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PREFACE 

Pierre Jean Coulon, President of the Section for Transport, Energy, 
Infrastructure and the Information Society

Transport and mobility play a prominent role in both the economic and the social development of European 
society and in the daily lives of Europeans. With important trends now emerging, not only in transport but also in 
many other sectors, and as a result of the major challenges and far-reaching changes that the transport sector is 
currently facing, new approaches and policies are needed to provide a suitable response.   

The three “mobility packages” published by the European Commission (EC) under the far-reaching Europe on the 
Move initiative (2017 – 2018) have aimed at fundamental modernisation of European mobility, while focusing 
mainly on road transport. The Section for Transport, Energy, Infrastructure and the Information Society (TEN) at 
the European Economic and Social Committee (EESC) has actively contributed to shaping new policies in this 
field. The EESC opinions issued as a response to the EC´s initiative were presented in the first and second volumes 
of a recently published brochure entitled Europe on the Move.

The EESC´s TEN Section has complemented these opinions – both in response to requests received from other EU 
institutions as well as on its own initiative – by dealing with major overarching trends and topical issues of key 
importance, thus reflecting the latest developments in transport within EU and also at international level. The 
TEN Section has inter alia welcomed the COP21 commitments and supported the holistic approach to achieving 
low emission mobility, advocated a stronger budget for the Connecting Europe Facility for the period after 2020, 
analysed the implications of ongoing digitalisation for transport systems, innovation, employment, safety and 
climate, and raised the idea of a European “Platform for Change” as a tool for combatting gender inequality in 
the transport sector. 

Moreover, the TEN Section has continued to carefully monitor and address issues specific to transport sectors 
such as the aviation sector, in particular regional connectivity and disruptions to air traffic management, as well 
as the rights and obligations of rail passengers, safety rules and standards on passenger ships and a strategic role 
of urban mobility.    

Find out more about Civil Society´s positions and views on all these important topics by leafing through the 
pages of this publication, which complements the two volumes of the EESC´s brochure entitled Europe on the 
Move.

For a full overview of the EESC´s recent work on transport policy, please see the appended list of EESC opinions 
adopted over the past few years (January 2011 - February 2019). 

Enjoy the read! I hope you find it interesting. 
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1. Conclusions and recommendations 
 

1.1 The European Economic and Social Committee (EESC) advocates for a stronger budget for the 
Connecting Europe Facility (CEF) for after 2020, with grants remaining the major component. 
There are a number of transport, energy and digital infrastructure projects which are vital for the 
EU's competitiveness but do not generate the necessary return on investment in order to attract 
private investors. A strong commitment from the EU and national public authorities in this 
regard is needed. 

 
1.2 The EESC recommends that the European Commission and the Member States further 

encourage synergies at project level between the three sectors, which are currently limited 
because of the rigidity of the budgetary framework as regards the eligibility of projects and of 
costs. 

 
1.3 The EESC recommends that the Commission continue providing the technical support (CEF 

Programme Support Action) to promote the eligibility of mature and high-quality projects and 
support continuity in providing this type of assistance, together with an update of the evaluation 
criteria to make it easier to identify projects' added value. Further steps should be taken to 
simplify administrative requirements, not only for small grants. 

 
1.4 The EESC urges the co-legislators to maintain the commitment in the previous CEF regulation 

to spend "the major part" of the energy budget on electricity projects. This is essential to ensure 
that the CEF is in line with the EU's climate and energy policy and to avoid the CEF becoming a 
major source of funding for fossil energy projects within the Multiannual Financial Framework 
(MFF). It is important that this commitment is strengthened rather than weakened in the CEF 
2021-2027.  

 
1.5 The EESC considers that the award criteria for projects listed in Article 13 should be expanded 

to include the security of supply of all energy types (electricity, gas, heat, etc.) and the specific 
carbon emission reductions delivered by each project. 
 

1.6 The EESC emphasises that CEF has to target energy projects able to ensure greater energy 
independence and security for the EU. New electricity storage facilities also have to be 
generated with CEF support. 

 
1.7 The EESC recommends that the financial capacity of the CEF programme under the next MFF 

should be increased. Concerning the distribution of grants among the three sectors, the EESC 
recommends to consider the financial requirements of each sector, such as capital intensity and 
return on investment, giving preference to investments that cannot be funded by the market, in 
order to maintain high credibility and attractiveness for investors.  

 
1.8 The EESC recommends, therefore, that the total CEF budget allocation should be increased,  

given the critical nature of these sectors for the internal market. 
 
1.9 The EESC emphasises that both the Commission and the Member States must remain 

committed to the CEF’s main transport policy objectives: completion of the Trans-European 
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Transport Network (TEN-T) core network by 2030 and the transition towards clean, 
competitive, innovative and connected mobility, including an EU backbone of alternative fuels 
charging infrastructure by 2025. Multimodal and cross-border connections are extremely 
important in this regard. 

 
1.10 The EESC urges that the co-legislators ensure broad and fair competition for projects 

benefitting from CEF funds by respecting reciprocity in practice and by using contract 
conditions which combine efficiency and a fair allocation of risks. 

 
1.11 The EESC recommends that the co-legislators ensure that participation in the corresponding 

tender procedures is open only to companies from countries in which the corresponding markets 
are open, respecting real reciprocity, and that the standard form of contract used is appropriate 
to the project’s objectives and circumstances. Contract conditions should be drafted so as to 
fairly allocate the risks associated with the contract, with the primary aim of achieving the most 
economic price and efficient performance of the contract. This principle should apply 
irrespective of whether national or international standard forms of contract are used (based on 
Article 3.21 of EBRD Procurement Policies and Rules dated 1 November 2017). 

 
1.12 The EESC strongly supports the proposal to include in the CEF 2021-2027 cross-border 

cooperation on renewable energy generation. The EESC suggests that the overall vision of the 
actions on renewables in the CEF should be to create a Europe-wide renewable electricity 
network allowing for a more effective integration of renewable energy technologies and to 
better reflect the available potential of technologies across the continent. 

 
1.13 The EESC welcomes the inclusion of renewable installations amongst the eligible projects in 

the energy portion of the CEF and recommends that this should be amended to include both 
large-scale projects and portfolios of small-scale projects in order to allow all technologies to 
compete fairly for funds.  

 
1.14 The EESC recommends that the objectives of the CEF listed in Article 3 should be expanded to 

include not just the facilitation of cross-border cooperation in the fields of renewables, but also 
explicitly mention the deployment of renewables. 

 
1.15 The EESC notes that land purchase is excluded from eligible costs in Article 15(c) and urges the 

co-legislators to consider whether this could advantage or disadvantage certain projects and 
technologies. For sectors such as transport and renewable energy, land purchase is a not 
negligible part of the investment. 

 
1.16 The EESC reminds the Commission that cross border energy inter-connectors are key factors in 

the integration of renewables, not just because they permit the long distance transmission of 
renewable electricity, fostering the use of cleaner and cheaper sources of electricity across 
Europe, but also because they act as a source of essential system flexibility.  

 
1.17 The EESC recommends that the opportunities that arise from the digitalisation of energy grids 

and networks and the creation of smart grids to integrate renewables be fully seized and 
recommend that the Commission looks into how synergies between the Digital and Energy 
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sectors of the CEF can be exploited on this point. The EESC notes the lack of smart-grid 
projects in the 2014-2020 CEF, due in part to barriers to funding lower distribution grid level 
projects, as opposed to high-voltage transmission grid projects. 

 
1.18 The EESC recommends that CEF should also ensure that mechanisms are in place to certify 

where renewable electricity is used in transport applications, for example with the use of 
renewable Guarantees of Origin certificates. 

 
1.19 The EESC highlights the need to give priority to large-scale EU-wide projects to digitise 

transport such as ERTMS (European Railway Traffic Management System), SESAR (Single 
European Sky ATM Research) and autonomous driving. In order to equip with ERTMS the 
Core Network by 2030 EUR 15 billion  need to be invested. An EU-wide large scale project 
shall be financed with grants from the different CEF clusters, private funds and blending 
components from InvestEU. 

 
1.20 The EESC calls for 5G coverage of the TEN-T network which is fundamental. 
 
1.21 The EESC calls for measures such as effective controls, modern overnight accommodation, and 

sufficient parking spaces with adequate equipment. 
 
1.22 The EESC also believes that consideration should be given to better communication methods 

regarding the achievements of the CEF. A Communication Budget can be a useful tool in this 
regard. An enhanced predictability is also to be taken into consideration. 

 
1.23 The EESC recommends additional actions to be considered to release full potential of the 

programme taking into account that CEF intervention was decisive in launching most of the 
projects and has proven to be a major catalyst for both public and private investment. An 
improved complementary link between the CEF and other programmes (such as Horizon 
Europe, InvestEU and the Cohesion Fund) is to be reinforced in order to avoid overlaps and 
optimise budgetary resources.  

 
1.24 The EESC believes that the cohesion envelope is key to the completion of the parts of the core 

networks in the cohesion Member States and recommends the EC and Member States to 
maintain the share of the Cohesion Fund under the direct management of the CEF in the next 
MFF. CEF Transport priorities need to be supported by the European Regional Development 
Fund. In any case, funds shall remain within the eligible Member State. 

 
1.25 The EESC suggests that the evaluation methodology is to be adjusted, because the success of 

the CEF is not guaranteed solely by the amount of money allocated and the number of projects 
supported. 

 
The EESC proposes improvements to the CEF evaluation methodology. A real quantitative / 
qualitative assessment should be performed at the end of the 2014-2020 period for the 
completed projects and those at an advanced level of construction. The EESC calls for a review, 
inter alia, of the progress of TEN-T development, as well the changes in passenger and freight 
traffic flows. The EESC also calls for a socio-economic cost-benefit analysis of TEN-T projects 
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that takes into account the relevant social, economic, climate-related and environmental benefits 
and costs. 
 

1.26 The EESC calls for the conclusion of specific measures on general climate protection 
objectives. 

 
1.27 The EESC calls for metropolises to be taken into account in the main infrastructure projects, 

whether or not they can receive funding from the Cohesion Fund. 
 
1.28 The EESC recommends concrete measures to ensure the attractiveness of the retrofitting, 

repowering or upgrading of the existing infrastructure which remains the backbone of the 
existing network and installed capacity. 

 
1.29 The EESC supports the development of dual-use civilian-defence infrastructure both on 

physical and technological infrastructures (such as ERTMS and SESAR) under the CEF 
framework and recommends an open and pro-active approach in the new geopolitical 
international context (Three seas Initiative etc.). 

 
1.30 The EESC recommends that CEF prioritise investments on TEN-T cross-border infrastructures 

to achieve coherent capacity and avoid bottlenecks in all modes of transport in order to obtain a 
fully integrated transport network. 

 
2. Presentation of the Commission proposal 
 
2.1 The proposal aims at establishing the legal basis for the CEF for the period beyond 2020 and is 

presented for a Union of 27 Member States. 
 

2.2 The Commission proposal1 of 2 May 2018 for the MFF beyond 2020 includes an amount of 
EUR 42,265 million for the CEF, listed below: 

 
CEF 2021-2027 Figures in current prices - EUR 
Transport, 
Including: 
 General envelope 
 Contribution from the Cohesion Fund 
 Support for military mobility 

30,615,493,000 
 

12,830,000,000 
11,285,493,000 
6,500,000,000 

Energy 8,650,000,000 
Digital 3,000,000,000 
TOTAL 42,265,493,000 
 
2.3 The vision for Europe is to move towards zero-fatalities, zero-emissions and zero-paper 

mobility, to become a world leader in renewable energy and to be a front runner in the digital 
economy. 

                                                      
1

  COM(2018) 321 final. 
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2.4 CEF supports investment in transport, energy and digital infrastructure through the development 

of the Trans-European networks (TEN) and also promotes cross-border cooperation on 
renewable energy generation. Those networks and cross-border cooperation are crucial for the 
functioning of the Single Market and also strategic to implement the Energy Union, the Digital 
Single Market and the development of sustainable transport modes. 

 
2.5 The 2021-2027 MFF sets a more ambitious goal for climate mainstreaming across all EU 

programmes with a target of 25% of EU expenditure contributing to climate objectives. A major 
contribution is expected to be provided by CEF, with a target of 60% of its envelope 
contributing to climate objectives. 

 
2.6 The future needs for decarbonisation and digitalisation will imply a growing convergence of the 

transport, energy and digital sectors. Synergies between all three sectors should thus be 
harnessed to the full extent, maximising the effectiveness and efficiency of EU support. In order 
to incentivise and prioritise cross-sectoral proposals, the synergy dimension of a proposed 
action will be assessed under the award criteria. 

 
2.7 CEF aims for transport to contribute to the completion of both layers of TEN-T (the core 

network by 2030 and the more extensive layer by 2050). It is estimated that the completion of 
TEN-T core network will generate 7.5 million job-years between 2017 and 2030 with an 
additional GDP increase of 1.6% in 2030. 

 
2.8 For the first time ever the Union funding for the implementation of the civilian-military dual-use 

transport projects should be implemented by CEF. 
 
2.9 For energy, the focus is on completing the trans-European energy networks through of the 

development of projects of common interest relating to further integration of the internal energy 
market and interoperability of networks across borders and sectors; sustainable development by 
enabling decarbonisation in particular through integrating renewable energy sources and 
security of supply inter alia through the smartening and digitalisation of the infrastructure. 

 
2.10 For digital, CEF maximises the benefits that all citizens, businesses and public administrations 

can get from the Digital Single Market. 
 
2.11 Transport, energy and digital infrastructure will be supported to various degrees by a number of 

EU financial programmes and instruments, including CEF, the European Regional Development 
Fund (ERDF) and Cohesion Fund, Horizon Europe, InvestEU and LIFE. 

 
2.12 The Programme's actions should be used to address market failures or sub-optimal investment 

situations, in a proportionate manner, without duplicating or crowding out private financing and 
have a clear European added value. 
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2.13 The results of ex-post evaluations were adopted by the EC on 13 February 20182 according to 
five criteria: effectiveness, efficiency, relevance, coherence and EU added value. Some extracts 
follow: 

 
 CEF is an effective and targeted instrument for investment in TEN, transport, energy and 

digital sectors. Since 2014 it has invested EUR 25 billion which has resulted in 
approximately EUR 50 billion of infrastructure investment in the EU; 

 CEF brings high European added value for all MS by supporting connectivity projects with a 
cross-border dimension; 

 For the first time, a share of the cohesion budget (EUR 11.3 billion for transport) was 
executed under direct management within the CEF framework; 

 CEF has continued to use and develop innovative financial instruments. However, their 
deployment has been limited due to the new possibilities offered by EFSI; 

 CEF has also tested cross-sector synergies, but has been limited by constraints in the current 
legal/budgetary framework. The sector policy guide lines and the CEF instrument would 
need to be made more flexible to facilitate synergies and be more responsive to new 
technological developments and priorities such as digitalisation, while accelerating 
decarbonisation and addressing common societal challenges such as cybersecurity. 

 
2.14 The Commission proposes to continue the implementation of the new programme, for the three 

CEF sectors, with direct management by the EC and its Innovation and Networks Executive 
Agency (INEA). 

 
2.15 The proposed budget will cover all the necessary operational expenditure for the 

implementation of the Programme as well as the cost of human resources and other 
administrative expenditure in connection with the management of the Programme. 

 
2.16 Compared to the CEF 2014-2020, a simpler but more robust performance framework will be put 

in place to monitor the achievement of the objectives and its contribution to EU policy 
objectives. Indicators to monitor implementation and progress will relate in particular to: 
 
 Efficient and interconnected networks and infrastructure for smart, sustainable, inclusive, 

safe and secure mobility as well as adaptation to military mobility requirements; 
 Contribution to interconnectivity and integration of markets, security of energy supply and 

sustainable development through enabling decarbonisation; contribution to cross-border 
cooperation in the field of renewable energy; 

 Contribution to the deployment of digital connectivity infrastructure throughout the EU. 
 
3. General and specific comments 
 
3.1 The EESC underlines the strategic importance of the CEF programme from the perspectives of 

integration of the internal market, smart mobility and the opportunity to deliver tangible added 

                                                      
2

  COM(2018) 066 final. 
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value for citizens, social cohesion and business through this programme, prosperity and added 
value for EU as a whole. 
 
By the end of 2017 CEF Transport had already allocated EUR 21.3 billion in grants for TEN-T 
projects triggering EUR 41.6 billion of total investments. 
 

3.2 During 2018 additional grant agreements will be signed for a blending call combining CEF 
grants with private finance, including from the EFSI (European Fund for Strategic Investment). 
It is estimated that every EUR 1 billion invested in the TEN-T core network will create up to 
20 000 jobs. 

 
3.3 The EESC broadly welcomes the European Commission Proposal for a Regulation of the 

European Parliament and of the Council establishing the Connecting Europe Facility and 
repealing Regulations (EU) No 1316/2013 and (EU) No 283/2014 for the period 2021-2027. 
 

3.4 The EESC recognises that CEF is one of the most successful EU programmes and underlines 
the strategic importance of CEF as regards the integration of the internal market, the completion 
of the Energy Union, smart mobility and the opportunity for the EU to deliver tangible added 
value for citizens, social cohesion and businesses. 

 
3.5 The EESC believes that the financial capacity of the CEF programme under the next MFF 

should be increased and better balanced in order to maintain its high credibility and 
attractiveness for investors. An insufficient budget would put the completion of the TEN-T and 
TEN-E networks at risk and this would in fact depreciate investments from public funds already 
made. 

 
3.6 The EESC emphasises that investment in digital, innovative and sustainable transport projects 

must be accelerated in order to move towards a greener, truly integrated, modern, accessible-to-
all, safer and efficient transport system. Social cohesion at EU level is to be enhanced by 
increasing the public investments in EU and regional added-value projects. 

 
3.7 The EESC considers that synergies at project level between the three sectors are currently 

limited because of the rigidity of the budgetary framework as regards the eligibility of projects 
and of costs. 

 
3.8 The EESC welcomes the technical support provided to promote the eligibility of mature and 

high-quality projects and supports the continuity in providing this type of assistance together 
with an update of the evaluation criteria to more easily identify the added value of the projects. 
Further steps to simplify administrative requirements are to be generated, not only for small 
grants. 
 

3.9 The EESC emphasises that both the Commission and the Member States have to remain 
committed to the CEF’s main policy objectives: completion of TEN-T core network by 2030 
and the transition towards clean, competitive, innovative and connected mobility, including an 
EU backbone of alternative fuels charging infrastructure by 2025. Multimodal and cross-border 
connections are of great importance in this regard. 
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3.10 The CEF has to target energy projects able to ensure greater energy independence and security 

for the EU. Electricity storage facilities also have to be generated with CEF support. 
 
3.11 The EESC considers that cross-border energy inter-connectors are key factors in the integration 

of renewables, not just because they permit the long-distance transmission of renewable 
electricity, but also because they act as a source of essential system flexibility.  

 
3.12 The role of the European coordinators is to be enhanced in order to generate a thorough 

assessment of the projects completed or at an advanced level of construction, the real 
achievements and the remaining bottlenecks. The Commission has to ensure that the priority of 
the calls reflects their assessment. 

 
3.13 The EESC believes that the transport sector should take full advantage offered by digital and 

innovative technologies and acknowledges that new innovative transport infrastructure is more 
attractive for investment, especially from the private sector.  

 
3.14 EESC believes that investing in transport, and in particular in the Trans-European Transport 

Network (TEN-T), is crucial for Europe's growth and jobs. This is why it advocates for a 
stronger budget for the Connecting Europe Facility for after 2020, with grants remaining the 
major component. Indeed, there are a number of transport infrastructure projects which are vital 
for the EU's competitiveness but do not generate the necessary return on investment in order to 
attract private investors. They therefore require a strong commitment from the EU and national 
public on this regard. 

 
3.15 EC should preserve the integrity on the CEF financial capacity and not cut anymore in favour of 

other programmes (EFSI, EDIDP - European Defence Industrial Development Programme). 
 
3.16 The EESC highlights the need to give priority to large-scale EU-wide projects to digitise 

transport such as ERTMS, SESAR and autonomous driving. To realise these projects, a 
blending of resources is needed: public funds from the CEF and private funds guaranteed by 
InvestEU. The 5G coverage of the TEN-T would be equally fundamental. Only 8% of 51.000 
km of core network corridors have been equipped with ERTMS between 1995 and 2016; at the 
current pace more than 200 years will be needed to equip the whole Core Network. The 
completion by 2030 would require EUR 15 billion investment and a huge acceleration of the 
program and would then provide seamless rail traffic in Europe with an increase of capacity, 
safety and punctuality. 

 
3.17 Electric mobility is a core part of the transition towards sustainable transport and also provides 

the potential for vehicle-to-grid exchanges where the battery storage capacity of electric 
vehicles is used as a source of flexibility for the grid. Interoperability in vehicle-to-grid 
interfaces should be a key priority across the EU. The CEF should also ensure that mechanisms 
are in place to certify where renewable electricity is used in transport applications, for example 
with the use of renewable Guarantees of Origin certificates. 
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3.18 Synergies are key to the successful implementation of the CEF. Examples of such synergies 
include electric vehicle charging points powered by renewable electricity, solar PV “car ports” 
and the development of vehicle-to-grid interface technology. 

 
3.19 The electrification of road transport should also be considered. For trucks and buses, EUR 10 

billion would be required to electrify around 7 000 km of highways in the reference period. 
 
3.20 The development and rehabilitation of transport infrastructures in the EU is still rather 

fragmented and represents a major challenge in terms of capacity and financing. It is of strategic 
importance to ensuring both sustainable growth, jobs and competitiveness and social / territorial 
cohesion in the EU. 

 
3.21 In Transport infrastructure, there are 11.2 million employees. In general, the needs and working 

conditions must also be taken into account in the CEF framework. The EESC calls for measures 
such as effective controls, modern overnight accommodation and sufficient parking spaces with 
adequate equipment. 

 
3.22 The EESC observes that, as it stands, the Commission proposal represents a weakening of the 

previous commitment to spend the “major part” of the energy sector on electricity projects. The 
EESC welcomes the Commission’s expectation that this will be honoured in the current CEF by 
the end of the programming period. Fulfilling this commitment is essential to ensure that the 
CEF is in line with the EU’s climate and energy policy. 

 
3.23 Regarding the inclusion of renewable installations amongst the eligible projects in the energy 

portion of the CEF, this is to be amended to include both large-scale and portfolios of small-
scale projects. This is a key part of making enhanced use of EU funds for renewables as 
described in the recast of the Renewables Directive. 

 
3.24 We acknowledge that in constant prices, the 2021-2027 allocation to CEF and the contribution 

from the Cohesion Fund represent cuts of 12-13%. A review of this aspect is needed. At the 
same time, it is important to fulfil the CEF Transport priorities. The share of European Regional 
Development Fund not committed by the beneficiary Member States in the first three years shall 
be allocated in the same country according to these priorities. 

 
3.25 The mid-term assessment of the CEF focussed mainly on quantitative aspects, despite the very 

tangible nature of most of the projects. 
 
3.26 A real quantitative/qualitative assessment should be performed at the end of the 2014-2020 

period for the completed projects and the ones at an advanced level of construction. 
 
3.27 An evaluation of the effectiveness of projects is not included in the draft as the European Court 

of Auditors (ECA) criticised in its 2018 report. The EESC therefore calls for a review, inter alia, 
of the progress of TEN-T development, as well the changes in passenger and freight traffic 
flows. In addition, the EESC calls for a socio-economic cost-benefit analysis of TEN-T projects 
that takes into account the relevant social, economic, climate-related and environmental benefits 
and costs. 
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3.28 The EESC suggests that the success of the CEF is not guaranteed solely by the amount of 

money allocated and number of projects supported. The evaluation methodology is to be 
adjusted. 

 
3.29 The EESC also believes that consideration should be given to better communication methods 

regarding the achievements of the CEF. An enhanced predictability is also needed. 
 
3.30 Europe’s metropolises are those regions within the EU where there is the most traffic; almost all 

transport has its origin or destination in a metropolis. The EESC calls for agglomerations to be 
taken into account in the main infrastructure projects, whether or not they can receive funding 
from the Cohesion Fund. 

 
3.31 The EESC welcomes the fact that the CEF will support civilian-military dual-use transport 

infrastructure with EUR 6.5 billion for the first time ever, in order to improve military mobility 
in the EU, in accordance with the Joint Communication of November 20173 and the Action Plan 
of March 20184. 

 
3.32 The EESC welcomes the objectives set in the document “Action Plan on military mobility” and 

supports a Defence Union in terms of both improving infrastructure and enabling synergies. 
Dual-use civilian-defence infrastructure is to be developed along the TEN-T network and also in 
the regions most exposed to military risk. 

 
 
Brussels, 19 September 2018. 
 
 
Luca JAHIER 
The president of the European Economic and Social Committee 
 

_____________ 
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  Brussels, 10.11.2017 JOIN(2017) 41 final JOINT COMMUNICATION TO THE EUROPEAN PARLIAMENT AND THE 
COUNCIL Improving Military Mobility in the European Union. 

4  Brussels, 28.3.2018 JOIN(2018) 5 final JOINT COMMUNICATION TO THE EUROPEAN PARLIAMENT AND THE 
COUNCIL on the Action Plan on Military Mobility. 
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1. Conclusions and recommendations 
 
1.1 Digitalisation and robotisation in the field of the mobility of people and the transport of goods 

provide society with several potential benefits such as better accessibility and convenience for 
passengers, efficiency and productivity for logistics, improved traffic safety and reduced 
emissions. At the same time, there are concerns relating to safety, security, privacy, labour and 
the environment. 

 
1.2 While technology offers endless opportunities, progress must not be solely technology driven 

but aim at creating added value for society. Political debate – together with the proper 
involvement of civil society in transport planning processes, particularly in large urban areas – 
is therefore necessary. 

 
1.3 Realising digital transport requires solutions for existing bottlenecks, as well as integrated 

investments along the TEN-T network in transport, energy and telecommunication systems, 
including the deployment of 5G. EU funding instruments such as the Connecting Europe 
Facility, the EFSI and Horizon 2020 should support these undertakings. 

 
1.4 The digitalisation and robotisation of transport provide new business opportunities for both 

manufacturing and service industries, including SMEs, and could be an area of competitive 
advantage for the EU. To this end, the EESC calls for an encouraging and enabling business 
environment, including openness towards new business models and boosting the development 
of European digital platforms. 

 
1.5 The digitalisation and robotisation of transport will bring about profound changes in the nature 

of work and the demand for skills. The EESC highlights the importance of dealing with these 
structural changes by enhancing a fair and smooth transition and addressing the skills gap, 
together with the appropriate monitoring of progress. Social dialogue and informing and 
consulting workers play a key role in the transition process. Member States also have to adapt 
their education systems to respond to the new demand for skills. 

 
1.6 The digitalisation and robotisation of transport require the adequate availability, accessibility 

and free flow of data. At the same time, proper data protection has to be ensured. Increasing 
cybersecurity capabilities and tackling liability issues are also necessary in order to respond to 
new developments. 

 
1.7 The EESC stresses the intermodal character of digital transport, which touches the very heart of 

the EU's transport strategy. It also implies close connections with other policy areas such as 
those relating to the digital single market, energy, industrial development, innovation and skills. 
As the goals and requirements of climate change mitigation act as one of the drivers of digital 
transport, there is also a close link with environmental sustainability. 

 
2. Background and ongoing trends 
 
2.1 Digitalisation is expanding into all areas of the economy and society – transport being an area 

often used as an example. The purpose of this own-initiative opinion is to consider the 
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developments and implications of the digitalisation and robotisation of transport from the point 
of view of society as a whole, including businesses, workers, consumers and citizens in general, 
and to put forward the EESC's views on how these developments should be taken into account 
in EU policy-making, in order to seize the opportunities and manage the risks in a proper way.  

 
2.2 Much is already going on in the markets, as well as in different policy areas at national and EU 

levels. The EESC has also addressed this theme in its opinions, with regard to e.g. the future of 
the automotive industry1 and the European strategy on Cooperative Intelligent Transport 
Systems, C-ITS2, as well as Artificial intelligence3.  

 
2.3 The digitalisation of transport takes several forms. At present, vehicles, aircraft and ships 

already use digital information in many ways, including technology and services supporting car 
driving, traffic control of trains, aviation and shipping management. The digitalisation of 
passenger and goods information is another area of every-day application. Thirdly, robots are 
commonly used in terminal operations in the area of freight logistics. 

 
2.4 Further automation and robotisation open up new opportunities for transporting goods and 

people, as well as for various kinds of monitoring and surveillance. Virtual robots, i.e. software 
robots play a central role here by enabling the increased use and connection of different 
information systems, allowing them to function as one interoperable unit. 

 
2.5 The automation of transport involves developing means of transportation with regard to their 

interaction with human beings, as well as with infrastructure and other external systems. 
Driverless and unmanned vehicles, ships and airspace systems that are fully autonomous, i.e. 
that function independently, are the final step in this development.  

 
2.6 At present, driverless cars are being developed by several car manufacturers and tested in 

practice. Driverless metros have already been introduced in many cities while driverless buses 
and platoons of trucks are being tested. The use of unmanned aircraft systems or drones is 
rapidly increasing and even remote-controlled and autonomous ships are being developed. In 
addition to vehicles, aircraft and ships, new kinds of infrastructure solutions and traffic control 
systems are being explored.  

 
2.7 Although steps towards autonomous and unmanned transport are being taken, the basic 

structures are still based on people as the main actors. The most remarkable implications are to 
be seen when fully autonomous and unmanned transport is a reality. Prognoses on when this 
will happen vary significantly. However, it is important to prepare for the future and make the 
necessary decisions in good time. 

 
2.8 Digitalisation also enables passengers and other transport users to benefit from a new kind of 

Mobility as a Service (MaaS) concept through digital platforms.  
                                                      
1

  Information Report of EESC's Consultative Commission on Industrial Change (CCMI) on "The automotive industry", CCMI/148, 
adopted by CCMI on 30/01/2017. 

2
  EESC Opinion on "Cooperative Intelligent Transport Systems", TEN/621 (not yet published in OJ). 

3
  EESC Opinion on "Artificial intelligence", INT/806 (not yet published in OJ). 
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2.9 The ongoing development of MaaS seeks to respond better to market demand by combining the 

reservation, purchase and payment systems of transport chains and providing real-time 
information on time-tables, weather and traffic conditions, as well as available transport 
capacity and solutions. MaaS is thus the user's digitised transport interface. At the same time, it 
aims at optimising the use of transport capacity. 

 
2.10 The rapid development of technology such as big data, cloud computing, 5G mobile networks, 

sensors, robotics and artificial intelligence – especially with its learning capacities such as 
machine learning and deep learning – is the key enabler behind the developments in digital and 
automated transport.  

 
2.11 It is, however, obvious that one cannot proceed successfully if the progress is solely technology 

driven. Ideally, the development should be based on societal demand. On the other hand, it is 
often difficult for citizens to see the opportunities that the new developments provide.  

 
3. Implications for the transport system 
 
3.1 Digital development creates conditions for intermodality and thus contributes to the system 

approach in transport. It also means that the transport system has several new elements in 
addition to the traditional infrastructure.  

 
3.2 The foundation of the system, however, still remains: roads, railways, harbours and airports. 

Besides these basic elements, an advanced digital infrastructure is needed, covering mapping 
and positioning systems, different kinds of sensors for data generation, hardware and software 
for data processing, and mobile and broadband connections for data distribution. Automated 
traffic management and control systems are also included under digital infrastructure.  

 
3.3 As both the digital and digitised infrastructure require electricity, and given the interaction 

between smart electric grids and electric vehicles, electricity infrastructure is also a key element 
of the transport system. Finally, new services and infrastructure are needed to allow access to 
traffic information as well as the booking and payment of mobility services. The system, from 
physical infrastructure to physical transport services, is therefore linked by different kinds of 
digital elements. 

 
3.4 Despite rapid developments, there are still several bottlenecks hindering progress towards 

digital transport systems which must therefore be overcome. These include, for example, 
shortages in the availability and accessibility of data, the lack of fast internet connections, and 
technical limitations relating to sensors and real-time positioning.  

 
3.5 The EESC calls for investment in technology and infrastructure on which digital transport can 

be built, in particular traffic management and control systems: SESAR (Single European Sky 
ATM Research) and ERTMS (European Railway Traffic Management System) are projects that 
are already at a mature stage but which lack substantial financial resources. VTMIS (Vessel 
Traffic Management and Information System) and C-ITS still need to be developed. 
Furthermore, 5G connections have to be made available along the TEN-T core network. EU 
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funding instruments such as the Connecting Europe Facility, the European Fund for Strategic 
Investments and Horizon 2020 should prioritise these undertakings. 

 
3.6 The interoperability of digital systems is also necessary in order to enable cross-border 

connectivity both domestically and internationally. The EU should strive to be the forerunner 
and standard-setter in this field. 

 
3.7 The EESC stresses that digitalisation does not remove the need for investments in basic 

transport infrastructure, although it optimises the use of the existing capacity. Furthermore, 
during the transition period, partly automated and fully autonomous vehicles and vessels move 
together, which has to be taken into account in road and maritime infrastructure. New 
challenges have also emerged in aviation due to the deployment of drones. 

 
3.8 The EESC encourages the development of traffic management systems and common rules for 

drones at the EU level and internationally at the ICAO. Furthermore, the development of rules is 
needed at the IMO in order to enable the development and introduction of remote-controlled and 
autonomous shipping, including in ports. 

 
4. Implications for business and innovation 
 
4.1 Digitalisation and robotisation bring about increased efficiency, productivity and safety for 

freight transport and logistics. New business opportunities also emerge for manufacturing and 
service industries with regard to automation and robotics, services for citizens' mobility, 
solutions for more efficient logistics, or the digitalisation of the whole transport system. This 
holds true both for big companies and small and medium-sized enterprises, including start-ups.  

 
4.2 Taking into account that EU companies are leaders in many fields related to digital transport, it 

could well be an area where a competitive advantage could be developed. As a lot is happening 
outside the EU with regard to the development of digital and autonomous transport, the EU also 
has to strengthen its efforts in the fields of innovation, infrastructure and the completion of the 
single market, including adaptation of the legal framework to new operating conditions. 

 
4.3 There is also a need for openness towards the development and introduction of new kinds of 

business models, based on digital platforms. In order to enhance the creation of European 
platforms it has to be ensured that enabling and supporting conditions are in place and that the 
regulatory framework provides businesses with a level playing-field. 

 
4.4 The digitalisation and robotisation of transport is primarily based on data management as in any 

other sector. From a business point of view, data can be considered as a production factor or 
raw-material to be processed and refined to create added value. To this end, the free flow of data 
is essential. The EESC therefore calls for effective solutions that eliminate the problems 
associated with the accessibility, interoperability and transfer of data, while securing adequate 
data protection and privacy. 

 
4.5 The EESC considers it important to open up and facilitate access to transport and infrastructure 

related mass data, generated by the public sector, for all users. In addition, clarifications and 
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rules are needed for the management of non-personal data, notably data generated by sensors 
and intelligent devices. In assessing the questions of data accessibility and reuse, it is useful to 
note that in general, it is not the data itself that brings a competitive advantage but rather the 
tools, innovation resources and market position for refining it. 

 
4.6 To develop and gain experience in digital and autonomous transport, the experimentation with 

and piloting of new technologies and concepts must be facilitated. This requires functioning 
innovation and business ecosystems, adequate test-beds and an enabling regulatory framework. 
The EESC calls on the authorities to adopt an approach that stimulates innovation instead of 
applying detailed rules and requirements that hamper development. 

 
5. Implications for employment, work and skills 
 
5.1 The implications of the digitalisation and robotisation of transport for labour are obviously the 

same as they are in other fields. New concepts and processes may result in jobs losses, while 
new jobs can be generated by new products and services. 

 
5.2 The most significant changes may take place in the transport and logistics sector itself but 

implications for employment may also be seen in the related manufacturing sectors, as well as in 
supply chains and regional clusters.  

 
5.3 With the deployment of unmanned transport, the demand for transport personnel will decrease. 

The same holds true for the implications of the increasing use of robotics for physical labour in 
terminal operations. Some of the jobs may be replaced by control and monitoring tasks but over 
time these tasks may also diminish. At the same time, new jobs may be created in other sectors, 
particularly in sectors related to information and communication technologies, digital services, 
electronics and robotics. Furthermore, while physical work and routine tasks diminish, the role 
of problem-solving and creative tasks grows. 

 
5.4 The change in tasks also implies a considerable change in the market demand for skills. There is 

an increasing demand for high-skilled cyber-professionals such as software developers. On the 
other hand, there is an increasing need for the practical skills associated with using robotics and 
acting in human-robot cooperation systems. In addition, the significance of professionals with 
broad-based competences will grow. 

 
5.5 The EESC highlights the importance of dealing with these structural changes in a proper way, 

by preparing strategies on how to ensure a fair and smooth transition, decrease negative social 
impacts and respond to the skills gap, combined with the appropriate monitoring of progress. 
Social dialogue and informing and consulting workers at all levels play a key role in the 
transition process. 

 
5.6 There are both immediate and long-term needs for training and education. Member States have 

a decisive role in responding to the new skills demand by adapting their education systems, and 
good practices should be shared at the European level. A strong focus on science, technology, 
engineering and mathematics is required, while taking into account that the demand for creating 
new solutions also requires wide competences with education in arts and social sciences. 
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6. Implications for safety, security and privacy 
 
6.1 It seems that citizens are not largely aware of the kinds of opportunities that digitalisation and 

robotisation provide e.g. for the accessibility and convenience of mobility, while the perception 
of safety, security and privacy turn out to be the main concerns. More knowledge and 
communication on the pros and cons is necessary, together with the proper involvement of civil 
society in transport planning processes at local level, particularly in large urban areas. 

 
6.2 Advanced automation obviously increases the safety of transport due to the decrease in human 

error. On the other hand, new safety risks may emerge due to limitations in the shape 
recognition ability of sensors, potential malfunction of devices, internet disruptions and new 
kinds of human error such as software bugs. However, the net effect is assessed as being clearly 
positive. 

 
6.3 As increasing concerns are emerging with regard to cybersecurity, this will be one of the core 

elements of transport security. Cybersecurity involves vehicles, aircraft and ships but also the 
infrastructure that supports, manages and controls them. 

 
6.4 The introduction and deployment of unmanned and autonomous transport also raises the issue 

of traffic rules, especially those relating to ethical aspects. As transport is a cross-border 
function, traffic rules should be harmonised in the internal market, with the aim of further 
harmonisation at the international level. 

 
6.5 With fully autonomous transport, new questions regarding liabilities also arise. This is also 

reflected in the development of insurance systems. The main challenge may be the factual 
establishment of liability in the event of an accident, given the role of digital systems and the 
involvement of several actors such as the manufacturers and owners of vehicles, and the 
managers of the infrastructure. This may require increased data storage in order to establish the 
circumstances of the accident. The EESC therefore calls on the Commission to investigate 
possible data collection frameworks and requirements for liability purposes, while bearing in 
mind the need for privacy. 

 
6.6 As for privacy and increasing data needs, people are concerned about whether they are 

constantly being monitored. The use of shape recognition also raises privacy concerns. With 
regard to the protection of personal data, the General Data Protection Regulation (GDPR) will 
be applied as of 2018 with the aim of providing a single set of rules for the entire EU. The 
EESC has drawn attention to the importance of privacy and data protection in its previous 
opinions and stresses that data should only be used for purposes relating to the operation of the 
system and should not be kept for other ends. 

 
7. Implications for the climate and the environment 
 
7.1 The climate-related and environmental impacts of transport are dependent on many factors. 

Improving the energy efficiency of vehicles, aircraft and ships is one of the key measures to 
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decrease emissions. Energy efficiency generally goes hand in hand with the automation of 
functioning and control systems.  

 
7.2 The replacement of fossil fuels with low-carbon fuels, electricity or hydrogen is another key 

means of reducing emissions. Although a separate process, the deployment of electric vehicles 
and the roll-out of smart electric grids are closely connected to the automation of transport. 

 
7.3 Measures that increase traffic flow also have a significant role to play in reducing emissions. 

Digitalisation and automatisation enable smooth transport and efficient multi-modal transport 
chains. This means greater transport efficiency, greater energy efficiency, lower fuel 
consumption and fewer emissions. To this end, high quality infrastructure and smooth border 
crossings are also of the utmost importance. Furthermore, land use and urban planning have an 
effect on the need and flow of traffic. 

 
7.4 The environmental impacts are not only related to transport itself but also to the life-cycle of 

vehicles, aircraft and ships from manufacturing to end-of-life. The reshoring of manufacturing 
and the deployment of the circular economy approach are phenomena that contribute to 
decreasing life-cycle impacts. 

 
7.5 Autonomous transport may lead to greater use of private cars due to the increased convenience 

for passengers. On the other hand, car-sharing – together with the use of public transport – is 
supposed to decrease the amount of private cars. Consumer preferences thus play a decisive role 
in the future of mobility. They may be influenced by providing readily available journey-
planning facilities that encourage people to make environmentally-friendly choices. Appropriate 
pricing incentives may also have a role in influencing consumer behaviour. 

 
Brussels, 5 July 2017. 
 
 
 
 
Georges DASSIS 
The president of the European Economic and Social Committee 

 
_____________ 
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1. Conclusions and recommendations 
 
1.1 The European Economic and Social Committee (EESC) has considerable experience working 

on policy in the transport sector and has more recently considered the gender dimension in this 
traditionally male dominated sector (see opinion TEN/573 Women and Transport)1. As the EU 
institution representing civil society, it has expertise in stakeholder dialogue and consultation on 
legislative actions. 

 
1.2 The EESC recognises Stakeholder Platforms to be effective change forums if they: 
 

 allow exchange of best practice between different institutions, businesses and associations 
facing similar challenges; 

 encourage stakeholders to take responsibility and tackle challenges; 
 consider the root causes of challenges; 
 follow SMART objectives ( Specific, Measurable, Achievable, Realistic, Time-bound);  
 generate evidence-based activities for dissemination;  
 develop tools and resources for others to adopt;  
 replicate European level Platforms at national and even regional levels to address similar 

challenges across Member States; 
 receive information about initiatives from other sectors facing similar issues. 

 
1.3 The EESC proposes an EU Platform For Change ("Platform"), to address gender equality in 

transport, initially prioritising increasing women's employability in the sector. This initial 
objective could later be supplemented by including "women as users". Transport includes air, 
sea, road, rail, inland navigation and logistics. Membership could include, but not exclusively, 
EU- and national-level representative bodies of policy makers, the transport industries, their 
trade unions, media, passenger organisations and NGOs willing to commit to concrete actions to 
address gender inequality in transport. 

 
1.4 The EESC would promote the objectives of implementing gender-sensitive policies through the 

establishment of clear objectives: terms of reference and defined scope, including indicators, 
which are developed by the members during the Platform formation. This would provide a 
model of Partnership working and coordinated action by sector stakeholders to transpose new 
initiatives across Europe. 

 
1.5 The EESC recommends that the Platform retains the ability to be flexible and adaptable between 

all the dimensions of the sector and at policy level. It should insist on transparency and 
accountability of its members and functioning. Monitoring, evaluation and annual reviews are 
essential tools for the Platform's credibility and success. 

 
1.6 The Platform can only be successful if the members take full ownership and hence the EESC 

proposes a web presence which lists members, their activities and hosts a database of the 

                                                      
1 

 OJ C 383, 17.11.2015, p. 1 
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actions, recommendations, monitoring and evaluations, for others to replicate or source 
information. 

 
2. Background 
 
2.1 Employment of women in the transport sector is particularly low. In 2013, 78% of transport 

workers in the EU were men. Attracting more women is essential to bring more gender balance 
to the sector, making it more user friendly whilst compensating for workforce shortages and 
challenges (a third of all transport workers are over 50 years old). 

 
2.2 On 1 July 2015, the EESC adopted an exploratory opinion on "Women and transport" and 

participated in a follow-up event organised by Commissioners Bulc and Jourova in April 
2016.Subsequently, DG MOVE conducted various expert group consultations where current 
challenges and recommendations were discussed. An idea was put forward by the EESC 
representative to implement a "Platform for Change" which was endorsed by the European 
Commission as a good means of fostering concrete and visible actions in favour of gender 
equality in transport. In his letter of 13 October 2016, the European Commission Vice-President 
Frans Timmermans stated "such a platform could be launched during the second half of 2017 at 
a joint EESC/Commission event".  

 
3. Platform for Change 
 
3.1 The EU Commission has many stakeholder consultation tools and activities. A Platform for 

Change could be centred around voluntary, concrete measurable actions which drive the goals 
of its establishment. Such a benchmark platform is the DG SANTE "Diet, Physical Activity and 
Health" Platform. 

 
3.2 Hence, the EESC would propose to DG MOVE an EU level Stakeholder Platform able to 

implement action based commitments in favour of increased employment opportunities for 
women and gender equality in the transport sector, to better include women and generate 
more economic, social and sustainable growth, where: 

 
 Its Members adhere to a defined criteria for appointment and conduct; 
 Its actions are defined in accordance with objectives and scope established by Platform 

members at the onset; 
 Its commitments are monitored, evaluated and made public, thus spreading information 

exchange. 
 

3.3 In establishing such a Platform the EESC suggests DG MOVE initially considers the following 
steps and elements (which are set out in detail thereafter): 

 
I. Phase I - Preparatory - Identify relevant interested stakeholders to engage on the Platform 

and commence dialogue to identify interest, key objectives, terms of reference and scope. 
II. Phase II - Development - Define with stakeholders drafts for approval: Charter for 

Engagement, Terms of Reference, Scope and Objectives. Additionally identify timelines, 
potential funds, secretariat and IT support tools. 
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III. Phase III - Implementation - Organise an inaugural event with participation of 
Commissioner in charge of the Platform where members agree definitions, terms and 
scope and make concrete recommendations for actions. Discuss SMART objectives, 
indicators, gender-sensitive communication, monitoring, evaluation, publication and 
dissemination. 

IV. Phase IV - Sustainability - Define indicators, targets, ongoing resources, annual review 
and feedback mechanisms. Identify ways to have continuation of commitments and 
engagement of additional partners. 

 
4. Role of EU institutions 
 
4.1 Alongside President Juncker’s drive for Growth and Jobs, the Maltese Presidency has gender 

equality as one of its priorities. The Platform could provide an "EU-added value" mechanism to 
traditional policy-making which specifically focusses on a single EU challenge "Opportunities 
through Gender Equality in the European Transport Sector". This targeted focus engages 
relevant stakeholders who may otherwise not connect with the EU Commission. The Platform 
could thus complement the work of EU institutions. 

 
4.2 It is of great importance that DG MOVE leads from the top and the Commissioner in charge of 

the Platform supports its functioning, for example by personal presence at its inauguration and 
Platform meetings in general. Platform members, whilst conducting the commitments 
voluntarily, will thus recognise it is a privilege to be asked to fulfil such a role. Therefore, the 
availability and interaction with the senior team of DG MOVE is crucial. Likewise, it is 
important that if EU institutions seek to be members of the Platform, they too must commit to 
proposing targeted actions. 

 
4.3 EU Institutions and representatives of Transport Ministries (Member States) play a crucial role 

in disseminating key findings at Member State level. Hence, the EESC would recommend the 
establishment of a High Level Group (HLG) providing an overview for governments and their 
policy makers, creating a mechanism for best practice dissemination, strengthening partnership 
working and improving a liaison between policy-makers and the Platform. Where such 
stakeholders choose to sit as Platform members too, they should also commit to carrying out 
concrete actions.  

 
4.4 The EESC would see DG MOVE as being responsible for operating the Platform. DG MOVE 

would allocate budgets, secretariat and some resources. Other EU institutions could provide 
stakeholder recommendations from their networks and they might also provide meeting rooms, 
translation and interpreting services. Possible alternative funding options could be through 
Platform members' resources. 

 
4.5 A significant cost will be the central communication tool, the webpage and database including 

maintenance. Various EU bodies have developed such web resources and it is felt that DG 
MOVE may be able to adapt an existing template. 
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5. Membership 
 
5.1 The Platform should not be a "talking-shop"; it is a process designed for stakeholders to meet 

and discuss challenges and opportunities for women in the transport sector, and then commit to 
audit-able actions. Understanding the stakeholder type to which members belong will help 
identify their potential level of interest and influence. Those with the greatest interest will be 
those who are directly faced by current industry challenges. 

 
5.2 Membership of the Platform could include the following European and national level 

stakeholders: Industry, SME associations, trade unions (social partners) - including specialised 
women's representative organisations, public administrations including those with influence on 
purchasing and tenders i.e.: ERDB; NGOs including umbrella organisation defending women’s 
rights and equality, media, think-tanks, academia and research institutes.  

 
5.3 Consideration could additionally be made for the occasional inclusion of 1) persons involved in 

the design of commitments who may not be a designated Platform Member, 2) decision makers 
and influencers, including EU institutions and Member State representatives/public authorities. 

 
5.4 Membership of the Platform should be free of charge with criteria and Terms of Reference for 

Membership. No reimbursements for activities conducted by members nor costs incurred for 
being a Platform member would be envisaged initially. 

 
5.5 Membership should be governed based on: 
 

 Inclusive Participation; 
 Transparency, Openness and Accountability;  
 Accepting differences and respecting proportionality; 
 Using SMART objectives to deliver coherence. 

 
6. Outline objective and scope of Platform 
 
6.1 The overall objective of this Platform could be to increase the participation of women and 

improve gender equality in the transport sector by improving the opportunities for women, for 
women-owned companies and for female managers, and by improving working conditions for 
all within the sector and their ultimate impact on jobs, inclusiveness, innovation, sustainability 
and growth. The focus should be on gender equality, thus promoting employment and 
addressing gaps in the sector. This objective can be achieved, inter alia, by improving the 
quality of jobs and working conditions for all; addressing harassment and gender based 
violence, improving reconciliation between work, private and family life, increasing the number 
of women in decision making positions and improving the image of the sector to attract more 
female workers, entrepreneurs, academia and innovators. The scope of the Platform could be 
later expanded to cover related issues such as improving the user experience and focusing on 
actions which address women as users. 

 
6.2 The EESC would recommend the implementation of gender-sensitive policies and gender-

sensitive budgeting as a key tool to address the objectives above. This new concept is often 
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misunderstood: it does not mean an increase in overall spending but rather sets new priorities 
and reorients expenditures within programmes, departments and services. Gender budgeting 
adds clarity and creates mechanisms that allow for a global and transversal approach to promote 
more gender equality. 

 
6.3 The EESC recommends that the scope and priorities to be addressed should be in line with EU 

policies and legislation whilst respecting social partner dialogue. The Platform should combine 
top-down and bottom-up approaches to support private sector and public policies, avoiding a 
need for legislation change. The Platform should be seen by all as a positive and necessary 
investment. 

 
6.4 The EESC highlights that the benefits of stakeholder participation are to: 
 

 Provide stakeholders with opportunities to share views, needs and knowledge; 
 Find common objectives to reach common goals; 
 Enable participants to influence outcomes by including them in the processes of shaping, 

developing, identifying and implementing actions; 
 Enhance understanding between stakeholder groups, thus reducing potential conflicts or 

divergence of views, and promoting effective cooperation; 
 Build stakeholders commitment and a feeling of responsibility and ownership; 
 Ensure sustainability of plans and associated decisions; 
 Bring autonomy and flexibility in decision-making and implementation. 

 
6.5 The EESC considers that the Platform could identify key actions to: 
 

 Collect data and establish key indicators to identify and deconstruct barriers and stereotypes; 
 Ensure women are visible and active in policy, decision-making, and planning - over and 

above administrative duties; 
 Proactively engage both sexes in creating a better working environment: facilities, equal pay 

for equal work, training, reconciliation between work, private and family life, etc.; 
 Take action to attract women to employment opportunities with measures to improve both 

quality and quantity of jobs particularly by reviewing recruitment processes; 
 Review legal barriers which may prevent women accessing all types of jobs; 
 Better engage universities and career services to promote the wide scope of the sector, 

including technology, R&D and engineering, consider also those with the least skills to 
improve their training options; 

 Proactively promote the role of women in business; 
 Empower women and the sector to be more inclusive; 
 Promote emphasis on education and vocational training of women throughout life; 
 Prevent violence, harassment and discrimination in the workplace. 

 
6.6 As the Platform expands it may seek to focus on key areas which may not involve all members. 

The diversity of the transport sector may lead to this. Hence, subcommittees could be 
established to focus on key areas of interest. 
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7. Guidelines for setting priorities and ensuring actions fit priorities identified 
 
7.1 The EESC recognises that establishing the priorities of the Platform can only be completed by 

the Platform members themselves. Stakeholders may arrive with their own vested interests so 
making them engage collectively with a view to addressing common challenges should remain 
uppermost in everyone's mind. Committing to actions to support and drive change are 
responsibilities which will encourage stakeholders to take ownership for their organisations and 
the Platform. 

 
7.2 The EESC suggests that the commitments should be ambitious and challenge the status quo and 

require an investment of the members' own resources. Clear communication and transparency of 
the actions on the web page will bring not only recognition of commitments but also scrutiny by 
interested parties. Thus good communication and dialogue amongst the Platform members is 
paramount to ensure continual engagement and avoid a mismatch of expectations. Joint 
activities should also be encouraged. 

 
7.3 The EESC recommends that targets and indicators could be additionally set to endorse the 

Platform actions. These targets and indicators should help implement and evaluate steps towards 
the employability opportunities, equality and empowerment of women including how men and 
women are put on an equal footing, regardless of the technologies used. Development indicators 
as assessment tools, which strengthen the impact and integration of results in a progress report, 
help influence political and strategic planning by mapping progress. 

 
7.4 General statistical data is available from Eurostat. DG MOVE could work with Eurostat and 

Platform Members to improve the collection of gender disaggregated data to give a more 
complete picture.  

 
7.5 Data, targets and indicators should contribute to the thinking on equality between genders and 

on stereotypes and discrimination. Without any normative character, the aim is to encourage 
organisations to translate the issues of gender into transparent and comprehensible 
communication for their organisations and the public, allowing internal analysis of their own 
policies and practices. 

 
7.6 Baseline indicators could be developed in the following areas: 
 

 Targeted objectives can be set by the Platform to realise achievable goals; 
 Percentage of women per job specification including on boards, owners, managers, members 

within trade unions, administration, technical etc.; 
 Periodic review and reporting on the measures taken to ensure the gender balance at 

decision-making levels;  
 Effective policies aimed at equal pay and progressively reducing the wage and pension gap 

between men and women; 
 Policies/measures adopted in order to remove all obstacles to equal opportunity and promote 

the work of women (childcare provision, reconciliation between work, private and family 
life, transparent framework, etc.); 
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 Budget specifically allocated in support of equal opportunities;  
 Periodic review of recruitment – conditions, including those of recruitment agencies or 

education institutions – transparency, accessibility, gender sensitive communication;  
 Develop indicators on the scope, prevalence and incidence of violence, harassment and 

discrimination in the workplace; 
 Annual overview of targets put in Gender Sensitive Budget. 

 
8. Monitoring and evaluation 
 
8.1 The EESC proposes that to enhance Partnership working Members could create commitments 

and actions which they discuss with other Platform members before implementation. At the end 
of the action a Monitoring Report would be produced listing the activities, timelines, data 
gained and key findings so that they can be analysed and evaluated by the Platform. These 
reviews should be presented in an objective and unbiased way, with evidence and qualitative 
assessments, reflecting the relevance to the Platform's objectives. External consultants could be 
used for this purpose, if resources allow, as with the evaluation of the DG SANTE Platform (see 
Annual Monitoring Report 2016). 

 
8.2 The EESC suggests that the Commitments are well designed at the outset and are relevant to the 

established objectives. Members should consider SMART commitments, which have in-depth 
preparation: timelines, targets and goals, for effective reporting, easy monitoring and 
communication on completion. 

 
8.3 The commitments would require work and dedication from the members, over and above their 

normal duties. This investment should be added value to their internal work, beyond Corporate 
Social Responsibility, and presentable to the external world as their intent to support improved 
gender balance in the workplace. Their actions should be available for others to replicate. 

 
8.4 Reviewing the activities of the Platform should create increased networking and a momentum to 

work together to drive the objectives. Thus this helps to increase the number of joint 
commitments by: 

 
 Increased collaboration between policy makers, HLG and Platform members and their 

associations, fostering synergies for long term relationships and actions, potentially 
developing and contributing to new policies if required; 

 Increased activities can be developed less formally outside the Platform structure, including 
engaging with those who may not fit the criteria for membership; 

 Improve the visibility of the sector and its efforts to bring greater equality into it, with 
improved conditions for all; 

 Creation of external events to showcase actions and attract new employees, innovations or 
contributions to transport;  
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 Learn from continual improvement as a collective and implement new ways of working and 
promoting the sector. 

 
Brussels, 26 April 2017. 
 
 
 
 
Georges DASSIS 
The President of the European Economic and Social Committee  
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1. Conclusions and recommendations 
 
1.1 The EESC endorses the European Strategy for Low-Emission Mobility1 (the strategy), including 

its aims and methods, which are in line with the 2011 EU transport policy white paper (the 
white paper)2 and the intended nationally determined contributions (INDC) submitted by the EU 
and its Member States at the COP 21 Conference, also endorsed by the EESC3 and supported by 
the Marrakesh COP 22 Conference. 

 
1.2 The EESC reiterates the statements made in its opinions on the white paper and its 

implementation and on the effects of the COP 21 agreement on EU transport policy, to the 
effect that the white paper's aims for GHG (greenhouse gas) emissions reduction still apply, 
although the methods for achieving these aims need updating and strengthening. 

 
1.3 It welcomes the measures in the strategy that go beyond the white paper, in particular promotion 

of innovation including the European Strategy on Cooperative and Intelligent Transport 
Systems4, the development of connected, integrated and automated vehicles and the integration 
of electric vehicles and the energy system through smart grids, as well as the development of 
new business models and new transport patterns following on from the development of a 
sharing economy and the general development of the digital economy. 

 
1.4 The EESC endorses the holistic approach of the strategy, which provides coherence between 

transport and other policy areas such as developing the electricity market, encouraging research 
and innovation, developing new transport solutions and new skills, as well as improved mobility 
planning, including development of public transport. It would have liked this approach to be 
further developed in terms of the links between the strategy and the communication on the 
upgrading of the internal market, including synergies between opening up markets and 
efficiency. This also applies with regard to the prospects of the digital economy, including 
digital mobility, and the development of a sharing economy and a circular economy. 

 
1.5 The EESC underscores the potential effects of the developments described under 1.4 on 

transport patterns, and draws attention to their social implications, including effects with respect 
to users and working conditions of employees, and the situation of micro-enterprises used as 
subcontractors. All these issues require timely attention in order to resolve possible problems at 
an early stage. Likewise, effects upon isolated communities should be considered. 

 
1.6 The EESC underlines the paramount importance of restoring confidence in vehicle emission 

data provided by manufacturers and endorses the measures designed to achieve this result. It 
also emphasises the importance of support from and dialogue with stakeholders and the public 
as well as the steps taken to establish responsibility for past erroneous data and prevent 
repetition. 

                                                      
1

  COM(2016) 501 final. 
2

 COM(2011) 144 final. 
3

  OJ C 24, 28.1.2012, p. 146; OJ C 291, 4.9.2015, p. 14; and OJ C 303, 19.8.2016, p. 10. 
4

  COM(2016) 766 final. 
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1.7 It welcomes efficiency-enhancing measures such as the facilitation of TEN-T implementation, a 

review of the rail network for competitive freight, and the importance attached to promoting 
multimodality and incentivising a shift toward lower emission modes, including rail, and 
combined transport. It notes the Commission's call for market access for buses and coaches, but 
the EESC recommends the Commission also to consider other policy measures to expand public 
transport networks and encourage modal shift from private cars. It therefore recommends a 
more in-depth review of the options available. However, it regrets the silence on improved rules 
on market access in road haulage and on the improved energy efficiency enabled by the 
European Modular System for vehicle combinations. In this context, the EESC also draws 
attention to its opinion on the internal market of international road freight: social dumping and 
cabotage (TEN/575) and again underlines the importance of clear and enforceable legislation 
and the necessity to fight all forms of social dumping as well as fraud and abuse regarding 
posting of workers and access to welfare benefits. 

 
1.8 The EESC also welcomes the plans to review the Eurovignette Directive, but reiterates the 

importance of flexibility for avoiding unreasonable cost effects in distant and sparsely populated 
areas including islands and mountain regions. It also underscores the importance of a level 
playing field between modes with respect to infrastructure charges and external costs to ensure 
fair competition between modes. 

 
1.9 It takes note of the relaunch of the European Electronic Tolling Service (EETS), but recalls that 

the EETS was decided upon in 2004 and has still not been implemented, which points to a need 
to review the entire system so as to overcome the obstacles to implementation. 

 
1.10 The EESC welcomes the attention paid to alternative fuels, focusing on the importance of 

encouraging innovation and on the need for an appropriate framework enabling cross border use 
of electricity, natural gas, hydrogen and biofuels that does not impinge on food production, in 
line with views expressed previously by the EESC. It welcomes the focus on interoperability 
and standardisation in electromobility. 

 
1.11 It likewise welcomes the attention paid to the vital question of financing solutions and draws 

attention to the need to find co–financing solutions for small projects. 
 
1.12 The EESC appreciates the importance that the strategy attaches to support from civil society. It 

highlights the potential of participatory dialogue to gain support and solve problems and the 
possibilities of coalition building in civil society and subnational authorities5. 

 
1.13 As a matter of transparency, the EESC proposes that the Commission should publish a yearly 

emission scoreboard for the transport sector. 
 
1.14 It endorses the planned ICAO and IMO action and suggests that further actions could be taken, 

such as pursuing a structured external dialogue on low-emission transport with neighbouring 
countries in the lead up to specific projects.  
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  OJ C 299, 4.10.2012, p. 170, OJ C 389, 21.10.2016, p. 20. 
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1.15 The EESC notes that the effort-sharing proposal leaves it up to each Member State to decide on 

how to secure its GHG emission reduction and recommends that the demands on transport be 
kept within the limits set out in the white paper.  

 
1.16 The EESC regrets that updating the white paper is no longer on the Commission's agenda, since 

digitalisation, the evolution of energy policy and the holistic view of policy design and 
implementation of the current Commission warrant an update. 

 
2. Background 
 

EU emissions reduction commitments and the 2011 transport policy white paper 
 
2.1 On 20 July 2016, the European Commission decided on a package of measures to reduce 

emissions in the sectors not covered by the EU Emissions Trading System (ETS) (the package).  
 
2.2 The package is part of the implementation of the 40% reduction in greenhouse gas (GHG) 

emissions by 2030 compared to 1990 levels, decided by the European Council on 23-24 October 
2014, and the undertaking (intended nationally determined contribution (INDC)) made by the 
European Union and its Member States at the COP 21 Conference in Paris in December 2015.  

 
2.3 Under the October 2014 conclusions, ETS sectors should reduce emissions by 43% and non–

ETS sectors, including transport other than aviation, by 30%, to be shared between Member 
States on the basis of fairness and solidarity. The conclusions make no specific mention of 
transport. 

 
2.4 The EU transport policy white paper 2011 [COM(2011) 144] finds that developed countries' 

GHG emissions must be reduced "by 80–95% below 1990 levels by 2050", in order to keep 
global warming under 2°C. For transport, a "reduction of […] 60% […] by 2050 compared to 
1990" levels or 20% below 2008 levels (8% above 1990 levels) by 2030 would suffice. 

 
2.5 The Commission has confirmed that these aims are compatible with the 2014 policy framework 

for climate and energy 2020–2030, the 2015 Energy Union framework and the INDC 
commitments made by the EU6. 

 
2.6 It has also stated that further efforts will be needed after 2020 to achieve those aims7.  
 
2.7 The recent progress assessment on the implementation of the white paper has found that it is too 

early to draw conclusions and places emphasis on implementation8. 
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  COM(2014) 15 final, p. 14, point 4.1; COM(2015) 80 final; COM(2011) 112 final, p. 6-8. 
7

  COM(2014) 15 final, p. 14, point 4.1. 
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  SWD(2016) 226. 
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The Package 
 
2.8 The package consists of: 
 

 An overarching communication entitled "Accelerating Europe's transition to a low-carbon 
economy" [COM(2016) 500] (the communication) 

 A legislative proposal on binding annual greenhouse gas emission reductions by Member 
States from 2021 to 2030 [COM(2016) 482] (the effort-sharing proposal) 

 A legislative proposal on the inclusion of greenhouse gas emissions and removals from land 
use, land use change and forestry into the 2030 climate and energy framework (COM(2016) 
479) 

 A European Strategy for Low-Emission Mobility (COM(2016) 501) (the strategy). 
 
2.9 The communication sets out the basic principles governing implementation, such as burden 

sharing linked to Member States' economies (fairness and solidarity), flexibility through the use 
of emission rights in non-ETS sectors, maintenance of ambitious GHG reduction levels by 
dealing with each sector separately (environmental integrity). The communication highlights the 
importance of a context that promotes transition. 

 
2.10 The effort sharing proposal distributes responsibility between Member States for the INDC 

under the COP 21 Paris Agreement. Each Member State decides how to achieve its results. 
 
2.11 The strategy implements the emissions reduction aims of the white paper. It focuses on road 

transport, and includes the following main points: 
 

a) Efficiency, behaviour, road pricing 
 Optimising transport systems 
 Influencing behaviour through road tolls 
 Favouring multimodality 

 
b) Alternative fuels 

 Promoting low emission alternative energy for transport 
 Developing second generation biofuels 
 Infrastructure deployment directive on alternative fuels (2014/94/EU) 

 
c) Low-emission vehicles 

 Common standards to enable cross-border travel 
 Promoting zero-emission vehicles including through public procurement 
 Certification of CO2 emissions and fuel consumption for buses and HGVs 
 Restoring confidence in the measurement of emission levels under real driving 

conditions 
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d) Creating a context: synergies and new business models, innovation, digital economy, 
competence development, investment and support 
 Creating a favourable context for low-emission mobility though synergies with other 

policy areas, research, innovation and competence building 
 

e) Aviation and maritime transport – international action 
 A global market-based measure for aviation has now been proposed by ICAO and 

energy efficiency design criteria for shipping, starting with emissions monitoring, are 
being developed by the IMO. 

 
3. General comments 
 
3.1 In line with its position on the white paper and the INDC of the EU9, the EESC supports the 

aims set out in the strategy. 
 
3.2 The EESC reiterates its support for the aims of the white paper and repeats the regrets in its 

2015 opinion on the implementation of the white paper that the internal transport market is still 
far from complete and that measures in that direction would be welcome10. Full implementation 
of the internal market would improve resource efficiency and reduce emissions. It must be 
achieved through clear and enforceable rules and accompanied by measures to fight all forms of 
social dumping as well as fraud and abuse regarding posting of workers and access to welfare 
benefits. 

 
3.3 The EESC also supports the new and innovative elements in the strategy, such as C-ITS 

including development of cooperative, connected and automated vehicles and the integration of 
electric vehicles in the energy system through smart grids, the development of new business 
models and new transport patterns following on from both the development of a sharing 
economy through IT platforms and the general development of the digital economy. Digital 
systems will also have effects on both passenger and goods transport and will, for instance, 
optimise traffic flows and the possibility of making resource-efficient choices that will reduce 
emissions11. 

 
3.4 It underlines the paramount importance of restoring confidence in vehicle emission data 

provided by manufacturers and endorses the measure designed to achieve this result. It 
emphasises the importance of support from and dialogue with stakeholders and the public as 
well as the steps taken to establish responsibility for past erroneous data and prevent its 
repetition. 

 
3.5 It reiterates that many of the proposed measures require flexibility and adjustment to local 

conditions, including road pricing12.  
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  OJ C 291, 4.9.2015, p. 14, points 1.5 and 1.6. 
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  COM(2016) 766 final. 
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  OJ C 24, 28.1.2012, p. 146. 

45



 

 

 
3.6 It renews its support for the aims of the COP 21 Paris Agreement and the EU INDC and 

maintains its view that these commitments do not add to the aims set down in the white paper13. 
It takes note of the parties' support for implementing the Paris Agreement in the Marrakesh 
Action Proclamation and the constitution of a Marrakesh Partnership for Global Action 
involving both party and non-party stakeholders. 

 
3.7 The EESC reiterates its view that the implementation of the white paper and the framework 

strategy for a resilient energy union (COM(2015) 80) need to be reviewed and, where 
appropriate, new measures added to achieve their aims14. 

 
3.8 The EESC underscores the need to create an environment that encourages the implementation of 

the strategy or an enabling framework, and in this regard refers to the Commission's 
communication entitled "The Road from Paris"15, about the need to "move away from a 
fragmented system characterised by uncoordinated national policies, market barriers and energy 
isolated areas". The Energy Union is a framework for an enabling environment for energy 
transition and the upcoming research, innovation and competitiveness strategy will tap into the 
synergies between energy, transport, the circular economy and industrial and digital innovation 
to make present and future European low-carbon and energy efficiency technologies more 
competitive. As already mentioned in point 3.3 above, this also includes measures to improve 
skills and the promotion of research and development. 

 
Multi-stakeholder action from civil society – the public, consumers, social partners, SMEs, 
innovative start-ups and globally competitive industries – is needed. Smart cities and urban 
communities and their role in developing public transport and transport planning are mentioned 
as contexts in which a large part of the future transformation will take place16. 

 
3.9 The strategy adopts a cross-sectoral approach, for instance when addressing the need for an 

enabling environment and when referring to digital mobility solutions and links with energy 
policy. This approach is in line with the Commission staff working document on the 
implementation of the white paper and with the Commission communication on the upgrading 
of the single market, both of which endeavour to improve visibility and understanding of 
sectoral policies by placing them within the context of overarching EU strategies17. 

 
3.10 The EESC endorses the strategy's holistic approach to transport policy, but would have liked to 

see it more developed, for instance on consistency between the strategy and the communication 
on the upgrading of the single market, including synergies between market opening and 
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  OJ C 303, 19.8.2016, p. 10, points 1.3, 3.1, 4.6, 5.1 and 5.2.  
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  OJ C 303, 19.8.2016, p. 10, points 1.4, 5.2 and 5.3. 
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efficiency, the prospects offered by the digital internal market, the sharing economy and the 
circular economy, including effects on transport patterns as well as social aspects18. 

 
3.11 The Commission working document accompanying the strategy brings up a number of new 

"societal" developments, such as the sharing economy in transport, automatic and connected 
vehicles, digitalisation and mobility as a service. These developments, including the growing 
use of internet platforms, should have been mentioned in the strategy. 

 
3.12 The EESC regrets that the strategy does not mention the social aspects, including consumer 

rights, labour market relations and the status of micro enterprises, of some of the planned 
initiatives, for instance the C-ITS plan, the digital economy, new transport patterns or further 
opening up of the market in different transport sectors. It considers it important to address these 
issues at an early stage so as to avoid unnecessary tensions.  

 
3.13 The EESC appreciates the fact that financing is raised in the strategy, as it is fundamentally 

important to the strategy's implementation. It draws attention to the financing needs of areas 
with limited financial resources and projects that are not big enough to reach the thresholds set 
for EU co–financing. Options for financing small projects should be available in the transport 
sector, as is the case in the energy sector. 

 
3.14 The EESC attaches importance to the review of the white paper, which the Commission had 

already planned for 201619. It does not agree that it is too early to assess implementation20, 
since developments such as digitalisation, the development of energy policy and the holistic 
policy design and implementation of the current Commission warrant an update of the white 
paper.  

 
3.15 The EESC supports the proposals set out in the strategy for external action, particularly further 

action in the ICAO and IMO regarding aviation and shipping. It regrets that the strategy does 
not mention other forms of external action, such as structured dialogues and benchmarking with 
neighbouring countries in Eastern Europe and North Africa. 

 
4. Specific comments 
 
4.1 The EESC endorses the action plan appended to the strategy, subject to the following remarks:  
 

 It regrets the fact that while the action plan mentions facilitation of TEN-T implementation, 
a review of the European rail network for competitive freight, and the rules on market 
access for coach and bus services, no mention is made of the planned proposals regarding 
improved rules on access to the market for goods transported by road. This leaves out an 
element of transport market regulation where there is considerable room for improving the 
functioning of the market so that it develops into a more energy- and resource-efficient 
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transport system. The EESC draws attention to its opinion on the internal market of 
international road freight: social dumping and cabotage (TEN/575) and again underlines the 
importance of clear and enforceable legislation and the necessity to fight all forms of social 
dumping as well as fraud and abuse regarding posting of workers and access to welfare 
benefits. 

 
 The EESC is pleased to note the plans to revise the Eurovignette Directive (1999/62/EC), 

the European Electronic Tolling Service (EETS) Directive (2004/52/EC) and the 2009 
Commission Decision on technical aspects of the EETS. 

 
 It reiterates its view that flexibility and avoidance of unreasonable cost effects in remote and 

sparsely populated regions including islands and mountain regions should be important 
elements in any forthcoming proposal21.  

 
 The EETS Directive was adopted in 2004 and has still not been implemented, in spite of 

various attempts. The EESC thinks that the concept should now be reviewed in order to 
make it more attractive to operators and users.  

 
4.2 It agrees that the European Strategy on Cooperative and Intelligent Transport Systems has great 

potential for providing added value though better efficiency, and draws attention to the changes 
C-ITS will mean for transport patterns, market structure, contractual law and social aspects 
with, for instance, an increased number of micro-enterprises managed by internet platforms. 
Due consideration should be given to these aspects22. 

 
4.3 The EESC endorses the strategy's aim to favour multimodality and underlines that preference 

should be given to the most resource-efficient transport solutions in each particular case. It also 
hopes that the evaluation of the directive on combined transport will lead to a useful update with 
sufficient flexibility to ensure maximum efficiency, without, however, providing for a parallel 
market access in road transport. It underscores the importance of incentivising a shift towards 
low emission modes including rail and combined transport and the importance in that respect 
that infrastructure charges and external costs are addressed in a way that ensures fair 
competition between modes. 

 
4.4 The EESC draws attention to the improved resource efficiency delivered by 25.25-meter vehicle 

combinations (European Modular System (EMS)). Two EMS vehicle combinations can carry 
the load of three conventional combinations, meaning better energy efficiency and reduced 
emissions per unit. Subject to the appreciation of each Member State, EMS combinations should 
therefore be allowed wherever conditions are appropriate, including in cross-border traffic. 

 
4.5 It supports the strategy's approach to alternative fuels, including the need for market support and 

infrastructure deployment in line with the different needs of the different transport modes, 
currently mainly a) electricity, mostly for cars; b) natural gas in various forms, mostly used by 
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should be given to the most resource-efficient transport solutions in each particular case. It also 
hopes that the evaluation of the directive on combined transport will lead to a useful update with 
sufficient flexibility to ensure maximum efficiency, without, however, providing for a parallel 
market access in road transport. It underscores the importance of incentivising a shift towards 
low emission modes including rail and combined transport and the importance in that respect 
that infrastructure charges and external costs are addressed in a way that ensures fair 
competition between modes. 

 
4.4 The EESC draws attention to the improved resource efficiency delivered by 25.25-meter vehicle 

combinations (European Modular System (EMS)). Two EMS vehicle combinations can carry 
the load of three conventional combinations, meaning better energy efficiency and reduced 
emissions per unit. Subject to the appreciation of each Member State, EMS combinations should 
therefore be allowed wherever conditions are appropriate, including in cross-border traffic. 

 
4.5 It supports the strategy's approach to alternative fuels, including the need for market support and 

infrastructure deployment in line with the different needs of the different transport modes, 
currently mainly a) electricity, mostly for cars; b) natural gas in various forms, mostly used by 
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  OJ C 303, 19.8.2016, p. 10 – point 1.6. 
22

  COM(2015) 192 final. 

 

 

lorries, buses and ships; and c) biofuels. The EESC underlines that the alternative fuels sector is 
constantly developing and that both supply and demand may change. 

 
4.6 The EESC endorses the plans to develop biofuels that do not come from agricultural products or 

land use that impinge on food production, but from other sources such as residual products, by-
products and waste, including from forestry, in line with views expressed previously by the 
EESC23. 

 
4.7 It emphasises the importance of involving civil society and subnational authorities in the 

implementation of the strategy. An important part of this would be greater use of participatory 
dialogue with civil society, as suggested in the EESC's explanatory opinion of 11 July 2012 
entitled: "Getting civil society on board"24 which has resulted in two conferences, in Malmö in 
2015 and in Milan in 2016, on the future of the European Core Network Corridors addressing 
implementation, governance and financing issues. 

 
4.8 To improve transparency, the EESC suggests that the Commission should publish a yearly 

emission reduction scoreboard. 
 
4.9 It also points to the importance of coalition building to support implementation and resolve 

problems, as proposed in the EESC opinion on this matter25.  
 
4.10 The EESC regrets that the effort-sharing proposal does not discuss the possible need for sector-

specific emission reduction aims. The strategy maintains that the white paper is aimed at 
transport, based on a sound assessment of what is feasible, without negative effects on transport 
functions. Additional steps described in the Commission staff working document accompanying 
the strategy are modest and would reduce transport emissions by 18-22% by 2030, instead of the 
18-19% now planned26. 

 
Brussels, 23 February 2017 
 
 
 
 
Georges DASSIS 
The president of the European Economic and Social Committee 
 

_____________ 
 

                                                      
23

  OJ C 303, 19.8.2016, p. 10, point 1.8. 
24

  OJ C 299, 4.10.2012, p. 170 , point 1.11and OJ C 389, 21.10.2016, p. 20. 
25

  OJ C 389, 21.10.2016, p. 20 .  
26

  SWD(2016) 501, Section 5, p. 82 -83. 
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On 21 January 2016, the European Economic and Social Committee, acting under Rule 29(2) of its 
Rules of Procedure, decided to draw up an own-initiative opinion on 
 

The impact of the conclusions of COP21 on European transport policy. 
 
The Section for Transport, Energy, Infrastructure and the Information Society, which was responsible 
for preparing the Committee's work on the subject, adopted its opinion on 3 May 2016. 
 
At its 517th plenary session, held on 25 and 26 May 2016 (meeting of 26 May), the European 
Economic and Social Committee adopted the following opinion by 188 votes to 2 with 4 abstentions. 
 

* 
 

* * 
 
1. Conclusions and recommendations 
 
1.1 The EESC welcomes the adoption of the Paris Agreement by the 21st session of the 

Conference of the Parties (COP21) to the United Nations Framework Convention on Climate 
Change, and of the intended nationally determined contribution (INDC) of the EU and its 
Member States, committing to a reduction in domestic greenhouse gas (GHG) emissions of at 
least 40% by 2030 and by 80 to 95% by 2050 compared with 1990 levels. 

 
1.2 It also agrees that this objective will need to be achieved collectively on the basis of shared 

responsibility between the EU and the Member States, and that new INDCs should be 
published every five years. 

 
1.3 With regard to transport, the objective of reducing greenhouse gas (GHG) emissions by 60% 

compared with 1990 levels is still very ambitious and requires major efforts. Even though the 
effort-sharing decision for the period up to 2020 (Decision No 406/2009), and the future 
decision for the period 2020-2030, leave the Member States entirely free to choose which 
sectors of the economy will have to reduce their GHG emissions, the Commission has 
nonetheless suggested making use of international allowances, should additional efforts be 
needed, and avoiding additional commitments for sectors not covered by the ETS 
(COM(2015) 81); it has also stated, with regard to transport, that "deeper cuts can be achieved 
in other sectors of the economy" (COM(2011) 144). The objective of reducing transport-
related GHG emissions by 60% can therefore still be considered to be relevant and in line 
with the EU's general objective under COP 21, provided the associated actions and initiatives 
are implemented urgently, with the necessary determination and as soon as possible. 

 

1.4 This does not, however, exempt the EU and the Member States from re-assessing the various 
actions and initiatives undertaken or planned in the White Paper on Transport (COM(2011) 
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144 final) and the roadmap on a framework strategy for a resilient energy union 
(COM(2015) 80 final) to determine their effectiveness, their feasibility and in particular their 
adequacy in relation to the objective of decarbonising transport, and then revising them and/or 
adding new actions and initiatives as part of the review of the White Paper scheduled for 
2016, without adversely affecting the EU's competitiveness. Some of these will be legislative 
initiatives, but most will have to be based on voluntary national contributions aimed at 
changing behaviour or habits, an approach that will be critical for success. 

 
1.5 The EESC would also draw attention to the importance of the proposed efforts by the 

International Civil Aviation Organization (ICAO) to establish a global emissions trading 
system (ETS) for aviation and by the International Maritime Organization (IMO) to monitor 
emissions from shipping, and calls for ambitious outcomes in the context of the ongoing 
negotiations with these organisations. 

 
1.6 It stresses that the polluter-pays principle should be applied flexibly, in particular in the 

context of remote rural, mountain and island areas, in order to avoid effects that are inversely 
proportional to the costs and in order to ensure that it continues to be useful as a way of 
influencing choices regarding the organisation of transport operations, while at the same time 
abolishing any unfair competition between different modes of transport. The EESC 
recommends that a comprehensive organisation of rural transport in the regions should be 
explored, with a view to meeting the COP 21 agreement and the needs of vulnerable people. 

 
1.7 In any event, application of the polluter-pays principle will not be sufficient to guarantee the 

transition to a low-carbon society, making additional measures – such as increasing energy 
efficiency, promoting electromobility, car-sharing and comodality, developing alternative 
energy sources, developing environmental quality standards and, above all, promoting public 
transport – all the more important. 

 
1.8 With regard to bioenergy, ongoing efforts are needed to reach a higher grade of greenhouse 

gas reductions and to prevent changes in land use. Therefore the use of residual products, by-
products and waste products in fuel production should be further promoted. There is still 
some potential in road freighting, aviation and maritime traffic. However, biofuels are not a 
stand-alone solution and do not obviate the need to develop and promote solutions that aim to 
replace combustion engines with electric mobility and/or technologies based on hydrogen or 
other alternative sustainable energy sources. 

 
Finally, it is important not to curb mobility in itself, but to reduce individual motorised 
journeys where there are viable alternatives and promote public transport, in the general 
interest of the environment and to avoid cities being suffocated by traffic. 

 
1.9 Disinvestment in polluting activities should not be a matter just for governments, nor can it be 

achieved without raising awareness and enlisting support along the entire transport chain 
(construction, transport and users) through legislative or incentivising – and even 
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disincentivising – measures. Capacity building, technical assistance and facilitated access to 
financing at local and national levels are crucial for the transition to the low-carbon transport 
system. The investment programmes of the European Union shall then give priority, while 
integrating all transport modes, to the most climate effective projects using assessment criteria 
coherent with the COP21 conclusions. 

 
1.10 The mobilisation of civil society organisations and economic and social interest groups seen 

in relation to COP21 should be maintained, so as to develop a civic movement in favour of 
climate justice and disinvestment in polluting activities. 

 
1.11 The EESC therefore recommends undertaking a participatory dialogue with civil society, as 

set out in its exploratory opinion of 11 July 2012 entitled Transport White Paper: getting civil 
society on board (CESE 1598/2012). 

 
2. Key decisions of the COP21 Paris Agreement 
 
2.1 The United Nations Framework Agreement on Climate Change (to which the COP21 

agreement of 2015 refers) was limited to stabilising greenhouse gas (the main greenhouse gas 
in the transport sector is carbon dioxide (CO2), which is emitted during the production phase 
in the case of electricity and during the operational phase in the case of fuels) concentrations 
in the atmosphere at a level that would prevent any dangerous anthropogenic disturbance of 
the climate system. On the other hand, the Paris Agreement of 12 December 2015 for the first 
time commits all 195 signatories to the said framework agreement to accelerating the 
reduction in greenhouse gas emissions with the ultimate long-term objective of keeping the 
increase in average global temperature compared with pre-industrial levels significantly 
below 2°C (by 2100), while continuing measures to limit the increase to 1.5°C, against the 
background of the current trajectory of 3°C global warming by the end of the 21st century. 

 
2.2 After the agreement has been ratified, its signatories will have to undertake and communicate 

intended nationally determined contributions (INDCs) under a series of five-year programmes 
with a view to realising the ultimate objective. 

 
2.3 The Paris Agreement is set to enter into force as of 2020, provided it has been ratified by at 

least 55 States representing at least 55% of greenhouse gas emissions worldwide, without 
prejudice to the (highly recommended) possibility of applying it before it enters into force. 

 
2.4 On 6 March 2015, the EU and its Member States agreed, in line with the conclusions of the 

European Council of 23 and 24 October 2014, to a binding target of reducing domestic 
greenhouse gas (GHG) emissions by at least 40% by 2030 and by 80 to 95% by 2050. 

 
2.5 According to the aforementioned conclusions, the target must be delivered collectively by the 

EU and the Member States, including by achieving, by 2030, a 43% reduction in ETS sectors 
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and a 30% reduction in non-ETS sectors (in each case compared with 2005), and by 
participating in a way that balances considerations of fairness and solidarity. 

 
3. Current situation of the EU transport sector 
 
3.1 In its 2011 White Paper on Transport (COM(2011) 144 final), the European Commission 

already launched an urgent appeal concerning the need to substantially reduce greenhouse gas 
emissions so as to keep climate change below 2°C, noting that it is imperative to reduce 
GHGs emitted in the transport sector by at least 60% compared with 1990 levels and also that 
"deeper cuts can be achieved in other sectors of the economy". 

 
3.2 Transport is responsible for around one quarter of the EU's GHG emissions: 12.7% of global 

"transport" emissions are generated by aviation, 13.5% by maritime transport, 0.7% by rail, 
1.8% by inland waterways and 71.3% by road transport (2008 figures). The environmental 
impact of a transport mode is not always determined by direct emissions alone, but also 
depends on indirect emissions due above all to the energy production needed for transport. 

 
3.3 Globally transportation has the highest growth of CO2 emissions of any industrial sector. In 

the EU the transport sector has the second biggest greenhouse gas emissions. Moreover, 
emissions from the aviation and maritime sectors are experiencing the fastest growth while 
these sectors were not covered by the Paris Agreement. 

 
3.4 The 2011 White Paper on Transport notes that the EU's transport system is not yet 

sustainable, and would do the following to remedy the situation: 
 

 break the transport system's dependence on oil without sacrificing its efficiency or 
compromising mobility; 

 use energy in a more restrained way and improve the energy performance of vehicles for 
all modes of transport. 

 
3.5 In the White Paper on Transport and the roadmap on a framework strategy for a resilient 

energy union, the Commission proposes a number of measures to develop a decarbonised 
transport sector. 

 
3.6 The suggested measures include more stringent CO2 emission standards for cars and vans 

post-2020, measures to improve fuel efficiency and reduce the emissions of heavy duty 
vehicles, and improved traffic management. It is worth encouraging road charging schemes, 
based on the polluter-pays/user-pays principle, and the use of alternative fuels including 
electromobility, taking particular account of the need to deploy appropriate infrastructure. 
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4. Necessary follow-up to the Paris Agreement 
 
4.1 After the aforementioned agreement has been ratified (by 21 April 2017), its signatories will 

have to undertake and communicate nationally determined contributions under a series of 
five-year programmes with a view to realising the ultimate objective. 

 
4.2 Under Article 4(16) of the Paris Agreement, the European Union can act on behalf of its 

Member States within a context of shared responsibility, and will have to notify the Paris 
Agreement secretariat of the level of emissions allocated to each individual Member State. 

 
4.3 Under Article 4(9) of the Paris Agreement and decision 1/CP.21, contributions drawn up 

based on a timetable up to 2030 are to be communicated or updated by 2020, an exercise that 
must be repeated every five years under a low-GHG growth strategy to 2050. Progress must 
be made in each successive contribution compared with the previous contribution 
(Article 4(3)). 

 
4.4 Although the European Union has thus set objectives and contributions to be achieved by 

2030 and 2050, the fact remains that the level of global emissions (for all economic sectors 
taken together) projected by COP21 based on national contributions in 2030 (55 gigatonnes) 
is inadequate if the objective is to keep the increase in temperature below 2°C, which makes it 
essential to mount an additional effort so as to reduce emissions to 40 gigatonnes. 

 
4.5 Even though the effort-sharing decision for the period up to 2020 (Decision No 406/2009), 

and the future decision for the period 2020-2030, leave the Member States entirely free to 
choose which sectors of the economy will have to reduce their GHG emissions, the 
Commission's communication on The Paris Protocol – A blueprint for tackling global climate 
change beyond 2020 (COM(2015) 81 final) suggests making use of international allowances, 
should additional efforts be needed, and avoiding additional commitments for sectors not 
covered by the ETS. The EESC has endorsed the EU's position here (see opinion NAT/665, 
2015). Furthermore, the Commission maintained in the White Paper on Transport that "deeper 
cuts can be achieved in other sectors of the economy". 

 
4.6 In light of the above, and given that the 60% reduction in GHG emissions in the transport 

sector had already been decided on well before the Paris conference with a view to keeping 
climate change below 2°C, the EESC feels that this objective of a 60% reduction is still 
relevant and in line with the COP21 decisions. 

 
4.7 It should also be noted that the EU's INDC does not include its commitments to working 

within the ICAO to support the development of a global emissions trading scheme for 
aviation and within the IMO with regard to the requirement for shipping to report on GHG 
emissions. The EU should promote ambitious outcomes in the context of the ongoing 
negotiations within the ICAO and IMO. 
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5. The strategy: specific action needed 
 
5.1 The EESC thus notes that there is significant consistency between the EU's INDC and the 

targets set out in various Commission communications on climate policy measures in the field 
of transport. However, it remains urgent and imperative for the 40 action points and 131 
initiatives in the White Paper on Transport to be implemented with the necessary 
determination and within the prescribed deadlines. 

 
5.2 Nonetheless, when the White Paper is reviewed in 2016 as announced by the Commission, 

the measures in the White Paper on Transport relating to GHG emission reductions should be 
re-assessed in light of the EU's INDC and the targets set out in the Energy Union package1. 

 
5.3 The various initiatives undertaken or planned in the White Paper on Transport and the Energy 

Union package will have to be evaluated to determine their effectiveness, their feasibility and 
in particular their adequacy in relation to the objective of decarbonising transport, and then 
revised and/or supplemented by new initiatives. Some of these will be legislative initiatives, 
but most will have to be based on voluntary national contributions aimed at changing 
behaviour or habits, an approach that will be critical for success. 

 
5.4 The transition to a low-carbon transport system poses the following challenges: 
 

 reconciling economic and social imperatives, 
 reflecting the public interest and environmental imperatives, 
 not curbing mobility in itself, but substantially reducing traffic and individual transport by 

spatial planning and economic policy in urban and peri-urban centres, and promoting 
public transport, 

 influencing behaviour, including travel habits, with efficient logistics for urban goods 
transport, including in urban environments, and promoting cooperative solutions to 
optimise the use of resources, 

 promoting co-modality. 
 

Adequate transport-related activities to curb emissions at national and sub-national level 
could put cities on track towards a 50% emission reduction by 2050 compared with business 
as usual. Isolated solutions that already exist should be embedded into strategic mobility 
planning policies that allow better coordination between urban and transport policies. 
Capacity building, technical assistance and facilitated access to financing at local and national 
levels are crucial to deliver on these objectives. 

 
5.5 The Connecting Europe Facility, the Structural and Cohesion Funds, the European Fund for 

Strategic Investments, as well as any other EU programme supporting transport investments 
in their funding of projects shall give priority to the most climate effective projects while at 

                                                      
1

  OJ, C 291, 4.9.2015, p. 14. 
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the same time integrating the different modes to achieve a European transport network. The 
criteria to assess the requests of funding shall include explicit references to the principles 
corresponding to the COP21 conclusions. 

 
5.6 Effort sharing between Member States and between ETS and non-ETS sectors – including 

transport – will be a key element in the implementation of the EU's INDC, and must also be 
consistent with its strategic objectives. This effort-sharing must reflect the European Council 
conclusions of October 2014 in order to achieve a balanced result, taking account of cost-
effectiveness and competitiveness. These criteria should hold when the effort-sharing decision 
for 2020-2030 is taken in 2016 (COM(2015) 80, Annex 1), allowing for the competitiveness 
of the EU to be maintained. 

 
5.7 The aforementioned review of the White Paper should also include specific provisions to 

stimulate a broad debate with civil society, given that it is essential to gain social acceptance 
for the measures, some of which are rather unpopular, and that any measures will be 
ineffective unless all those whom they affect identify with them. The intensive mobilisation 
of civil society organisations and economic and social interest groups seen in relation to 
COP21 should therefore be maintained, so as to develop a civic movement in favour of 
climate justice and disinvestment in polluting activities. 

 
5.8 Initiatives such as the Global Fuel Economy Initiative (GFEI), bringing together countries 

committed to developing policies and regulations on vehicle energy efficiency, or the Paris 
Declaration on Electro-Mobility and Climate Change & Call to Action, building on 
commitments of hundreds of decisive efforts towards sustainable transport electrification, 
MobiliseYourCity, aiming at supporting cities and developing and emerging countries to 
create and implement Sustainable Urban Mobility Plans and National Urban Transport 
Policies, or the Global Green Freight Action Plan, should be promoted and extended. 

 
5.9 As the EESC has noted previously2, participatory governance requires a good organisational 

and procedural structure in order to be effective and for the desired objectives to be achieved. 
Stakeholder commitment to long-term sustainable development works best if it is organised 
as a continuous and integrative process rather than being conducted through one-off or ad-hoc 
exercises. 

 
5.10 The EESC has decided to set up a European sustainable development civil society forum 

which would provide a structured and independent framework for civil society involvement in 
the implementation, monitoring and review of cross-cutting issues arising from the 2030 
Agenda for Sustainable Development and in particular its 13th goal (Take urgent action to 
combat climate change and its impacts.). For issues relating to the transport sector, it will be 
necessary to use the participatory dialogue run by the EESC and planned for the 
implementation of the 2011 White Paper on Transport. 

                                                      
2  OJ, C 299, 4.10.2012, p. 170. 
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which would provide a structured and independent framework for civil society involvement in 
the implementation, monitoring and review of cross-cutting issues arising from the 2030 
Agenda for Sustainable Development and in particular its 13th goal (Take urgent action to 
combat climate change and its impacts.). For issues relating to the transport sector, it will be 
necessary to use the participatory dialogue run by the EESC and planned for the 
implementation of the 2011 White Paper on Transport. 

                                                      
2  OJ, C 299, 4.10.2012, p. 170. 

 

 

 
5.11 The EESC is also working on an opinion (NAT/684) on building a coalition of civil society 

and subnational authorities to deliver the commitments of the Paris Agreement. The Paris 
Agreement should not create yet another commitment platform, but rather launch a 
comprehensive framework that aligns non-state and governmental measures over the long 
term. The role of civil society in the implementation of the commitments is absolutely crucial. 

 
5.12 Disinvestment in polluting activities should not be a matter just for governments, nor can it be 

achieved without raising awareness and enlisting support along the entire transport chain 
(construction, transport and users) through legislative or incentivising – and even 
disincentivising – measures. 

 
5.13 The strategy of voluntary commitments adopted in the COP21 agreement means that each 

country only has to indicate non-binding commitments, whereas introducing a binding 
emissions standard would certainly be the most effective solution in terms of achieving the 
desired outcome from the Paris Agreement. Nonetheless, the effort-sharing within the EU for 
2020-2030 referred to in point 5.5 above will strengthen the commitments made. 

 
6. Polluter-pays system 
 
6.1 Under the Lisbon Treaty (see TFEU Article 191(2)), the EU's environmental policy is 

founded on the precautionary and preventive action principles, the principle that 
environmental damage should be rectified at source, and the polluter-pays principle. 

 
6.2 The point is to ensure that the price of environmental damage is paid by the polluters who are 

responsible for causing it. However, in the Member States the price of carbon is addressed in 
climate policies in very different ways. Taxes are the predominant approach, but these impact 
above all on jobs and on the purchasing power of the poorest households.  

 
6.3 According to the White Paper on Transport, charges and taxes should be restructured to take 

better account of the polluter-pays and user-pays principles. 
 
6.4 The approach envisaged by the Commission entails a polluter-pays system and options 

available using road charging as a means of financing the construction and maintenance of 
infrastructure. The aim of this system is to promote sustainable transport modes by 
internalising external costs and guaranteeing financing. 

 
6.5 The EU has an incoherent patchwork of systems including electronic tolls, vignettes, 

congestion charges and pay-as-you-drive charges calculated by satellite (GNSS). Moreover, 
EU rules on road transport taxation for heavy goods vehicles (the Eurovignette) now apply in 
only four Member States, while other Member States do not even collect any road tolls at all. 
This situation raises serious issues about the development of the single market and for 
ordinary people, as it is having a negative impact on economic growth and is exacerbating 
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social inequalities in many Member States. In addition, this failure to levy road usage charges, 
quite apart from the environmental costs it entails, could have an impact on competitive 
conditions for rail transport, in cases where a railway service is available. 

 
6.6 However, it is important for a European road charging system to have a certain degree of 

flexibility so that it can take account of the situation in peripheral regions and remote rural, 
mountain and island areas with low population density where there are no viable alternatives 
to road transport, such that the internalisation of external costs would have no effect on 
behaviour or the organisation of transport and would simply undermine competitiveness. The 
economic and social wellbeing of rural regions is dependent on both a cost-effective and 
environmentally-friendly transport system. As a means of curbing transport emissions some 
governments have introduced different forms of carbon tax, which have failed to curb 
transport emissions and added significantly to the costs of families, especially those in rural, 
remote and mountain areas. 

 
6.7 According to the Commissioner for transport, the Commission is planning to propose a 

European system for trucks and private cars by the end of 2016 that would involve uniform 
rules on toll collection in all the EU Member States based solely on the number of kilometres 
covered. 

 
6.8 The EESC welcomes the Commission's intention to harmonise the road charging system at 

European level based on the polluter-pays principle, but feels that the internalisation element 
of the system will undoubtedly not be enough to achieve a sustainable transport policy that 
meets the commitments made under COP21, which calls for additional measures such as 
increasing energy efficiency, promoting electromobility, car-sharing and comodality, 
developing alternative energy sources, developing environmental quality standards and, above 
all, promoting public transport. 

 
6.9 Another measure could be to fix a price for carbon based on economic and social criteria. 

When oil prices are too low, as is the case now, it certainly does not send a signal to all those 
concerned by transport to modify their behaviour and take measures to reduce their energy 
consumption. However, stricter standards for fuel, energy efficiency, automated traffic 
management and the development of alternative fuels may open up pathways to reduce 
emissions without adversely affecting competitiveness. 

 
7. Innovation, research and development, alternative fuels 
 
7.1 The EESC emphasises the absolute necessity for a proactive industrial policy and coordinated 

R&D to support the transition to the low-carbon economy. A sustained R&D effort is required 
to reconcile the inevitable increase in transport with a reduction in polluting emissions. 

 
7.2 The transport Roadmap indicates that it will be necessary to continue developing biofuels, 

especially in aviation and heavy goods transport, while noting that the development of 
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biofuels raises food security and environmental issues. The Roadmap emphasises that more 
sustainable second- and third-generation biofuels will have to be developed. 

 
7.3 With regard to bioenergy, ongoing efforts are needed to reach a higher grade of greenhouse 

gas reductions and to prevent changes in land use. Therefore the use of residual products, by-
products and waste products in fuel production should be further promoted. There is still 
some potential in road freighting, aviation and maritime traffic. However, biofuels are not a 
stand-alone solution and do not obviate the need to develop and promote solutions that aim to 
replace combustion engines with electric mobility and/or technologies based on hydrogen or 
other alternative sustainable energy sources. 

 
7.4 The transition to electric mobility must be accompanied by a transition to car-sharing. 

However, it must still be borne in mind that, even if we switch completely to engines powered 
by sustainable fuels, cities will still be at risk of being suffocated by traffic as long as public 
transport and efficient distribution systems do not become the general rule. 

 
Brussels, 26 May 2016. 
 

The president  
of the  

European Economic and Social Committee 
  
  
  
  

Georges Dassis 

 

 
_____________ 
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1. Conclusions 
 
1.1 The Committee can endorse the Commission's proposals. In particular, it endorses the proposals 

to further clarify the current rules, provide better information to passengers, and, by removing 
national exemptions, promote the uniform application of passenger rights throughout the EU. In 
addition, the introduction of a force majeure clause as such is warranted, in order to align rail 
with the other modes of transport. 

 
1.2 But a new provision (Article 22(4) about assistance in stations concerning persons with 

disabilities and persons with reduced mobility) may be problematic. The EESC firmly advise 
therefore to add to Article 22(4): "with the exception of unstaffed stations, which are covered by 
paragraph 3". 

 
1.3 The Committee also has a number of proposals for tightening up the draft text; they are also set 

out in section 4.3, which we refer to here for the sake of brevity. 
 
2. Introduction 
 
2.1 The protection of passenger rights in all types of transport, and thus including rail, emerged as 

an EU objective back in the 2001 White Paper on Transport. A rail regulation to that end was 
adopted in 20071 and came into force in 2009. 

 
2.2 This regulation provides passengers with minimum protection when travelling by train. The 

regulation obliges Member States, their respective authorities and railway undertakings to 
implement these provisions in their practice to safeguard passenger rights. In this context, 
Regulation (EC) 1371/2007 is an important harmonisation tool which should ensure that all 
passengers travelling by train in the EU have the same rights. 

 
2.3 A 2011 European Commission communication on a European vision for passengers 

"Communication on passenger rights in all transport modes"2 states that passenger rights are 
based on three cornerstones: non-discrimination; accurate, timely and accessible information; 
and immediate and proportionate assistance. 

 
2.3.1 It also enumerates ten core EU passenger rights applicable to all modes of transport: 
 

1) the right to non-discrimination in access to transport, 
2) the right to mobility, 
3) the right to information, 
4) the right to renounce travelling (reimbursement of the full cost of the ticket), 
5) the right to the fulfilment of the transport contract in case of disruption, 
6) the right to assistance, 
7) the right to compensation, 

                                                      
1

  Regulation (EC) No 1371/2007. 
2

  COM(2011) 898 final. 
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8) the right to carrier liability towards passengers and their baggage, 
9) the right to a quick and accessible system of complaint handling, and 
10) the right to full application and effective enforcement of EU law. 

 
2.3.2 The rights applicable to train passengers included in the 2007 regulation reflect the above 

mentioned 10 core passenger rights applicable to all modes of transport already. 
 
2.3.3 However, the regulation provides Member States with very wide discretion towards the 

application of its provisions. Member States can grant broad exemptions from the application of 
the regulation. Although these exemptions are granted temporarily, not exceeding a maximum 
period of 15 years, they have a considerable impact on uniform application of the regulation. 

 
2.3.4 Currently, only four Member States apply the regulation without any exemption, while the 

remaining 24 Member States have granted numerous exemptions for their domestic, urban, 
suburban or regional train services. The extensive application of these exemptions, despite being 
permitted legally, impairs the uniform application and enforcement of Regulation 
(EC) 1371/2007. Train passengers thus have different rights in different Member States. 

 
2.3.5 In its 2013 report on the application of the regulation3, the Commission highlighted certain 

problematic areas, which were confirmed by an impact assessment in 2016/20174. 
 
2.4 In 2013, the Court of Justice of the European Union ruled (Case C 509/11 ÖBB-

Personenverkehr) that the current Article 17 of the regulation does not allow for railway 
undertakings to be exempted from compensating passengers for delays caused by force majeure. 
This distinguishes rail from other transport modes. 

 
2.5 Finally, it should be noted that this proposal concerns only railway undertakings that are 

licensed under Directive 95/18/EC; thus it does not apply to trams and metros. Furthermore, the 
proposal is underpinned by the Uniform Rules concerning the contract for international carriage 
of passengers and luggage by rail (CIV). 

 
3. Summary of the Commission proposal 
 
3.1 The proposed recasting strikes a balance between strengthening rail passenger rights and 

reducing the burden on railway undertakings. 
 
3.2 The exemptions for long-distance domestic services are to be abolished by 2020. For services 

operated outside the EU, Member States are to be required to grant exemptions only if they can 
prove that passengers are adequately protected on their territory. To ensure legal certainty in 
cross-border regions, the regulation will apply in full to urban, suburban and regional services 
that operate across borders. 

 

                                                      
3

  COM(2013) 0587. 
4

  SWD(2017) 317 final. 
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  COM(2013) 0587. 
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  SWD(2017) 317 final. 

 

 

3.3 The proposal strengthens the rights of people with disabilities and people with reduced 
mobility, in compliance with the United Nations Convention on the Rights of Persons with 
Disabilities (UNCRPD). Member States can no longer exempt the provision of assistance and 
compensation for damaged mobility equipment5. Information must be provided in accessible 
formats in line with the requirements proposed in the European Accessibility Act6. Rail staff 
will have to be trained accordingly. 

 
3.4 Passengers are to be given basic information on their rights at the time of booking. Notices 

informing passengers of their rights have to be placed in prominent positions in stations and on 
board. 

 
3.5 In line with the Interpretative Guidelines of 20157 and the 4th railway package of 20168, railway 

undertakings and ticket vendors have to make efforts to offer through-tickets, but they can also 
prove that they informed passengers where their passenger rights do not apply to the whole 
journey. 

 
3.6 The proposal specifies the responsibilities of national enforcement bodies, including in cross-

border cases, and requires them to cooperate effectively. 
 
3.7 The proposal introduces a general clause prohibiting any form of discrimination, aligning rail 

with other modes of transport. 
 
3.8 To reduce the burden on railway undertakings, the proposal obliges station and infrastructure 

managers to also have contingency plans. 
 
3.9 Railway undertakings are to get the right to redress, if delays were caused by a third party's fault 

or negligence. This measure aligns rail passenger rights with air passenger rights9. 
 
3.10 To prevent railway undertakings having to pay compensation in situations that they did not 

cause and could not prevent, the proposal introduces a force majeure clause that applies only in 
very exceptional situations caused by severe weather conditions and natural disasters10. 

 
3.11 The regulation will be listed in the Annex to the revised Consumer Protection Cooperation 

Regulation11. 
 
3.12 The proposal includes references to the COTIF (the CIV Uniform Rules), thus extending its 

rules to domestic rail transport in the EU. 
                                                      
5

  COM(2017) 548 final - 2017/0237 (COD). 
6

  COM/2015/0615 final – 2015/0278 (COD). 
7

  OJ C 220, 4.7.2015, p. 1. 
8

  OJ L 352, 23.12.2016, p. 1. 
9

  OJ L 46, 17.2.2004, p. 1. 
10

  SWD(2017) 318 final. 
11

   COM(2016) 283. 
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4. Comments 
 
4.1 In general terms, the Committee can endorse the Commission's proposals. In particular, it 

endorses the proposals to further clarify the current rules, provide better information to 
passengers, and, by removing national exemptions, promote the uniform application of 
passenger rights throughout the EU. In addition, the introduction of a force majeure clause as 
such is warranted, in order to align rail with the other modes of transport. 

 
4.2 Recasting "starting from the existing legal instrument"12 must not be a hard and fast rule. 

Sometimes, particularly where it emerges that a directive is being interpreted and applied 
differently by individual Member States, it is best to opt for a different legal instrument, in this 
case a regulation. Here, however, it is already a regulation; the recasting should therefore now 
lead to clear rules, which are not subject to multiple interpretations, but are uniformly applied, 
and backed up by new findings, which is largely the case. With regard to the remaining, less 
precise parts of the document, the EESC would like to make the following comments. 

 
4.3 Proposals 
 
4.3.1 It can sometimes be difficult for train staff to identify passengers with disabilities, and will be 

all the more so now that it is proposed to include mental and psychological disability in the 
definition of persons with reduced mobility. In the case of suspected fraud, this might lead to 
critical situations and operational difficulties. This issue should be given due attention in staff 
training (Article 26). 

 
4.3.2 The remaining exemptions to national long-distance services should continue to be phased out 

gradually by 2024 in line with the existing regulation's requirement. Ending the exemption 
earlier, in 2020, as proposed by the Commission, could be too early for certain Member States. 
In that case, an appropriate solution should be found on a case-by-case basis, to enable a smooth 
transition. 

 
4.3.3 The minimum compensations (Article 17(1)) are subject to a minimum of 60 minutes' delay. 

However, in current practice, shorter minimum delays have been known to apply. That 
possibility should be maintained by expressly mentioning this in the article. 

 
4.3.4 With regard to the travel information to be provided, it should be added that where the 

minimum delay for compensation will almost certainly be reached or exceeded, this must be 
communicated to the passengers and, where possible, the relevant application forms for 
compensation actually made available. 

 

                                                      
12

  COM(2017) 548 final - 2017/0237 (COD). 
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  COM(2017) 548 final - 2017/0237 (COD). 

 

 

4.3.5 Article 22 governs assistance at railway stations. Paragraph 3 sets out special arrangements for 
unstaffed stations. The proposed new paragraph 4 then fails to take due account of this. The 
Committee recommends adding "with the exception of unstaffed stations, which are covered by 
paragraph 3" after the last word in paragraph 4 ("operate"). 

 
Brussels, 18 January 2018 
 
 
 
Georges DASSIS 
The president of the European Economic and Social Committee 
 
 

* 
 

* * 
 
 
N.B.: Appendix overleaf. 
 
 
  

69



 

 

APPENDIX 
to the opinion 

 
The following points of the section opinion were rejected in favour of amendments adopted by the 
assembly but received at least one-quarter of the votes cast in favour of retention of the section opinion 
texts (Rule 54(4) of the Rules of Procedure): 
 
 
4.3.6 Some of the provisions in the proposal may be problematic, misleading and/or confusing and 

one is even contradictory. 
 
Outcome of the vote on the amendment: 
 
Votes in favour: 73 
Votes against: 50 
Abstentions:   24 
 
4.3.6.1 For instance the right (Article 10(5)) to buy tickets on board at no extra cost can be questioned 

in the cases where no tickets on board is sold to anyone and information is provided at departure 
stations about ticket purchase as already foreseen in Articles 10(2), 10(3) and 10(4). 

 
Outcome of the vote on the amendment: 
 
Votes in favour: 80 
Votes against: 51 
Abstentions:   13 
 
4.3.6.2 Also the provision (Article 23(4)) that assistance should be available on board trains at all 

times when rail services operate might be a problem in cases where trains are running without 
on board staff generally, a situation already regulated by Article 23(2). 

 
Outcome of the vote on the amendment: 
 
Votes in favour: 91 
Votes against: 48 
Abstentions:   12 
 
4.3.6.3 To avoid unnecessary disputes and unreasonable obligations the EESC advise firmly to delete 

both Article 10(5) and Article 23(4). 
 
Outcome of the vote on the amendment: 
 
Votes in favour: 90 
Votes against: 48 
Abstentions:  14 
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Votes in favour: 90 
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Abstentions:  14 
 

 

 

The following point was modified to reflect the amendments adopted by the assembly. 
 
1.2 But some of the new provisions (proposed Article 10(5) about buying tickets on board; 

Article 22(4) about assistance in stations and Article 23(4) about the same on board the trains, 
all concerning persons with disabilities and persons with reduced mobility) may be problematic, 
misleading and/or confusing and even one is contradictory in relation with their foregoing 
paragraphs of the just mentioned articles, where these refer to unstaffed stations and trains. The 
EESC firmly advise therefore to delete Articles 10(5) and 23(4) and to add to 22(4): "with the 
exception of unstaffed stations, which are covered by paragraph 3". 

 
_____________ 

71



72



 

 

 

 
European Economic and Social Committee 

 
TEN/641 

Aviation: Open and Connected Europe 
 
 

OPINION 
 

European Economic and Social Committee 
 

Communication from the Commission to the European Parliament, the Council, the European 
Economic and Social Committee and the Committee of the Regions on Aviation: Open and 

Connected Europe  
COM(2017) 286 final 

and  
Proposal for a Regulation of the European Parliament and of the Council on safeguarding 

competition in air transport, repealing Regulation (EC) No 868/2004 
[COM(2017) 289 final – 2017/0116 (COD)] 

 
Rapporteur: Jacek KRAWCZYK 

 
 

73



 

 

 
Consultation  European Commission, 05/07/2017 

European Parliament, 15/06/2017 
Council, 19/06/2017 

Legal basis Articles 100(2) and 304 of the Treaty on the Functioning of the 
European Union 

  
Section responsible Transport, Energy, Infrastructure and the Information Society 
Adopted in section 04/01/2018 
Adopted at plenary 17/01/2018 
Plenary session No 531 
Outcome of vote 
(for/against/abstentions) 115/1/4 
 
  

74



 

 

 
Consultation  European Commission, 05/07/2017 

European Parliament, 15/06/2017 
Council, 19/06/2017 

Legal basis Articles 100(2) and 304 of the Treaty on the Functioning of the 
European Union 

  
Section responsible Transport, Energy, Infrastructure and the Information Society 
Adopted in section 04/01/2018 
Adopted at plenary 17/01/2018 
Plenary session No 531 
Outcome of vote 
(for/against/abstentions) 115/1/4 
 
  

 

 

1. Conclusions and recommendations 
 
1.1 The European Economic and Social Committee reaffirms the position adopted in its Aviation 

Package I opinion1 that the overriding goal of the Aviation Strategy for Europe (EU Aviation 
Strategy), as presented by the European Commission in December 2015 should be to "improve 
the investment climate to encourage more European investment in the EU aviation industry, 
increase the competitiveness of the sector and its role for the economy, thus promoting overall 
economic growth and creation of new jobs". 

 
1.2 The EESC emphasises the crucial importance of the quality of implementation of the EU 

Aviation Strategy for the success of EU civil aviation. Rapidly changing internal and external 
conditions, the development of markets in multiple directions, growing pressure on people and 
companies, increasing competition inside and outside the EU, new disruptive technologies and 
swiftly advancing digitalisation: these are only a few of the challenges that must be addressed 
when implementing the EU Aviation Strategy. As the EESC predicted in its Aviation Package I 
opinion2, the strategy has raised the political profile of civil aviation on the EU agenda and this 
position needs to be maintained. In this context, the EESC commends the Commission for its 
perseverance in promoting a globally accepted and implemented scheme to decarbonise 
aviation. Likewise, the need for effective sectoral social dialogue at both EU and national levels 
must be championed more than ever. The EESC refers again to its opinion on Social Dumping 
in Aviation3 and urges the Commission to consider effective remedies to address the situation. 

 
1.3 The EESC supports the Commission's dual approach to safeguarding fair international 

competition – on the one hand, giving more teeth to a unilateral instrument to protect EU 
community aviation interests (Proposal for a Regulation on safeguarding competition in air 
transport, repealing Regulation (EC) No 868/2004, referred to henceforth the Commission 
proposal revising Regulation 868/2004) and, on the other, seeking mandates to negotiate new 
market access agreements with third countries, combined with a consensus on how fair 
competition should be maintained. The EESC remains convinced that a level playing field can 
only be secured sustainably if third countries also respect the basic principles of labour 
protection as outlined in ILO standards as well as consumer protection and environmental 
standards. The Commission proposal revising Regulation 868/2004 addresses several 
weaknesses in Regulation (EC) No 868/2004 in its current form; however, establishing a 
functioning social dialogue should become an integral element of a mutually agreed "fair 
competition" clause in the European Union's international air service agreements. The EESC 
fully supports the Commission's efforts to secure further mandates to open new comprehensive 
aviation agreements and calls for swift and efficient completion of ongoing negotiations.  

 
1.4 The interpretative guidelines for ownership and control provisions provide improved clarity 

regarding the relevant provisions of Regulation (EC) No 1008/2008 to help Member States and 
other stakeholders in their ongoing implementation. However, in the Committee's opinion, these 
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  OJ C 389, 21.10.2016, p. 86. 
3

  OJ C 13, 15.1.2016, p. 110. 
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guidelines do not give enough consideration to market changes taking place and the disruptive 
and structural challenges that European aviation will be facing in the short and medium term. If 
implementation of the EU Aviation Strategy is to be robust, the EESC recommends that an 
impact assessment be drafted based on a number of scenarios to pave the way for an informed 
consideration of the question of ownership and control. 

 
1.5 The Committee endorses the proposed interpretative guidelines on the Public Service Obligation 

(PSO) contained in Regulation (EC) No 1008/2008, while noting that long-term market 
development – involving a growing need for greater connectivity of Member States at the 
periphery of the EU or with small domestic markets – will require further in-depth economic 
and societal analysis of how to better provide sustainable connections between their main 
airports and key destinations in the EU to better address passengers' demands. Further political 
discussions will be needed on this, also taking account of the Connectivity Index prepared by 
the Network Manager and now published on the European Commission's website.  

 
1.6 The Committee believes that Regulation (EC) No 1008/2008 is in need of comprehensive 

revision. Given its fundamental importance for the sector, it is vital that the review process 
incorporates feedback from all stakeholders – including civil society representatives – and that it 
enables the long-term vision of EU civil aviation as set out by the EU Aviation Strategy to 
become a reality. With the proviso that the Commission conducts an extensive analysis, and that 
this is confirmed through public consultation, it would be in the best interests of the EU for the 
current Commission to propose a revision of Regulation (EC) No 1008/2008. 

 
1.7 The EESC is of the view that at EU level the Network Manager4 has already initiated the 

process to mitigate ATM disruptions. Moreover, the social partners already have the tools to 
reduce any impact because they are mutually implemented. The EESC reaffirms that strikes are 
a fundamental workers' right and that the right to strike falls outside the scope of the EU 
treaties5. According to the principle of subsidiarity, it falls within the Member States' 
competence to determine how this right is exercised. Furthermore, the social partners have 
developed a set of measures which could be jointly implemented to reduce the risk of industrial 
conflict ("Toolbox"6). The EESC welcomes this initiative as an appropriate and effective 
approach to avoid as far as possible disruptions to air traffic. The passengers and citizens of 
Europe will be the ultimate beneficiaries of this approach. 

 
1.8 In order to provide for the efficient implementation of the EU Aviation Strategy, it is essential 

to inject into the political discussion the views of organised civil society concerning the 
political, social, economic and environmental consequences of these initiatives. The EESC, as it 
has already stated on several occasions, is prepared to actively participate in this process. It is 
also of utmost importance that further legislative work on the proposal revising Regulation 

                                                      
4

  The Network Manager is a directorate within EUROCONTROL responsible for network capacity planning. It must ensure that air 
traffic capacity is made available and used in the best possible way in the pan-European network’s daily operations. To this end it 
cooperates closely with its Member States and their national air navigation service providers. 

5
  Article 153(5) TFEU. 

6
  ATCEUC, CANSO and ETF (2016): Toolbox for successful social dialogue in air traffic management, available at: http://www.etf-

europe.org/files/extranet/-75/45567/Brochure%20ETF%20Toolbox%20March%202016.pdf. 
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868/2004 in the European Parliament and the Council proceeds promptly in order to effectively 
address distortions to international competition. 

 
1.9 The EESC reiterates the position adopted in its Aviation Package I opinion7, recommending 

that: "inclusion of stakeholders in the implementation of the Strategy should be accompanied by 
a structured and concrete explanation of the way in which the Strategy will be implemented". A 
road map is still required to provide greater detail on "how the Commission will reach out to the 
stakeholders to secure such crucial engagement. Mobilisation of all aviation stakeholders acting 
together on implementation of the Strategy is challenging but necessary". 

 
2. Introduction 
 
2.1 Commission Communication COM (2017) 286 on Aviation: Open and Connected Europe (the 

Communication), published on 8 June 2017 follows the European Commission's launch in 
December 2015 of the Aviation Strategy for Europe8 (EU Aviation Strategy), which sets the 
agenda for a targeted discussion within the civil aviation community about the necessary key 
elements of a holistic aviation policy and how best to implement it.  

 
2.1.1 The EU Aviation Strategy "(…) aims at boosting Europe's economy, strengthening its industrial 

base and reinforcing its global leadership position in aviation whilst addressing environmental 
and climate challenges, thus contributing directly to the Commission's strategic priorities"9. By 
taking the economic, legal, environmental, political and social aspects of aviation into 
consideration, the Commission is pursuing a holistic approach to aviation and has proposed 
objectives to address the challenges within the EU market as well as international aviation 
markets. The more concrete results of the implementation of the EU Aviation Strategy remain to 
be seen. 

 
2.2 The EESC has been very actively involved in recent years in EU civil aviation policy 

development. It has held a large number of public hearings, conferences and bilateral and 
multilateral events to provide more civil society involvement in various policies concerning EU 
civil aviation. It has thus built up a strong network of EU civil society stakeholders in order to 
actively respond to forthcoming Commission proposals as well as to enable and empower civil 
society to engage in this highly important and sensitive dossier. 

 
2.2.1 On 2 March 2015 the Commission decided to consult the Committee on an integrated EU 

aviation policy. Numerous recommendations contained in the EESC's opinion on the subject10 
(September 2015) were included in the final Commission proposal. Subsequently, upon delivery 
of the EU Aviation Strategy, the Committee gave strong support to the Commission proposal in 
its Aviation Package I opinion11 (February 2016).  
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  OJ C 389, 21.10.2016, p. 86. 
8

  COM(2015) 598 final. 
9

  COM(2017) 286 final, page 2. 
10

  OJ C 13, 15.1.2016, p. 169. 
11

  OJ C 389, 21.10.2016, p. 86. 
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2.3 The Commission's current Communication addresses highly complex issues, each of which has 

numerous political, legal and economic ramifications. The Commission had listed these issues – 
amongst others in the Annex12 to the Aviation Strategy – as integral elements of an "action 
plan" to achieve the main strategic goals. 

 
2.4 Of the four measures proposed in the Communication, one is a legislative proposal. The 

remaining three are guidelines of a non-binding legal nature. Together they are as follows:  
 

 new Proposal for a Regulation on safeguarding competition in air transport, repealing 
Regulation (EC) No 868/2004, 

 Interpretative guidelines on Rules on Ownership and Control of EU air carriers contained in 
Regulation (EC) No 1008/2008, 

 Interpretative guidelines on the Public Service Obligation rules contained in Regulation (EC) 
No 1008/2008, and 

 Staff Working Document on Practices favouring Air Traffic Management Service 
Continuity13. 

 
3. Legislative proposal: a new Regulation replacing Regulation (EC) No 868/2004 (draft 

revision) 
 
3.1 Documents published by the Commission along with the Communication argue a further need 

to better protect EU airlines from the practices of non-EU competitors that are considered to 
distort fair market competition. Major organisations in the EU airline sector have asked the 
Commission to take decisive action to address what they consider to be the absence of a proper 
approach to non-EU carriers from countries lacking proper rules on fair competition. The social 
partners have made similar demands based on lack of respect for comparable social and labour 
standards. The Commission has taken a correct stand on these strong calls by putting forward a 
new draft regulation. 

 
3.2 In cases where EU connectivity and competition are put at risk, the Union must be able to act 

effectively to ensure that competition is not distorted in international aviation markets and EU 
aviation interests are not harmed and consumers rights and interests are ensured and enhanced 
according to EU legislation on consumers' and passengers' rights. Regulation (EC) No 868/2004 
was intended to address these issues through unilateral EU action. 

 
3.3 Regulation (EC) No 868/2004 has proved to have many serious weaknesses14: it uses tools, 

procedures and criteria that stem from trade law, while the international aviation market is 
regulated by air service agreements. Regulation (EC) No 868/2004 has also been criticised 
because of its inadequate sanctions: it is considered a "toothless tiger".  
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  COM(2015) 598 final. 
13

  SWD(2017) 207 final. 
14

  Study for the Commission in April 2013 268/2004 – "A Case for Better Regulation". 
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3.4 The goal of revising or replacing Regulation (EC) No 868/2004 was shared by the Council and 
the Commission. The European Parliament also called for revision of this regulation. 

 
3.5 Stakeholders were consulted on a proposal for improved protection against subsidisation and 

unfair pricing practices. They were also consulted as part of the public consultation for the 
drafting of the Commission EU Aviation Strategy. As a result of these consultations, an 
integrated approach was proposed by the Commission as the best means of addressing the 
problems identified. The inclusion of the three complementary building blocks (international 
negotiations, fair competition clauses in international agreements and the revision of Regulation 
(EC) No 868/2004) reinforce each other and creates synergies, making it possible to efficiently 
safeguard EU connectivity and support open fair competition between all air carriers.  

 
3.6 This approach is also expected to bring economic benefits as it allows EU airlines to compete 

fairly with third country air carriers; it will also benefit EU airports and passengers through 
increased traffic and choice.  

 
3.7 The Commission proposal revising Regulation 868/2004 proposes empowering the Commission 

to act decisively as the lead EU institution, ensuring adherence to international obligations by 
third countries within well-established EU law and the principles of transparency, subsidiarity 
and proportionality. The proposed amendments simplify the process and encourage the parties 
concerned to resolve any conflict by having recourse to a mutual conflict settlement procedure 
wherever possible. The Commission proposal, if adopted, would therefore effectively address 
weaknesses in Regulation (EC) No 868/2004 currently in force. 

 
3.7.1 However, several issues remain unclear, in particular what measures the Commission could 

undertake to ensure compliance with international obligations by third countries15. 
 
3.7.2 A further concern raised by stakeholders is the absence of action provided for in cases where a 

third party fails to abide by basic principles of labour protection as outlined in ILO standards or 
where consumer protection and/or environmental standards are not respected. In view of the 
holistic approach pursued by the Commission, it is important to underline that a balanced 
approach must be ensured between a WTO-like free-market access and sustainable international 
competition in the interests of employees and consumers. 

 
3.7.3 The Commission proposal revising Regulation 868/2004 provides for a second avenue to 

remedy distortions. By addressing unfair market practices which cause injury to individual EU 
airlines, the Commission could intervene, should prima facie evidence be provided that such 
unfair practices exist and have a causal and detrimental effect on one or several EU airlines. 
Member States and airlines can also file a complaint. 

 
3.7.4 For the Commission proposal revising Regulation 868/2004 to act as a catalyst for voluntary 

conflict resolution, it is essential that any sanctions imposed are meaningful for the third party. 
The Commission proposal thus provides measures such as the suspension of concessions of 
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  An example of such an unfair practice could be a situation in which an important third country economic power de facto refuses EU 
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services or other rights of the third country, provided this does not lead to the violation of Air 
Service Agreements with the third country or other international obligations16. 

 
3.8 It can therefore be argued that the Commission's proposal in its current version effectively 

addresses the key reservations voiced against Regulation (EC) No 868/2004; for the 
Commission proposal revising Regulation 868/2004 to achieve the desired effect of acting as a 
deterrent to third countries or third country carriers to undermining competition in international 
aviation, further clarification may appear necessary on the measures which the Commission 
could deploy to this end and on the broader approach which should be contemplated when 
defining the notion of "unfair" competition. 

 
3.9 Nevertheless, while supporting the Commission's approach, some details could be tightened up 

to ensure the revised regulation is effective: the duration of an investigation should be reduced 
and it should not be possible to halt investigations without sufficient cause – such as agreement 
with the parties about remedial measures and implementation of such measures. There should 
also be an instrument for temporary relief. 

 
3.10 In order to safeguard the EU aviation industry from unfair competition by third country 

operators, the EESC insists that a new Regulation revising the one currently in force must go 
beyond consideration of improved protection against subsidisation and unfair pricing practices 
and identify the need to address in an appropriate international form the issue of labour 
conditions which breach ILO Conventions. 

 
4. Non-legislative proposals 
 
4.1 Interpretative guidelines on the ownership and control rules 
 
4.1.1 In its latest opinion on the EU Aviation Strategy17, the EESC agreed that the strategy's 

overriding goal should be to support overall economic growth and the creation of new jobs. In 
order to grow, European airlines need access to investment – including foreign investment. 
Consideration needs to be given, however, to the fact that some non-EU governments are using 
investments as a strategic tool in a manner which is potentially incompatible with the spirit and 
wording of Regulation (EC) No 1008/2008. 

 
4.1.2 Under the current EU investment rules for foreign airlines, investment may not exceed 49% 

ownership18. Additionally, the effective control of the company needs to remain with Member 
States of the European Union or their nationals19. In recent years, this rule has given rise to 
reviews of several foreign investments by Member State licensing authorities and by the 
Commission20.  
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  COM(2017) 289, Article 13. 
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  OJ C 389, 21.10.2016, p. 86. 
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  Regulation (EC) No 1008/2008, Article 4(f). 
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  Regulation (EC) No 1008/2008, Article 4(f). 
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4.1.3 The interpretative guidelines on ownership and control do not change the existing rules on these 

two matters; they do, however, explain various important procedural aspects. In addition, they 
lay out which investment schemes are acceptable if airlines are still to operate with their EU 
licenses. 

 
4.1.4 Several cases of strategic minority acquisitions by non-EU airlines have given rise to a rather 

controversial debate about whether these infringe the ownership and control provisions in 
Regulation (EC) No 1008/2008. They are indicative of the fundamental changes taking place in 
international aviation21. Although the EESC welcomes the proposed interpretative guidelines on 
ownership and control, it thinks it is important not just to consider how to interpret the current 
provisions, but rather to evaluate whether these might now require revision in the light of 
current and foreseeable market trends. In this context, granting investment opportunities based 
upon reciprocity is one of the most important avenues to pursue. In order to evaluate the impact 
of market developments on European competitiveness in the medium and long term, the EESC 
recommends that an impact assessment be drafted based on a number of scenarios. This would 
pave the way for an informed consideration of the question of ownership and control.  

 
4.2 Interpretative guidelines on the Public Service Obligation rules (PSO Guidelines) 
 
4.2.1 There is recognition in the EU of the need to address cases where, on certain routes and due to 

specific conditions, insufficient demand or market failure prevents enough flights being 
provided to serve the needs of local communities. In such cases, Public Service Obligations 
(PSOs) – allowed under very specific conditions set out in Regulation (EC) No 1008/2008 – can 
guarantee that peripheral or developing regions are well-connected to the rest of Europe.  

 
4.2.2 PSOs have generally been used by Member States to secure connections within their country to 

and from under-served regions. PSOs are subject to an assessment of necessity that takes 
account of proportionality requirements22, recourse to other modes of transport, airfares and 
conditions, as well as the combined effect of air carriers operating or intending to operate on the 
route23. 
 

4.2.3 Existing rules concerning PSOs have not always been implemented in a consistent manner, 
which may have distorted both connectivity and competition on some routes. Questions have 
been raised by Member States on the content of procedural provisions of PSO Guidelines. 

 
4.2.4 PSO Guidelines outline the proposed methodology to be followed by the Commission when 

assessing any PSO. They concern everything from the establishment of a PSO and related 
procedures to explanations as to the exclusive service concessions and compensation (in relation 
to state aid rules). 
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  Example: minority acquisition of Air Berlin by Etihad Airways as part of a strategy to create a strong partnership between several 
European airlines and Etihad Airways. 
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  The obligation vis-à-vis economic development needs of the region. 
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4.2.5 The PSO Guidelines will contribute to more transparent and more consistent implementation 
and enforcement of the existing provisions of Regulation (EC) No 1008/2008. However, the 
EESC asks the Commission to take careful note of its opinion on Application of the Decision on 
public compensation for the provision of services of general economic interest (2012/21/EU)24, 
which urges a less burdensome requirement on national and local governments when complying 
with and reporting on their PSO awards, especially where the need for public intervention to 
support socially necessary but commercially unviable airline services is readily apparent (e.g., 
to achieve connectivity to remote areas, islands etc.). At the same time, respect of social 
standards should become a consideration when granting public support.  

 
4.2.6 Member States on the periphery of the EU or with small domestic markets experience 

increasing difficulties not only in securing domestic connections, but connections between their 
main airport and key destinations in the EU and beyond. The issue is therefore not only one of 
regulatory clarity, but economically and politically how to ensure sufficient connectivity to 
peripheral destinations in Europe, thus better respond to passengers' needs. The Member States 
concerned are interested in sustainable and reliable air services to secure long-term planning 
stability irrespective of possible opportunity costs arising for the operating carrier. 

 
4.2.7 The Connectivity Index should provide insight into whether such broader approaches to PSOs, 

possibly securing more economic growth, would be justified. In the long term, one could 
dispute whether the provisions in the PSO Guidelines can remain relevant and effective in a 
fast-changing aviation market. 

 
4.3 Air Traffic Management continuity 
 
4.3.1 Air navigation services have a crucial role in ensuring reliable air connectivity, guaranteeing the 

safe performance of air traffic flows. In the busiest periods of the year, the European Air Traffic 
Management system (ATM) has to manage more than 30 000 flights per day. The workforce has 
an essential role in delivering such ATM services . In Europe as a whole the sector employs 
56 300 people: 17 370 controllers and 38 930 other staff working in air navigation services. 
Working in this sector not only requires state of the art technology but also very high 
professional and personal skills. The efficiency and resilience of the ATM system have recently 
noticeably improved and it was able to absorb a traffic increase of 68% in twenty years, from 
5.8 million flights in 1995 to 9.74 million in 2014. This improvement in efficiency, while 
maintaining the highest safety standards, has only been possible thanks to the strong 
commitment of all stakeholders in the aviation value chain to the European Single Aviation 
Area. 

 
4.3.2 In the course of the public hearing "Air Traffic Management continuity in an Open and 

Connected Europe" organised by the EESC, the Network Manager outlined the process which 
has been put in place to minimise the impact of all types of disruption in Europe. These 
measures require the participation of Air Navigation Services Providers (ANSPs), airlines and 
Member States. They have proved to be a very efficient means of reducing the impact of 
disruptions on passengers. 
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EESC asks the Commission to take careful note of its opinion on Application of the Decision on 
public compensation for the provision of services of general economic interest (2012/21/EU)24, 
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4.2.7 The Connectivity Index should provide insight into whether such broader approaches to PSOs, 

possibly securing more economic growth, would be justified. In the long term, one could 
dispute whether the provisions in the PSO Guidelines can remain relevant and effective in a 
fast-changing aviation market. 

 
4.3 Air Traffic Management continuity 
 
4.3.1 Air navigation services have a crucial role in ensuring reliable air connectivity, guaranteeing the 

safe performance of air traffic flows. In the busiest periods of the year, the European Air Traffic 
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an essential role in delivering such ATM services . In Europe as a whole the sector employs 
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noticeably improved and it was able to absorb a traffic increase of 68% in twenty years, from 
5.8 million flights in 1995 to 9.74 million in 2014. This improvement in efficiency, while 
maintaining the highest safety standards, has only been possible thanks to the strong 
commitment of all stakeholders in the aviation value chain to the European Single Aviation 
Area. 
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Connected Europe" organised by the EESC, the Network Manager outlined the process which 
has been put in place to minimise the impact of all types of disruption in Europe. These 
measures require the participation of Air Navigation Services Providers (ANSPs), airlines and 
Member States. They have proved to be a very efficient means of reducing the impact of 
disruptions on passengers. 
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4.3.3 One of the possible causes of disruption is industrial action in the aviation sector. Strikes are a 

fundamental workers' right and the right to strike falls outside the scope of the EU treaties25. It 
is therefore incumbent upon the Member States to determine how the right to strike can be 
exercised, and the majority of Member States have specific laws or regulations setting out the 
conditions for exercising the right to strike in ATM and any other part of the EU aviation value 
chain. 

 
4.3.4 The Toolbox for successful social dialogue in ATM26, agreed between the social partners, is a 

good example of an efficient approach to establishing mechanisms which minimise the risk of 
disruption. These measures are implemented on the basis of mutual consent. The EESC 
welcomes the proposal by the social partners to extend the scope of the signatories and is open 
to participate in such an initiative. 

 
5. Other proposals 
 
5.1 To combat practices negatively affecting competition, and in addition to its proposal for a new 

Regulation 868, the Commission is encouraging the inclusion of far-reaching competition rules 
in comprehensive aviation agreements with third countries27. It is urging the Council to give it 
new mandates to open negotiations on further agreements of this kind with Bahrain, China, 
Kuwait, Mexico, Oman and Saudi Arabia. The Commission is also insisting – rightly so – on 
the immediate signing of the EU Comprehensive Aviation Agreement with Ukraine.  

 
5.2 The first comprehensive agreement of its kind (Air Transport Agreement – ATA) concluded 

between the EU and the United States (2007) with respect to unfair competition establishes 
cooperation between competition regulators, creating a framework for coordination. Article 14 
of the ATA addresses action with regard to state subsidies and support28 and also contains 
provisions granting the ATA Joint Committee the right to resolve potential disputes – including 
by having recourse to a neutral arbitration procedure. The main added value of such 
comprehensive agreements lies in the regulatory convergence of many key areas (safety 
standards, certificates and licenses, as well as the sensitive area of security). It also relates in 
this context to state aid and state support.  

 
5.3 To date, a comprehensive aviation agreement has been concluded with Canada. The agreement 

with Brazil is currently under renegotiation and the EU has concluded negotiations with Israel, 
Jordan, Morocco, Moldova and Georgia. Negotiations are ongoing with Australia and New 
Zealand. After the granting of Council mandates in 2016, negotiations have been started with 
the Association of Southeast Asian Nations, Qatar, the United Arab Emirates and Turkey. In 
each case, the issue of fair competition clauses has formed part of the negotiations29.  

                                                      
25

  Article 153(5) TFEU. 
26

  http://www.etf-europe.org/files/extranet/-75/45567/Brochure%20ETF%20Toolbox%20March%202016.pdf. 
27

  SWD (2017) 182 final, 3.4.4. 
28

  EU – US Air Transport Agreement signed on 25 and 30 April 2007, Article 14. 
29

  SWD (2017) 182 final, 2.2.1.3. 
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5.4 Subject to the Commission successfully completing the ATAs currently mandated, the EESC 

takes note of the Commission's efforts to secure further mandates to open new comprehensive 
aviation agreements and urges the swift and efficient negotiation of those already begun. 
However, the labour practices of certain countries and their airlines are a source of concern and 
could negatively impact fair competition on the international aviation market. The EESC 
therefore urges the Commission to ensure that European operators are fairly treated and a level 
playing field is secured. The EESC recommends that the Council and the Commission 
acknowledge the need to negotiate appropriate binding social clauses in all EU aviation 
agreements with third countries. 

 
Brussels, 17 January 2018 
 
 
 
 
George DASSIS 
The president of the European Economic and Social Committee 
 

_____________ 
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1. Conclusions and recommendations 
 
1.1 The EESC welcomes in general the Commission's proposal for amending Directive 2009/45/EC 

on safety rules and standards for passenger ships. As the fitness report (REFIT, Adjusting 
Course: EU Passenger Ship Safety Legislation Fitness Check, COM(2015) 508 final) identifies, 
Directive 2009/45/EC in some parts lacks clarity in a number of definitions and requirements 
and has outdated or overlapping requirements, which has led to the inconsistent implementation 
of the legal framework for passenger ships. The amendments proposed aim to simplify the 
legislation, remove overlaps and redundancies, and clarify requirements and the scope of 
application, while preserving the current level of safety. 

 
1.2 Given that 120 million people are transported by domestic passenger ships every year, the EU 

legislation on passenger ship safety is very important. However, the proposal for amending 
Directive 2009/45/EC excludes all small ships below 24 meters from the scope of the directive, 
while at present, only existing passenger ships are excluded, not new ones. 

 
1.3 The rationale given for this proposal is, firstly, that Directive 2009/45/EC currently only applies 

to 70 out of 1950 small ships and, secondly, the principle of subsidiarity: these ships are 
constructed for a wide range of services and establishing a common set of rules will be 
extremely challenging. As such, Member States would be in a better position to regulate. 

 
1.4 The EESC notes the above-mentioned rationale, but recommends that the application to new 

ships below 24 meters in length be retained in the interests of passenger safety. 
 
1.5 The proposal for amending Directive 2009/45/EC clarifies that, for the purpose of this directive, 

aluminium is a material equivalent to steel and the corresponding fire safety standards are 
therefore applicable. At present, not all Member States certify aluminium ships under this 
directive, which creates an uneven situation. The EESC welcomes this clarification. 

 
1.6 The EESC warmly welcomes the importance that the current EU rules on passenger ship safety 

attach to accessibility for persons with reduced mobility (paragraph 17 of the recitals to 
Directive 2009/45 EC) and expresses its satisfaction with the fact that EU standards represent an 
important added value when compared to international standards, which do not include any 
mandatory provision in this regard. The EESC highly commends this provision and believes this 
should apply to all kinds of domestic passenger service ships. 

 
1.7 The EESC welcomes the Commission's clarification made in new point (za). This point clarifies 

that "equivalent material" means aluminium alloy or any other non-combustible material that 
maintains structural and integrity properties equivalent to steel at the end of the applicable 
exposure to the standard fire test due to the insulation provided. As some Member States have 
not been certifying aluminium ships under this directive, the EESC welcomes this clarification 
in principle. However, the EESC recommends that the corresponding technical standard 
included in the Annex to Directive 2009/45/EC be further clarified in cooperation with national 
experts. 
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2. Introduction and background 
 
2.1 Europe's geographical configuration as a vast peninsula gives an indication of how crucial 

maritime transport services, including the carriage of passengers, are. More than 400 million 
people pass through EU ports every year, out of which 120 million are transported by domestic 
passenger ships. Hence the importance of ensuring the highest safety standards in EU waters, 
given that ship safety legislation has considerable implications, notably for the environment, 
labour law, the mobility of EU citizens and the facilitation of trade in passenger vessels, since 
the latter meet the same standards across the EU. 

 
2.2 Following the Estonia disaster, the International Maritime Organization adopted a series of 

amendments to the International Convention for the Safety of Life at Sea (SOLAS), including 
requirements to improve the stability of ro-ro ships when they are damaged. 

 
2.3 However, incidents continue to occur, which has led Europe in the last two decades to introduce 

further rules for passenger ship safety, including some specific rules, such as the register of 
persons on board, alongside SOLAS on international journeys, which also cover journeys 
between two or more Member States, as well as many more EU rules for national journeys. 

 
2.4 The proposals flow from the REFIT programme being carried out by the Commission in respect 

of this legislation on passenger ship safety. The abbreviation REFIT stands for Regulatory 
Fitness and Performance. 

 
2.5 The aim was to simplify and streamline where possible existing European rules on passenger 

ship safety so as to: 
 maintain EU rules only where necessary and proportionate; 
 ensure correct, uniform implementation; 
 eliminate overlaps and contradictions. 

 
These aims reflect the EESC's recommendations concerning REFIT, as set out in the recent 
exploratory opinion (SC/044, 26 May 2016). 

 
2.6 This coherent package of proposals serves to achieve these objectives. The package on 

passenger ship safety includes proposals for reviewing nearly all European safety regulations on 
passenger ships, excluding of course the purely technical Directive 2003/25/EC on specific 
stability requirements for ro-ro passenger ships. 

 
2.7 The package comprises the following 3 proposals: 

 to limit and clarify the scope of Directive 2009/45/EC (technical standards for seagoing 
passenger ships on national routes); 

 to improve and clarify reporting obligations arising from Directive 98/41/EC (on the 
registration of persons sailing on board passenger ships) in relation to other instruments 
(Directive 2010/65/EU on reporting formalities and Directive 2002/59/EC on the 
Community vessel traffic monitoring and information system), as well as removing overlaps 
with these areas; 

88



 

 

2. Introduction and background 
 
2.1 Europe's geographical configuration as a vast peninsula gives an indication of how crucial 

maritime transport services, including the carriage of passengers, are. More than 400 million 
people pass through EU ports every year, out of which 120 million are transported by domestic 
passenger ships. Hence the importance of ensuring the highest safety standards in EU waters, 
given that ship safety legislation has considerable implications, notably for the environment, 
labour law, the mobility of EU citizens and the facilitation of trade in passenger vessels, since 
the latter meet the same standards across the EU. 

 
2.2 Following the Estonia disaster, the International Maritime Organization adopted a series of 

amendments to the International Convention for the Safety of Life at Sea (SOLAS), including 
requirements to improve the stability of ro-ro ships when they are damaged. 

 
2.3 However, incidents continue to occur, which has led Europe in the last two decades to introduce 

further rules for passenger ship safety, including some specific rules, such as the register of 
persons on board, alongside SOLAS on international journeys, which also cover journeys 
between two or more Member States, as well as many more EU rules for national journeys. 

 
2.4 The proposals flow from the REFIT programme being carried out by the Commission in respect 

of this legislation on passenger ship safety. The abbreviation REFIT stands for Regulatory 
Fitness and Performance. 

 
2.5 The aim was to simplify and streamline where possible existing European rules on passenger 

ship safety so as to: 
 maintain EU rules only where necessary and proportionate; 
 ensure correct, uniform implementation; 
 eliminate overlaps and contradictions. 

 
These aims reflect the EESC's recommendations concerning REFIT, as set out in the recent 
exploratory opinion (SC/044, 26 May 2016). 

 
2.6 This coherent package of proposals serves to achieve these objectives. The package on 

passenger ship safety includes proposals for reviewing nearly all European safety regulations on 
passenger ships, excluding of course the purely technical Directive 2003/25/EC on specific 
stability requirements for ro-ro passenger ships. 

 
2.7 The package comprises the following 3 proposals: 

 to limit and clarify the scope of Directive 2009/45/EC (technical standards for seagoing 
passenger ships on national routes); 

 to improve and clarify reporting obligations arising from Directive 98/41/EC (on the 
registration of persons sailing on board passenger ships) in relation to other instruments 
(Directive 2010/65/EU on reporting formalities and Directive 2002/59/EC on the 
Community vessel traffic monitoring and information system), as well as removing overlaps 
with these areas; 

 

 

 to clarify and simplify the EU system of surveys and inspections for ro-ro-ferries (ferries 
capable of transporting cars and trains as well as passengers) and high-speed passenger craft. 

 
2.8 It is this first proposal that is the focus of this opinion. 
 
2.9 Directive 2009/45 EC, dated 6 May 2009 is a recast of Directive 98/18/EC, which had to be 

repealed in the interests of clarity. It introduces a uniform level of safety for passenger ships 
undertaking domestic voyages. However, after 15 years, the Commission deemed it necessary to 
review this directive after having concluded a fitness check that pointed out the need – strongly 
endorsed by the EESC – to simplify and clarify the current requirements. 

 
2.10 The EESC has actively participated in the area of maritime safety legislation by producing 

several opinions. On the particular issue of the safety of passenger ships, it is worth noting that 
on 29 May 1996, the Committee delivered an opinion on Safety rules and standards for 
passenger ships1, followed on 11 December 2002 by a Committee opinion on The specific 
stability requirements for Ro-Ro Passenger Ships, and on a revision of Directive 98/18/EC on 
Safety Rules and Standards for Passenger Ships. Furthermore, it should be noted that more 
recently, on 16 January 2008, the Committee unreservedly endorsed the proposal on the above-
mentioned recast of Directive 98/18/EC. 

 
2.11 In light of the significance of the review exercise carried out by the Commission today, the 

EESC wishes to demonstrate the great importance it attaches to the continued improvement in 
the safety of passenger ships involved in domestic trade. 

 
3. Gist of the Commission's proposal 
 
3.1 Directive 2009/45/EC on safety rules and standards for passenger ships applies to ships made of 

steel and equivalent material, and to high-speed craft, irrespective of their length. Implemented 
at EU level and applying to domestic voyages only, this directive establishes technical 
requirements for vessel construction, stability, fire protection and life-saving equipment based 
both on the provisions of the SOLAS Convention (International Convention for the Safety of 
Life at Sea, 1974, as amended) and on some requirements driven by a number of shipping 
casualties involving loss of human lives, hence the need to address the somewhat fragmented 
nature of the legislation. 

 
3.2 Following a fitness check carried out in the spirit of the REFIT (European Commission's 

Regulatory Fitness and Performance programme) and Better Regulation agenda, the 
Commission came to the conclusion that there was scope for further enhancing the level of 
safety, efficiency and proportionality afforded by the above-mentioned directive. The suggested 
review therefore aimed at simplifying and streamlining the existing regulatory framework 
which, although meeting its objectives and remaining highly relevant, needs to eliminate some 
outdated, ambiguous or overlapping requirements and definitions. 

 

                                                      
1

  OJ C 212, 22.7.1996, p. 21. 
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3.3 The Commission is suggesting a limited number of changes to the current directive in the 
following areas: 

 
 Exclusion of ships below 24 metres in length from the scope of the directive concerned on 

the grounds that small ships are built mainly from materials other than steel and are already 
certified under national legislation;  

 Clarifying the scope of the directive: by specifying that aluminium is a material equivalent 
to steel (with implications for fire insulation requirements), and by making it clear that 
offshore service vessels for wind-farms are excluded as is the case for traditional ships; 

 Clarifying and simplifying the sea areas definition in Directive 2009/45/EC while 
removing the reference to "where shipwrecked persons can land", as well as the notion of 
"place of refuge". 

 
3.4 Furthermore, the REFIT report recommends developing guidelines or standards for small 

vessels and vessels built in non-steel or equivalent materials, based on functional requirements 
as part of a goal-based standard framework. 

 
3.5 Finally, it is worth noting that the Commission proposal seeks to preserve the current common 

level of safety established by Directive 2009/45/EC for ships operating on domestic voyages 
within EU waters, which facilitates the transfer of ships between national registers and allows 
competition in domestic voyages to take place on an equal footing. 

 
4. General comments 
 
4.1 The EESC notes that the fitness check applied to the EU safety rules and standards for 

passenger ships may well have been affected by the lack of data and therefore asks for better 
data collection and monitoring systems in future, in order to make EU post-implementation 
assessments more robust. 

 
4.2 Despite noting the rationale behind the exclusion of small ships (below 24 meters in length) 

from the scope of the directive, the EESC believes that the application to new vessels below 
24 meters in length should be retained. 

 
4.3 In the REFIT report, as well as in paragraph 17 of the recitals to Directive 2009/45 EC, it is 

noted that EU standards provide for access to passenger ferry services in domestic trade for 
persons with reduced mobility, an element which is recommended but not mandatory in 
international standards. The EESC highly commends this requirement and believes this should 
apply to all kinds of domestic passenger service ships. 

 
4.4 The EESC also believes that it is essential that all passengers on board ships be informed about 

details concerning safety on board the vessel. It is of vital importance to ensure that these details 
are also available to persons with a disability. 
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5. Specific comments on the proposed amendments to Directive 2009/45/EC 
 
5.1 Article 2 – Definitions 
 
5.1.1 Point (h) – The definition of a "new ship" as a ship, the keel of which was laid or which was at a 

similar stage of construction on or after 1 July 1998 is outdated; however, no change has been 
proposed. 

 
5.1.2 Point (u) – The change from "host state" to "port state" is not explained. The EESC 

recommends that the Commission provide an explanation for this change of terminology and 
possible change of substance. 

 
Furthermore, the directive seems in this point not to draw any distinction between EU-flags and 
non-EU flags, which may have relevance, as the vessels in question are performing maritime 
cabotage (Council Regulation (EEC) No 3577/92 of 7 December 1992 applying the principle of 
freedom to provide services to maritime transport within Member States (maritime cabotage). 

 
5.1.3 New point (za) – This point clarifies that "equivalent material" means aluminium alloy or any 

other non-combustible material that maintains structural and integrity properties equivalent to 
steel at the end of the applicable exposure to the standard fire test due to the insulation provided. 
As some Member States have not been certifying aluminium ships under this directive, the 
EESC welcomes this clarification in principle. However, the EESC recommends that the 
corresponding technical standard included in the Annex to Directive 2009/45/EC be further 
clarified in cooperation with national experts. 

 
Finally, the EESC believes that the new definition of "equivalent material", especially the 
reference to "any other non-combustible material", may be confusing as it does not adequately 
specify which type of material a material must be equivalent to in order to fall under the scope 
of the amended directive. 

 
5.1.4 New point (zd) – The proposed definition of "pleasure yacht/craft" reads "a vessel carrying no 

cargo and not more than 12 passengers not engaged in trade regardless of the means of 
propulsion". The EESC believes that, for the sake of clarity, the present wording "passengers for 
commercial purposes" should be retained. 

 
5.2 Article 3 – Scope 
 
5.2.1 Paragraph 1, point (a) – [This Directive applies to] "new and existing passenger ships of 

24 meters in length and above". The proposal for amending Directive 2009/45 thus excludes all 
small ships, while the present regulation only excludes existing ships, not "new" ships below 
24 meters in length. See 5.1.1 above for the definition of "new ship". 

 
5.2.2 The rationale given for the exclusion is that Directive 2009/45/EC currently applies only to 70 

out of 1950 small ships. 
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5.2.3 Another rationale given for the proposed exclusion is the principle of subsidiarity on the 
grounds that, as these ships are constructed for a wide range of services and establishing 
common set of rules will be extremely challenging, Member States would therefore be in a 
better position to regulate. 

 
5.2.4 The EESC struggles to understand these arguments. If 96% of the fleet of smaller ships are not 

covered by the directive as they are built from materials other than steel or equivalents or are 
ships operating exclusively in port areas etc., then exempting vessels below 24 meters is of no 
benefit to these ships. However, what about the other 4%? 

 
5.2.5 If harmonised rules are not suitable for certain ships below 24 meters, then Member States are 

already free to allow exemptions under Article 9 of the directive. However, if the proposal for 
amending the directive on this point is accepted, there will be some ships measuring up to 
24 meters in length that will no longer be covered by the directive. 

 
5.2.6 A 24 meter passenger ship is not necessarily an insignificant vessel as it could accommodate up 

to 250 passengers on board. It could be argued that passengers should have the same right to 
safety regardless of whether their ship measures 23.9 meters or 24.1 meters in length. For these 
reasons, the EESC believes that the application to new ships below 24 meters in length should 
be retained and that Member States can continue to allow exemptions if they see fit. 

 
5.3 Article 5 

As regards the amendment to Article 5, paragraph 3 on inspection, the EESC is of the opinion 
that reference should also be made to ro-ro ferries and high-speed passenger craft on domestic 
voyage on a regular service as defined under the scope of the new proposed Directive 
(COM(2016)371 final) repealing Directive 1999/35/EC (see Article 1). With the aim of further 
rationalising the inspection effort of national administrations, maximising the time in which the 
ship can be commercially exploited and eliminating potential overlaps between the specific 
inspections under the proposed new directive (COM(2016)371 final) repealing Directive 
1999/35/EC and the surveys required under Article 12, it is suggested to: 
 replace term "survey" by "inspection" under Article 5, and 
 make a clear reference under Article 5 to the inspection requirements under the proposed 

new Directive (COM(2016)371 final) repealing Directive 1999/35/EC. 
 
Brussels, 19 October 2016 
 
 
 
 
Georges Dassis 
The president of the European Economic and Social Committee 
 

_____________ 
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On13 January 2015, the Parliament decided to consult the European Economic and Social Committee, 
under Article 304 of the Treaty on the Functioning of the European Union, on the 
 

Roadmap to a single European transport area – progress and challenges  
(exploratory opinion). 

 
The Section for Transport, Energy, Infrastructure and the Information Society, which was responsible 
for preparing the Committee's work on the subject, adopted its opinion on 8 April 2015. 
 
At its 507th plenary session, held on 22 and 23 April 2015 (meeting of 22 April), the European 
Economic and Social Committee adopted the following opinion by 96 votes in favour, with 2 votes 
against and 2 abstentions. 
 

* 
 

* * 
 
1. Conclusions and recommendations 
 
1.1 The EESC reiterates its support1 for the aims set out in the 2011 White Paper "Roadmap to a 

Single European Transport Area" (hereinafter "the Roadmap"). The single European transport 
area remains an important item on the agenda. Major challenges still hamper the 
establishment of the single European transport area from achieving sustainable growth and 
job creation, quality jobs and working conditions. 

 
1.2 Considering the Juncker Commission's ten priorities for 2015–2019, the Commission 2015 

Work Programme and the aims of the Roadmap, the EESC points out the following: 
 
1.3 Efficient implementation of the European Fund for Strategic Investments (EFSI) can leave 

more Connecting Europe Facility (CEF) resources available where private investment or 
charging will not work. In any case, the EUR 2.7 billion to be transferred from the CEF 
transport budget to the EFSI must be earmarked for transport. The EESC reiterates the need 
for real cross-border infrastructure planning when implementing the TEN-T in order to ensure 
optimal resource efficiency. 

 
1.4 Simultaneous use of the "polluter pays" and "user pays" principles will weaken financing 

based on the latter. Simpler and clearer charging concepts are needed. Options are needed to 
adjust charges to guarantee cohesion, avoid social exclusion and ensure coherence with taxes 
and charges in general. 

 

                                                      
1 

 EESC Opinion on Roadmap to a Single European Transport Area (White Paper), OJ C 24, 28.1.2012, p. 146. 
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 EESC Opinion on Roadmap to a Single European Transport Area (White Paper), OJ C 24, 28.1.2012, p. 146. 

 

 

1.5 Much remains to complete the internal transport market. The Committee's opinion2 of 11 July 
2013 on the fourth railway package supports the aim to complete the implementation of a 
common single rail market in Europe to provide high-quality transport with no problems at 
borders. The EESC, as stated in its 2011 opinion on the Roadmap3, requests a balanced 
impact assessment of new steps planned in that direction. The European Commission's 
intention to clarify market access rules in road transport to facilitate implementation and 
compliance control is welcomed. 

 
1.6 The EESC supports the Juncker Commission's focus on social dumping. It asks the 

Commission to propose preventive measures. Member States should strengthen compliance 
control also through improved cross-border cooperation – including exchange of information 
and adequate sanctions in particular regarding letterbox companies and bogus self-
employment. Loopholes in legislation on access to transport professions/operation licenses 
and on the coordination of social security must be eliminated. Control measures must be 
proportionate and not put an unnecessary administrative burden on the parties concerned. 

 
1.7 Modal shift requires flexibility and adaptation to local conditions, particularly the 

300 kilometre limit sought on road transport, which will not work in remote and sparsely 
populated regions with a limited rail network. 

 
1.8 Adequate infrastructure and transport services are needed, also in remote regions. A new 

initiative should be added to Annex I to the Roadmap: to double public transport use in urban 
areas by 2030 through installations and infrastructure that facilitate the mobility of 
pedestrians, cyclists, and the elderly or persons with reduced mobility as part of urban 
mobility plans. 

 
1.9 The EESC stresses the importance of passenger rights, in view of the emergence of new 

concept transport organisers such as Uber. 
 
1.10 The EESC suggests that a participatory dialogue be used when preparing the revised version 

of the Roadmap and refers in that connection to its opinion of 11 July 20124. 
 
1.11 The EESC suggests a general reassessment of the action plan of Annex I to the Roadmap in 

terms of its current political feasibility. 
 

                                                      
2

  EESC Opinion on the Fourth railway package, OJ C 327, 12.11.2013, p. 122. 
3 

 See footnote 1. 
4 

 EESC Opinion on the Transport White Paper: getting civil society on board, OJ C 299, 4.10.2012, p. 170. 
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2. Revision of the 2011 Roadmap – general overview 
 
2.1 The European Parliament is planning an own initiative report on the implementation of the 

Roadmap and in that connection has asked the EESC for an explanatory opinion on the 
subject. 

 
2.2 In its opinion on the Roadmap5, the EESC welcomed the Commission's efforts, but found a 

significant gap between the objectives and the means by which they might be achieved and 
financed. 

 
2.3 The EESC notes that most of the observations made in its opinion on the Roadmap remain 

pertinent. This applies to the following items in particular6: 
 

 The problem of funding the investments needed to reach objectives on, for instance, 
infrastructure, alternative fuels and propulsion systems and the infrastructure they need. 
Charging and private funding will not work everywhere. 

 Better coordination between Member States on infrastructure planning. 
 Recognition of the vital role of transport as a factor of competitiveness and prosperity and 

the need to create an integrated European transport system. Support for the development 
of a strategy to provide Europe with transport that is efficient, genuinely sustainable and 
takes economic, environmental and social challenges into consideration. Developments in 
all modes of transport must take greater account of – and strengthen – social dialogue. In 
road transport in particular, this goes hand in hand with measures to prevent abuse of 
disparities in wages and social protection standards. 

 The rigid approach to the modal shift from road in respect of distances over 300 km, 
which is unrealistic in certain cases (for instance, in large countries with a sparse rail 
network). 

 The importance of the optimised use of available resources, including infrastructure and 
vehicles, and ensuring optimised transport flows through efficient logistics, including 
resources such as e–freight and green corridors. 

 The need to ensure continued competence through education and recruitment efforts; 
adequate social conditions for mobile workers. 

 There is insufficient focus on the importance of urban transport, including for goods 
transport (first mile/last mile). 

 
2.4 Four years into the implementation of the Roadmap, the EESC notes that there have been a 

number of initiatives, but with fairly limited results so far. Nevertheless, steps have been 
taken towards this implementation, in the form of both legislative proposals and policy 

                                                      
5 

 See footnote 1. 
6

  See footnote 1, in particular points 1.4, 1.5, 1.6, 1.7, 1.8, 1.11, 1.12 and 3.15 of the opinion mentioned therein. 
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initiatives. These include the new TEN-T Guidelines Regulation7 and the Regulation on a 
Connecting Europe Facility8 (both adopted in 2013), the legislation on deployment of 
alternative fuels infrastructure, and measures to reduce GHG emissions from vehicles. 

 
2.5 Little has been achieved, however, in preparing the ground for a further market opening, 

compliance monitoring and facilitation of cross border road transport. The European Register 
of Road Transport Undertakings, for example, which was intended to support monitoring of 
compliance with road transport market regulation, has suffered implementation delays. The 
same is true of the European Electronic Road Toll System, created to facilitate cross-border 
traffic but still to be implemented. Likewise, the problem of varying social conditions for 
mobile workers and their repercussions on competition remains largely unsolved. When it 
comes to the directive on the posting of workers, diverging interpretation among Member 
States, some of which may not apply the legislation correctly, poses a serious problem for the 
smooth operation of the internal market. 

 
2.6 With respect to funding, the EESC notes that, although CEF funding is far from sufficient, the 

transport sector is one of the main priorities of the European Fund for Strategic Investment 
(EFSI), which the Commission and the European Investment Bank (EIB) are in the course of 
setting up. This is made clear, inter alia, by the report of the joint EIB and Commission 
working group tasked with fixing the selection criteria for projects to be financed. The EESC 
notes in this connection that EUR 2.7 billion of the funding available for the CEF regarding 
transport is being redirected toward the EFSI. It is important that those funds are used for the 
benefit of the transport sector when implementing the EFSI. 

 
2.7 The EESC would like to stress in this connection the importance of ensuring that these 

investments not be limited solely to the extension of infrastructure, but also support projects 
to modernise and improve sector performance, as well as measures to provide for a well–
trained and skilled workforce. 

 
3. Transport in the Commission work programme 
 
3.1 The EESC notes that the single European transport area is not mentioned in the political 

guidelines for the next five years nor in the ten priorities set out by President Juncker and 
included in the Commission's 2015 work programme9. 

 
3.2 Considering both the importance of transport as an economic sector and its specific character, 

which often necessitates dedicated solutions, the EESC thinks that it would have been 
appropriate to mention it as a specific issue in relation to, for example, Priority 1 (growth and 
jobs) and Priorities 3 and 4 (energy union and deeper internal market), all of which deal with 

                                                      
7 

 EU 1315/2013. 
8 

 EU 1316/2013. 
9 

 COM(2014) 910 final. 
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transport. This is particularly the case in relation to the internal market, given that transport 
policy is dealt with in a specific chapter of the TFEU and separately addressed in both the 
Europe 2020 strategy and the two Single Market Acts. 

 
3.3 Bearing in mind the overarching political direction set out in the political priorities of the 

Juncker Commission – namely, that the European Union's policy agenda should be decided in 
close partnership between the European Commission and the European Parliament and in 
cooperation with the Member States – the EESC would suggest that the list of initiatives set 
out in Annex I to the Roadmap be reassessed in the light of their political feasibility. 

 
4. Territorial cohesion 
 
4.1 The Roadmap makes no reference to territorial cohesion. 
 
4.2 Under Treaty Articles 90 and 91, common transport policy is intended to help promote 

territorial cohesion – i.e., secure access to the transport network for sparsely populated rural 
regions that are often devoid of public transport services and whose inhabitants are thus 
deprived of an alternative to road transport. The EESC notes in this connection an earlier EU 
objective, namely that of ensuring that the majority of the EU's public and businesses are no 
more than 30 minutes' journey time from that network. This objective seems to have been 
forgotten10. 

 
4.3 Although the Roadmap states, in relation to accessibility, that there is a risk of the gap 

between central and peripheral areas widening, its fourth goal – "to maintain a dense railway 
network in all Member States" – has come to nothing, since no practical initiative is linked to 
that goal, while increasing numbers of regional routes are slashed on grounds of profitability. 

 
4.4 The EESC would refer in this connection to its comment regarding the Roadmap's 

recommendation on the mandatory award of public service contracts by competitive 
tendering. The EESC requested that "before presenting proposals on this matter and no more 
than six months after 3 December 2014, the European Commission produces a report on the 
implementation of Regulation (EC) No 1370/2007, as provided for in Article 8(2) of that 
document". 

 
4.5 The EESC therefore considers that, in line with Article 174 of the Lisbon treaty, which 

stipulates that special attention should be paid to regions that suffer from severe and 
permanent handicaps, other passenger transport that is not solely tourism transport should be 
classified as a service of general interest and therefore meet criteria for universality, 
accessibility, including accessibility for persons with disabilities and persons with reduced 
mobility, continuity, quality and affordability. 

 

                                                      
10

  Leaflet from the European Commission: Comprendre la politique européenne – Transports, p 2. 
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5. Sustainable transport 
 
5.1 As early as 2007, mid-way through the 2001-2010 White Paper programme, the Commission 

had to admit that "Europe is not yet on a sustainable transport path"11. The EESC considers 
that the approach has not really evolved at all since then. 

 
5.2 In its exploratory opinion "A sustainable future for transport"12 the EESC pointed out that, 

while transport is key to many of our freedoms (freedom to work and live in different parts of 
the world, to enjoy different products and services, to trade and to establish personal 
contacts), one of the basic aims of the policy must be to define a framework for these 
freedoms and even to impose boundaries where they may affect, or even threaten, other 
freedoms or needs, such as human health, the environment, the climate, or the needs of 
generations to come. 

 
5.3 The Roadmap is based on the premise that "curbing mobility is not an option". The EESC 

reiterates what it said in point 3.9 of its 2011 opinion on the Roadmap13 – namely, that this 
must not be interpreted as working against measures that will make transport more resource 
efficient and sustainable. Nor does it run counter to encouraging a change in behaviour 
favouring the use of more sustainable means of transport or transport avoidance. 

 
5.4 Therefore, it cannot be denied that mobility is a right that guarantees every citizen access to 

and the right to enjoy economic, social and cultural activities. One can nevertheless not ignore 
the behaviour, too often unsustainable, of individual use of private cars to go from "one place 
to another", or by the refusal, for reasons of convenience, to use available public transport. 
Restraining pointless individual travel and reducing traffic congestion, in particular through 
appropriate dissuasive measures, or measures to encourage use of public transport, or through 
innovations in the form of organisation of work (for instance flexible hours), are all certainly 
options to be considered. 

 
5.5 The EESC therefore believes that particular emphasis should be placed on research and 

innovation in the field of clean, particle-free and safe vehicles, including the reduction of 
noise from vehicles without compromising high safety standards, for all modes of transport, 
and alternative fuels, including the necessary infrastructure. 

 
5.6 To achieve this, it will be necessary to accelerate technical standardisation and regulation 

(action on prices, subsidies and tax), especially in the automobile sector, which accounts for 
over half of all emissions from the road sector. 

 

                                                      
11 

 COM(2007) 642 final. 
12 

 EESC Opinion on A sustainable future for transport - European transport policy after 2010, OJ C 255, 22.9.2010, p. 110. 
13

  See footnote 1. 
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5.7 Although there is convergence among the EU Member States on long-term objectives and 
guidelines, fundamental differences remain when it comes to development and the 
sensitivities of each country. 

 
5.8 For example, some countries attempt to promote clean vehicles by means, for instance, of 

subsidies to the automobile industry, sometimes generous grants for the purchase of such cars, 
remission of tax on biofuels, discounts on motorway tolls, taxation of cars that pollute and 
grants for scrapping old cars. 

 
5.9 However, it is clear that there is still a very long way to go to achieve the objectives set. The 

effects of the subsidies are very limited, to the point where they have already been 
significantly reduced or even abolished. Sales are struggling to take off, causing serious 
problems for manufacturers who chose the full electric option. The EESC considers it 
important to maintain and extend incentives to achieve decarbonisation, but takes the view 
that support must be given not only to the development of clean vehicles, but to all clean 
means of transport. 

 
6. The polluter pays and user pays principles 
 
6.1 In the view of the Commission, pricing and taxes should be restructured in order to take better 

account of the polluter-pays and user-pays principles and to reflect total costs, including 
infrastructure and external costs. 

 
6.2 The EESC would stress that a clear distinction must be made between these two principles, as 

they are completely different in nature and purpose. 
 
6.3 The EESC endorses the polluter-pays principle, given the economic cost of non-sustainability, 

but points out that often, and in particular in rural or sparsely populated regions, no 
alternatives exist to polluting means of transport; the undertakings and citizens concerned 
cannot be punished or have their competitiveness diminished on that account. Likewise, taxes 
on pollution must not simply be added to the price of goods and services and charged to 
consumers without achieving any change in behaviour. 

 
6.4 The Committee is, however, against across-the-board application, without differentiation, of 

the user-pays principle, since public transport is a service of general economic interest and 
Protocol 26 on such services, appended to the Lisbon treaty, calls on the Member States to 
ensure that these services are of a high quality and affordable. 
 

6.5 Affordability must not be sacrificed on the altar of cost-based pricing. Moreover, any such 
measure would be counterproductive to attempts to decarbonise transport and the measures 
taken by many urban transport authorities that have chosen to offer free public transport to 
certain age groups, social categories or even to everyone, and would primarily hit the most 
vulnerable people. 
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7. Urban mobility 
 
7.1 The gradual phasing out of conventionally-fuelled vehicles is not in itself enough to achieve 

integrated and sustainable mobility in urban areas. 
 

7.2 The EESC reiterates the emphasis it placed in its 2011 opinion on the Roadmap14 on the huge 
need to develop urban public transport, as well as urban logistics, as part of a sustainable 
transport policy (see the discussion in points 31, 33 and 41 of the Roadmap). However, the 
Commission seems to be starting from the premise that the main solution to urban problems is 
technological innovation in the area of clean vehicle production. This is really a long-term 
view, when what is now needed are short-term measures to reduce air pollution and urban 
noise pollution. In any event, the only way to resolve urban traffic congestion is to promote 
public transport. 
 

7.3 The EESC is disappointed that increased public transport usage in urban areas is not clearly 
stated as an objective, for instance under point 2.3 in the list of initiatives appended to the 
Roadmap. It calls on the Commission to complete the White Paper to this end and set the goal 
of doubling urban public transport use by 2030, while also providing for facilities and 
infrastructure to facilitate mobility of pedestrians, cyclists, and the elderly and persons with 
reduced mobility. Intelligent transport systems are indispensable to provide users with the 
information required about the means of transport at their disposal. However, these systems 
need suitable radio frequencies and wavelengths, a subject that is not brought up in the White 
Paper. 
 

7.4 The EESC therefore reiterates its support for the Commission's 2013 communication on 
competitive and resource-efficient urban mobility15 and the measures now being taken to 
implement it. 

 
7.5 The EESC reiterates its regrets, voiced in its 2011 opinion on the Roadmap16, that urban 

transport is outside the EU's legislative mandate and considers that the measures regarding the 
criteria for the installation and operation of urban road tolls and access restriction schemes for 
polluting vehicles should be harmonised and become an integral part of urban mobility plans, 
which, in turn, should also be made mandatory for larger cities. Harmonising these elements 
would be beneficial both to the environment and to the functioning of the internal market. 

 

                                                      
14

  See footnote 1, particularly points 1.11, 1.12 and 4.29 of the opinion mentioned therein. 
15

  COM(2013) 913. EESC Opinion on Competitive and resource-efficient urban mobility, OJ C 424, 26.11.2014, p.58. 
16

  See footnote 1. 
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8. Passenger rights 
 

8.1 In its opinion on the Communication regarding passenger rights in all transport modes17, the 
EESC argued that three additional rights should be added to the ten specific rights listed in the 
communication, namely: the right to safety (including both the technical safety of the 
transport equipment and the physical safety of passengers), the right to minimum standards of 
service quality, comfort and accessibility, and the right to protection of the environment. 
 

8.2 In its comments on the EESC's opinion, the Commission acknowledged that the proposed 
rights were important factors that should be taken into account in future legislation on 
passenger rights. The EESC therefore proposes that the Roadmap's ninth goal, which aims to 
make sure that the EU is a world leader in safety and security of transport in all modes of 
transport, be put into practice and that current rights be extended accordingly. 

 
8.3 The EESC draws attention to the emergence of companies mediating passenger services, such 

as Uber, which seems to consist in a kind of brokerage of transport services where the broker 
– driver – passenger relationship seems unclear in several aspects. The EESC would ask the 
Commission to analyse the situation with respect to safety, the responsibility of Uber and/or 
drivers and the rights of passengers with respect to the provisions of the TFEU, social 
legislation and consumer rights. 

 
9. The social dimension of the Roadmap 
 
9.1 The EESC thinks that if the transport sector is to operate smoothly and on a level playing 

field, social standards need to be improved, social and working conditions harmonised, and 
social and wage dumping practices eliminated. 

 
9.2 It must be said, however, that many transport sectors suffer from abusive practices, including 

circumvention or breach of labour and/or social legislation. As regards posting of workers and 
undeclared labour, the EESC welcomes Directive 2014/67 EU on the enforcement of 
Directive 96/71/EC concerning the posting of workers, to be transposed into national 
legislations by June 2016, and the pending proposal for a decision on the establishment of a 
European platform to enhance cooperation in the prevention and deterrence of undeclared 
work which are intended to improve surveillance and cross-border cooperation to prevent 
illegal practices18. 

 
9.3 As the Commission points out in its communication19 on the state of the Union road transport 

market, the failure to fully uphold labour legislation may be the result of the absence of 
binding measures on the number and frequency of checks. The EESC therefore welcomes 
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Directive 2014/67 EU and reiterates its support for the forthcoming proposal for a Decision 
on a European platform to prevent undeclared work mentioned in the preceding paragraph20. 

 
9.4 Given that the EU has no mandate to harmonise labour law standards fully and that it can only 

introduce minimum standards, it is the task of sectoral dialogue to provide for a harmonised 
set of labour, occupational health and safety standards, applicable in a uniform way across the 
Member States. The necessary resources and support for implementing the result should be 
guaranteed. 

 
9.5 The Commission should therefore take steps to improve the implementation of the sector's 

legal framework and consolidate it so that it can rise to the challenges. This must include 
surveillance measures and effective sanctions to eliminate abusive practices and 
infringements of social legislation. Loopholes in legislation on access to the different 
transport professions/operation licenses, on the coordination of social security, on temporary 
agency workers and sub-contracting for the purpose of social dumping have to be eliminated. 
Other issues that need to be addressed include adequate measures to deal with letterbox 
companies and bogus self-employment, and a better definition of home base and temporary 
base for mobile transport workers. The EESC wishes to see coordinated action by the 
Member States in this field. 

 
10. Procedure 
 
10.1 The EESC would suggest that a participatory dialogue be used when preparing the revised 

version of the Roadmap and refers in that connection to its opinion of 11 July 2012 
"Transport White Paper: getting civil society on board"21. 

 
Brussels, 22 April 2015. 
 

The President 
of the 

European Economic and Social Committee 
 
 
 
 

Henri Malosse 

 

 
_____________ 
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On 7 March 2014, the European Commission decided to consult the European Economic and Social 
Committee, under Article 304 of the Treaty on the Functioning of the European Union, on the 
 

Communication from the Commission to the European Parliament, the Council, the 
European Economic and Social Committee and the Committee of the Regions: 
Together towards competitive and resource-efficient urban mobility 
COM(2013) 913 final. 

 
The Section for Transport, Energy, Infrastructure and the Information Society, which was responsible 
for preparing the Committee's work on the subject, adopted its opinion on 21 May 2014. 
 
At its 499th plenary session, held on 4 and 5 June 2014 (meeting of 4 June), the European Economic 
and Social Committee adopted the following opinion by 132 votes with 3 abstentions. 
 
 

* 
 

* * 
 
1. Conclusions and recommendations 
 
1.1 The European Economic and Social Committee (EESC) endorses the Commission 

communication of 17 December 2013 and attaches great importance to the continuation of 
programmes that support the development of effective and sustainable urban mobility such as 
CIVITAS, IEE, etc. The combination of ambitious projects, such as those proposed, and the 
scarcity of available financial resources calls for a thorough and careful review of all options 
for urgent initiatives in the area of sustainable mobility.  

 
1.2 The EESC considers it essential to: 
 

 adopt realistic integrated and coordinated plans, that are continually monitored and which 
focus on both mobility of persons and the logistic chain and which cater for all members 
of society, especially those with reduced mobility; 

 harness the principle of subsidiarity, just as the Commission has wisely struck a balance 
between the various levels of responsibility, particularly by actively involving the 
Member States; 

 promote the harnessing of financial resources, also by making use of private capital; 
 involve the general public, social organisations and civil society, in order to make 

sustainable mobility a challenge that is taken up by the whole community; 
 support the exchange of good practices, through a comprehensive single European portal; 
 boost the Covenant of Mayors; 
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 increase the financial commitment of the EU and the EIB, which should be the drivers for 
European-scale implementation of the sustainable urban mobility project, which would 
affect 70% of EU citizens; 

 step up coordination between public authorities and private-sector players that deliver 
supplementary urban transport services, taking a holistic, targeted approach; 

 endeavour to attain consistent logistics, actively geared to achieving the objectives of 
"resilient" or "transition" towns, in which all stakeholders work together to enhance the 
living conditions and health of the local population; 

 manage public-private complementarity, opening the market to competition, provided that 
there is full compliance with social safeguards, price control and environmental 
sustainability; 

 devise standard guidelines for the specifications of public transport vehicles, creating a 
European market in which economies of scale can be achieved with centralised 
purchasing. 

 
1.3 The EESC agrees on the strategic role played by urban mobility in the drive towards smart 

cities that are on a human scale, able to meet environmental challenges, and adapt to new 
situations, and emphasises the continuous need to overcome the sector-specific approach that 
frequently still characterises transport policies. 

 
1.4 The measures to be taken should take due account of the need to strike a balance between the 

social, economic and environmental aspects, the three strands of sustainable development. 
 
1.5 The EESC is not opposed to opening up urban transport to competition and the market, 

provided that the following are safeguarded: workers' rights and jobs, a distributed network, 
enhancement of the service, and prices. There should be constant monitoring to ensure that 
there is rigorous compliance with contractual terms. 

 
1.6 The EESC believes that an effective, efficient and sustainable transport policy should be 

based on: 
 

at EU level 
 making sustainable mobility plans an EU-wide experience, involving the city in 

initiatives on the ground, to improve public perception of the need also to change long-
standing patterns of behaviour; 

 a major boost for the Covenant of Mayors on energy efficiency, which includes efficiency 
in urban mobility; 

 funding of the necessary measures by harnessing EU resources, such as the Structural 
Funds and Horizon 2020, for research and innovation in the sector; 

 EIB funds at subsidised rates and the development, where possible, of public/private 
partnerships (PPPs) for creating and managing major urban infrastructure; 
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at national level 
 incentives for transport to become more efficient and less polluting, and the use of new 

technologies; 
 enforcement of the right, in particular of people with reduced mobility, to sustainable 

mobility; 
 

at local and regional level 
 intermodality; 
 the development of teleworking clusters; 
 joint training policies for public officials and practitioners in the sector, in order to 

develop unified expertise and strategies; 
 targeted and sustainable policies regulating access to central urban areas; 
 coordination with areas bordering large urban centres, to achieve unified strategies; 
 involving the public in the quest to find the best solutions; 
 ongoing monitoring of the results achieved and appropriate and swift adjustments of 

measures that are not working; 
 awareness-raising to encourage responsible use of public and private transport; 
 the development of cooperation between undertakings to coordinate transport to and from 

production complexes and crafts districts; and 
 involving the target groups, i.e. groups of people with similar needs, in order to assess 

together the features of services geared to specific needs. 
 
1.7 The EESC underlines the importance of closer cooperation between the competent public 

bodies and the general public, and refers to the words of the Commission's Action Plan on 
urban mobility1 paying particular attention to the mobility needs of vulnerable groups such as 
the elderly, low-income groups and persons with reduced mobility, who require specific 
policies. 

 
1.8 The EESC believes that the Commission should have once again been robust in tackling these 

aspects, which constitute unacceptable discrimination. The Commission should ensure that 
the Member States guarantee this fundamental European right – the right to mobility – for all 
citizens, without discrimination. 

 
1.9 The EESC calls for the issue of poverty and mobility to also be addressed and resolved, just 

as the EU has done in the case of energy poverty and poverty in other areas; the Member 
States should provide for measures in support of the poorest and most vulnerable sections of 
society. The right to mobility is a universal right and cannot be limited to the well-off. 

 
1.10 The EESC draws attention to the potential of urban logistics as an element of improved 

efficiency and sustainability. Logistics should therefore be given adequate attention in urban 
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planning and in cooperation projects. The EESC also welcomes the initiatives planned by the 
Commission in this field. 

 
1.11 The EESC calls on the Commission to draw together all initiatives and policies in the field of 

urban mobility into a single instrument. There are currently at least five portals dedicated to 
this issue, which represents a drain on resources and their effectiveness. 

 
1.12 Europe and the Member States need to develop a common integrated policy, with a shared 

and ambitious vision. People need to be educated about alternative and less polluting forms of 
transport. Education is the primary means of bringing about change: rediscovering the beauty 
of walking around cities, cycling to get to work or to meet up with friends. Public authorities 
should encourage this sustainable mobility through cultural initiatives, developing historical 
or architectural routes in city centres, offering guided walks, and supporting the organisation 
of cycling tours that draw people's attention due to their lively approach and encourage others 
to do the same. 

 
1.13 Today's cities will undergo far-reaching changes in the areas of architectural and urban 

planning in the coming decades. The EESC recommends that all available measures be 
disseminated. ICT, urban innovation and local initiatives are making it possible to improve 
mobility and to make cities more liveable for future generations. 

 
1.14 The EESC recommends giving due consideration to the need for an equitable and even 

distribution of the urban transport network, so as not to force people who live in areas that are 
badly served or not served at all by public transport to be confined to modern urban ghettos. 

 
1.15 Solid and coherent coordination must be developed between all public and private decision-

makers at all levels. Sustainable urban mobility plans, consistent with targets for the climate, 
the environment and energy, health protection and time and energy savings, which are key 
drivers for the economy, should become a priority at all levels in the EU. 

 
1.16 The Committee advocates the adoption of practical measures aimed at developing paths for 

cyclists and pedestrians dedicated exclusively to this type of urban mobility; this should be 
done wherever possible and in connection with public transport intermodal hubs. 

 
2. Introduction 
 
2.1 Europe is one of the most urbanised continents in the world. Today, more than two thirds of 

the European population lives in urban areas and this share continues to grow (''Cities of 
tomorrow'' European Commission report, 2011). In many cities, mobility is increasingly 
difficult and resource inefficient, and is often characterised by chronic traffic congestion, 
which is estimated to cost EUR 80 billion annually (Total cost arising from congestion: See 
SEC(2011) 358 final), poor air quality, accidents, noise pollution and high CO2 emissions. In 
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Europe, urban mobility is still heavily reliant on the use of conventionally-fuelled private 
cars. 

 
2.2 Siim Kallas, vice-president of the European Commission and Commissioner for Mobility and 

Transport, said: "Addressing the problems of urban mobility is one of the great challenges in 
transport today. With coordinated action we can be more successful" 
(http://europa.eu/rapid/press-release_IP-13-1255_en.htm). 

 
2.3 The European Parliament and the Council of the EU have acknowledged that improving 

energy efficiency and energy savings requires adopting appropriate strategies within the 
transport sector in order to address the problem of energy use and greenhouse gas emissions. 
This rationale led to the adoption of Directive 2009/33/EC of 23 April 2009 , which was 
intended to stimulate the market for clean and energy-efficient road transport vehicles, taking 
into account their energy and environmental impacts throughout their life-cycle. 

 
2.4 The White Paper – Roadmap to a Single European Transport Area - Towards a 

competitive and resource-efficient transport system COM(2011) 144 of 28 March 2011 – 
aims to develop a modern and competitive transport system, stimulating economic growth and 
employment, reduce European dependence on oil and cut CO2 emissions. 

 
2.5 In the EU, transport is currently responsible for a quarter of all CO2 emissions and contributes 

substantially, especially in urban areas, to the deterioration of air quality (through particulates, 
NOx, HC and CO). The use of alternative fuels to petrol and diesel would reduce the 
environmental impact of road transport, provided that these alternative fuels are produced 
sustainably. 

 
2.6 In its opinion on the Action Plan on urban mobility2, the EESC warmly welcomed the 

European Commission's 2009 publication of an urban mobility plan, offering local, regional 
and national authorities ways of providing the best possible, most sustainable quality of life in 
urban areas. Most of the proposed measures were not, however, binding. 

 
2.7 Among others, the objectives for a competitive and resource-efficient transport system 

proposed by the Commission are to "Halve the use of 'conventionally-fuelled' cars in urban 
transport by 2030"; and to phase them out completely by 2050; achieve essentially CO2-free 
city logistics in major urban centres by 2030 and "by 2050, move close to zero fatalities in 
road transport"3.  

 
2.8 To give a brief overview of the initiatives implemented by the European Union with a view to 

achieving sustainable urban mobility, this opinion draws attention to the recent Commission 
communication Together towards competitive and resource-efficient urban mobility. With 
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their high population densities there is a greater potential for cities to shift the current 
development model towards a more efficient use of the available resources. 

 
2.9 The new environmental challenges that towns and cities and their inhabitants will face in the 

near future have helped reinforce the crucial importance of urban mobility in building 
"resilient" or "transition" towns. When considering urban mobility policies, the concept of 
resilience should provide a decisive push towards a more effective integration of urban 
change, ensuring an integrated governmental approach to policies for the environment, energy 
and mobility. 

 
2.10 The EESC endorses the use of an integrated approach that promotes measures in the various 

fields such as the environment and health, clean and energy-efficient technologies, 
improvements to infrastructure, urban planning and transport, freight delivery logistics, 
innovation and research, road safety and raising public awareness. 

 
2.11 The EESC stresses the importance of the focus on reducing road accidents and improving 

people's health by adopting long-term strategies aimed at implementing all measures that can 
help achieve ambitious targets. The value to society of every human life saved by these 
policies, every accident averted, every citizen protected, cannot be overestimated, and this 
should be the yardstick for assessing the urgency of the measures. 

 
3. European urban mobility initiatives 
 
3.1 European-level strategies and initiatives have been geared towards facilitating forms of 

sustainable urban mobility, such as promoting innovation in all aspects of urban transport, 
fostering an intermodal urban system, policies for public transport and journeys on foot and 
by bicycle, and the mainstreaming of urban mobility into an integrated and strategic 
framework for urban development. Unfortunately, the available funding has been cut and is 
not sufficient to cover the initiatives that need to be taken at the various levels. The Member 
States have also imposed funding cuts on local authorities, which have had to put a brake on 
their plans to improve urban mobility. What is urgently needed is a radical paradigm shift, a 
return to the virtuous path of investment and employment, and, above all, a rapid 
improvement in people's quality of life. 

 
3.2 Smart Cities and Communities 
 
3.3 The European Innovation Partnership (EIP) on Smart Cities and Communities builds on the 

Smart Cities and Communities Initiative launched by the European Commission in 2011. It 
brings together representatives of the public, business and communities and provides a forum 
in which they can identify, develop and implement innovative solutions and make them a 
reality. Sustainable urban mobility is one of the main strands the EIP will focus on, together 
with sustainable neighbourhoods and the built environment, infrastructure and integrated 
processes in the energy, information and communication technologies and transport sectors. 
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3.4 CIVITAS 
 
3.5 Since 2002, the CIVITAS initiative, co-financed by the European Commission, has given 

cities a breath of fresh air by introducing sustainable transport systems in more than 200 
European towns and cities and is today an extremely active network in this field. Under 
Horizon 2020, the Commission plans to extend this initiative to cover the use of innovative 
technologies to achieve competitive and resource-efficient mobility. The EESC has on several 
occasions stressed the importance of this initiative and of other initiatives taken to promote 
sustainable mobility. 

 
3.6 The Trans-European transport network (TEN-T) 
 
3.7 The European Union supports projects of common interest in urban areas, such as improving 

urban logistics operations which are part of national or international supply chains. 
 
3.8 The Covenant of Mayors  
 
3.9 Only slow progress is being made in shifting towards more sustainable modes of urban 

mobility. The Covenant of Mayors initiative launched by the Commission in 2008 encourages 
the signatories to incorporate issues relating to transport and urban mobility into their 
Sustainable Energy Action Plans (SEAP), ensuring the involvement of the general public and 
of civil society as a whole (Covenant of Mayor SEAP guidelines). 

 
4. Gist of the communication 
 
4.1 The Commission communication draws attention to the current difficulties and inefficiency in 

mobility within Europe's cities, addressing issues such as serious traffic congestion, high CO2 
emissions, air quality, urban road fatalities, and impacts on human health. 

 
4.2 The aim of the communication is to increase support for European cities in their fight against 

problems relating to urban mobility in order to ensure sustainable development and to achieve 
the aims of a more competitive and resource-efficient European transport system. 

 
4.3 The Commission will consequently boost its support measures for sustainable mobility in 

areas with established EU added value, as follows: 
 
4.3.1 Sharing experiences and showcasing best practices: appropriate measures for disseminating 

best practices, dedicated web portals and the establishment of a team of European experts are 
at the heart of the activities that the Commission has decided to embark on. 

 
4.3.2 Providing targeted financial support: using the Structural Funds and European investment, 

the EU will be able to put in place practical and shared measures, particularly in the EU's less 
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well-developed regions. Structural Funds, European Social Fund and other available funds 
will continue to finance the expenditure commitments for urban transport. 

 
4.4 Supporting research and innovation: the CIVITAS 2020 initiative under Horizon 2020 will 

enable towns, business, universities and other stakeholders to develop and test new 
approaches to problems of urban mobility. 

 
4.4.1 More specifically, the Commission proposes to work on: 
 
4.5 Involving the Member States: the Commission calls on Member States to create the right 

conditions for towns, cities and metropolises to develop and implement their plans for 
sustainable urban mobility. This is the Commission's main focus, and it is vital that it receives 
wholehearted and positive responses from the Member States. Subsidiarity is an essential, 
win-win strategy here, provided that everyone plays their part with real commitment. 

 
4.6 Working together: the Commission puts forward a set of specific recommendations to 

leverage coordinated action across all levels of government and between the public and 
private sectors on four aspects: 

 
 urban logistics, 
 urban access regulation, 
 the deployment of urban Smart Transport System (STS) solutions, and 
 urban road safety. 

 
Brussels, 4 June 2014 
 

The President 
of the 

European Economic and Social Committee 
 
 
 
 

Henri Malosse 

 

 
_____________ 
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APPENDIX 

List of transport-related EESC opinions (2011 – 2019)

For a more detailed overview of the EESC´s work in the field of transport policy, please see below the list of 
opinions drafted by the EESC´s Section for Transport, Energy, Infrastructure and the Information Society over the 
past few years (January 2011 – February 2019).

All the opinions can be retrieved from the EESC´s website (www.eesc.europa.eu) in all the official languages of 
the European Union, using the specific TEN reference number given for each opinion. Moreover, please note that 
opinions on “Europe on the Move” proposals are also the subject of Volumes 1 and 2 of this brochure.

Ensuring basic road freight connectivity after Brexit   (TEN/690)

Ensuring basic air connectivity after Brexit    (TEN/689)

Aviation safety after Brexit   (TEN/688)

Proposal on adjusting TEN-T in the light of Brexit   (TEN/683)

Ship inspection and survey organisations with regard to the United Kingdom’s   (TEN/682) 
withdrawal

Minimum level of training of seafarers   (TEN/676)

Tyre labelling  (TEN/674; Volume 2)

Connected and automated mobility   (TEN/673; Volume 2)

Connecting Europe Facility (2018)   (TEN/672; Volume 3)

CO2 standards for lorries & Weights and dimensions of road vehicles   (TEN/670+675; Volume 2)

Implementation of the TEN-T projects  (TEN/669; Volume 2)

European Maritime Single Window environment + Electronic freight transport   (TEN/668; Volume 2) 
information

Road infrastructure safety management  (TEN/667; Volume 2)

Sustainable mobility for Europe   (TEN/666; Volume 2)

Role of transport in realising the sustainable development goals, and consequent   (TEN/661) 
implications for EU policy-making

Achieving low emission mobility targets   (TEN/655; Volume 1)

Action Plan on Alternative Fuels Infrastructure   (TEN/654; Volume 1)

Clean and energy-efficient vehicles   (TEN/652; Volume 1)

Combined transport of goods   (TEN/651; Volume 1)

Access to the International Market for coach and bus services   (TEN/650; Volume 1)
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Rail passengers’ rights and obligations   (TEN/648; Volume 3)

Statistics on rail transport (recast)   (TEN/644)

Clean, competitive and connected mobility for all   (TEN/643; Volume 1)

Aviation: Open and Connected Europe   (TEN/641; Volume 3)

Eurovignette   (TEN/640; Volume 1)

Interoperability of the electronic toll system   (TEN/639; Volume 1)

Vehicles hired without drivers for the carriage of goods by road   (TEN/638; Volume 1)

Driving and rest time periods, working time and posting of workers   (TEN/637; Volume 1)

Access to the international road haulage market and the occupation of road  (TEN/636; Volume 1) 
transport operator (revision)

Initial qualification and periodic training of drivers of certain road vehicles for   (TEN/633) 
the carriage of goods and passengers

Implications of the digitalisation and robotisation of transport for EU policy-making  (TEN/632; Volume 3)

Proposal for amending regulation on operation of air services   (TEN/628)

Repeal of Regulations in the transport sector   (TEN/627)

Cooperative Intelligent Transport Systems   (TEN/621)

Women and transport – Platform for Change   (TEN/616; Volume 3)

Decarbonisation of transport   (TEN/609; Volume 3)

Ro-ro ferry and high-speed passenger craft in regular service   (TEN/604)

Passenger ships - Registration and reporting formalities   (TEN/603)

Passenger ships - Safety rules and standards   (TEN/602; Volume 3)

Aviation package II   (TEN/597)

Recognition of professional qualifications in inland navigation   (TEN/595)

European Maritime Safety Agency   (TEN/586)

The impact of the conclusions of COP21 on European transport policy   (TEN/582; Volume 3)

Aviation Package I   (TEN/581)

Internal market of international road freight   (TEN/575)

Women and Transport   (TEN/573; Volume 3)

Integrated EU Aviation Policy   (TEN/569)

Roadmap to a single European transport area – progress and challenges   (TEN/566; Volume 3)

Social dumping in civil aviation   (TEN/565)

Road safety related traffic offences   (TEN/561)

Remotely piloted aircraft systems   (TEN/553)
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Airport capacity in the EU   (TEN/552)

Competitive and resource-efficient urban mobility   (TEN/546; Volume 3)

Proposal for a Directive on Seafarers   (TEN/544)

Integrating Maritime Surveillance   (TEN/542)

Implementation of TEN-T corridors   (TEN/541)

Multimodal travel   (TEN/540)

Blue Belt for Short Sea Shipping   (TEN/533)

Recast of the Single European Sky Regulation   (TEN/530)

Framework for the future EU ports policy   (TEN/527)

Maximum weights and dimensions of heavy road vehicles   (TEN/525)

Rules on compensation and assistance to air passengers   (TEN/518)

Directive on marine equipment   (TEN/511)

Occurrence reporting in civil aviation   (TEN/510)

Fourth Railway Package   (TEN/505)

Single European Sky II+   (TEN/504)

External Aviation Policy   (TEN/500)

Maritime piracy: strengthening the EU response   (TEN/496)

The quality of rail services in the EU   (TEN/495)

Roadworthiness tests for motor vehicles   (TEN/491)

Maritime Labour Convention/Flag and port State responsibilities   (TEN/488)

Passenger rights in all transport modes   (TEN/480)

Transport White Paper: getting civil society on board   (TEN/479)

Implementation and exploitation of European satellite navigation systems   (TEN/476)

Airport Package   (TEN/475)

Driving licences with the functionalities of a driver card   (TEN/473)

Guidelines for trans-European transport network   (TEN/471)

The Connecting Europe Facility   (TEN/468)

Minimum level of training of seafarers   (TEN/465)

Recording equipment in road transport   (TEN/463)

Established rights of air passengers   (TEN/458)

Roadmap to a Single European Transport Area (White Paper)   (TEN/454)

Single European Sky II   (TEN/451)
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Sustainable development of the EU transport policy and TEN-T   (TEN/446)

Social aspects of EU Transport Policy   (TEN/445)

Amendment to the Regulation establishing a European Maritime Safety Agency   (TEN/442)

Programme to support the further development of an Integrated Maritime Policy   (TEN/440)

Single European Railway Area   (TEN/432-433)

Towards a European road safety area   (TEN/430)

Use of Security Scanners at EU airports   (TEN/429)
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