Switzerland became
important destinations, although there was a si-
multaneous and increasing flux of returns from
the mid 1980s (Marques 2009). There were also

23. In 1984, the State-owned enterprise Rodoviária Nacional
(RN) had 78 per cent of the shares of Intercentro, 80 per cent of
Intersul and 15 per cent of Internorte (RN, 1985).
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more seasonal departures in the reverse way of
the normal flux, that is, many people traveled to
’Europe’ to work regularly during short periods,
especially during the summertime, in places such
as the vineyards in the South of France, or Swit-
zerland’s hotels and restaurants. Moreover, given
the increasing difficulties raised to the entrance of
migrants, many people traveled as tourists, often
using previous network support, until they could
find a regular job to be qualified to have a resi-
dence permit.24 Temporarily unemployed people
returned to the South until better opportunities
emerged abroad, and many of them also used
the long-distance coach lines to visit relatives and
friends living abroad. All these cross movements
of people increased the demand for long-distance
passenger road services. In 1982, more than 260
thousand people had used 67 registered regular
coach lines from and to Portugal.25 With around
200 thousand users in the middle of the 1980s, in a
time when many of the migrants who had left the
country in the 1960s and 1970s were returning,
the line to Paris was considered the most im-
portant long-distance regular passenger road line
in Western Europe. In the year before Portugal
joined the EEC, "the large majority of passengers
transported (by coaches) were migrants and their
families. The percentage of migrants should be
between 80 and 90 percent"(Portugal 1987, 27).
Although immigration had increased in the Medi-
terranean basin (Mendoza 2009; Messina, 2002),
the stock of temporary and ’illegal’ Portuguese
migrants in Western Europe grew after the formal
integration in the EEC in 1986, and increased ste-
adily since the 1990s to Switzerland, United King-
dom, Germany, and Spain. In the new context,
coach services reached then half-million users.

24. In 1982, 75,8 per cent of the low class Portuguese that
left the country were temporary migrants, and the remaining
declared to be tourists. The numbers for the so-called ’lower
middle class’ were on the 30,7 per cent, but 46,6 per cent stated
they were visiting family abroad (Survey made by Lemos and
Silva in 1984 for the Portuguese Transport Administration).

25. The line to Paris transported 165 thousand passengers,
the line to Lyon 72 thousand, to Germany 19 thousand and
the line to Madrid and Barcelona 6 thousand. It was estimated
that 1,4 million migrants used individual vehicles. (Internal
data from the Cabinet of Studies and Planning of Transport
and Communication, now at custody of IMTT, Portugal. See
Portugal 1987, p. 20).

Table 4: Regular long-distance coach lines from
Portugal to European countries: weekly

departures by areas of origin and destination
(1982).

Source: IMTT archive - Portugal, M.T.C.; G.E.P., Informação
complementar..., p.18.

Although the setting of the international re-
gular coach services by the administrations had
been motivated by the ’old’ issue of transport
coordination, to assure the interests of the railway
companies and the national firms, both modes
of transportation had lost the competition to
automobiles in the first place, and to airplane
services, as the fares’ prices started to fall also due
to the organization of charter flights. The years
1983-1986 presented an expressive increase in the
air traffic from Portugal, Spain, and Morocco.26

During this period, 53,5 million people crossed the
South-Western corridor in one of these two ways
every year.27

An increasing effort was made regarding sa-
fety procedures and the rationalization of the
interstate bureaucracy and controls, namely es-
tablishing mandatory and standardized technical
requirements of vehicles and crew, regular techni-
cal inspections on the vehicles, and control of the

26. The use of air transport by migrants was already expres-
sive in the late 1960s, but it was to travel to the Americas and to
the Portuguese Atlantic Islands. Except for the cases where the
destination was Venezuela, the airplane substituted the ship to
cross the Atlantic (See statistics in Boletim da Junta Nacional
da Emigração). The travel costs from Lisbon to Paris by air were
5 times more expensive than by coach in 1985. At the time, there
were almost 2 million migrants traveling (in both ways) by car,
300 thousand by coach, 160 thousand by rail and more than 400
thousand by air.

27. See SPAIN, Centre d’Etudes des Transports pour la
Méditerranée Occidentale. 1988. Rapport Final des Reúnions
Informelles sur l’ Analyse des Flux de Trafic entre la France et
la Peninsule Ibérique/Magreb. Barcelona, Centre d’Etudes des
Transports pour la Méditerranée Occidentale, p. 60.
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drivers’ professional education and behavior on
the road. A common waybill and controls replaced
the former list of passengers and measures were
applied to suppress the double inspections and
to reduce the long time spent crossing borders.
These processes, which came into force, required
daily collaborative work between different admi-
nistrations, and divergent interests on each issue
were often settled through negotiation.28 In the
international forums, namely IRU (International
Road Transport Union), there was a movement
against ’excessive control’ and ’bureaucratic’ pro-
cedures that created long stops in the borders
(control of the passengers’ list, travel documents,
vehicles inspections, the quantity of fuel, and ta-
xes), and during travels, which was regarded as
a ’crypto-protectionism’ (Groenendijk 1983). The
ASOR Treaty, signed in Dublin in 1982, reflected
these concerns but was restricted to occasional
services.29

The previous experience and the business mo-
del were generalized in 1985 when Eurolines was
created. The new company integrated and coor-
dinated in a new pool and under the same brand
the exploration of the regular international lines,
which belonged to the previous coach companies
already operating in the European South-Western
corridor, aiming "to reinforce the collaboration
between partners to harmonize the conditions of
technical, commercial and legal exploration".30

28. For instance, in 1981 the French administration threa-
tened to suspend the line Paris-Porto and all coach services
that did not follow the AETR. A previous agreement between
Internorte and the International Autocares that involved a crew
of two drivers for 26-hour travels, was cancelled. (See IMTT
archive, Lines Portugal-France, Official letter dated Februrary
27th, 1981, from the Service des Transports Interurbains de
Voyagers. Direction Génerale des Transports Terrestres). Two
years later, a joint commission settled the modus operandi of
the new lines from Portugal to Germany.

29. The multilateral Agreement on the International Carriage
of Passengers by Road by means of Occasional Coach and Bus
Services (ASOR) entered into force in 1983 and followed the
EEC regulations and the ECMT resolution 20. It concerned
only occasional coach services. More recently, in 2003, the Inter-
bus agreement was signed by the EC, Bosnia and Herzegovina,
Bulgaria, Croatia, Moldova, Romania and Turkey.

30. Today, Eurolines announces itself as ’The European Grey
Hound’, with 24 companies that explore regular lines in Portu-
gal, Spain, France, Italy, Turkey, Switzerland, Netherlands and
United Kingdom joining the pool.

7 Conclusion

The historiography of the European migration
following the II World War often underestimates
the role of transport networks in the configuration
of the migration flows and how they promoted
and supported seasonal, temporary, and perma-
nent work migration. To some extent it has been
almost an ’invisible phenomenon’ since historical
(official) data series usually consider the traffic by
transport modes, on one hand, and the number of
foreign residents and tourists, on the other. Com-
pany reports usually give us data regarding the
production of long-distance services while direct
inquiries to users often lack accuracy. Given the
high regulatory European migration framework,
many of these movements tend to be ’invisible’
and often ’irregular’.

Since the 1960s, the transnational bus servi-
ces in the Southwest European corridor provided
cheaper travel mainly for migrant workers. They
connected rural and poor areas of the European
periphery with the rich and industrialized regions.
This also affected the migrants’ countries of ori-
gin in various aspects: eventhough urbanization,
foreign investment and tourism grew, regional
asymmetries increased, with rural communities
impoverishing and aging. The coach firms stimu-
lated (if not triggered) this flux, being efficient
in the use of the flexibility of the coach and
the road infrastructure. The migrants’ need for
transportation became an important market for
bus companies, and that was the cause for policies
imposed by governments to control traffic and
to protect the interests of the national trans-
port groups. For that reason, they experienced a
coordinated and shared administration that was
part of a larger process of normalization in the
European context. The internationalization of the
nationalist and technical elite followed that trend
of opening towards ’Europe’ that changed the new
generations.

In the beginning, the international coach li-
nes contributed to the rural-urban population
flows at European scale, deeply changing social
and economic landscapes. They later evolved and
became an infrastructure for more complex and
diversified mobility patterns. Eastern migrants
(Ukrainians, Moldavians, and Bulgarians) often
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arrived to Portugal by coach, and Brazilians and
Africans traveled to Europe as tourists. Since the
1980s, the coaches used in regular services be-
came more secure (better breaks and greater mo-
tor power), more reliable, and comfortable (with
anatomic seats, soundproofing, air conditioning,
toilets onboard). However, the most important
improvement in the travel experience came from
the highway infrastructures built in the Iberian
Peninsula in the 1990s, combined with the elimi-
nation of border control and forced stops. The
price of tickets and luggage are still the main
strengths of these companies, and many youths
use them for touring across Europe. Despite the
decline of the emigration flows to the western Eu-
ropean countries from the European Mediterra-
nean basin, and the increasing use of air travel and
individual transportation, the long-distance coach
services maintained relevance in the 1990s. They
adapted to the new scenario and the changing pat-
terns of transnational mobility flow in Europe and
clientele. They became an infrastructure for seaso-
nal East-West work migrants that are competing
with the previous flows from northern Africa, for
transnational ’double residents’ and ’tourists’.31

Thus, in 2003 there were 135 regular international
passenger road lines mainly to France, Germany,
and Spain.
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