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A.

The Committee on Transport hereby submits to the European Parliament
the following motion for a resolution, together with explanatory statement:

I4OTION F'OR A RESOLUTION

on the conmon transport policy

The European Parliament
- having regard aoT-. kotion for a resolution tabled by Mr Baudis (Doc.

L-452/79),

- referring to Mr Seefeldrs report on rthe present state and progress of
the common transport policyr (Doc. 5L2/78) and to the opinion of the
Legal Affairs Committee annexed thereto,

- mindful of the scant progress made in the area of the cornmon transport
policy,

- having regard to the report drawn up by Mr Carossino on behalf of the
Committee on Transport (Doc. l-996/8L),

1. Reaffirms yet again that a common transport policy should constitute
one of the foundations of the European Communitiesi

2. Deplores the fact that Articles 74-84 of the EEC Treaty have still not
been fully implemented;

3. Insists on the danger inherent in the fact that the lack of a common

transport policy must inevitably result in obstructing further advances
in building the Community, and in the long run will even jeopardize the
achievements already attained;

4. Urges the council to take without delay positive decisions on the many
important Comrnission proposals which have received a favourable parlia-
mentary opinion;

5. Invites the Commission to implement the cornmon transport policy provided
for under Title 4 of the EEC Treaty and, with this aim in view, requests
the Commission to take action by the end of 1982 to revise, complete and
extend until 1984 t.he progranme for priority action in aII branches of the
transport sector presented in October 1980 for the period 1991-1983, and
to submit to the Council the relevant formal proposals at the appropriate
time;

5. CaIIs upon the Comrnission, in drawing up this programme, to take account
of the different circumstances prevailing in the ten Ivlember States,
but also to make every effort to do whatever is necessary to develop
the Community, maintain the Common llarket and fulfil the principles
set out in Article 75(3) of the Treaty establishing the EEC;

7. Calls on the Commission to incl-ude in the draft Community budget the
necessary appropriations for the measures contained in this programmet
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8.

o

10.

1I.

Requests Ehe council to forego the systematic use of the principre of
unanimity, except for decisions in those cases for which Articre 75(3)
specificarry provides; further reguests the counciL, whenever it
intends exceptionally to restore this procedure, to state its reasons
in advance when consulting Parliament;

Invites the Council to define without further delay the framework for
a common transport poricy as provided for udder Articre 74, and the
transport system referred to in Articre 75(3), and to take a decision
on the commission proposals upon which parliament has arready de-
livered an opinion;

rnstructs its committee on Transport to follow progress on transport
policy and keep the actions of the commission and the council udder
reviewi decides to prepare to open the procedure for infringement
against the council- as laid down in Articre 175 of the Treaty for the
reasons stated in the motion for resolutionr tabled by Mr Hoffmann;

rnstructs its President to forward this resorutlon and the report on
which it is based to the councir and the commission and, for informa-
tion, to the Court of Justice of the European Communities.

1 Do.. l-572/8L
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I.

B

EXPIAT{ATORY STATEMENT

A very large majority of members of the European Parliament's Committee
on 'Iransport, who represent aIl the polrtical groups, are thoroughly
dissatisfie<i with the present state of the Eiuropean Communityos common

',ransport policy.

2. Indeed, the Committee on Transport is not prepared to adntit EhaL a

common transport policy exists at this time.

Community legislation in the matter so far has been a disjointed and

unsystematic jumble of isolated measures, and in no way can it be

claimed that, the t,ransport sector operates wiEhin the framework of a

common transport policy.

Studies by the Committee on Transport reveal- that the Council of
Transport ltlinisters has so far predominantly functioned as an instrument
used by the tlember States to defend tsheir own traditional transport
systems against the Commission's proposals and aims and that the most

they wiIl reluctantly accept within that body are such measures as

cannot be avoided and wil1 require the minimum of adjustment in the

national legislations,

The Council is not fulfilling the duty imposed on it by the Treaties
which, in the words of Articte 3 (e) of the EEC Treaty is 'Ehe adoption
of a common policy in the sphere of transport'. The Council should

be reminded by the European Parliamenh of this obligation.

As for the Commission, after more than two decades of largely fnritless
efforts, it has resigned itself to a policy of 'small steps', which -
euphemistic labels such as 'pragmatism' or 'realism' notwithstanding
- merely consists in submitting to the Council only those proposals

which are felt in advance to have some prospect of acceptance. It
follows from Ehis that the Commission does not oblige the Council to
face up fully to its responsibilities. fhe consequences of such a
policy are particularly grave for Parliament, since it seriously
undermines its function of control visi-vis Ehe Council: in the

absence of proposals emanaLing from the Commission, Parliament cannot

call the Council to account for rejecting any such proposals"

1. In the present report the Committee on Transporl proposes to put forward
some suggestions for resolving this deadlock.

3.

4.

5.

6.
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8.

o

Ever since the Community was created in 1958, in fact since 1957, the

representatives of the peoples of Europe have repeatedly stressed
the importance of this sector of European policy and called for legislation
that would be really systematic.

The basic reporte on the subjecE which have been tabled in the European

Parliament are by no means outdated even today, and your rapporteur
will be making express reference to the following among them:

- the 1957 lGpteyn report, Doc. 6/L957-58
(adopted by what was then the Common Assembly of the ECSC)

- the 1951 lGpteyn report, Doc. LO6/L961-62

- the 1961 Muller-Hernann report, Doc. L8/1962-53

- th€ 1974 lrlursch report, Doc. 2L5/74

- the 1979 Seefeld report, Drc. 5L2/78.

10. In calling the reader's attention to these documents your rapporteur
will seek to avoid re;retition of what is contained in them and will
confine himself to quoting only as much as is necessary Eo make clear
that Parliamentr Dow emerged from direct elections, maintains in its
present composition the views of its predecessors.
(a) There is surely a profound significance in the fact that whereas

the elected representatives of the peoples of the European Comnunity

insistently demand i a common transport policy, as expressly envisaged
in the Treaties, the Commissioners in charge proceed with extreme
caution, while in the Council of Dlinisters serious political
differences have so far prevented any substantial agreement on

the main lines of a transport poJ.icy.
(b) In the face of these delays and defaults by the Coruruission and

Council in the performance of their functions, the European

Parliament - without in any way seeking Eo arrogate these to
itself - has the right and the duty, in fulfilling its proEler

role of stimulant and proponent, t,o take the initiative towards
resolving what has become an intolerable situation.

(c) Its resolve to do so has been strengthened by econonic developments
in the Community which rnake it even more urgent to adopt a common

transport policy comprehending all Ehe means of transport.
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11. The first three sections of the present report will therefore
stress clearly once again the vital role played by transport.

I. The importance of transport in modern industrial soeietv
12. One of the factors conetituting the particular strength of the European

continent is its highly efficient and densely reticutated transport
system. But, beyond this, the future of Europe in economic terms
will depend on its ability to maintain this transport system permanently
at the highest level of efficiency and rationalization.

13. We should bear in mind that the transport slcto= aitf.rs in one:important
particular from other economic sectors: in industry, all the factors of
production can be imported - raw materialsl orr€rgfr machinery, labour,
technologyi even in agriculture, all the factorsof production, with the
obvious exception of land itself, can be imported; and if the laad is
insufficient, it is always possible Eo bring all the agricultural produce
from outside. In the transport sector, on the other hand, there is liEtle
that can be imported from outside. A modern industrial state needs its
own transport system to be able to function.

14. Transport, in its double aspect, i.e. as an industry (producing means
of transport that create new demand ) and as a service (providing
a link between producers and consuners) represents an essential
department of the overall economic process.

A modern transport policy, therefore, rnust first of arr be integrated
within the overall economic context and must, moreover, be based on
principles which apply to every mode of traasport.

-9- PE 68 .235 /fin.



r. The importqnce of the traTsport sector in quantitative terms

15. In quantitative terms alonel the need for a European transport policy
is abundantly clear.

16. rn 1979 the percentage of the active popuration employed in the
transPort Eector in the lvlember States of the Community of the Nine
amounted to between 5.58 and 7.7*, or 6.22 for the community as a

whole. rt can thus be estlmated thaL of the 260 mirllon or so in-
habitants of the Community of the Nine, some 16.5 million directJ-y
depend on the transport aector for their livelihood.

L7. The transport sector accounts for between 5.LB and 9E of the GNp
(at market prices):

France
Luxembourg

I taly
Federal Republic
of Germany

NetherLande

5.1
5.2
5.5

5.8
6.8

6.9
7.t
7.5
8.2

8.3

Ireland
Greece

Belgium
United Kingdom

Denmark

These figuresr which are for L975, are simirar to those for L979.

I8. In external trade, for the Community of the Nine in 1977 the trana-
Port sector accounted for egual shares of revenue and expenditure,
5.5t and 5.28 respectivery and, in 1979, 6.2q and 5.58. These over-
arl figures conceal, however, very conelderable dlfferenoes from
country to countryr €IS the following table, based on data for L977
shows:

Country

Revenue from transport
services as t of overall
revenue from eNports of
goods and -eervlces

t971 L979

Expenditure on
transport servlces aE
t of overall expen-
diture on goode
and services

L977 L979

Federal Republic of
Germany

France
Italy
Netherlands
Belgium/Luxembourg
United Kingdom

Ireland
Denmark

Greece

4.L
5.9
5.0
8.0
5.7
9.8
5.0

11.9
13.5

4.2
5.8
4.7
9.9
5.4
8.9

It.4
10. 1

4.8
7.1
6.4
4.4
5.1
9.6
1.8
7.5
5.3

2.7
5.1
5.3
7.4
4.7
8.4

7.5
4.8

Unless otherwise stat,6d, data appearing in
have been drawn from Statistical yearbook -Tourism, Luxembourg 1981

the remainder of the text
Transport, Communications,

-10- PE 68.325/fin.



19. rn 1979 the revenues of community countries of the Nine from the
export of transport services amounted overarr to 35,212 mitlion
EUA and expenditure on the importation of transport services to
30r919 million EUA. Greece's revenues in 1979 were 5GG mirrion and
expenditure 415 million EUA.

2. The transport system as a condition of improved productivity

20. The purely quantative description in the preceding section gives
an incomplete view of the importance of the transport sysrem for
our general economy and indeed for our lives in a modern industrial
society. As pointed out earlier, transport is a system on which
other systems depend.

On the efficiency of the transport sector depends the degree of
specialization and of industriar division of rabour which a modern
economy can attain. rt is the efficiency of the transport sector
which determines whether a country can make the best possible use
of its mineraL and all other natural resources. On the degree of
efficiency of the transport sector depends the nature and quantity
of what the country can export.

2L.

22. By whatever means Europe succeeds in maintaining its position in a

worrd where competition is growing, its success witl depend on the
efficiency of its transport economies and on the density of its
communications network.

23. whether the European community will be abte to contribute to the
maintenance of Europeis role as a first-class economic power, to
preserving our competitiveness on the world markets, and to the
maintenance of our Iiving standards, will depend in no small measure
on its ability to create a rational transport system unhampered by
obstacles at the national frontiers intersecting our continent.
Only if the transport system is freed of all the obstacles at the
frontiers and unhindered by the many difficulties and distortions
stemming from divergences in the I'lember Statest legislations and
policies, can we have a large Common ltarket, and only then wi1l
its operation be satisfactory.

-11 - PE 58.325/f.in.



3. The energy factor

24. rn the midst of the present energy crisis it would be a serious error to
overlook the importance of the transport sector in the sphere of energy
policy.

25' out of the 750.7 milrion toe used up by the Community of the Nine in
energy consumption in 1977, 18.08 went to the transport sector. In L979
the percentage was 18.lE of 812 mirrion toe. There is certainly no evi-
dence of a downward trend. such a substantial share of the total has na-
turarry led to appeals from several quarters for energy saving in trans-
port. The Eu'ropean Parliamentrs Committee on Transport itself took ini-
atives to this effect. But in view of the totalry conflicting views be-
ing expressed as to the possibility of energy saving in this sector, and
of the lively debate on the rerative energy requirements of different
modes of transport, the committee decided first of atl to hold a hearing
on the subject, the results of which have been presented by Mr Albers
in an exhaustive reportl.

26 ' rt can nevertheless be said already at this point that transport of
every type involves considerable energy consumption and that, unfor-
tunately, ways of saving energy conflict with other aims. For instance,
engines which are less noisy and emit fewer noxious exhausts, consume
more fuel, so that noise abatement and efforts to prevent atmospheric
pollution conflict to some extent with the desire to save energy.

27 ' one of the results of the hearing of experts is of especial importance
for the purposes of the present report: it is that any energy savings
that can be obtained by technicar improvement of existing means of
transport and even from new technologies, are insignificant compared
with the substantial savings that would derive from improved organiza-
tion of the transport sector and the regulation of traffic flow. Thus,' improvements to a motor can produce an energy saving of perhaps t0-l5E;
but if an empty run can be avoided, the saving is 100E.

28- rncreased energy costs, therefore, raise the issue not only of tech-
nology, but also, and perhaps to a greater extent, of transport policy.

29. The community and each individual European country wirr have to
persuade users to save energy primarily by obliging those who consume
energy to pay its fuII price.

30. rn addition to this, however, the European community has another andspecific task to perform: it is to make a serious contribution to
energy saving by speeding up the estabrishment of free movement across
frontiers and preventing delays at crossing point, and by improving
the organization of transport so as to eriminate unnecessary journeys
and empty runs.

'I- Report drawn up on beharf of the committee on Transport on ways and meansof effecting energy savings in the_transport 
"."to, (Doc. L_24g/gL _ rap_porreur: Mr w. Albers)- see oJ c 

-zg'? ot 'g.rr..rgir for the .""otltion adop_ted by parliament on the basis of this ,.p".il-"
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4.

31' The current economic crisis can be described in various terms. rtis experienced as inflat,ion, as sluggish investments, as rising' costs, as reduced comPetitiveness, as nonetary instability - aIlfact'ors which in recent years have contributed to the sl0vring down

- _o1 _a_h" 
proeess of .economic Arowth.

rn a comrnunity perspective we 
"r"o have to consider the deeper ciriGEsof the current erisis in Europe, which 1ie in the incompatibility

of Member states' policies with the aims of harmonization and
convergence of the economies, as raid down in the Treaties. rt isthis that has prevented a real communiEy coming into being. Andthe consequences are serious, because today communtty Eure,e isfinding great difficurty in working out a joint position on importantdecisions which used to be made in the face of changes occurring inthe market and in the world economy.

Difficurties in adapting productive structures are increasingr €rsillustrated by what is happening in the steel industry, in textiles,in shipbuilding etc.; the countries are moving apart,, regional
imbalances are beeoming more acute.

32' unemproyment' has reached absolutely unacceptabre levers; arl thatprevents a total economic crash is that, unlike during the crisis ofthe 1930s, those out of work, thanks to unemployment benefits, areable, to some extent at 1east, to continue buying goods. If the
slump app€ars less serious than in the thirties, it is neverthelessproving much harder to.revsrsre the trend, since alr the short-term
measures which have been tried so far conflict with anti-inflationarypolicies.

33' rn a crisis siEuation affecting important community ihdu.stries,
and in the face of al_I the efforts that undertakings
and governments have E,o nake to effect structural adjustments Eo dealwith the crisie, the community cannot confine its role to that of
umpire in the free-competition garne, but must set itself the taskof generating a genuine policy of industrial cooperation, so thatsporadic and often confricting rneasrrres introduced by individualstates do not jeopardize the prospects of growth for the community
economy as a whole. Against this background the key role that a
common transport policy can pray in determining the Dros,pects of thecorununity's eionomic integration becomes abundantly crear.

34' rn transport' since 1975, there has been a considerabre reduction of the volumeof traffic, but mainly on rail and wateruay, i.e. in the heavy freightsector- Road and air transport have been much less affected by therecession. Ttre effects of the rise in petror prices on road transport
have arso been much less severe than might have been expected. Ttrisexplains why, despite the oil crisis, there has been no diversionof traffic to rail and waterway.

-13_ PE 68.325 /tin.



35. rf the covernments of the Member states and of the community wee to
take active steps to combat unemployment and the generar economic
recession, the transport sector would be likely to occupy a priority
place in any list of investments that could in the rong-term herp
overcome Ehe present,{ay reluctance to invest whlch is the fundamental
reason behind t,he current crisis.

II.

36' The previous section dealt with the general importance of the transport
sector. To bring out its importance for the functioning of the
common l{arket, we must add some further considerations, since there
are stirl many peoPle who have not understood that a common transport
policy is a necessary pre-requisite for the existence of a comnon
market.

I. Free movement of transport across frontiers
37- The purpo€e of a common market is to irnprove the standard of living

in the individual countries, each of which had previousry constituted
a separate market, protected to a greater or lesser extent from other
such markets- This aim can be achieved by rationalizing the entire
economy and by switching to mass production for a larger rnarket.

38' Everyone has been persuaded by now that to achieve this end, there
must be free movement of goods and factors of production across the
frontiers of the common Market rnember counLries, and it is also
generally accepted that, if there is to be free movement, duties and
quantative restrictions on trade must be abolished. Neither is it
contested that labour and capitar must be abre to move freely across
frontiersr rlor is there any opposit,lon to the freedom of establishment.
why, then, do so few people understand that free movement of transport
across frontiers is of a particular importance? why do we see such
opposition from many quarters to a common policy on transport, or,
to put it another way, why is there so littre understanding of the
need for it? rn one of the first reports prepared by the European
Parrianuent it was rightly observed Ehat, restrictions in the transport
sector are more harmful than cusEoms duties. A customs duty merely
places a restraint on trade. on the other hand a ban on traffic,
the lack of a communications link across a frontier, the refusat ofa transport licence obstruct trade cornpletely.
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39. Establishment of free movement of transport across frontiers is thus
a necessary pre-requisite for the. existence of the Common lilarket.

40. To avoid misundgrstandings, it shourd be made clear that what is
envisaged here is obviously not totar freedom of internationar
movement of transport, which would exist if internal transport, regula-
t,lons were not appricabre to international traffic. However,
reglementation of international transport shourd not be more
restrictive than that for internar traffic. A paradigm has been
coined in Communit,y circles to describe this situation: ,throughout
the Community territory conditions similar to those in an l-nternal
market should obtain,.

2. Equitable charqinq of transport costs to users

41. Another aspect of which those who fair Lo grasp the importance of a
transport policy for the Corunon Market seem to be unaware is that
of the charging of transport costs to users. Ttris is a problem
entirely unrelated to that of international traffic. Transport
costs are an important factor of overall costs for all industrial
and agricultural undertaklngs, as well as for many firms which provide
services. Transport costs are to a very large extent determined
by the transport policies of the Dlember States. If, for instance,
railways are heavily subsidized in one country, but not in another,
this means in effect that the first country is subsidLzlng the second
country's industries - a situation hardly compatible with the principles
of th: Co*r"" grk t, "i".. i storts competition.

42r The existenee of such interdependence requires that, in the ilterests
of the Common Market, those cost factors which may not be directly
related to international traffic should be harmonized as wel1. It
may well happen that those affected by a particular measure cannot
understand why Brussels wants them to change their well-established
habits. The reaction then is : '!Brussels is harmo"irii-rg for the
fun of itl I and accusations of 'centralism, and ,Eurocratic ruIe,
are flung about. Why should lorries in Sicily, which never teave the
island and will thus never come to Brussels, be equipped with a taehograph
and conform to rules on.working hours issued"from Brussels? Simply
because working hours are translated into labour costs and, through
transport eosts, become a cost factor for industry and for agriculturel
also beeause industry and agriculture in every area of the Community
should be part of the same Common Market. We eannot have the benefits
of the Conmon lvlarket without also assuming the burden of its rules.

-15_ PE 68.325 1'f Ln.



43. It is understandable that countries which do not border other
Community countries and are not as closely interllnked by road
and waterway transport as are the eountriee of the Benelux, the
FederaL Republic of Germany and Erance, find it difficult to understand
the necessity for harmonizing legislation on transport. For Denmark

and Italy (at any rate northern ltaly) links with the above-named

countries are still closer than for Ireland and the United Kingdom.

The problem will be of especial relevance to Greece. There, too,
it will be asked why rules and regulations which apply 2,OOO

kilometers away should be adopted. Efforts will perhaps be made

to restrict such rules: andregul-ations to international traffic to
other Community countries.

44. But that would be to misconceive the nature of the Common Market
and to see only one aspect of transport policy: a EuroSrean common

transport policy does not merely mean eliminating impediments to
international traffic and establishing fair condl-tions of competition
for undertakings active in the fielcl of international transport.
ft also means accomplishing an equally important task, one that is,
in fact, essential of harmonization oflegislations on transport in
order to eliminate discriminatory charging of transport costs to
indusEry and agriculture (and, of course, to all services which
include a transport elernent).

45. Introduction of free movement and harmonization should proceed hand

in hand in parallel stages. The Commission should see to it that a

certain amount of balance is maintained between these two series of
measures. It is not a question of 'first this' (freeing transport
movement) , tthen the other' (harmonization of legislation) . Ttre

'two-speed' policy has not been promoting the process of J-ntegration
because it has provided arguments and pretexts to all those who, for
a variety of reasons, do not tr,ant to see the Community Treaties put
inEo effect,.

46. This is a crucial- problem, because the fact that baranced progress
has not been maintained has aroused understa ndabte worfieg among the
representatives of the Governments and the industries of the countries
with weaker economies, that if liberalization alone is pursued, the
result might be to favour the stronger economiEs and to perpetuate
and exacerbate the existing disequilibria.
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47. The Conmittee on Transport therefore demands that the harmonization
measures which are necessarily reguired for freedom of movement be
applied without delay. rt nonetheless wishes to emphasize unequivo-
ca1ly that harmonizat-ion must never be an end in itself. Intervention
for the purposes of harmonization is justified only if undertaken to
approximate the conditions of competition and to facilitate freedom
of movement.

aE. u,Jabove-summaiy descriptionlei.rs" io ifiustrate tn. p.iur"r" 
"ia 

___

confricts, the veritable blind a1ley into which the community hasgradually driven itself by fairing to implement a coherent -transportpolicy.

,49,. rndeed, .he commission itself in its communication to the councilon the devel0pnent of transport policy has stressed the need forsome kind of parallel progress between monetary unification, on theone hand' and the convergence of economic policies and of regional,structural and social measures on the other. rt has warned that,at all events, transition to economic and monetary union wirl notbe possible unless simultaneously an effectiv
. poricy is put in place 

, qrr srrt:.,trve common transport

\ ,a goes without oaying that t:ransport policy, while retaining its' specific character, shourd be directed towards cl0ser links with theother policies.
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III.

50. The community's Member states can achieve integration in a genuinely
'common' marl€t, and the Community can lead to'an ever closer union
among the peoples of Europe' (as the preamble to the EEC Treaty so
aptry puts it) only when arl its regions are regularty linked by an
appropriate transport system.

51. The esbentlal objective of a Commrnity pollcy in the tranaport eector
aimed aE eliminating the existing distortions and bottrenecks, at
the integration of national transport networks and their development
and rationarization, must be to eontrihute, egually with the other
structural policies, to the gradual elimination of the irnbalances
which have arisen in the course of historical processes between
different regions of Community Europe, between the North and the South.

52. The community is stirr a rong way from approaching this end: at the
borders bptween its llember states there are obvious discontinuities
in t'he railway, waterway and road networks - the results of infrastructure
policies. practised by each State on its own.

1.

54' But another iroportant task for transport policy iE tO establrsh regularrinks between arl the community's regions and the rongdistsance
transport network and to provide adequate regional networks. rtris isa sphere in which transport poricy and regional policy should dovetair.overarr' planned development of infrastructures should contribute,toimproving the s ituation of the regions which have 'teen 

disad'antaged
until now and also t,o decongesting overpopulated reglons.

55- Admittedly, the creation of a modern transport network cannot byitself undo the backwardness of underdevel0ped regions: it may,indeed, happen that improved communications lead to an exodus of thepopulation from a particurar region. Regional policy, therefore,
cannot rely solely on transport policy measures, but should aluays

53. Eilling these gaps in the transport network is
the common transport policy. I{r Klinkenborg,s
matter in detai1l.

Report on behalf of the committee. on-Transport on.the conmission Memorandumon the role of the community in itre_-aeveioi."rt-"g transport infrastructure(Doc. 1-60]/80 - rapporteur: Mr J- Ktinkenborg). See OJ No C 144 of
l|;|;llt'ror ttre rliorr*tio".a"pt.a by pr;i;;ment on the basie sf rhis

an important task for
report discusees thie
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