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1.
Recommendation tabled pursuant to Rule 198(12) of the European Parliament's Rules of procedure by Kathleen VAN BREMPT (S&D/BE), Jens GIESEKE (EPP/DE) and Gerben-Jan GERBRANDY (ALDE/NL) on behalf of the Committee of Inquiry into Emission Measurements in the Automotive Sector

2.
EP reference number: B8-0177/2017 / P8_TA(2017)0100
3.
Date of adoption of the resolution: 4 April 2017

4.
Subject: An extensive set of recommendations addressed to the Commission and to the Member States to improve the EU legislation and its enforcement with a view of avoiding future events that led to the car emission scandal which broke in September 2015.

5.
Competent Parliamentary Committee: Committee of Inquiry into Emission Measurements in the Automotive Sector (EMIS)
6.
Brief analysis/ assessment of the resolution and requests made in it:
The resolution recommends the urgent finalisation of the real driving emissions (RDE) package, the reduction of the "conformity factor" that allows cars higher NOx emissions in the new RDE tests than in the lab, and the swift adoption of the new regulation on type-approval and market surveillance. It also calls for the introduction of stronger EU oversight of the system. This must result into stricter and more effective enforcement of vehicles’ emission measurement rules by the Member States.

The resolution welcomes the adoption of the Commission’s interpretative guidelines on defeat devices and emission strategies, and expects that they are implemented swiftly by the Member States in their testing of vehicles in use.

The resolution recommends that, for a better functioning of the system in the future, competences over air quality and vehicles emissions legislation be placed under a single Commissioner’s portfolio, and that a strengthened role be played by the Commission’s Joint Research Centre.

Finally, the resolution calls for increased consumer protection and for further focus on clean mobility in the future.
7.
Response to requests and overview of action taken, or intended to be taken, by the Commission:

Paragraph 3
The Commission will report in 18 months and regularly thereafter, on action undertaken on the conclusions and recommendations of the Committee of Inquiry.
Laboratory tests and real-world emissions
Paragraph 6 and 7
In line with Article 17(6) of the Treaty on European Union, the internal organisation of the Commission is a prerogative of the President of the Commission.
Paragraph 8
The additional human resources necessary for the Joint Research Centre (JRC) to fulfil the additional verification tasks in the context of the proposal for a revised type approval framework were analysed in the Impact Assessment and reflected in the Financial Fiche accompanying the proposal. The timing of implementation actions will depend on the progress and outcome of the legislative process. The Commission calls on the co-legislators to ensure the swift adoption of the proposal and to maintain or increase its high level of ambition
.
Paragraph 9
As a general rule, the JRC has been making its results publicly available through peer reviewed scientific publications and JRC reports.

The Commission takes note of EMIS' request for a supervisory board and will explore different possibilities for keeping Member States and organisations for environmental and health protection informed about the work of the JRC Vehicle Emissions Laboratory (VELA).
Paragraph 11

The Commission has been very careful in defining the specifications and the design of its RDE test procedures, covering a wide range of driving conditions and accounting for a certain degree of unpredictability.
The 3rd RDE act was positively voted by a large majority of Member States in the Technical Committee on Motor Vehicles (TCMV) on 20 December 2016 and was adopted by the Commission on 7 June 2017. The act extends RDE testing to particle emissions and to cold and hot engine starts, and will make it mandatory to include a vehicle's real world emissions in its certificate of conformity to provide consumers with full transparency. The act will apply to the type approval of new vehicle types from September 2017 and to all new vehicles from September 2018.
The 4th RDE act is currently being discussed in the technical working group on Real Driving Emissions for Light Duty Vehicles (RDE-LDV). It will introduce a new concept for In-Service Conformity, including the use of RDE testing and the possibility of independent testing. It will also deal with various other technical issues that remained open from the first three RDE acts.
Paragraph 12

The Commission does not comment on ongoing litigation before the Union Courts.
Paragraph 13

The Commission in its statement "Towards comprehensive and efficient emission testing in the EU" committed itself to reviewing the conformity factor which applies in 2020 already in 2017, taking into account the evolution of Portable Emissions Measurement System (PEMS) technology, and will continue on an annual basis thereafter. The Commission considers the review mechanism provided for in the 2nd RDE act to be the appropriate tool to bring down the margin of error as soon as possible in accordance with technological progress.
The Commission is currently gathering the necessary elements to carry out the review. The first meeting of the working group handling the review took place on 31 May 2017 and a second meeting is planned for July 2017. The Commission will produce a report summarising the collected evidence during the summer. Should the evidence show that the technical improvement of the instruments is sufficient to justify a revision of the error margins already in 2017, this could be introduced into the 4th RDE act.
Paragraph 14

The Commission appreciates EMIS' support of its proposal for a revision of the type approval framework, which provides for stricter and more concrete requirements for market surveillance for all products covered under that act. In particular, the proposal aims at:

1) ensuring the adequate implementation of market surveillance obligations under EU law;
and

2) providing that cars are also tested when in use, and not only for vehicle emissions.

Some specific in-use test requirements may need to be developed for vehicle systems, to be type-approved in the act laying down the type-approval requirement in question.

As far as the placing on the market of other products is concerned, the Commission indicated in the Single Market Strategy that, in 2017, it will introduce an initiative to strengthen product compliance by providing the right incentives to economic operators, intensifying compliance checks and promoting closer cross-border cooperation among enforcement authorities. This will consolidate the existing framework for market surveillance activities, encourage joint actions by market surveillance authorities from Member States, improve the exchange of information and promote the coordination of market surveillance programmes. In addition, based on the existing Product Contact Points, the Commission will set up a "first port of call" available for business on EU product legislation. This will help raise awareness and understanding of the applicable legislation.
Paragraph 15

With regard to environmental inspections to monitor compliance with emission limits relating to operating permits and EU environmental law in general, the Commission plans to adopt an initiative on environmental compliance assurance in the second half of 2017. This will aim at supporting Member States in the work they do to promote, check and enforce on the ground compliance with different obligations deriving from EU environmental legislation. A roadmap is available at http://ec.europa.eu/smart-regulation/roadmaps/docs/2015_env_066_environmental_compliance_assurance_en.pdf).
With regard to the monitoring of compliance with EU environmental product standards, this is largely governed by EU market surveillance requirements. As described in the response to paragraph 14, the Commission has put forward stricter and more concrete requirements for market surveillance in its proposal for a revision of the type approval framework.
Paragraph 16

The Commission is working intensively on improving the method used in the laboratory for measuring particles so as to include sizes smaller than 23 nm and down to 10 nm. It chairs the relevant working group in the United Nations Economic Commission for Europe (UNECE). Once the new method is agreed in UNECE, it will be transposed into EU legislation.

Furthermore, three recently launched research projects are looking into developing measurement systems to allow particle numbers at 10 nm or lower to be measured.
Paragraph 17

On 30 May 2016 the Commission adopted new horizontal rules governing the creation and operation of expert groups, which include significant novelties and respond positively to many suggestions put forward by the Parliament, the Ombudsman and NGOs over the past few years.

The Commission believes that these new rules provide for a solid framework that contributes to the improvement of the management, balance and transparency of expert groups.

The Commission is fully committed to implementing the new rules and keeping the Parliament informed about their implementation.
Paragraph 18

The TCMV is a comitology committee. As a consequence, its membership is composed of Member State representatives; it may invite experts on an ad hoc basis. The summary records of the TCMV meetings are made available to the public on the Comitology Register in line with Regulation (No) 182/2011; they already provide information on the participation in the meetings.

The Commission’s horizontal rules on expert groups require that all relevant documents of expert groups and sub-groups, including the members of the groups, agendas, the minutes and the participants’ submissions, are made available either on the Register of expert groups or via a link from the Register to a dedicated website where this information can be found.
Paragraph 20

The Commission has a highly developed document management policy which requires that it registers any document that it receives or produces if it contains important information regarding one of its activities or involves its responsibilities. The registration requirement is independent of the medium on which the information is stored, whether on paper or digitally, in a formal note or informal email, etc. This policy has been widely publicised across the Commission and there is ample learning support available. Each DG or service moreover has a document management officer to ensure the proper implementation of document management and provide assistance. Staff should be aware of their responsibilities as well as the tools and support that are available to them to register and file documents. Training activities will be further stepped up to help ensure that any document is registered that should be registered.
Defeat devices
Paragraph 21

The Commission has already included a degree of unpredictability in the "Guidance on the evaluation of auxiliary emission strategies and the presence of defeat devices" adopted by the Commission on 26 January 2017, via the introduction of a "surprise testing" category. Also, the new RDE test protocol consists of random driving behaviour that will significantly reduce loopholes being exploited for vehicle emissions for a large part of driving conditions.

Furthermore, market surveillance prescriptions that are included in the proposal for a revision of the type approval framework explicitly request that tests shall be carried out. Hence, it gives market surveillance authorities and the Commission free rein on test protocols to investigate any suspicions.
Paragraph 22

With the introduction of Worldwide Light-duty Vehicle Test Procedure (WLTP) on 27 July 2017, the short-comings of New European Driving Cycle (NEDC) elements have been addressed to the maximum extent allowed by the constraints of a laboratory test. While it is not possible to completely eliminate the gap between the WLTP and real-driving CO2 values, the priority lies in ensuring that the gap remains constant over time. In line with the opinion of the Scientific Advice Mechanism, the Commission is analysing many potential options to effectively monitor and control this remaining gap, so that it can be accounted for in a robust manner, inter alia to implement CO2 emission standards. Monitoring of the gap (e.g. through remote sensing of real driving emissions by means of on-board fuel consumption and by updating the WLTP accordingly) is crucial. This should be complemented by market surveillance measures and in-service tests, open also to independent parties, to ensure that vehicles produced and placed on the market continue to conform with the type approval values. It is worth mentioning here that the Commission needs the support of the European Parliament to have in the revised type approval framework a new empowerment (cf. Article 91 (1) 6; proposal for a new Article 11a for Regulation 715/2007) which would constitute the legal basis for the control of CO2 emission and fuel consumption of vehicles on the market.
Paragraph 23

The level of stringency between the provisions for heavy-duty vehicles (HDV) and those for light-duty vehicles (LDV) under EU law is similar. While they use different metrics to measure pollutant emissions (g/km for LDV and kWh (work)/km for HDV), the limits for HDV and LDV do not differ much in reality. With the introduction of the RDE test procedure for LDV, the testing and verification procedures at type-approval for both vehicle categories have been further aligned. The last difference has been eliminated by the 2nd RDE act which introduced – with effect as of May 2016 – the requirement for car manufacturers to declare their base and auxiliary emission strategies at type-approval.
Paragraph 24

The two reports issued by the JRC (in 2011 and 2013) did not raise any specific concerns or bring concrete evidence to light about the issue of defeat devices. The fact that those studies mention that the development of the RDE test procedure would further contribute to preventing defeat devices and/ or strategies simply illustrates the JRC's excellent grasp of the legislation and its endeavour to provide the lead services with comprehensive advice. If there had been any specific concerns, they would have been addressed by additional research and, where appropriate, further communicated within the institution. The JRC reports and the findings therein were publicly available and discussed on many different occasions.
Paragraph 25

The Commission is in the process of reviewing if and how its internal communication could be further improved.
Paragraph 26

The Commission has included testing of vehicles in its request to the JRC for support to the development and validation of a protocol for the detection of defeat devices. Under this activity, vehicles have been tested in 2016 and will continue to be tested in 2017. The test data have been sent to DG GROW, and were shared in December 2016 with the EMIS Committee and the relevant national type approval authorities.
Paragraph 28

On 26 January 2017, the Commission published Guidance on the evaluation of Auxiliary Emission Strategies and the presence of Defeat Devices. This guidance will help the Member States with the evaluation of car manufacturers' emissions reduction strategies. The guidance should be updated yearly.

The Commission is closely monitoring the application of the rules on defeat devices by Member States. On 8 December 2016, it opened infringement procedures against seven Member States – the Czech Republic, Germany, Greece, Lithuania, Luxembourg, Spain, and the United Kingdom – on the grounds that they have disregarded EU vehicle type approval rules.
The Commission is also closely following the handling of NOx emission irregularities observed in cars from manufacturers other than the Volkswagen Group in other Member States. In this context, an infringement was opened on 17 May 2017 against Italy.
Type-approval and in-service conformity
Paragraph 29

The Commission appreciates the strong support by EMIS for its proposal for a revised type approval framework.

EMIS' work has significantly contributed to demonstrating the importance of the proposed changes to our type-approval system. The EMIS members also active in IMCO will be a valuable asset in ensuring that the lessons learnt from this scandal will be reflected in the new type approval framework.
Paragraph 30

Under the current framework, in particular Directive 2007/46/EC, Member States are required to enforce the applicable rules, most notably under Articles 30 and 46 of the Directive. However, on 27 January 2016, the Commission presented a proposal for major overhaul of the EU type approval framework. This reform will reinforce the type approval system with greater European oversight. The Commission calls on the European Parliament and the Council to ensure the swift adoption of the proposal and to maintain or increase its high level of ambition.
Paragraph 31 and 32

The Commission appreciates the support by EMIS for its proposal for a revision of the type approval framework, which foresees to strengthen market surveillance.
Paragraph 33

The Commission has already improved the methodology for checking compliance of production (i.e. conformity of production (CoP)) in the WLTP act, and started working in early 2017 on improving in-service conformity within the 4th RDE act. The 4th RDE act will include elements of unpredictability (see also the response to paragraph 21), and increase the responsibilities of Member States' Type Approval Authorities for performing RDE tests in vehicles already in-service. The new possibility to include testing done by third parties increases the oversight to a degree that is superior to that in the US.
Paragraph 34

The Commission is acting on this through various mechanisms. These include testing of vehicles for the Commission by the JRC, which take into account the market shares of the brands and models tested. In the context of both the 4th RDE Act and the overhaul of market surveillance approach in the proposal to revise the type-approval system, the Commission is also putting forward concrete mechanisms for strengthening third party check on vehicles already on the market.
Paragraph 35

The WLTP Regulation, which will enter into force from 27 July 2017, strengthens conformity of production measures as mentioned in the reply to paragraph 33.

The strengthening of the in-service conformity to cover both pollutant emissions and CO2 emissions test is currently the subject of intense discussions. A redesign of the whole system is under consideration, as mentioned in the response to paragraph 33 above. 

Further improvements can also be introduced by the co-legislators in the new type approval framework.
Paragraph 36

The Commission appreciates the support by EMIS for its proposal for a revision of the type approval framework, which foresees the creation of a Forum for Exchange of Information and Enforcement to this avail.
Paragraph 37

In addition to the work on the 4th RDE act, as referred to in the response to paragraph 33, and the revision of the type-approval framework, the Commission is also currently working on the WLTP 2nd act, which among other improvements will aim at introducing transparency provisions, whereby the information and data presented by the vehicle manufacturer for the type approval of a vehicle must be made available to relevant parties. This includes also the road load parameters.
Paragraph 38

The Commission appreciates the support by EMIS for its proposal for a revision of the type approval framework, which foresees to guarantee the independence of technical services and to ensure a better monitoring by type-approval authorities, among other through peer evaluation.
Paragraph 39

The Commission appreciates the support by EMIS for its proposal for a revision of the type approval framework, which foresees contributions from manufacturers to the type approval and market surveillance system.
Paragraph 40

The Commission, with the help of the relevant technical working group, in early 2017 has also already started its work on introducing RDE as a full part of the in-service conformity procedures, including a well-defined role for independent testers.
The Commission appreciates the support by EMIS for its proposal for a revision of the type approval framework, which foresees a stronger involvement of the JRC in its implementation.

Also see the response to paragraph 11.
Paragraph 42
The Commission will in the course of 2018 discuss several issues in the relevant expert group, among them also the possible introduction of the mandatory NOx measurement, in respect of which, at the time of the adoption of the Directive, no effective, efficient and inexpensive method was available.
Paragraph 44

The Commission proposal for a new type approval regulation includes several elements intended to reinforce the independence and quality of testing. In particular, it proposes to modify the remuneration system and to reinforce the performance criteria for technical services. The Commission considered these elements to be sufficient in order to improve the quality of the type approval system in this respect. An obligation of manufacturers to notify to the Commission the technical service it uses is not among those elements. The vehicle manufacturer remains free to select the technical service among those designated by the type approval authority to which the vehicle manufacturer intends to apply for a type approval.
Enforcement and penalties
Paragraph 47

In its proposal of 27 January 2016, the Commission presented a major overhaul of the EU type approval framework. This reform will reinforce the type approval system with greater European oversight.
Paragraph 48

The Commission points out that the discrepancy between real life pollutant emissions and those tested in the laboratory has been known for several years and cannot be invoked as justification for delaying measures to reduce NOx emissions and to meet NO2 related ambient air quality standards as soon as possible (as explicitly required by Directive 2008/50/EC).

The choice of measures to be taken is left to Member States; such measures could address, for example, traffic volumes, the fuels used and/ or driving behaviour, and might include low emission zones or other traffic access restrictions, fuel and vehicle taxes which relate to the emissions of NOx, and the promotion of hybrid or electric or other "zero emission capable" vehicles, which would help reducing both air pollutants and CO2 emissions.
Paragraph 49

The UNECE GRPE (Group on Pollution and Energy) is the international forum where the Commission and Member States work in close cooperation with all interested international partners for the development of harmonised emissions legislation, but there is currently no established forum for joint surveillance actions.

However, following the VW scandal and the recent investigation on the FCA vehicles, the concept was developed, jointly with the United States Environmental Protection Agency (US-EPA), of having regular meetings on the issue. Three such summits took place in 2016 and 2017, the first organised by US-EPA, the second by the Commission and the third by Japan, during which regulators from US, Canada, EU, Korea and Japan exchanged views and approaches on this issue.
Paragraph 50
Please see the response to paragraph 28.
Paragraph 51

The Commission appreciates EMIS' support of its proposal for a revision of the type approval framework, which foresees to empower the Commission to impose penalties in case of non-compliance. Car manufactures in breach of obligations laid down in the type approval legislation (e.g. defeat devices or fake declarations) would, inter alia, risk administrative fines of up to EUR 30,000 per vehicle, which can be levied by the Commission subject to the condition that no fine is being imposed by the Member State responsible. Fines can also be imposed on technical services if they fail to carry out the tests rigorously. Member States would also have to inform the Commission every year on the penalties they have imposed.

The Commission calls the co-legislators to ensure the swift adoption of the proposal and to maintain the level of ambition on this aspect of the proposal as it recalls that the proposal creates a strong deterrent for manufactures and a level playing field irrespective wherever the vehicle was approved.
Paragraph 52

The Commission takes note of this recommendation and will consider it when reviewing the relevant legislation.
Paragraph 54

The Commission appreciates the support by EMIS for its proposal for a revision of the type approval framework, which foresees better coordination of recalls across the EU that could be triggered by market surveillance authorities or the Commission.
Paragraph 55

In its action plan sent to the Commission, Volkswagen committed to informing all affected vehicle owners by the end of 2016 of the need for repair. The legal framework of the recalls, namely whether they are voluntary or mandatory for the vehicle owner, is the competence of the Member States. However, the Commission is following this matter closely so as to ensure better coordination and information sharing at EU level both among consumer organisations and national enforcement authorities.

As for the consequences of the repair, the Commission was always clear that, after the repair, the vehicles should comply with all applicable type-approval rules, including on emissions. In this context, on 8 December 2016 the Commission sent a request for information to the four Member States who have issued type-approvals to the Volkswagen Group: Germany, Spain, Luxembourg and the UK, and it is conducting regular meetings with all Member States.
Paragraph 56

The proposed revision of the type approval framework foresees maintaining the existing obligation for Member States to lay down rules for effective, proportionate and dissuasive penalties. In addition, it foresees that, if adopted as proposed, Member States would also have to inform the Commission every year on the penalties they have imposed.
Paragraph 57

In the country-specific reports published as part of its Environmental Implementation Review (EIR) in early 2017 (http://ec.europa.eu/environment/eir/country-reports/index_en.htm), the Commission made specific recommendations to Member States to step up their participation in IMPEL and other networks of compliance practitioners (i.e. inspectors, police, prosecutors and judges). The Commission provides financial support to several of these networks, including IMPEL, in order to facilitate their activities, and is closely involving them in the initiative on environmental compliance assurance mentioned in the response to paragraph 15 above.
Consumer rights
Paragraph 58

The Commission has no power to facilitate compensation; in the EU there is no punitive damages system like in the US.
In the EU, this is a matter for national courts, and it remains an individual choice of consumers concerned that can prove they suffered a loss or damage.
It is not easy to prove possible damages. Elements that can be taken into account, for example, relate to a possible reduction of the value of cars on the second hand market, or other losses such as diminished performance of the engine, or lower life expectancy of the vehicle.
Therefore, the Commission has requested Mr Müller, the CEO of the Volkswagen Group, to provide a bonus to EU consumers in order to compensate them for the inconvenience caused by the recalls, as a commercial gesture.
The Commission has also insisted that the Volkswagen Group ensures that all affected vehicles are repaired by the autumn of 2017, and the Group committed to this objective.
Paragraph 59

In 2013, the Commission adopted a Recommendation on collective redress, in which it urged Member States to have collective redress mechanisms in place to allow for enforcement of rights granted under Union law.

Currently the Commission carries out an assessment of the practical implementation of this Recommendation, to see if the two major objectives of the Recommendation have been met, namely the facilitation of access to justice and the prevention of abusive litigation. The assessment is looking at concrete examples of collective actions as well as on examples of mass harm situations, where no redress has been obtained. The car emissions scandal is an example of a mass harm situation that affected consumers and businesses in all Member States; this will be duly analysed in the context of the assessment.

On the basis of the assessment the Commission will decide on the need for further action at EU level and on the form of such action.
Paragraph 60
Under the Consumer Sales and Guarantees Directive, sellers are liable to consumers for any defect which exists at the time the goods were delivered ("legal guarantee"), which appears within two years from the delivery of the good. In such a case, the consumer is entitled to have the defective car brought into conformity free of charge by repair or replacement or, if this is not possible, to receive a price reduction or the reimbursement of the total price of the car.
Paragraph 61

Under the Consumer Sales and Guarantees Directive, the car has to be brought into conformity with the contract of sale by the trader and the overall performance of the car must remain the same. If the repair or the replacement is not possible, the trader must offer a price reduction or the reimbursement of the total price of the car.
Paragraph 63

In the US, a settlement was indeed recently concluded between the Volkswagen Group and the US Federal Trade Commission, the national enforcement agency. This settlement provides for a compensation scheme as this is possible under US law.

Furthermore, US NOx standards on emissions are much stricter than in the EU, and it appeared that it was not possible to put some car types in conformity.

In the EU, enforcement systems are different in each Member State and only a handful of authorities have the power to deal with compensation (and rarely do so); in most Member States this has to be settled by private actions in courts.

In the Member States, the result of enforcement actions cannot be the same as in the US.
Paragraph 64

Please see the response to paragraph 59.
Paragraph 65 and 67

Please see the response to paragraphs 58 and 59.
Paragraph 66

The Commission has, on 31 May 2017, adopted a Recommendation under the Car Labelling Directive on the use of WLTP fuel consumption and CO2 emission values for consumer information. This provides recommendations on how to inform consumers on the effects of the transition from the old NEDC test procedure to the new WLTP in terms of fuel consumption data, and invites Member States to also consider the introduction of consumer information on air pollutants as part of the label provided at the point of sale. A revision of the Car Labelling Directive will be considered taking into account the experience gained from the implementation of the WLTP.
Clean vehicles
Paragraph 68

The Commission is fully committed to the implementation of the Strategy on Low Emission Mobility that it adopted in July 2016, as demonstrated by the adoption of the Mobility Package on 31 May 2017 (COM(2017) 283). The latter includes a number of legislative proposals and initiatives supporting clean, competitive and connected mobility in the EU.
These initiatives directly promote clean vehicles and include proposals on distance-based road charging (Eurovignette), emissions standards for cars and vans, fuel efficiency standards for heavy-duty vehicles, public procurement in the context of the Clean Vehicles Directive, as well as investment in alternative fuels charging infrastructure.
Paragraph 69

The Commission has commissioned a study on Urban Vehicle Access Regulations (UVAR) involving multiple best practices which should be finished by the summer of 2017. Two of the topics being examined are "Design of UVAR" and "the Role of Information and Communication". Based on this study, the Commission will assess, in the course of 2018, whether further action at EU level may be warranted.
The CLARS platform (urbanaccessregulations.eu), funded by the Commission, gives all available information required on all UVAR in one place, with one click and in multiple languages. The Commission supports facilitating improved information accessibility, via the National Access Points, and promotes networking activities with national experts, in the context of Member State follow up meetings on the implementation of Delegated Regulation (EU) 2015/962 with regard to the provision of EU-wide real-time traffic information services. The Commission will continue to support research and dissemination activities in order to develop a deeper and more European understanding of access regulation schemes.

Transport and environment policies are a shared responsibility between the Member States and the EU, whereby the subsidiarity principle applies. When it comes to urban mobility, decisions are mostly in the hands of national, regional and local authorities.
Paragraph 70

At the level of the Commission, this integration is already happening. The Strategy on Low Emission Mobility (COM(2016) 501) sets out the framework under which different Commission departments coordinate and integrate EU policies for the decarbonisation of transport and meeting air quality objectives. The new Mobility Package illustrates this through its work on, inter alia, future CO2 standards, the promotion of clean vehicles through public procurement, and the revision of the Eurovignette Directive.
Paragraph 71

The Commission is preparing legislation on CO2 emissions standards for light duty vehicles for the post-2020 period, setting new emission targets and fostering the transition towards low- and zero-emission vehicles. The impact assessment will look at the costs and benefits of different options, inter alia, for the stringency and the timing of the target, and for incentivising the market uptake of zero and/ or low emission vehicles, such as setting specific mandates for them.

In addition, in late 2017, as part of the 2nd part of the Mobility Package, the Commission will report on the implementation of the Directive, and plans to issue a related action plan. This should propel the broadest use of alternative fuels, with a particular focus on electric-mobility.

The implementation of electric recharging infrastructure, as part of Member States' national policy frameworks under Directive 2014/94/EU, will be supported by an innovation-friendly policy framework addressing easy access at reasonable cost to all electricity networks, while roaming and harmonised payment issues should be ensured by technical interoperability.

The Commission has proposed an amendment of the Energy Efficient Building Directive. It mandates electric recharging points in non-residential building from 2025 and facilitates their installation in new or renewed residential buildings.
Paragraph 73

The Commission has the intention, starting in 2018, of reviewing the emission limits set out in Annex I to Regulation (EC) No 715/2007. It has already planned to fund a study that will look into all necessary aspects.
Paragraph 74

Extending the scope of the Environmental Liability Directive (Directive 2004/35/EC) to cover damage to human health caused by air pollution would require a fundamental revision, as "environmental damage" is currently limited to damage to protected species and natural habitats, water damage and land damage. The REFIT evaluation finalised in 2016 did not point to the need for such a revision. However, a rolling multi-annual work programme for 2017-2020 agreed between the Commission and Member States in February 2017 envisages further evidence-gathering on all aspects of the Environmental Liability Directive, including its scope. The Commission will consider to what extent this process can facilitate an exploration of Parliament's request.
Paragraph 75

The responsibility for the content and organisation of vocational training belongs to the Member States. Notwithstanding this, with its New Skills Agenda for Europe, the Commission has launched the Blueprint for Sectoral Cooperation on Skills. The initiative is being piloted in six sectors, including the automotive sector. The initiative supports key stakeholders in a given economic sector forming an EU-level partnership to develop sectoral skills strategies and update vocational education and training programmes to meet skills needs. Priorities for actions are determined by the partnership itself.
Powers and limitations of the Committee of Inquiry
Paragraph 76

The three Institutions are in the process of discussing the Parliament's proposal at technical level. It is however still too early to preclude the final outcome of these negotiations.
Paragraph 79

The participation of current and present Commissioners and Commission officials in a Parliament Committee of Inquiry is governed by the 1995 decision on Parliament's right of inquiry.

Issues around the Commissioners' Code of Conduct fall within the prerogative of the Commission President and, where relevant, will be addressed with Parliament in the way foreseen in the Framework Agreement between the two Institutions.
Paragraph 80

The Commission will examine whether there are ways to accelerate the provision of documents. However, it should also be recalled that the Commission is not the only actor in this process and the delivery of documents often depends on the consent of third parties.
EMIS being the first Committee of Inquiry in ten years, and the first since the Lisbon Treaty, the Commission and EMIS had to negotiate anew the concrete modalities for providing confidential information. This gave rise to some delays in the provision of confidential documents. The agreement reached on confidential documents with EMIS will serve as a starting point for any future committee inquiry.
Paragraph 81

The Commission agrees that it is useful to have such single entry point and applied this principle in the case of the EMIS Committee.
Paragraph 82

The Commission has replied to the consecutive documents requests of the EMIS Committee in the most expeditious way possible, taking into account the obligation to consult third parties and to protect confidential documents.
Targeted and sufficiently precise document requests help the Commission carry out document searches in an efficient way.
Paragraph 83

When responding to access to documents requests by citizens and journalists under Regulation (EC) No 1049/2001, the Commission is strictly applying that Regulation.

For access to documents requests by a committee of inquiry, the Commission is bound by the rules of Decision 95/167/EC, Euratom, ECSC, and the Framework Agreement between the European Parliament and the Commission, especially as regards information originating from third parties, as well as general data protection rules. Within these rules, the Commission strives to make information available to Parliament in an easy-to-use manner.
Paragraph 84

The Commission does not contest that it is a priori for the Committee of Inquiry to determine which documents it considers necessary for the performance of its duties, insofar as the request for documents stays within the remit of the mandate set by the Parliament in line with Article 226 of the Treaty on the Functioning of the European Union. Document requests by the Committee of Inquiry should be targeted and sufficiently precise to facilitate the identification and provision by the Commission of these documents.
Paragraph 94

The principles for access to confidential information that the Commission provides to the European Parliament are fixed in the Framework Agreement and are oriented on who has a need to know for the exercise of Parliament's right of inquiry. These principles are then applied to a set of modalities for protecting sensitive information that is agreed between the Parliament and the Commission.
�	This same remark will equally apply to Commission responses to paragraphs 14, 29, 31, 32, 36, 38, 40, 47, 54 but it is not systematically repeated.
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