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Mega trucks: a solution or a problem? 

SUMMARY  

The Weights and Dimensions Directive of 1996 sets maximum vehicle dimensions and 
weights for national and international road transport in the EU. However, Member 
States are able to decide on derogations from these rules for vehicles used only in 
national transport. Longer and heavier vehicles (LHVs) also known as mega trucks, 
gigaliners, eurocombis, and ecoliners, typically measure 25.25 metres in length and up 
to 60 tonnes in weight. They are currently allowed in Finland, Sweden and the 
Netherlands, and are being tested in Denmark and some German Länder.  

Two contrasting visions underlie the discussion surrounding LHVs. Proponents argue 
that their use can reduce operational costs and greenhouse gas emissions. Opponents 
disagree, stressing that LHVs would increase safety concerns and infrastructure 
challenges with respect to pavements, bridges, and tunnels. The various studies on 
LHVs have not been able to bring more clarity to the debate, given the persisting 
disagreements on LHV-related impacts. 

In April 2013, the European Commission proposed revising the Directive to allow more 
energy-efficient, aerodynamic vehicles to be put on the market, and to improve road 
safety. The reactions from stakeholders were mixed, with road hauliers, 
manufacturers, and shippers supporting the proposal, and rail and combined transport 
operators and environmental protection associations opposing it.  

In April 2014, the European Parliament adopted a report in first reading rejecting the 
controversial proposal to allow cross-border use of LHVs, and urging the Commission 
to carry out an impact study by 2016. The study should focus on the effects of cross-
border LHV traffic on competition, the environment, safety, the cost of infrastructure 
modernisation, and the distribution of transport operations by road, rail, and water. 
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Background 

Road freight transport is a prerequisite for local, regional and global trade and 
production. The sector employs nearly 3 million people in the EU. Transporting goods by 
road is a central element of the freight task except in the limited circumstances where 
freight can be transported by rail or water alone. However, the growth of freight 
transport is threatening parts of the European Union (EU) transport system with 
congestion and growing economic costs.  

Experts argue that the increasing prominence of issues such as climate change, resource 
scarcity, sustainability and pollution brings to light critical challenges that road transport 
will face in the coming years. In terms of energy consumption, transport as a whole 
accounts for over 30% of the total energy consumed in the EU; within that, 82% is 
attributable to road transport. In addition, lorries represent around 25% of EU road 
transport CO2 emissions and some 6% of the total EU emissions. Until the recent 
economic downturn, most forecasts were for continuing growth in freight transport, 
particularly road freight. The onset of economic recession changed the short term 
outlook but did little to allay problems of pollution, congestion, resource consumption 
and greenhouse gas (GHG) emissions in the long term, or general public aversion to truck 
operation. 

The European Commission's White Paper on transport policy (2011) set a goal of 
reducing transport carbon emissions by 60% by 2050 in comparison with 1990 levels. In 
this context, in April 2013, the European Commission proposed a revision of the rules on 
the weights and dimensions of road vehicles, to allow more energy-efficient, 
aerodynamic vehicles to be put on the 
market. 

Mega trucks in the EU 

Features 
The Weights and Dimensions Directive of 
1996 sets the maximum vehicle and loading 
dimensions in national and international 
road transport in the EU to 16.5 metres (m) 
in length (18.75 m for road trains, i.e. a rigid 
body lorry towing two or more trailers),     
2.6 m in width, 4 m in height, and 40 tonnes 
(t) in weight or 44 t for intermodal transport 
(i.e. where the major part of the journey is 
by rail, inland waterways or sea, and any 
initial and/or final legs carried out by road are as short as possible).  

In contrast, longer and heavier vehicles (LHVs) also known as mega trucks, gigaliners, 
eurocombis, and ecoliners typically measure 25.25 m in length and weigh up to 60 t. 
While the Directive harmonised the maximum dimensions and weights of road vehicles, 
it allowed Member States to decide on derogations from the rules as far as national 
transport operations are concerned. However, only five Member States are currently 
making use of this possibility. As shown in figure 1, LHVs are only used for transporting 
services representing just over 4% of the EU market in volume. 

Figure 1 - EU road freight market in volume and 
the share of LHVs 

 
Data source: A review of mega trucks, European Parliament, 
Policy Department B, 2013. 

http://ec.europa.eu/transport/facts-fundings/statistics/doc/2013/pocketbook2013.pdf
http://www.internationaltransportforum.org/jtrc/infrastructure/heavyveh/FreightBetterTrucksFullReport.pdf
http://epp.eurostat.ec.europa.eu/cache/ITY_OFFPUB/KS-DK-13-001/EN/KS-DK-13-001-EN.PDF
http://ec.europa.eu/clima/policies/transport/vehicles/heavy/index_en.htm
http://epp.eurostat.ec.europa.eu/statistics_explained/index.php/Road_freight_transport_statistics
http://epp.eurostat.ec.europa.eu/statistics_explained/index.php/Road_freight_transport_statistics
http://ec.europa.eu/transport/themes/strategies/2011_white_paper_en.htm
http://ec.europa.eu/transport/modes/road/weights-and-dimensions_en.htm
http://ec.europa.eu/transport/modes/road/weights-and-dimensions_en.htm
http://eur-lex.europa.eu/legal-content/EN/TXT/?qid=1395675566027&uri=CELEX:31996L0053
http://europa.eu/legislation_summaries/transport/intermodality_transeuropean_networks/l24089_en.htm
http://www.ipolnet.ep.parl.union.eu/ipolnet/webdav/site/myjahiasite/shared/poldepb/transport/pe513971_en.pdf
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Use of longer and heavier vehicles in the EU 
LHVs are allowed in Sweden, Finland, and the Netherlands, and are used under trial 
conditions in Denmark and some German Länder (see figure 2). For trials, a special 
temporary permit is given, and the vehicles can be operated under strict conditions for 
specified periods and/or trajectories.  

LHVs were allowed in Sweden and Finland prior to their accession to the EU, and in 1997 
the two Member States were granted exemptions from the Directive. Most public roads 
in Sweden and Finland are equipped for and open to LHVs. In the Netherlands three 
trials were carried out between 2001 
and 2012, and since late 2012, LHVs 
are allowed on Dutch roads.  

In Denmark, trials started in 2008 
and are scheduled to run until 
January 2017. However, LHVs can 
only be operated along certain 
sections of the national road 
network designated by the Road 
Transport Authority. Germany 
initiated trials at the beginning of 
20121. Yet, only seven out of the 16 
Länder allow use of LHVs on the road 
network crossing their territory. 

The issue of cross-border traffic of 
LHVs under the Weights and 
Dimensions Directive has prompted 
numerous questions. In response, in 
2010, the European Commission 
indicated that cross-border use of 
LHVs would be treated as an 
infringement to the Directive. Yet, 
over the same period LHV traffic was 
allegedly taking place between Sweden and Finland and also between Denmark and 
Germany. This prompted objections and criticism on the part of the European Parliament 
(EP). The matter was referred again to the European Commission which altered its 
stance. The new interpretation provided by Commissioner Siim Kallas in a letter sent to 
the EP's Transport and Tourism committee in June 2012, stressed that the Directive 
allows for derogations under strict conditions, and that "the definitive interpretation of 
EU law remains with the Court of Justice of the European Union". The rationale for this 
was that EU rules were intended to prevent Member States from keeping foreign 
vehicles that met the standards set out in the Weights and Dimensions Directive out of 
their markets, not to prevent Member States accepting LHVs.  

The new interpretation sparked a major controversy, to the extent that both Parliament 
and Commission presidents became involved in the matter as intermediaries through an 
official exchange of letters. In his letter, EP President Martin Schulz criticised the 
approach taken by the Commission, and expressed concern notably over Commission's 
intentions of reinterpreting the current Directive instead of tabling a new proposal (i.e. 

Figure 2 - Circulation of mega trucks in the EU 

 
Data source: A review of mega trucks, EP, Policy Department B, 2013. 

 

https://www.dpa-news.de/views/b2b/thema-details.jsf?nh=qi3n7a.4&pm4j=%7b%22cat%22:%22INSIGHT_EN_MOBILITAET%22,%22sec%22:%22DPA_INSIGHT_EN%22,%22navi.backPos%22:%22th32277597%22,%22moid%22:32277597%7d
http://www.internationaltransportforum.org/jtrc/infrastructure/heavyveh/FreightBetterTrucksFullReport.pdf
http://www.modularsystem.eu/download/facts_and_figures/3839282_longer_and_heavier_vehicles_in_prakt.pdf
http://www.government.nl/issues/freight-transportation/requiremenst-for-lorries
http://www.europarl.europa.eu/RegData/etudes/etudes/join/2013/513971/IPOL-TRAN_ET(2013)513971_EN.pdf
http://www.bmvi.de/SharedDocs/DE/FAQs/Lang-Lkw/lang-lkw-faq.html?nn=35602
http://www.europarl.europa.eu/sides/getAllAnswers.do?reference=E-2010-0200&language=EN
http://www.europarl.europa.eu/sides/getDoc.do?type=WQ&reference=E-2010-0200&language=EN
http://www.europarl.europa.eu/sides/getDoc.do?type=WQ&reference=E-2010-6164&language=EN
http://www.library.sso.ep.parl.union.eu/lis/site/newsContent.form?src=3&agId=14&id=34233&fileName=aeen0328.htm#tag12
http://ec.europa.eu/transport/modes/road/doc/2012-06-13-kallas-reply-to-simpson.pdf
http://docs.dpaq.de/1304-lettre___barroso.pdf
http://www.ipolnet.ep.parl.union.eu/ipolnet/webdav/site/myjahiasite/shared/poldepb/transport/pe513971_en.pdf
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which would allow Parliament to co-legislate on proposed changes).  In response, José 
Manuel Barroso confirmed in a letter of July 2012 to Martin Schulz, that the Commission 
was preparing to revise the Directive and would also take the opportunity to clarify the 
rules for cross-border use of LHVs. In April 2013 the European Commission published a 
proposal to revise the Directive. 

Longer and heavier vehicles in Australia, Canada and the United States 

Research carried out in these three countries points to the possibility of achieving productivity 
gains and reductions of GHG emissions through the use of LHVs. However, the authors stress that 
this conclusion cannot be simply transferred to areas with very different conditions - e.g. in terms 
of geography or infrastructure - without specific evaluation. 

In Australia, LHVs are referred to as Higher Productivity Vehicles and were first introduced in 
1984. They measure between 26 and 53.5 m and have a have a maximum weight of between 
68.5 and 125 t. In Canada and the United States LHVs are called Long Combination Vehicles 
(LCVs). In Canada they consist of a tractor and two or three trailers or semi-trailers. Depending on 
the type of LCV, gross weights between 53.5 and 62.5 t and lengths of up to 38 m are permitted. 
LCVs are operated under permit in the provinces of Alberta, Saskatchewan, Manitoba and 
Quebec. They are generally restricted to four lane highways. 

LCVs were first used in the United States during the late 1950s. The Intermodal Surface 
Transportation Efficiency Act regulated the LCV network in 1991. At that time 21 States allowed 
the use of at least one form of LCV. In 2009, LCVs were allowed in certain States but not on 
interstate network. 

Pros and cons 

What studies tell us about mega trucks 
In 2007, the European Commission launched consultations on a possible revision of the 
Weights and Dimensions Directive. The starting point was a study (2008) on the effects of 
the international use of LHVs on key parts of the EU road network. The conclusions of the 
study have been the subject of continued debate, particularly regarding the assumptions 
on demand elasticities and cross-elasticities between road, rail and other modes of 
transport (e.g. showing how demand for a good or service changes when its own price 
changes and when the price of other goods or services changes). The study concluded 
that there was "no evidence of strong negative impacts of LHVs on road safety and 
infrastructure, if the relevant investments are done." It recommended the introduction 
of LHVs, but suggested starting with weight limits of 50 t or 52 t (as opposed to 60 t) due 
to the reduced infrastructure impact of this option, and the fact that most operators are 
more interested in increasing available volume than weight.  

In 2009, the Joint Research Centre of the European Commission provided a comparative 
review of main studies on LHVs. The study asserted that "the introduction of [LHVs] 
would be beneficial for the EU economy and - under certain conditions - environment 
and society as a whole." Whilst it indicated that some other studies "identify potential 
problems raised by the introduction of [LHVs] that in most cases concern their external 
costs", it suggested that these concerns could be managed. 

A study commissioned by the European Parliament's Committee on Transport and 
Tourism was presented to Members in September 2013, and met with criticism for a 
perceived lack of clear conclusions. It reviewed eight studies previously carried out in the 
EU (including the two studies presented in this section, and various other studies 
commissioned respectively by the UK Department for Transport (2008, 2011), the 

http://www.michael-cramer.eu/fileadmin/documents/2012-07-31_-_Barroso_reply_to_Schulz_on_Gigaliner_issue.pdf
http://eur-lex.europa.eu/legal-content/EN/TXT/?qid=1395677816458&uri=CELEX:52013PC0195
http://www.internationaltransportforum.org/jtrc/infrastructure/heavyveh/FreightBetterTrucksFullReport.pdf
http://ec.europa.eu/transport/themes/strategies/studies/doc/2009_01_weights_and_dimensions_vehicles.pdf
http://www.internationaltransportforum.org/jtrc/infrastructure/heavyveh/heavyveh.html
http://www.allianz-pro-schiene.de/presse/pressemitteilungen/2009/2009-28/eu-report.pdf
http://www.allianz-pro-schiene.de/presse/pressemitteilungen/2009/2009-28/eu-report.pdf
http://www.ipolnet.ep.parl.union.eu/ipolnet/webdav/site/myjahiasite/shared/poldepb/transport/pe513971_en.pdf
http://www.library.sso.ep.parl.union.eu/lis/site/newsContent.form?src=3&agId=14&id=37117&fileName=aeen0907.htm#tag12
http://www.dft.gov.uk/rmd/project.asp?intProjectID=12704
https://www.gov.uk/government/publications/longer-semi-trailer-feasibility-study-and-impact-assessment
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Swedish government (2008), the Community of European Railway and Infrastructure 
Companies (2009), the Dutch Ministry of Transport (2010), and the International 
Transport Forum (2011).  

Concerning infrastructure wear, road traffic flow, road safety and GHG emissions - the so 
called 'externalities' - the study concluded that the freight market alone would not create 
the most beneficial system without well designed policy interventions to 
limit/compensate for their negative impact (e.g. charging a levy on road freight to pay for 
infrastructure improvements). On road safety in particular, the authors indicated that 
while there was a broad acceptance that LHVs were likely to cause more serious 
accidents due to their size, there was less agreement on whether LHVs were more likely 
to be involved in accidents than conventional trucks.  

In addition, they pointed out that there was consensus on the fact that LHVs would 
reduce operating costs for road freight and GHG emissions per tonne-km of goods 
transported as there would be fewer vehicles on the roads to transport the same amount 
of goods. However, operating costs per vehicle-km would be higher, since the vehicles 
themselves are larger and therefore would use more fuel. The analysis also showed that 
LHVs would lead to some degree of modal shift (i.e. a shift in transport modes) from rail 
and waterborne freight to road freight, due to the reduced operating costs per tonne-
km, but with a significant disagreement over the extent of this modal shift. In other 
words, the benefit of using fewer vehicles to transport the same amount of goods may 
be offset, or even reversed in the end (i.e. if reduced operating costs lead to substantial 
shift from relatively clean modes, like rail, to road). Given the persisting disagreements 
on modal shift and other LHV-related impacts, the authors of the study recommended 
that an impact assessment be undertaken, and that the results of undergoing trials be 
monitored carefully. 

Two contrasting visions  
The potential negative impacts of LHVs are generally linked to safety and infrastructure. 
Road safety is one of the key concerns, notably as the severity of accidents where these 
vehicles are involved is perceived to be higher than in the case of conventional vehicles, 
especially on certain types of infrastructure such as tunnels and bridges. Fire safety, 
particularly in tunnels, is a concern for all LHVs. In addition, the time necessary to clear 
the road of a damaged LHV may be fairly long and therefore increase the probability of a 
secondary crash. Another related concern is the clearing time required at crossroads and 
railway level crossings. It is generally assumed that the manoeuvrability of a vehicle is 
reduced with additional length. Poor manoeuvrability can cause problems to other road 
users and even represent an additional accident risk factor. Other concerns include blind 
spots, braking performance, vehicle stability, and overtaking manoeuvres.  

The impact of LHVs on infrastructure also gives rise to some specific concerns. Certain 
pavements and bridges may not be able to sustain the higher stresses caused by LHVs, 
especially in the case of multiple LHVs crossing the same bridge at the same time. Most 
bridges are designed on the basis of conventional load models. Those models are often 
conservative because they must remain simple and allow for the many different 
scenarios that could occur over the whole lifetime of the structure (i.e. 10 to 40 years for 
a pavement, and 20 to 100+ years for a bridge). They are usually based on standardised 
design vehicle concepts and on the legally allowed maximum size and load. As regards 
tunnels, special concerns are raised if LHVs were to be allowed to carry dangerous goods, 

http://www.vti.se/en/publications/the-effects-of-long-and-heavy-trucks-on-the-transport-system-report-on-a-government-assignment/
http://www.cer.be/publications/studies/studies-details/study-long-term-climate-impacts-of-the-introduction-of-megatrucks/
http://www.cer.be/publications/studies/studies-details/study-long-term-climate-impacts-of-the-introduction-of-megatrucks/
http://www.rijksoverheid.nl/documenten-en-publicaties/rapporten/2010/03/01/longer-and-heavier-vehicles-in-the-netherlands-facts-figures-and-experiences-in-the-period-1995-2010.html
http://www.internationaltransportforum.org/jtrc/infrastructure/heavyveh/FreightBetterTrucksFullReport.pdf
http://www.internationaltransportforum.org/jtrc/infrastructure/heavyveh/FreightBetterTrucksFullReport.pdf
http://archive.etsc.eu/documents/ETSC_Position_on_Longer_and_Heavier_Vehicles.pdf
http://www.ipolnet.ep.parl.union.eu/ipolnet/webdav/site/myjahiasite/shared/poldepb/transport/pe513971_en.pdf
http://www.internationaltransportforum.org/jtrc/infrastructure/heavyveh/FreightBetterTrucksFullReport.pdf
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a circumstance that would require additional safety provisions in order to minimise the 
risks. It has been argued that allowing LHVs access to roads which were not designed for 
them could potentially have serious consequences for both the infrastructure and the 
vehicle, and would require a thorough previous assessment2. 

Likely positive impacts from the introduction of LHVs are expected with respect to a 
reduction in operational costs and GHG emissions. The wider use of LHVs in the EU is 
generally anticipated to reduce the operating costs per tonne-km of transported goods 
for road freight, even if the costs of operating each vehicle would be higher (see also the 
section reviewing existing studies). This reduction in costs is believed then to lead to road 
freight transport becoming more competitive at the expense of rail and waterborne 
transport. Whilst there is broad consensus that some modal shift effects would occur 
should LHVs be introduced, there are large variations in the predicted size of this impact. 
Due to the limited areas in which LHVs have been allowed in the EU so far, there is a lack 
of direct evidence to show the impact of the introduction of LHVs on modal split (i.e. the 
relative share of each mode of transport). While some studies estimate a relatively large 
impact on modal split as a result of the introduction of LHVs, this has not been observed 
in the trials in the Netherlands; as well, a history of allowing LHVs does not seem to have 
influenced the modal split in Sweden and Finland which have some of the largest modal 
shares for rail in spite of historically allowing LHVs.  

Similarly, most studies assume that GHG emissions per tonne-km of road freight would 
fall even though emissions per vehicle would increase, due to the fact that LHVs would 
carry larger loads. However, there is a substantial disagreement over the net impact of 
introducing LHVs on GHG emissions, since modal shift from (relatively cleaner) rail and 
waterborne freight to road, as well as expected higher demand, would lead to increased 
GHG emissions.  

To conclude, the impact of introducing LHVs on safety, infrastructure, operating costs, 
and GHG emissions would depend critically on the demand response of both road freight 
and competing modes, most specifically rail freight, as this would directly influence the 
extent of the modal split. 

Commission proposal 

The primary aim of the proposal is to improve truck aerodynamics, energy efficiency, and 
road safety. Road transport accounts for 82% of the energy consumption of the transport 
sector; therefore, with fluctuating oil prices, it has become essential to reduce the 
consumption of petroleum products. According to Commission preliminary studies, a so-
called "aero-nose" of between one and two metres could cut fuel consumption on the 
motorway by 5% to 10% at speeds of 80 to 90 kilometres an hour.  

To encourage the use of less polluting engines, many of which are heavier and therefore 
commercially less attractive than traditional ones, trucks with low-carbon technologies 
could exceed the current maximum weight by up to one tonne, depending on the weight 
of the alternative system. The proposal would also allow derogations from the maximum 
dimensions to add aerodynamic devices to the rear of vehicles or to redefine the 
geometry of the cabin, improving the drivers' field of vision, safety, and comfort. The 
Commission intends to detail these requirements at a later stage. In addition, to facilitate 
the development of combined transport, the proposal suggests a derogation of 15 cm in 
the length of trucks carrying 45-foot containers (13.72 m) which are increasingly used in 

http://www.internationaltransportforum.org/jtrc/infrastructure/heavyveh/FreightBetterTrucksFullReport.pdf
http://eur-lex.europa.eu/legal-content/EN/TXT/?qid=1395677816458&uri=CELEX:52013PC0195
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inter-continental and European transport. However, these longer trucks would only be 
allowed to travel up to 300 km from the port of unloading. The cross-border use of LHVs 
would be permitted only for journeys crossing a single border, if the two Member States 
concerned already allow their use and if the conditions under the Directive are met (i.e. 
special permit delivered by national authorities, indivisible loads, no significant hindrance 
of competition, and adequate road infrastructure). 

The Commission argues that the most frequent infringement in truck transport results 
from overloading which costs the EU taxpayer an estimated €950 million a year. On 
average a third of all transporters checked are overloaded, with the licensed weight 
frequently exceeded by 10% or 20%. This not only causes wear to the roads and 
increases risk of accident, but also distorts competition between logistics companies. 
Therefore the Commission suggests that inspection methods are harmonised, with loads 
being weighed in moving traffic by built-in systems in the road or by measuring devices 
installed in the vehicles that transmit their data. The aim is to stop and inspect only those 
trucks where there is a suspicion of infringement. The proposed sanctions fall into 
several categories corresponding to the seriousness of the infringement.  

Institutions' and stakeholders' positions 

Reactions to the Commission's proposal were mixed. The supporters of the new 
Commission proposal include road hauliers, manufacturers (automobiles, telematics, 
tires, etc.), and shippers. Northern European countries (e.g. Sweden, Finland and 
Denmark) appear to be rather in favour of LHVs.  

In contrast, the opponents consist mainly of rail and combined transport operators, 
governments or administrations in charge of transport and/or infrastructure, and 
environmental associations.  Central and Western European countries seem to be much 
more cautious regarding LHVs.  

European Parliament views 

The Weights and Dimensions Directive was examined by the EP in first reading in April 2014. 
MEPs adopted by a large majority the report of the Transport and Tourism Committee 
(rapporteur Jörg Leichtfried, S&D, Austria) thus rejecting the controversial Commission proposal 
to allow the cross-border use of LHVs. Although MEPs maintained the status quo on using LHVs in 
the EU, they urged the Commission to carry out an impact study by 2016, focusing on the effects 
of cross-border LHV traffic on competition, the environment, safety, the cost of infrastructure 
modernisation, and the distribution of transport operations by road, rail, and water.  

The report suggests allowing longer truck cabins, if designed to cut emissions (e.g. by improving 
aerodynamics) or to prevent accidents (e.g. by reducing blind spots, and by elongating the shape 
of truck fronts, which is believed to better absorb shocks and protect pedestrians and cyclists in 
the event of a collision). The report did not indicate what additional length would be permitted, 
but suggested allowing the Commission to bring forward a delegated act on this. The EP's text 
would allow a weight increase of one tonne for vehicles using low-carbon technologies. In 
addition, aerodynamic flaps of up to 50 cm in length would be allowed at the rear of a truck to 
reduce drag and emissions. Trucks for use in combined transport operations could exceed the 
maximum length by 15 cm, to allow them to carry 45-foot containers.   

It is now up to the Council to adopt its own position. According to press sources, EU Member 
States wish to delay the implementation of the new rules. This would mean in practice that the 
new lorries would not be seen on the roads before 2024-2025. 

 

http://www.europarl.europa.eu/oeil/popups/ficheprocedure.do?reference=2013/0105(COD)&l=en
http://www.europarl.europa.eu/sides/getDoc.do?language=en&type=IM-PRESS&reference=20100323BKG71187
http://www.endseurope.com/35761/council-may-favour-weaker-lorry-dimensions-law?referrer=bulletin&DCMP=EMC-ENDS-EUROPE-DAILY
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The European Automobile Manufacturers' Association welcomed a revision of the 
existing legislation, which, if adequately implemented could contribute to more 
innovative, fuel-efficient and safer trucks. Similarly, the European Road Haulers 
Association praised the revision of the Directive, recalling that the reduction of fuel 
consumption is a primary concern for transport companies throughout the EU. The 
European Transport Workers' Federation (ETF) indicated that the proposal had some 
positive elements in terms of fuel saving, reduction of GHG emissions and law 
enforcement. However, it regretted the lack of concrete provisions to improve drivers' 
safety and comfort. The European Transport Safety Council supported the proposed 
improvements in the design of LHVs to reduce the risks for both car occupants and 
vulnerable road users. However, it did not recommend allowing LHVs to circulate across 
national borders in the EU. 

In contrast, the European platform 'No Mega Trucks' 
representing 230 organisations from 25 countries 
argues that LHVs are actually heavier than a fully 
loaded Boeing 737-300 (see figure 3) which makes 
them dangerous, environmentally damaging and 
costly. According to the platform, various opinion 
polls carried out across the EU indicated that citizens 
opposed LHVs. This is the case for 94% of Austrians, 
88% of Belgians, 81% of French, 77% of Germans, 
75% of British, and 69% of Poles. The Community of 
European Railway and Infrastructure Companies 
and the Association of the European Rail Industry 
both expressed their opposition to the cross-border 
use of LHVs, highlighting that such an approach 
would be contrary to the Commission’s own agenda 
for a 30% modal shift from road to rail and inland 
waterways by 2030, as part of the long-term 
objective to significantly reduce GHG emissions from 
transport. Similarly, the International Union for Road-Rail Combined Transport 
expressed its concern over the fact that some measures put forward in the Directive may 
hinder modal shift. For its part, EUROCITIES, the network of major European cities, 
stressed the need to further modify the Commission proposal to achieve real safety 
benefits for all road users, in particular cyclists and pedestrians.  

Endnotes 
 

1
 The German ordinance on exemptions from road traffic regulations for LHVs (LKWÜberlStVAusnV) which sets the legal 
framework for the trial of LHVs was issued without the involvement of the Parliament (Bundestag) and the Federal 
Council (Bundesrat). As a consequence, the opposition (the SPD and the Greens) questioned the legal basis of the trials 
and referred the government's exemption provision to the Federal Constitutional Court. The decision is still pending. 

2
 For example, upgrading public roads in Austria would require investments of more than €5 billion. 
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Figure 3 - Weight and dimensions of a 
Boeing 737-300 compared to a mega truck 

 
Data source: Freight on Rail, 2014. 
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