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Sagen

Den offentlige hgring tog udgangspunkt i studiet "Energy and Environmental
Aspects of the Tranport Policy", der er bestilt af Europa-Parlamentets Trans-
portudvalg. Studiet er lavet i forbindelse med udarbejdelsen af initiativrappor-
ten "Sustainable European Transport Policy, taking into account European
Energy and Environment Policies" (INI/2007/2147). Ordfarer er Gabriele
Albertini (EPP).

Malet med studiet er:

"Identify economic and politically feasible measures able to significantly en-
hance energy efficiency and to reduce negative impacts of transport activities,
particularly land transport.”

Studiet fremheever at 1/3 af energiforbruget i EU kan relateres til transport-
branchen. Derfor foreslas det, at man med en koordineret tilgang, med brug af
en raekke forskellige initiativer, skal efterstreebe en overordnet strategi til etab-
leringen af en baeredygtig transportpolitik. Der laegges szerlig vaegt pa, at det
er ngdvendigt med en raekke forskellige initiativer, der tilsammen skaber et
"policy mix". Det preecise indhold heraf kan findes i den vedlagte rapport.

Opleeg:

Til hgringen var tre interesserepraesentanter inviteret til at holde opleeg:

Jens Higel - International Road Transport Union (IRU)

Johannes Ludewig - The Community of European Railway and Infrastructure
Companies (CER)

Jos Dings - European Federation for Transport and Environment (T&E)
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Hiigel lagde meget veegt pa at lastbilbranchen kun er ansvarlig for 3 % af den
samlede CO2 udledning, og at man netop i denne branche ikke har mulighed
for at bruge andre energiformer. Desuden blev det understreget, at lastbilers
energieffektivitet var blevet forbedret markant indenfor de seneste 15-20 ar.
Med hensyn til prispolitik pointerede han, at lastbilbranchen altid vil veere den
mest fleksible og effektive transportform, og at netop denne kvalitet vil veere
mere afggrende end prisen. Eksempelvis road pricing eller udvidelse af Maut
og Eurovignette vil derfor blot fungere som en pengemaskine for nationale
regeringer.

Ludewig papegede, at CO2 emissioner er begyndt at falde i alle andre sekto-
rer end transportbranchen. Netop denne dynamiske effekt sds som afgaren-
de. Den eneste lgsning herpa var ifglge Ludewig at anvende politikker, der
kan styre efterspgrgslen pa transport (Demand Management Policy). Derud-
over blev det naevnt, at investeringer i infrastruktur var ubalanceret, og at man
i Dsteuropa gar samme fejl, som tidligere er gjort i Vesteuropa, ved at inve-
stere i motorveje og nedprioritere jernbane. Investeringer i infrastruktur ville
ifalge Ludewig determinere hvilken type transport, der bliver dominerende
fremover.

Dings havde tal, der viste at lastbilbranchen var ansvarlig for 8 % af den sam-
lede CO2 udledning (altsa ulig Hiigels tal). Desuden papegede han, at selvom
lastbilerne var blevet mere energieffektive, var meengden af disse steget sa
meget, at de samlede emissioner var steget markant. Desuden var Dings
meget opmaerksom pa de uheldige konsekvenser ved iszer korte flyruter (un-
der 500 km), hvor emission pr. passager/km er voldsomt hgj. Endelig anbefa-
lede Dings priser pa breendstof som en effektiv mekanisme, hvilket blev de-
monstreret med en raekke tabeller, hvor lande med dyrt breendstof havde lave
CO2 emissioner og omvendt. | den forbindelse blev beskatning af biler i for-
hold til braeendstofforbrug ogsa naevnt.

Debat

MEP'erne var generelt utilfredse med, at Hiigel ikke mente, at lastbilbranchen
kunne ggare noget. Desuden var flere MEP'er interesserede i at hgre om mu-

lighederne for, og perspektiverne ved, at inddrage transportsektoren generelt
og vejtransport specifikt i handel med CO2 emissioner.

Hiigel papegede igen, at lastbilbranchen er uundveerlig, at energieffektiviteten
var steget, og at man ikke kan anvende andre braendstoffer end fossile. Med
hensyn til handel med CO2 emissioner var de tre eksperter alle forbeholdne.
Dels fordi priserne ansas for at veere for lave, og dels fordi det ville vaere van-
skeligt at administrere.

2/3



De tre eksperter blev herefter bedt om nogle bud pa hvad man konkret bar
gare.

Dings:
1. En bedre eurovignette
2. Etseerligt initiativ rettet mod flybranchen
Ludewig:
1. Program for yderligere reduktion af CO2 i jernbanesektoren preesen-
teres naeste ar.
2. Pris skal veere det vigtigste instrument
¢ Internalisering af eksterne omkostninger vil blive et drivveerk for
teknologi og politik
3. Transportomkostninger er generelt for lave

1. Beeredygtig transport skal behandles som en integreret del af den
overordnede beeredygtige energipolitik

Kommissionen naevnte tre konkrete initiativer p& omradet
1) Gregnbog om bytransport
o Offentliggjort i slutningen af september
e Nu foregar hgringsrunde, og naeste ar praesenteres en handlingsplan
2) Internalisering af eksterne omkostninger.
e | juni 2008 offentliggares en rapport, hvor en praecis metode til udreg-
ning af eksterne omkostninger vil indga.
3) Intelligent transport
e 12008 vil der veere nye initiativer pa dette omrade.

Med venlig hilsen

Jorgen Skovmose Madsen
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Energy and Environmental Aspects of Transport Policy

EXECUTIVE SUMMARY

The aim of this study was to identify economic and politically feasible measures able to
significantly enhance energy efficiency and to reduce negative impacts of transport activities.

The study started with an in depth literature review on recent statistics, studies, notes etc.,
focusing on the analysis of the impacts of the emissions caused by different transport modes and
of the suggested recommendations on how to tackle the related problems. The literature review
allowed to identify the most promising and cost efficient measures in the short, medium and
long term, with particular attention to technology developments. The study was carried out
considering primarily atmospheric emissions (NOx, SO, CO, PM;o, PM,5) and greenhouse
gases.

Methodology

The study was divided in two parts, part I dedicated to the analysis of technical databases, policy
documents and scientific literature and part II devoted to the presentation of advantages and
disadvantages of the identifies measures with the support of an analytical framework.

In order to give evidence to the complexity of the issues at stake, part I of the study is divided in
four chapters: the development of passenger and freight transport demand, the quantification of
energy consumption and pollutant emissions, the analysis of developments in vehicle
technology and fuels and the review of the policy documents, which in turn distinguishes
between the scrutiny of the EC policy action already in place and the suggestions from the
scientific literature and national experiences. The main sources of information were:

e FEUROSTAT and DG TREN “Keep Europe Moving” for the development of freight and
passenger demand,

e FEUROSTAT, GHG inventories sent by EU countries to UNFCCC, PRIMES, TREMOVE
and RAINS/GAINS models, EEA TERM reports and the EMEP emission database for
energy consumption,

e Car Manufacturers' Association (ACEA), scientific boards and research institutes (IEA,
FAO, EUCAR, EC JRC, JRC-IPTS, EMPA, ACARE for vehicle technology and fuel
innovation,;

e Most recent EC documents and communications as well as a series of recent studies (ECMT
2007 data-base, London Department for Transport 2004, Wuppertal Institute 2005, Banister
2006, TNO 2006, Joint Expert Group on Transport and Environment 2006, Stern 2006,
IPCC 2007 and ERTRAC 2007) for the review of the policy actions in place and the
suggestions from the scientific literature.

Part II of the study discusses the policy measures with the objective of identifying the most
promising ones from the point of view of cost effectiveness, feasibility and suitability. The three
chapters of Part II include the classification of measures into nine policy packages, their analysis
from different perspectives (the targeted transport mode, the expected type of effect, the
relevance of the impact, the time horizon and the reference area for the implementation, the
concerned institutional level, either local, national or European, the stakeholders involved and
the cost effectiveness) and eventually the final recommendations.
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Energy and Environmental Aspects of Transport Policy

Policy packages and measures

Policy packages Measures Descriptions
Reduction in emissions and fuel New target CO, emissions: car 120g/km and
consumption vans 175 g/km to 2012 - COM (2007) 19
Reduction in vehicle and engine Measure aimed to change design to reduce
resistance factors weight and consumptions
Increase efficiency in automotive Efficiency requirements automobile air
conditioning system
Technological New tyre (energy efficiency) Labelling scheme for tyre
improvements Labelling scheme of car fuel New labelling scheme amended car fuel

(Vehicles and fuels)

efficiency directive (1999/94EC)

R&D

Support projects improve vehicles 40% CO,
reduction

Energy innovation

Alternative fuel, second generation of biofuel
able to reduce CO, and air pollution emissions

Efficiency energy

Improve, accelerate development research

Ecolabel

Environmental certification

Pricing and taxation

Taxation reform

Link taxes on passenger cars to CO, emission
level (tax large cars/SUVs more strongly)

Fiscal incentive to encourage the cleanest light
duty vehicles classes

Explore possibility of Emission Trading Scheme

Toll system HDV (freight)

Amended “Eurovignette” Directive (1999/62)
based on vehicle air emissions

In congested corridor and sensible areas (i.e.
Alpin region)

Toll roads in congested corridors

Internalising external costs of transport (such as:
congestion and environmental costs)

Road pricing in urban and
metropolitan area

Congestion pricing, value pricing, road tolls and
HOV lanes

Parking tariffs/pricing

Charging motorists directly for parking

Tradable mobility credits

Tradable permit schemes among city users

Long distance travel
(passengers and
freight)

Rail Interoperability

Improving the seamless movement of trains
across the European rail network, both on High
Speed and conventional rail networks

Legal framework

Increase rail market share providing fair
competition (harmonisig regulation system
across EU)

Rail efficiency

Increase technical unit efficiency of rail

Rail service quality (passenger)

Stimulating rail usage by increasing the quality
(rolling stock, ICT, ticketing, etc.)

Intermodal facility for passengers

Develop service integration by mode (train, air,
maritime, road) and trip (long/short distance)

Intermodal facility for freight

Intermodal loading units and freight integrators.
Freight facility incentives to offset the capital
costs of providing rail freight handling and
operating facilities

Rail efficiency and capacity

Improve rail capacity by using advantage
technology in key corridors (metropolitan areas)
and rail bottlenecks
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Policy packages

Eco-friendly

Measures

Ecological driving (speed limits)

Descriptions

Strategies for improving driving behaviour,
energy-efficiency and traffic safety among
drivers

De-marketing of car

Campaign to de-market cars to change public
attitudes and develop environmental certification
(ecolabels)

Logistics

Logistic management (integrated
supply chain)

Strategies to improve the efficiency of freight
transport and storage

City logistics (freight distribution
centres and regulation)

Strategies to improve the efficiency of freight
distribution in urban areas

Increased load factor

Strategies to optimise the load capacity of freight
vehicles

Source: TRT.
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The Quantification of the Transport Impacts

About one third of the final energy consumption in the EU-25 is related to transport (excluding
maritime transport and pipelines) reaching 352 million tonnes of oil equivalent (Mtoe) in 2004.
Road transport is by far the dominating sector consuming nearly 83% of the energy used for
transport purposes.

The transport market today is almost entirely dependent upon oil-based fuels and is responsible
for about 70% of the final oil demand in the EU-25. The fuel mix is slightly changed in terms of
importance of renewable energy sources (RES): looking at 2005 figures, almost 1% of the final
energy consumption in transport is shifted from oil-based fuels (97%) to biofuels, with
electricity energy having a stable 2%. The share of oil-based sources was 98% in 1990.

Emissions from the transport sector are a significant and growing contribution to EU overall
greenhouse gas emissions: in 2005 transport contributed to total GHG emissions (CO,, CHa,
N,O) in the EU-27 for a 24,1% (including international aviation and maritime transport and
excluding land-use change and forestry activities which can remove greenhouse gases or reduce
emissions). What worries more is not its actual share on total GHG emissions but the past and
expected trends. Between 1990 and 2005, emissions from transport increased by 26% in the old
15 Member States reaching 880 Mt, and is expected to continue to grow due to the trends in
passenger and freight transport demand.

Transport contribution to air pollution is also significant, but thanks to innovations in exhaust
gas treatment in road vehicles (induced by the introduction of EU standards), improved fuel
quality (especially reduced sulphur concentration), increased electrification of EU railways
emissions of harmful substances from land transport have decreased significantly between 1990
and 2004.

The Need of a Consistent Mix of Policy Measures

The problems due to the current levels of transport emissions are serious and, without a
coordinated intervention, will in some respects get worse. Only a sophisticated policy mix can
respond to such a demanding challenge.

The literature review and the analysis of a number of practical actions strongly support the point
of view that fo achieve substantial reductions in transport emission it is necessary to combine
mutually supporting policies, involving a variety of stakeholders.

There seems to be a general agreement that individual policies will not significantly contribute
to reduce CO; emissions and improve air quality, and that only combined polices or policy mix
including soft measures designed to raise awareness can. Policy mix can help mitigating the
negative effects of a single measure, and therefore increase acceptability, can help control for
rebound effects, i.e. problems of reversing the initial benefit by readjustments of individual
behaviours, but the important aspects is that the combination of push and pull policies are able
to simultaneously improve different dimensions of the transport emissions problems, The
synergies of combining different measures are such that the effect of their combination is better
then the sum of the effects of individual policies.

Up to now, modal shift induced by increasing the supply of competitive modes (rail, short sea
shipping, inland waterways, metros, etc.) have shown to be weak in terms of CO, and emissions
abatements, particularly for long distance travel. The reasons for this are manifolds: investments
in new infrastructure take a long time to be completed and therefore results become apparent
after years, but the main one is that in general the shift of demand has shown to be much lower
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then expected. Indeed, people and goods are reluctant to abandon the road and air mode also
when they new or upgraded infrastructure of competing modes are in place, unless they are
pushed by demand management integrated policies.

To reduce GHG, energy consumption and air pollution in the European transport sector a
coordinated combination of individual policies is necessary. This policy mix covers all modes of
transport and includes ambitious fuel-efficiency targets, improved standards for vehicles and
fuels, reduction in road and air transport activity through pricing, logistics and behavioural
changes. The three pillars of the mix of mutually supporting policies are:

e Technological development (use of new vehicles technologies and alternative fuels),

e Pricing (reform of taxation in the transport sector to full account for environmental impacts,
Carbon tax, Eurovignette),

e Accompanying measures to optimise the use of vehicles, infrastructures as well as to
promote behavioural changes.

The Relevance to focus on Selected Policy Actions

There is little strategic case for action in all places and therefore the EU policy should focus on
those parts of the system that are more critical:

(1) congested urban and metropolitan area, where the majority of passenger trips take place;

(i1) key interurban corridors where domestic intra-EU and international trades are
concentrated;

(111)  environmental sensible areas (Alpine region, Baltic Sea, etc.).

The ways to approach the CO, emissions and air quality impacts of the transport sector are in
many cases overlapping and this implies that there are significant synergies in tackling the two
problems in a coordinated way. Air pollution policies should concentrate in urban and
metropolitan areas as well as in environmental sensible areas, where the impacts are particularly
high. CO; and in general GHG emissions are function of total transport demand and therefore
urban areas and key interurban corridors are priority areas of intervention.

It might be counter-productive to call for action on all measures; priorities should be given to
measures that can produce benefits in the short term, and this include the option to make the best
use of the existing transport networks.

(a) Increase fuel efficiency for all modes of transport. There is a general agreement that
technology is the most promising and effective tool to reduce transport’s pollution and
GHG emissions. Nevertheless, technology progress per se is not sufficient, while the
severity of the problem requires implementing also policies that produce results in the
short term, including incremental improvements of the current technologies, use of
electric and hybrid vehicles, train, vessels. The focus should be on increasing fuel
efficiency for all modes of transport, especially air and road transport including vehicles
in the Eco-design Directive and the planned Energy End-use Efficiency Directive and
reducing the emission target for passenger car fleet to 120 g CO; per vehicle kilometre
by 2012 and to 100 by 2020 and extend such an approach to cover trucks, aircraft,
vessel. COM (2007) 19 underlines that in a long-term vision the Commission will
support research of “improvements in vehicle efficiency that will deliver as much a 40%
reduction in CO, emission passenger cars for the new vehicle fleet in 2020. This would
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(b)

(c)

(d)

(e)

Q)

correspond to a new car fleet average of 95¢ CO»/km”. To reach this target, a system of
emission credits has been proposed, see also Carbon Allowance Reduction System
(CARS) recently proposed in the European Parliament Report (see also point c).

Get the prices right so that passengers and freight face the full cost of travel and feel the
consequence of their decision. A general reform of taxation in the transport sector,
clearly based on CO, emission and other environmental emissions, appears to be a
fundamental instrument to maximise abatement of emissions. The policy should be
designed in order to provide strong incentives to shift toward better performing vehicles
in all transport modes: tax levels linked to energy and emission efficiency of the vehicles
(lower for the most energy-efficiency, higher for the less energy efficiency), to
congestion pricing on roads and to environmental pricing across modes.

Introduce innovative measures based on the “emission trading” approach. One
argument often raised against road pricing is that imposing an additional cost to car users
affect unfairly different population groups, e.g. low-income individuals that have no
alternatives to using car. Technologies now allow for introducing more sophisticated
push and pull approaches toward a more sustainable urban mobility based on a mix of
“pay as you go” and rationing policies based on the possibility of trading the external
costs of transport. A first step in this direction is to couple road pricing with a
mechanism based on fradable mobility credits. Mobility credits would guarantee to
everyone the freedom to move and will be differentiated according to several dimensions
like the vehicle type (size, emission class), but also the supply of alternative modes. The
same closed market mechanism applied on the car manufacturing side, the Carbon
Allowance Reduction System (CARS), might help in obtaining substantial reduction in
CO, emission levels (see point a): manufactures and importers will be required to pay
financial penalties in proportion to any exceedance per car sold of the emissions limits.
These penalties may be offset by redeemable credits awarded to newly registered
passenger cars of the same manufacturer with emission below the limit value curve.

Support modal shift from individual car to public transport, pedestrian and cycling, in
urban areas and from road to rail freight transport through pricing policies and soft
measures. As stated before, urban and metropolitan areas suffer of high levels of
pollution and at the same time alternatives modes to private transport are already
available. A combination of pricing policies (congestion charging) and improvements in
the public transport supply can significantly reduce emissions, particularly if public
transport service enhancements are achieved through short-term measures, fleet renewal,
bus priority, information technologies etc.

Induce a more efficient organisation of road freight transport. For long distance freight
transport, truck-km charges have shown to be able to induce a process of rationalisation
of distribution systems and logistics organisation, and thus to reduce distances optimise
routing, load factors and occupancy rates. There is a general agreement that the freight
distribution sector as well as logistics have still margins for optimisation and this might
be exploited by taxation and charging policies strongly differentiated in order to
encourage a more efficient use of the existing fleets.

Promote more responsible behaviour of road users. Develop eco-drive procedure in the
road transport sector (freight and passenger) to reduce emission and consumption. De
marketing of cars, support to car sharing and car pooling initiatives, support to green
logistics, promoting eco drive ITS are all soft measures that might play a highly positive
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role in strengthening the positive impacts of other hard measures and in some cases in
mitigating the negative ones.

(g)  Encourage integrated land use and transport planning. Spatial planning at urban and
regional level might play an important role in the medium long term both in slowing
down the increase in distance travelled both for goods and passengers and in increasing
the attractiveness of alternative modes by concentrating new developments along rail, or
metro or near ports or intermodal nodes.

The actions will, inevitably, have to be adapted for specific countries, regions, urban areas
whose needs and problems vary widely. As a consequence, the “weight” of each package or
measure in the policy mix has to be carefully chosen in order to better exploit their potential
positive impacts.

The Interaction among the Policy Actions

Looking at the synergies between the individual measures, policies might be organised into
clusters and implemented according to a coherent fashion. In the near term, priority should be
given to incremental improvements of the current technologies, use of electric and hybrid
vehicles, train, vessels.

In order to be effective, the use of alternative fuels (such as natural gas, bio-fuels, electricity and
hydrogen) needs to be supported in the medium-long term by:

e Tax incentives;

e (Green research program for the second generation of bio-fuels (production of the ethanol
from the cellulose);

e Extend emission targets to cover trucks, aircraft, vessel,
e Training campaign (eco-driving) for professional and common drivers;

e De-marketing campaign of the car transport mode: How clean is you car brand? / How clean
is your transport mode?

Policies for cleaner vehicles and vehicle efficiency will take advantage and see their impacts
emphasised if combined with:

e Promotion of congestion charge in cities and selected (congested) corridors;
e Incentives to increase occupancy and load factors to offset the costs of road pricing to user;
e Promotion of a CO, emission charge related to type of vehicle and distance travelled.

Changes in travel behaviour are an unavoidable condition for the success of the policy mix, and
measures like the one listed below can help going in this direction.

e Demand management (route and parking guidance in urban areas, car sharing, work and
school travel plans);

e Traffic management system and optimisation of freight transport logistics;

e Develop eco-drive procedure in the road transport sector (freight and passenger) to reduce
emission and consumption.
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Policy Recommendations by Transport Mode

As recently suggested by the European Commission (COM (2007) 19 and 22 final), many
measures have to be implemented in order to reduce the negative impacts of road transport on
the environment. The recommended policy process should start from technological measures for
improving used and consumed products (vehicles, fuels, innovative materials), then consider
process measures (such as transport flows optimisation finalised to reduce the distances
covered) and economic leverages (measures of economic regulation or road pricing). The last
component of such a process are the soft measures (Transport Demand Management) finalised
to maximize the people-moving capability of the transportation system by influencing the time
of, or need to, travel and capable of increase the feasibility of more environmental friendly
modes of transport (public transport, walking and cycling, speed limits, information technology,
etc.). The effectiveness of TDM measures is clearly visible in urban areas with high density of
inhabitants, through actions aimed at spatially distributing urban or suburban functions, in terms
of activity patterns of people in the physical setting.

Rail transport should reduce its impact on the environment thanks to two main leverages:
efficiency in passenger and freight services (e.g. increased load factors and cost effectiveness of
the whole transport activity) and integration in the intermodal chain. To maximise benefits,
interoperability should be defined and pushed on High Speed Trains and conventional lines
(including track access to terminals and main port facilities according to Directive 2004/50 /EC)
on the basis of the same rationale, the same regimes and the same technical and administrative
requirements.

Public transport in urban areas should be improved with a complete mix of policies, where
economic measures concerning the supply are supported by proper TDM policies for managing
demand in a sustainable way, with specific attention to those measures capable of reducing car
use and increasing telecommuting actions (as for the Green Paper of Urban Transport).

Aviation’s ecological footprint has been rising steadily in the past due to the increasing demand
for air traffic and despite efficiency increases achieved trough technological improvements and
operative measures. There is a lack of political action to reduce environmental impacts from
aviation at international level, despite the growing trend foreseen for the next decades. Added to
further technological advancements, the economic regulatory leverage mixed with a price
policy, including emissions trading (as proposed in the Directive EC 2006), is suggested as the
best instrument to re-align the sector to a more sustainable growth.

Maritime transport (deep-sea, short-sea and inland shipping) has a wide range of measures
able to reduce its polluting effects, such as technological innovations (advanced vessel/hull
design concepts, low-sulphur marine bunker fuels, marine engine improvements), economic
instruments (environmentally differentiated port fees and charges, fleet renewal incentives) and
economic or operational measures for promoting intermodal transport (rail links connecting
ports and inland terminals, bonus to shift lorries from road to sea).
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