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6.
Brief analysis/ assessment of the resolution and requests made in it:

The Commission shares Parliament's view that CO2 and pollutant emissions from transport need to be drastically reduced and that the shift towards low emission mobility is essential in order to disconnect mobility from the adverse effects of the present transport system such as congestion, air pollution, noise, accidents and climate change.

The Commission shares the view that for this shift to happen, full implementation of the existing legislation and new concrete measures in the transport sector are needed. Since the adoption of the European Strategy for Low emission mobility, the Commission has adopted proposals for most of the actions announced therein, and it will stimulate investment and innovation in sustainable transport and renewable energy, thus boosting competitiveness and growth, and creating new jobs.
The Commission shares the view that the shift towards low emission mobility is not only beneficial for public health and the environment, but also offers major challenges and opportunities for all actors in all modes of the transport system.

The Commission also shares the view that low-emission mobility should be promoted by improving the resource efficiency of transport notably by providing for a closer implementation of the "user pays" and "polluter pays" principles.

7.
Response to requests and overview of action taken, or intended to be taken, by the Commission:

Regarding the calls for full implementation of the strategy (paragraphs 1, 2 and 7)

The strategy acknowledges that by mid-century, greenhouse gas emissions from transport will need to be at least 60% lower than in 1990 and be firmly on the path towards zero while emissions of air pollutants from transport would need to be drastically reduced without delay. The Commission has already tabled numerous initiatives aimed at contributing to the strategy.

The Commission attaches utmost importance to the proper implementation of the existing transport legislation, and it has already adopted a more strategic approach to policy and law-making and decided to focus its enforcement efforts on the most important breaches of EU law affecting the interests of its citizens and business. In 2016, the Commission services published an implementation report on the 2011 White Paper (SWD(2016) 226); currently there are no plans for a review of the White Paper under the present Commission mandate.

Regarding the calls for fair and efficient pricing (paragraphs 17-19, 22 and 23)

The Commission has recently launched a comprehensive study on internalisation of external costs in transport. The general objective of the study is to assess the extent to which the "user pays" and the "polluter pays" principles are implemented for the different modes. The update of the "Handbook on external costs" is part of this comprehensive study.

The Energy Tax Directive (2003/96/EC) provides for a mandatory exemption from the harmonized excise duty for energy products supplied for use as fuel for the purpose of air navigation other than in private pleasure-flying. However, it allows Member States if they so wish, to tax aviation fuel for domestic flights and, by means of bilateral agreements, to tax aviation fuel used for intra-EU flights. In such cases, Member States may apply a level of taxation below the minimum level set out in this Directive.
Changes to the tax treatment of fuel used for air navigation would necessitate the revision of the Energy Tax Directive for which a unanimous agreement by the Member States in the Council is required. Nevertheless, the taxation of fuel contained in the tanks of aircrafts when landing on EU territory would be still forbidden by the Chicago Convention and the bilateral air service agreements would still prohibit the taxation of fuel taken on by carriers from the respective countries in EU airports.
EU value-added tax (VAT) law does not prevent Member States from applying VAT to air passenger tickets. While all Member States exempt international flight tickets from VAT, the great majority of them (24 Member States) tax domestic flight tickets. Furthermore, eight Member States apply specific ticket taxes to all domestic and international flights.

Regarding the calls on logistics and digitalisation (paragraphs 26-31, 36 and 38)

In Trans-European Transport Networks (TEN-T) policy, due attention is given to complementarity with networks of more regional importance. In this respect, in cooperation with Member States, the Commission encourages the development of the TEN-T comprehensive network. Relevant projects may be supported under the Connecting Europe Facility (CEF). Outside the TEN-T, other sources of funding (e.g. Structural Funds) may be considered. Especially for small-scale cross-border railway projects, which help boosting economic potential in more rural areas, the Commission is undertaking a study to assess the status and to identify development potentials. Besides infrastructure, this also addresses aspects of public service provision.
The Commission agrees on the importance of public transport playing a key and central role as part of the Mobility as a service concept. The Commission is supporting the digitalisation of public transport, notably through the access and exchange of standardised public transport data across the EU through the Intelligent Transport Systems (ITS) Directive and on cooperative, connected and automated public transport through the Cooperative Intelligent Transport Systems (C-ITS) Platform and Horizon 2020/ CEF. In addition, the Commission manages, at the request of the European Parliament, a pilot project "Sustainable shared mobility interconnected with public transport in European rural areas". Regional policy support is available for designing and implementing sustainable and inclusive public transport policies.
The Commission has been preparing with stakeholders a detailed study on urban logistics, including elements on various aspects such as "Treatment of logistic activities in Urban Vehicle Access Regulation schemes" and "The use of low emission vehicles in urban logistics", which identifies best practices and provides a number of recommendations for local authorities. The study will be published soon.
Urban Vehicle Access Regulation measures differ in nature and objectives, e.g. by seeking to improve air quality, reducing congestion or supporting policies on active modes. The Commission has recently published a detailed study on access regulations which identifies best practices and provides a number of recommendations for local authorities.

After successful research and innovation, vehicle-to-vehicle (V2V) and vehicle-to-infrastructure (V2I) devices have reached maturity and the Commission has made available funding for (pre)deployment projects using the Connecting Europe Facility since 2014, with a noticeable step-up in both 2016 and 2017. This has led to the creation of the C-ROADS platform, in which Member States are collaborating to harmonise V2I services and organise cross-border testing of Cooperative Intelligent Transport Services.

A network which offers at the same time (very) high capacity and low latency would likely be prohibitively dense, costly and not available in the next decade. Therefore, the Commission promotes a hybrid approach in its EU C-ITS Strategy, combining complementary and mature technologies for low latency (ITS-G5) and good coverage (3G/ 4G), whilst remaining agnostic to the technology used and open for future developments in 5G.

As part of the Second Mobility Package, the Commission has adopted a proposal for amending the Combined Transport Directive 92/106/EEC
, with the view to modernise the only existing legal instrument in support of shift of road freight to other modes of transport. The proposal should contribute to better promotion of modal shift and increased support of intermodality. Furthermore, the Commission continues its work towards the establishment of a harmonised framework of greenhouse gas emissions accounting for the transport services, to facilitate more efficient and environmentally friendly transport operations.

As announced in its Work Programme 2018, the Commission is planning to adopt, supported by the work of the Digital Transport & Logistics Forum (DTLF), a proposal on electronic transport documents aimed at fostering the electronic exchange of documents and information along the transport and logistic chains, particularly as regards multimodal and cross-border transport operations. The DTLF is also developing a blueprint/ concept for "corridor information systems" to facilitate seamless data exchange between all stakeholders in the logistics and supply chain, and thereby optimise cargo flows along transport corridors.
Regarding the calls for low-emission alternative energy (paragraphs 41-45, 47, 49, 50, 52, 53, 55, 56 and 60)

The Commission acknowledges the need for a full transposition of the relevant provisions of the revised Energy Performance of Buildings Directive and of the Directive on the deployment of alternative fuels infrastructure, to support an extensive deployment of the alternative fuel infrastructure in the European Union. In this regard, the Commission emphasizes that the provisions of the two Directives are fully complementary and will ensure an optimal coverage of parking areas, both in the public and private realm.

Coordination with Member States regarding the implementation of Directive 2014/94/EU on the deployment of alternative fuels infrastructure is ensured through close cooperation in the framework of the Sustainable Transport Forum, and notably through its sub-group dealing specifically with the implementation of the Directive.

The Commission agrees that both the availability and accessibility of charging infrastructure and the economic competitiveness of electric vehicles are essential for increasing consumer acceptance and the market uptake of electro-mobility. Data collection related to recharging/ refuelling points for alternative fuels will be supported through a Connecting Europe Facility (CEF) Programme Support Action and possibly under the next working programme of the Intelligent Transport Systems (ITS) Directive.
The Commission adopted on 8 November 2017 an Action Plan on Alternative Fuels Infrastructure
. The Action Plan is technology neutral and issues a series of recommendations to the Member States to swiftly deploy an alternative fuels infrastructure in order to boost market uptake of alternative fuels vehicles.
The Action Plan on Alternative Fuels Infrastructure contains an assessment of the Member States' National Policy Frameworks, one year ahead of the date foreseen in Directive 2014/94/EU. A possible review of the Directive itself is foreseen by 31 December 2020. Infringement procedures against Member States which had not presented their National Policy Frameworks were initiated swiftly after the deadline for submission. At this point in time there are still two infringement procedures open, at the stage of referral to the European Court of Justice.

As part of the recast of the Renewable Energy Directive, the Commission has proposed to introduce an energy based obligation on fuel suppliers to promote deployment of low carbon fuels because it is a robust, easily implementable, easily verifiable and well-known instrument that ensures greater penetration of low carbon fuels on the basis of the energy density and ensures greenhouse gas savings based on minimum, emission saving thresholds. Following the principles of better regulation, to deliver industry certainty and to avoid duplication, the Commission considered that only one instrument should be applied. The Commission considers that the proposal strikes a good balance between the necessary level of ambition and the need to avoid excessive cost burden on the EU citizens.
The EU has set up well-developed State aid rules which clarify and thereby facilitate the support by Member States to promote alternative and sustainable energy forms. When reviewing the guidelines on State aid for environmental protection and energy 2014-2020, the Commission will examine how those rules, together with the State aid rules for research and innovation investments, enable Member States to stimulate innovation in renewable energy technologies and solutions.
In line with EU political commitments taken by the EU in the context of the G20 and G7, the Commission supports the reduction over the medium term and ultimately the phase-out of fossil fuels subsidies by 2025. The third State of the Energy Union report
 refers to Commission actions to promote the reduction of fossil fuels such as using the integrated national energy and climate plans to help to better monitor and assess Member States' efforts to reduce fossil fuels subsidies as well as updating the data on fossil fuel subsidies in the EU through the next report on energy prices and costs in 2018.
It is also important to note that these actions come on top of other ongoing actions like the closure of uncompetitive coal mines, the proposals to achieve a more efficient and competitive electricity market by inter alia removing the priority access to "indigenous sources" (such as coal), the policy recommendations through the European Semester process and the ongoing Regulatory Fitness and Performance Programme (REFIT) evaluation of the EU framework for energy taxation to define possible next steps also in the context of the efforts to remove fossil fuel subsidies.
As regards incentives be put in place for the deployment of sustainable alternative fuels, the Commission proposal on Governance
 allows for such incentives to be included by Member States in the national energy and climate plans covering policies and measures to the extent that these contribute to the objectives set out by Member States in their national plans.

In 2011, the Commission proposed a reform of energy taxation that included the introduction of a tax on CO2 emissions that would have provided for a fair tax treatment of sustainable biofuels and would have ensured that all major fossil fuels are subject to taxation. However, Member States could not reach a unanimous agreement on the proposal in the Council, and in 2015 it was withdrawn. No positive change in the attitude of all Member States to CO2 taxation has been expressed since then, indicating that a new initiative of this type is unlikely to succeed. The Commission is currently evaluating the Energy Taxation Directive with the objective to provide analysis and evidence for a political action in order to revise tax incentives for fossil fuels and ensure that greener energy will be used in a sustainable way.

The Commission recognizes the potential of liquefied natural gas (LNG) to reduce current environmental impacts in the transport sector when it replaces fuels such as diesel or marine fuels, in particular when blended with liquid biomethane.
The Commission acknowledges that the risks of indirect land use change (ILUC) differ between biofuels produced from oil crops such as palm oil and rape seed oil and biofuels produced from starch rich crops and sugars. However, research shows that the ILUC risk is also not negligible for biofuels produced from starch rich crops and sugars. Against this background the Commission considers that the share of all crop-based biofuels should be reduced but explicitly allows Member States to distinguish between different types of biofuels based on ILUC.

The definition advanced biofuels included in the proposal for the recast of the Renewable Energy Directive builds on the list of feedstocks agreed in the ILUC Directive which was adopted in 2015. The Commission considers that no feedstock should be removed from this list, as this would strongly undermine confidence of investors into the stability of the policy framework and could lead to stranded investments. The proposal further foresees that a thorough sustainability assessment is to be conducted before adding new feedstocks to the list. The proposal includes a comprehensive set of criteria for this purpose.

The draft Effort Sharing Regulation
 sets out targets for the reduction of greenhouse gas emissions for the entire economy, excluding emissions addressed under the Emissions Trading System (ETS). Each Member State's greenhouse gas emissions are determined according to the internationally agreed reporting guidelines under the United Nations Framework Convention on Climate Change (UNFCCC) on annual inventories. Emissions and emission savings resulting from the production and use of biofuels would be equally counted irrespective of whether they meet the sustainability criteria under the Renewable Energy Directive or not.
Developments in hydrogen technology are closely followed by the Fuel Cells and Hydrogen Joint Undertaking and several Commission services, both from the research and the policy perspectives. There are regular exchanges between the Commission and the hydrogen fuel cells community.
The Commission considers that the Guarantees of Origins system is indeed a valuable instrument for informing customers and promoting renewable energy, but considers that additional regulatory measures, such as the obligation of fuel supplier proposed in the recast of the Renewable Energy Directive, are required to substantially increase the share of renewable energy in the transport sector.

The Commission is making full use of the potential of its in-house science and knowledge service, the Joint Research Centre (JRC), especially in the area of clean energy for transport.
The JRC has contributed with its research in the Low Emissions Mobility Communication and the relevant Mobility Packages, for example in support to the definition of post-2020 CO2 standards for light- and heavy-duty vehicles, while its Green Driving tool helps consumers reduce fuel costs and select a suitable type of car for their journeys, thus demonstrating the benefits of decarbonisation of transport. The JRC is conducting important research on batteries, hydrogen and fuel cells and interoperability, which will be used to support the forthcoming Commission legislative initiatives in the field. The JRC also monitors Transport Research and Innovation through the Transport Research and Innovation Monitoring and Information System (TRIMIS) to support the Research and Innovation Agenda.

Regarding the calls on transport infrastructure and investment (paragraphs 65-67 and 69)

The Commission shares the Parliament's view that Member States should make efforts to increase the investment of cohesion funding for economically important rail projects.

The Connecting Europe Facility (CEF) Programme has so far surpassed the EU target of allocating 20% of the budget to climate actions contributing to the objectives of the Energy Union and the 21st Conference of the Parties to the United Nations Framework Convention on Climate Change (COP21). This includes but is not limited to the entirety (EUR 11.3 billion) of the CEF Cohesion envelope allocated in a record span of three years to sustainable modes of transport in cohesion countries, which demonstrates the very high EU added value.

As the EU is gradually moving towards larger scale deployment of alternative fuels and cleaner technologies, thought should be given to the scope and amount of EU support in delivering the EU's strategy for low-emission mobility.

In its work concerning the Trans-European Transport Networks (TEN-T) core network corridors in particular, the Commission is already giving high priority to the promotion of projects that contribute to reducing CO2 emissions. This includes notably the strong co-financing of projects in the fields of railways and inland waterways infrastructure. Considerable importance is also given to projects concerning intelligent transport systems for all transport modes, enhancing multi-modality (including at the transfer between long-distance and urban/ regional transport) and deploying charging infrastructure for alternative fuels. These sectors are gaining significance in TEN-T co-funding, both under the CEF and under the European Fund for Strategic Investments (EFSI). CEF support in the form of grants is given to the development of urban nodes and logistic platforms embedded within the wider TEN-T strategy with the objective to integrate the nodes into the multimodal TEN-T corridor approach.

In addition, in 2016 the Commission and the European Investment Bank launched the Cleaner Transport Facility mobilising funding and financing to accelerate transport decarbonisation, with a main focus on the deployment of alternative fuels, including in cities and urban nodes. This initiative is already contributing to the deployment of hydrogen buses and trolleybuses in the city of Riga (Latvia).
Regarding the calls to empower citizens and decision-makers towards behavioural change (paragraphs 71, 72, 74, 77, 79 and 80)

The Commission has started the revision process of the Sustainable Urban Mobility Plans (SUMPs) guidelines, with increased focus on greenhouse gas emissions and air pollution. The Commission is also populating the SUMPs database on the ELTIS Urban Mobility Observatory website, producing a set of examples of good practice with regard to SUMPs, and encouraging Member States to put appropriate national frameworks in place to speed up implementation of SUMPs by cities.
As part of the Second Mobility Package, the Commission has presented a proposal for an amendment of the Clean Vehicles Directive
, with the objective of increasing the market uptake of clean vehicles in public procurement; this will contribute to an overall reduction of transport emissions and stimulate competitiveness and growth in the transport sector.

As set out in the TEN-T Guidelines, in implementing TEN-T projects, synergy effects shall be generated through the integration of EuroVelo routes where appropriate. This approach has been applied in the past in individual cases, and the Commission will encourage project promoters to continue to do so in the future where relevant. Furthermore, notably in urban nodes, increasing efforts are made to take account of cycling when enhancing transfer points between long-distance and urban transport. Moreover, data related to the cycling network should be accessible through the implementation of the Intelligent Transport Systems (ITS) Directive Delegated Regulation on Multimodal Travel Information Services.

Regional policy can support in all regions of the Union the development and implementation of clean and low-carbon systems, including sustainable transport strategies that are tailored to their specific needs and circumstances. Regional policy co-finances relevant investments in infrastructure, equipment, and rolling stock.

As regards the General Safety Regulation, in line with the resolution adopted by the Parliament in November 2017 on vehicles safety, the Commission is considering these measures as part of its forthcoming proposal in the context of the Third Mobility Package, targeted for adoption in May 2018.
Regarding the calls for effective regulation on CO2 emissions from motorcycles, cars and vans (paragraphs 10-12, 81, 82, 84-86 and 89)

On 8 November 2017, the Commission adopted a proposal on CO2 standards for cars and vans
 for the period after 2020. The proposal establishes ambitious and realistic CO2 emission targets for new cars and vans. The average CO2 emissions will have to be 30% lower in 2030, compared to the targets currently defined for 2021. This will help Member States to reach their binding emission reduction targets under the Effort Sharing Regulation. The proposal also sets an intermediate emission reduction target of 15% for 2025. This will ensure that investments already kick-start now, while the 2030 target gives stability and long-term direction to keep up these investments.
The proposal setting new CO2 standards for cars and vans for 2025 and 2030 will stimulate the market uptake of zero- and low-emission vehicles in a technology neutral and flexible way. It is for manufacturers to decide which technological approaches to use in order to achieve the set CO2 targets in the most cost-effective way. The proposal includes an innovative incentive system that sets benchmarks for zero- and low-emission vehicles that each manufacturer would ideally put on the market in 2025 and in 2030. If a manufacturer chooses to produce more clean vehicles than the benchmark, this will be rewarded in the form of a higher CO2 target.

The Commission expects that the World Harmonised Light Vehicles Test Procedure (WLTP) will provide more realistic CO2 and fuel consumption values. For the WLTP to remain representative over time, the tools for ensuring and verifying this must be put into place. This is why the Commission has recently proposed a measure requiring that on-board fuel consumption measurement (FCM) devices are installed in all new cars and vans. Furthermore, with the recent proposal, the Commission is proposing to set up a monitoring system to collect relevant data while fully respecting privacy rules. This will allow a robust, systematic and regular assessment of the real-world representativeness of the WLTP based emission data. Moreover, by making the aggregated fuel consumption data public, consumers will be provided with an additional tool for understanding the fuel consumption performance of their vehicles.

In addition, the Commission has proposed to put in place additional market surveillance mechanisms to ensure that the CO2 emissions of vehicles in use correspond to the values determined at type approval. If it is found that CO2 emissions when in use are systematically deviating from the CO2 emissions determined at type approval, its average emissions that are used for checking CO2 target compliance should be corrected to reflect the deviations detected.
Measures to reduce the weight of vehicles will have a direct impact in lowering the CO2 emissions of the vehicles concerned and thus contribute to meeting the manufacturers' CO2 targets. The Commission's proposal to increase the frequency of adjusting the reference mass used for calculating the manufacturer's specific emissions targets from every three years to every two years will help incentivising the use of lightweighting measures in reducing CO2 emissions.
The Commission recognises that the importance of embedded emissions of greenhouse gases associated with vehicle manufacturing and disposal will increase over time as the average tailpipe emissions decrease. This is reflected in the impact assessment underlying the Commission proposal, which considered different options regarding the metric for expressing the new CO2 targets. The assessment shows that the current "Tank-to-Wheel" (TTW) approach, by focusing on the tailpipe CO2 emissions of the vehicles, is fully coherent with other policy instruments contributing to the EU's climate and energy policy, including the EU Emissions Trading System (ETS), the Effort Sharing Regulation and policy initiatives taken in the fuels and transport sector.
The proposed Renewable Energy Directive
 will increase incentives for the use of alternative fuels, including advanced biofuels and renewable fuels of non-biological origin. Minimal greenhouse gas savings as compared to fossil fuels will be required for any of these alternative fuels.
Shifting to a Well-to-Wheel (WTW) or life cycle assessment based approach would lead to double regulation, and could cause confusion in terms of responsibilities and liabilities, making vehicle manufacturers accountable for emissions occurring outside their sector. Such approaches also risk creating additional burden, in particular in terms of monitoring and reporting obligations.

The Commission recognises the growing importance of measuring life-cycle emissions, and is about to launch a new study that will look into detail into methodologies for determining the life-cycle greenhouse gas emissions associated with vehicle manufacturing, use and disposal. One key instrument in reducing CO2 emissions from energy supply and in turn also from manufacturing and operating electric vehicles is the successful implementation of the EU's climate and energy policy framework and in particular the EU Emissions Trading System.
An evaluation of the car labelling Directive was carried out in 2016, including a wide-ranging public consultation. The results were published in a Commission Staff Working Document
 in July 2016. The evaluation concluded that the Directive has increased consumer awareness. The Commission considers that to ensure an effective revision of the Directive, it is important to build on experience from the implementation of the new test cycle (WLTP) as well as new insights on real-world emissions. In order to ensure that consumers have access to improved consumer information based on the WLTP as soon as possible, while avoiding confusion during the transitional period, the Commission adopted a Commission Recommendation in May 2017. The Commission recommends that Member States make full use of the WLTP, and encourages Member States to consider the possibility of also including information regarding air pollutants on the car label in order to enable consumers to take informed decisions when buying a new car.

As regards the importance of improving air quality in the EU and adhering to the EU ambient air quality limits, as well as to the WHO recommended levels, the Commission underlines that it is committed to investigate the issue of post-Euro6 standards, starting in 2018 with a dedicated scientific study on the issue. As for the preparation of all future legislation, the outcomes of the study will then be discussed in detail within a technical working group with the participation of all relevant stakeholders.
Regarding the calls for effective regulation on CO2 emissions from heavy duty vehicles (paragraphs 92, 93, 95-98 and 101)

As two first necessary steps towards regulating CO2 emissions from heavy-duty vehicles (HDVs), in 2017 the Commission adopted a Regulation on the certification of CO2 emissions from new HDVs and presented a proposal for a Regulation on the monitoring and reporting of these emissions.
In May 2018, the Commission intends to propose legislation on CO2 emission standards for certain categories of HDVs, which will be extended in the future once the certification Regulation will cover the remaining vehicle categories, including buses and coaches. The Commission will carefully consider in its initiatives how to promote the uptake of low and zero emission trucks and buses.

The Commission, both in promoting the development of the core network corridors and in its funding policy, stimulates the deployment of charging infrastructure for alternative fuels for all fuel types, i.e. electric vehicles, gas and hydrogen powered vehicles.
By setting targets for renewable fuels for 2030 under the Renewable Energy Directive a stable and predictable regulatory framework is provided that will facilitate investments in this field.

In its proposal to revise the Eurovignette Directive
 (1999/62/EC), the Commission proposed that road charges reflect not only the emission of air pollutants but also CO2 emissions of both heavy and light vehicles. It proposed rates reduced by 75% specifically for zero-emission vehicles.

Compared to the current Clean Vehicles Directive, the green public procurement (GPP) criteria cover a broader scope of environmental impacts, including among others all exhaust emissions, eco-driving and noise reduction; they have been developed as a tool to support public authorities with ambitious objectives in terms of the environmental performance of their vehicle fleets, rather than to act as the basis of a standard. The inclusion of GPP criteria in the revision of the Clean Vehicles Directive was considered as one of the possible options in the impact assessment accompanying the Commission proposal. However, this option was discarded because of the challenges linked with including these criteria in a legislative instrument at the EU level, in particular in relation to noise. Furthermore, the impact assessment suggested that the interplay between mandatory minimum levels of procurement under the Directive and voluntary GPP criteria to help authorities that want to go beyond such requirements should be maintained.

On 13 July 2017, the Commission launched the Clean Bus Deployment Initiative, which aims to address the technical, financial and organizational issues that prevent European cities and regions from acquiring more clean buses. The initiative contains three elements: a political declaration, an expert group and a deployment platform.
As regards emission reduction and air-quality targets, the Commission shares the view that the retrofitting of older vehicles (especially Heavy Duty Vehicles) can be a fast and effective way to contribute, together with the earliest introduction of latest technology vehicles, to the reduction of pollutant emissions and the improvement of air quality. The Commission will take into consideration the Parliament's call for common EU guidelines on the issue.

Regarding the calls on type approval and market surveillance (paragraphs 102 and 105)

As regards a more comprehensive and coordinated type approval and market surveillance system at EU level, the Commission is satisfied with the positive outcome of the negotiations on the update of the type approval and market surveillance. Moreover, it is fully engaged toward the earliest introduction of the fourth real driving emissions (RDE) act, which together will ensure a better control of emissions from vehicles on the market, a stronger and more transparent EU oversight of the whole type-approval and In-Service Conformity process.

Regarding the calls on rail (paragraphs 106, 110, 112 and 114)

On behalf of the Commission, a study is currently undertaken which assesses the status of cross-border rail infrastructure projects – including missing links – across the Union. This study also covers socio-economic and service-related aspects. Its results, foreseen to be available in spring 2018, may strengthen the basis for funding decisions at regional, national and EU level (Trans-European Transport Networks [TEN-T] and Structural Funds).

The Shift2Rail (S2R) Joint Undertaking reached its autonomy only in May 2016. During this limited period of time S2R has already achieved positive effects by bringing many players to work together towards common goals, helping to overcome fragmentation in the market and create continuity of research goals. These results were clearly highlighted by the report "Interim evaluation of Shift2Rail Joint undertaking (2014-2016)". The Commission is currently working within the Joint Undertaking to develop an action plan responding to the recommendations made by the independent group of experts. The Commission's leading role ensures the alignment of the research and innovation agenda with EU policy objectives.
The Commission takes the issue of a level playing field between the modes very seriously. The Fourth Railway Package that was adopted in 2016 opens up domestic passenger services to competition and introduces the principle of transparent and non-discriminatory award of rail public service contracts. Furthermore, in this legislative package a number of measures were introduced with a view to reducing costs of certification of new rolling stock, harmonising technical requirements and vehicle authorisations, and improving market access for domestic rail passenger services, including access to rolling stock.
Within the general EU legal framework, specific arrangements for managing passenger services and funding infrastructure are set by the Member States. Under EU law there is no obligation for a railway undertaking to provide rail transport services, unless such services are covered by a public service contract that foresees appropriate compensation. Member States are also free to decide on mechanisms and levels of infrastructure financing. Infrastructure managers are allowed to levy more than direct costs of infrastructure use; however, before imposing higher track access charges, they must carry out an assessment as to whether, in the specific segments affected, the market could bear such charges. Member States shall ensure that under normal business conditions the accounts of the infrastructure manager would be balanced over a reasonable period of time, by providing additional State funding, where relevant.

Furthermore, the Commission intends to publish a study entitled "Case study analysis of the burden of taxation and charges on transport". This study has gathered information on taxes and charges, as well as subsidies, on carefully selected representative routes for all modes of transport.

Regulation (EU) No 913/2010 is intended to establish favourable conditions which would allow international rail freight to flourish, in particular along designated rail freight corridors. Nothing in the Regulation prevents Member States – or the other players in the rail freight chain (infrastructure managers, railway undertakings, etc.) – from going beyond the minimum tasks and competences called for therein.
Rail Freight Corridors (RFCs) can be used as a "market tool", in offering quality and competitive services to the customers. It can also serve as a "policy/ cooperation/ coordination tool", whereby the Corridors actors seek to improve the operational conditions along the corridor, including infrastructure enhancement, coordination/ harmonisation of national practices in many areas, but also tackling a wide range of issues of different nature which hamper rail freight, like cross-border interoperability issues. The Commission actively promotes an ambitious use of the RFCs by the participating organisations.

The RFCs are still in an early phase. It is important to take into account regional diversities as regards e.g. market expectations or availability of infrastructure capacity. Therefore no generalisation can be made and no "one-size-fits-all" approach can be applied in the development of the RFCs. In accordance with Article 23 of Regulation (EU) No 913/2010, the Commission will shortly publish a report examining the application of this Regulation.
Regarding the calls for aviation (paragraphs 15, 115, 117, 119, 120 and 122)

Accelerating the implementation of the Single European Sky is one of the main objectives of the Aviation Strategy delivered by the Commission in 2015. In the current version of the European Air Traffic Management (ATM) Master Plan 2015, the Single European Sky ATM Research (SESAR) performance ambition for 2035 compared to 2012 is to reduce CO2 emissions by 0.79 to 1.6 tonne per flight. On request from the European Parliament, the Commission is launching in 2018 a study on new airspace architecture, addressing also the fragmentation aspect and a possible revision of the Single European Sky high level goals.

The benefits that the implementation of Free Route Airspace (FRA) can bring in terms of flight efficiency gains and resulting in reduction in costs, fuel burn and emissions are substantial. On average, States where FRA has been fully implemented all day show a 1.6% higher flight efficiency compared to other States.
Incentives on airspace users in the form of modulation of Air Navigation Services (ANS) charges as per charging scheme regulation for air navigation services can be applied to optimise the use of ANS, reduce the environmental impact of flying, and/ or encourage the use of specific routes. In addition, charges modulation may aim to accelerate the deployment of SESAR ATM capabilities.

For the next Multiannual Financial Framework, the Commission intends to propose the continuation of the SESAR Joint Undertaking research and development programme. The upcoming revision of the European ATM Master Plan (due in 2018) will outline an ambitious path for European ATM research over the next ten years.
The Global Market-Based Mechanism for international civil aviation of the International Civil Aviation Organisation (ICAO) is on track to be introduced on time in 2021. This will be the first global market-based mechanism by any economic sector. Europe is committed to actively and constructively contribute to making the Carbon Offsetting and Reduction Scheme for International Aviation (CORSIA) a success.

A multilateral mechanism is of the highest importance when it comes to ensuring a significant contribution to aviation decarbonisation. Not only it is crucial to have on board all the States representing the largest share of international aviation or with the highest potential to grow, but also a multilateral approach is preferable to multiple differentiated implementation rules at regional and local level that do not follow common rules and could create inefficiencies in the system without any certainty of delivering climate benefits.
The Commission, along with European States, is strongly advocating within the ICAO Council and its advisory bodies for robust rules for eligible emission units and sustainable alternative fuels. In the meantime, the EU Emissions Trading System (ETS) continues in its reduced scope, applying to intra-EEA flights only.
Overall, the CORSIA draft package is acceptable to Europe. Importantly, it includes robust Emission unit eligibility criteria that will be used to determine which emission units airlines can use to offset their obligations under CORSIA. It is also fixing sustainability criteria that will be used to determine which Alternative Fuels airlines can use to reduce their CORSIA offsetting obligations.

The ICAO Council will only adopt the CORSIA package by June 2018, informed by the comments received. Moreover, a number of aspects of CORSIA implementation are still being developed at technical level. It is therefore too early to assess whether the scheme will ultimately achieve its aims. In 2019, when the Global Market Based Mechanism is implemented, the Commission will undertake a comprehensive review with a view to evaluating what changes, if any, are needed to existing European instruments, such as the EU ETS.

Regarding the calls for maritime transport (paragraphs 124-128)

The Commission recalls that the EU Emissions Trading System (ETS) Directive revision was a compromise text proposed as a recital providing that action either at the International Maritime Organisation (IMO) or EU should start from 2023, including the preparatory work on adoption and implementation of emission reduction measures. A global solution to the reduction of greenhouse gas emissions from international shipping is preferable, and the IMO should be allowed to consolidate and build upon its initiatives before an EU regional approach is pursued.
Regarding the promotion of the use of alternative fuels, the Commission continues to support the maritime sector in its effort to uptake new and greener technologies. Under the Directive on the deployment of alternative fuels infrastructure
, Member States are required to integrate the need for shore-side electricity supply for inland waterway vessels and sea-going ships in maritime and inland ports, as well as natural gas supply for waterborne transport in their National Policy Frameworks (NPFs).
The assessment and the findings of the evaluation of the National Policy Frameworks show that only a few NPFs set ambitious targets for future liquefied natural gas (LNG) infrastructure deployment in maritime and inland ports. However, several of these do not address LNG refuelling point needs in maritime ports by 2025 and inland ports by 2030.

The Commission will work with Member States on the implementation of the Directive. In this respect, Member States are requested to take into consideration the conclusions of the assessment and the findings of the Commission's evaluation.
To support the uptake of alternative fuels and stimulate investments in green fleets, the Connecting Europe Facility and European Fund for Strategic Investments offer various opportunities for the shipping sector to transition into green technologies. Some specific, tailor-made instruments have been developed in this context, such as the Green Shipping Guarantee programme, aimed to accelerate investments in greener shipping, and the Green Shipping Loan programme focussed on Mediterranean and Atlantic based EU ship owners, to finance small shipbuilding projects promoting sustainable transport and environmental protection.
Innovating financing solutions such as the EU's financial instruments and their combination with grants through the blending approach employed in partnership with the European Investment Bank or other public and private financiers can contribute to closing the funding gap of projects that have demonstrable financial revenue streams.
Within the framework of the European Sustainable Shipping Forum (ESSF), the Commission, in coordination with the Member States and the main maritime stakeholders, identifies solutions to concrete challenges faced by the sector in tackling pollution from ships, in particular air pollution. The ESSF was therefore at the origin of the concept of the Green Shipping Guarantee Programme, which aims at facilitating access to finance for clean technology solutions. Other concrete examples of solutions developed within the ESSF concern the development of LNG bunkering guidance to support the uptake of alternative fuels, expected to be published in the first quarter of 2018.

The requirements arising from the EU Regulation on the monitoring, reporting and verification (MRV) of shipping emissions should also create incentives for the uptake of low carbon technologies and the development of alternative fuels by increasing awareness of energy efficiency of ships.

The Commission would like to highlight that the possible alignment of the EU MRV is receiving a great deal of international attention from third countries and the shipping industry. Showing some degree of flexibility in aligning the EU system to the IMO system on certain aspects will send a positive signal to the international community as to the readiness of the EU to respond and adjust to international developments and thus maintain its credibility and position as a team player at the IMO.
Following the adoption of the IMO Data Collection System for emissions from ships and the remaining guidelines in July 2017, the Commission has started work on the comparison of the two systems with a view of considering alignment, as foreseen in Article 22 of the EU MRV Regulation. In that regard, the Commission plans to adopt a legislative proposal this year which will be subject to co-decision.

Setting up a new macro regional strategy requires that several conditions are fulfilled to allow for it, starting with a strong political commitment of countries that wish to be part of it, a clear list of joint priorities and objectives, and the adoption of an official request by the Council to build and launch that strategy. At this stage, conditions to set up a strategy in a Black Sea macro region seem not to be met.

Regarding the calls for inland waterways (paragraphs 134-137)

The results of the evaluation of the Directive on River Information Services are foreseen for end of 2018. Based on the outcome of this evaluation, a possible revision of the Directive may start in 2019. Meanwhile, four Implementing Regulations will be adopted in 2018 bringing up to date the relevant technical requirements.

Member States, through regional funds, may propose to allocate funding for the cleaning of sunken vessels. The Connecting Europe Facility does not include such funding.
Commission Decision C(2017) 6663 final of 5 October 2017 authorized the use of the Inland Waterways Fund established by Council Regulation 718/1999 to create a European Inland waterway transport (IWT) platform for promoting greening and innovation of the fleet. Clean inland waterways projects can also be financed through Connecting Europe Facility (CEF) innovation calls and as well through the Green Shipping Guarantee Programme, supported by the CEF Debt instrument, and implemented by the European Investment Bank.

Projects on alternative fuels infrastructure and publicly accessible refuelling and storage points for inland waterway transport are eligible within the CEF blending 2017 call, which includes EUR 350 million grants for the new technologies & innovation horizontal priority.
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