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Energy and the structural and cohesion policies 
 

1. INTRODUCTION 
 
The aim of this document is to analyse the implications, challenges and proposals that affect 
structural and cohesion policies in the context of current energy policy. 
 
Europe is facing a series of fundamental challenges with regards to energy including: the 
increased volatility of prices, the growing dependency on imports, the need for greater 
diversification of energy sources, the countries from which energy is imported and transport 
routes, the importance of greater integration of the energy markets, and the need for investment 
and climate change. 
 
As a result of these challenges the European Union has made energy its first priority for action, 
thus confirming the need for a new energy policy. 
 
This new energy policy must be compatible with and complement the measures implemented 
under the Union’s various policies, in our case those carried out under the agricultural, transport, 
fisheries and regional policies. In the same way, taking into consideration the importance of 
‘better regulation’, we need to take advantage of the various synergies in order to arrive at an 
effective and suitable policy that can deal with current and future challenges. 
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2. STRUCTURAL AND COHESION POLICIES 
 
2.1. Agricultural Policy 
 
2.1.1. Current context: the sector’s relationship with energy 
 
The high price of crude oil has revealed the growing dependence of sectors such as agriculture 
on imported energy. In order to respond to these challenges there is a desire to diversify energy 
sources and increase confidence in renewable energy sources. This is why biomass currently 
represents around half of renewable energy in the EU. 
 
Biomass has many advantages compared with the other conventional renewable energy sources, 
in particular relatively low costs, less dependence on short-term climate changes, the promotion 
of regional economic structures and the creation of alternative sources of income for farmers. 
The Biomass Action Plan establishes measures to develop it from wood, waste and agricultural 
crops, creates market-based incentives for using it, and eliminates obstacles to its development. 
It also establishes measures to encourage biomass in heating, electricity and transport 
complemented by horizontal measures that affect supply, funding and research into biomass. 
 
Non-food use1 of crops could provide new and significant markets for European farmers. The 
development of this sector has the potential to provide social, economic and environmental 
benefits. For example: 

 The use of renewable biological raw materials to produce energy and fuel can help to 
reduce greenhouse gases.  

 The introduction of new crops produced for industrial purposes can provide new 
habitats and benefit biodiversity.  

 Employment and rural development can benefit considerably.  
 

The increase in oil prices encourages the development of fuels, energy and materials from crops. 
Agriculture can provide important solutions to the energy challenges of the future. However, 
there are still adverse factors, including the cost of crops for basic materials, the lack of 
consumer knowledge about many products and technologies derived from crops, the lack of 
established supply chains, the poor flow of information between those involved and the need for 
a diversity of consumers to create a robust and competitive non-food market for agricultural 
products. The lack of a harmonised and coherent bioenergy market is a factor that restricts the 
development of energy and fuel crops.  
 
The most significant non-food applications for crops, in terms of both volume and value, are 
fuel and energy. The total energy generated from biomass amounts to the equivalent of 
approximately 56 million tonnes of oil every year, and the EU produced more than 2 million 
tonnes of bio-fuels in 2004. A considerable amount of land would have to be dedicated to crops 
for producing fuel and energy in order to fulfil the objectives set for 2010 in terms of renewable 
energy and fuels for transport.  
 
The EU is currently leading the way in the energy sector, as the technology is well developed, 
and productivity and the quality of the crops are high. Both the biomass sector and the fuel 

                                                 
1  EP external study, ‘The promotion of non-food crops’/ IP/B/AGRI/2005-02, July 2005. 
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sector offer a significant opportunity for adding value to the agricultural end of the supply chain, 
in terms of primary treatment on farms and final potential use. The main obstacle to the increase 
in production and use is currently the cost of basic materials in comparison with other more 
economical materials (for example, using waste to generate heat) or cheaper imports (for 
example, palm oil for the production of biodiesel). 
 
A large number of EU policies and a considerable body of legislation have an impact on the 
non-food markets for crops produced in the EU. The reform of the CAP is one of the most 
significant recent changes that most directly affect growers. However, a series of other policies 
have an impact on the non-food crop markets. Some policies are specifically aimed at 
encouraging non-food use, such as biofuels; however, for many the main objective is 
environmental benefits or market regulation.  
 
The reformed common agricultural policy1, including the decoupling2 of aid, the withdrawal of 
land from production3, support for crops for energy and fuel use, and the non-food use of starch 
have provided the conditions required for the development of non-food crops. However, farmers 
will only choose this option if the markets that they are selling them on are profitable and 
secure.  
 
EU policy shows an awareness of the potential of biomass energy and biofuels to contribute to 
environmental objectives, security of energy supply and new market opportunities for farmers. 
In recent years various tools have been established that may have contributed to the expansion 
of these sectors. However, as the Commission has recognised, growth has not been on the scale 
expected and new measures are needed in order to achieve the objectives for electricity and fuel. 
With regard to materials from non-food crops, there are few signs of real activity to boost the 
sector at European level. What is most important is broader legislation, in particular on waste, so 
that the EU can gain the maximum benefit from non-food crops. 
 
2.1.2. Recommendations  
 

→ We need to increase the maximum area eligible for additional aid under the energy crop 
rules above the current EU ceiling of 1.5 million hectares. It is predicted that by 2011, in 
order to achieve the EU objectives, a total of more than 13 million hectares of energy 
crops will be needed to generate fuel and energy, which will make the current ceiling 
almost insignificant.  

→ The objectives of the Kyoto Protocol and the Directive on biofuels should be made 
compulsory and have sound monitoring mechanisms.  

                                                 
1  The continuous process of reform of the CAP that began in 1992 reduced the propping-up of prices and increased the 

competitiveness of EU agricultural production in the most varied markets: foodstuffs, feedingstuffs and non-food use 
including biofuels. This is particularly important for cereals, which are currently one of the main raw materials for the 
Community’s production of bioethanol.  

2  The decoupling of subsidies from production established in 2003 will help to facilitate the supply of energy crops. This 
particularly applies to crops that were only eligible for direct aid under the system applying to non-food production on set-
aside land, which can now be grown on all land without losing subsidies. 

3  The obligation to set aside land, which was established in the 1992 reform in order to restore balance to the cereals market, 
was incorporated into the new single payment system. Growing non-food produce (including energy crops) is permitted 
provided that the use of biomass is guaranteed by a contract or by the farmer.  
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→ A compulsory requirement for renewable heat generation will stimulate efficient use of 
biomass as a renewable energy source and the development of new local markets for 
agricultural products.  

→ A Community-level monitoring system should be established to ensure that biodiversity 
in the EU is not compromised by the production of fuels, energy and biologically-based 
materials. Additional research may be required as the complex interaction between 
agricultural systems and biodiversity is not fully understood.  

→ Research should be funded to develop crops of oilseed, carbohydrates and biomass with 
lower demands for nitrogenous fertilisers, as well as management practices that reduce 
the amounts required without compromising yield. The benefits of all of this would 
maximise the potential saving in greenhouse gas emissions made by adopting renewable 
energy sources, reducing the potential for the eutrophication of biologically-based 
products and minimising the amount of land needed to satisfy the demand for fuel, 
energy and materials.  

→ In several fields, European legislation on the environment and other matters has 
unintended effects that hinder the acceptance of renewable raw materials by industry. 
The legislation should be revised in order to eliminate these effects.  

→ A transparent, publicly available information system should be developed in Europe, 
along with a broadly accepted tool to demonstrate the benefits of the life cycle of 
renewable raw materials. This would serve as a basis for developing regulations 
specifying the minimum levels of renewable raw materials. In turn, this would support 
environmentally-friendly public purchases and other incentive strategies and would help 
to internalise environmental costs.  

→ There needs to be harmonisation of regulations on products and support for renewable 
energy across the EU. This will create an internal market for agricultural products used to 
extract energy and fuel. The support must be based on the cumulative environmental 
benefit and be linked to CO2 trading.  

→ Public procurement strategies should support the introduction of materials derived from 
biologically-based renewable raw materials. These strategies should be conducted along 
with a public education programme to raise awareness about the potential applications of 
renewable energy sources and their considerable environmental and health benefits.  

→ Support for the dissemination and translation of European R&D technology on 
biomaterials, bioenergy and biofuels should be maintained and extended, and a public 
awareness campaign should therefore be considered.  

→ National R&D into biomaterials needs to be integrated at European level, and this could 
be done through the ERA-NET initiative. There needs to be a major research programme 
at Community level on technology to convert biomass, especially cellulosic biomass, into 
energy, fuel and chemicals. 

The policy department conducted an external study on ‘the promotion of non-food crops’ 
and the Parish own-initiative report of the EP 1 was adopted on 23 November 2004. 

                                                 
1  http://www.europarl.europa.eu/oeil/file.jsp?id=5217932. 
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Tables 
 
 
 
 

EU production of liquid biofuels  
 

 2002 2003 2004 2002 2003 2004
 
Czech Rep. 5   69 70 60
Denmark 10 41 70
Germany 20 450 715 1035
Spain 177 160 194  6 13
France 91 82 102 366 357 348
Italy 210 273 320
Lithuania 5
Austria 25 32 57
Poland 66 60 36    
Slovak Rep. 15
Sweden 50 52 52 1 1 1
UK 3 9 9
from interv. stocks 70 87
EU25 388 425 491 1134 1504 1933

1000 t 

Bioethanol

1000 t

Biodiesel

 
 

Source: EurObservER 2005. 
 

 
 
 
 

Bioethanol 
 

Global production of ethanol (fuel and other uses)  

Ethanol production
2005 bio 

litres*
2004 bio 

litres
Brazil 16.7 14.6
United States 16.6 14.3
European Union 3.0 2.6
Asia 6.6 6.4
    China 3.8 3.7
    India 1.7 1.7
Africa 0.6 0.6
W orld 46.0 41.3

* F.O. Licht's estim ate  
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Aid for energy crops  
(2004: surface area subsidised, 2005: surface area applied for) 

 

2004 2005
Belgique/België 12.90  2,434.78  
Česká Republika*
Danmark 4,450.36  17,763.44  
Deutschland 109,100.36  244,206.86  
Eesti*
Ellas 0.00  0.00  
España 6,704.98  27,321.38  
France 130,034.00  123,825.70  
Ireland 379.45  1,613.08  
Italia 0.00  318.13  
Kypros*
Latvija*
Lietuva*
Luxembourg 107.72  221.01  
Magyarország*
Malta 0.00  0.00  
Nederland 138.58  352.27  
Österreich 3,497.97  8,370.88  
Polska*
Portugal 0.00  77.45  
Slovenija 291.76  304.10  
Slovakia*
Suomi/ Finland 3,475.34  9,765.88  
Sverige 14,547.26  31,450.00  
United Kingdom 32,927.84  99,351.00  
Total 305,668.52  567,375.96  

* No communications required from: 
CZ, EE, CZ, LV, LT, HU, PL, SK (applying SAPS)

Country Area (hectares)
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2.2. Fisheries Policy 
 
2.2.1. Current context: the sector’s relationship with energy 
 
Although the reform of the common fisheries policy (CFP) in 2003 accelerated the 
modernisation of the sector and set it on the path towards sustainability, the recent increase in 
operational costs caused by the increase in crude oil prices has caused unprecedented problems. 
The financial situation of many fishing companies has deteriorated, mainly due to a decline in 
their profits. These financial difficulties have a detrimental effect on all sectors of the fishing 
fleet, to varying degrees. They particularly affect bottom trawlers, which consume very high 
levels of diesel per kilo caught.  
 
Although these financial difficulties affect all sectors of the fishing fleet to varying degrees, they 
especially affect boats using units that trawl and fish for demersal species, i.e. bottom fishing 
boats, which are by far the largest sector of the fishing fleet.  

Between January 2003 and December 2005 fuel prices for maritime transport increased 
significantly1. The prices of fuel used for deep-sea fishing (380 CST) remained relatively stable 
in 2004, but they almost doubled in 2005. The prices of fuel used for small-scale fishing (diesel 
oil for boat engines) increased regularly until September 2005, and subsequently decreased 
slightly. The profitability of fishing companies has been seriously affected by this increase, 
although the impact of the costs depends on the type of gear (trawling or non-trawling) and the 
species caught. 
 
Between 2003 and 2005, the costs of fuels increased by approximately 18% to 36% of the value 
of the catches landed by boats and from 9% to 18% for fleets using sleeping units. These figures 
mean a negative net operating profit. This increase in costs in turn affects the members of the 
crew, whose salary is a percentage of the catch profits (after deduction of all the operating costs, 
including the cost of fuel); in some cases, the loss of income may be as much as 25% for crew 
members. This reduced profitability also runs the risk of causing a reduction in the level of 
safety on board.  
 
From this we can deduce that the majority of bottom trawlers – which are by far the largest 
sector of the fishing fleet – have negative operating profit2. It is calculated that 18 000 jobs 
could be affected, which is 9% of employment in the sector as a whole. 
 
The European Commission’s communication on ‘improving the economic situation in the 
fishing industry’3 set out a series of proposals to improve the economic situation of the fishing 
industry, and analysed a range of general measures that could be applied in order to overcome 
this situation. They mainly concern rescue and restructuring aid and more long-term measures, 
which are needed in order to promote the recovery and maintenance of the profitability of the 
European fishing industry as a whole. 
 
 

                                                 
1 See table 4.  
2 Based on figures from the 2003 balance sheet supplied in ‘Financial performance of selected European fishing fleets – 

Annual Report 2004’ (see footnote on previous page and table 3). 
3 COM(2006)103 final. 
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The measures considered include the following: 

 firstly a change in fishing gear resulting in fishing methods that consume less fuel,  

 purchasing equipment to improve the efficiency of fuel consumption, such as 
econometers, or  

 replacement of the engine as long as:  

o for boats with a total length shorter than 12 m that do not use trawling gear, the 
power of the new engine is no more than that of the old one,  

o for other boats with a total length of up to 24 m, the power of the new engine is at 
least 20% less than that of the old one, or 

o for trawling boats with a total length of more than 24 m, the power of the new 
engine is at least 20% less than that of the old one and the boat opts for a fishing 
method that consumes less fuel. 

Other, more long-term methods and initiatives include:  

• improving fisheries management, in order to arrive at a balanced maximum consumption 
(SMEs), in accordance with the international commitments made at the Johannesburg 
World Summit on Sustainable Development; 

• increasing checks to ensure greater respect for fisheries management rules and 
combating IUU (illegal, unreported and unregulated) fishing;  

• improving the mechanisms for the organisation and operation of the market to increase 
the financial returns on catches (e.g.: code of conduct on the sale of fish, ecological 
labelling programme);  

• promoting research into fishing techniques that use less fuel and are more 
environmentally friendly (e.g. creating new types of biofuels, improving the design of 
fishing gear). 

 
On 3 May 2006 the EP’s Committee on Fisheries held a hearing on ‘The impact of increased 
fuel prices on the competitiveness of the European fleet’.  
The provisional version of an external study requested by the Committee on Fisheries on this 
subject was presented (‘The impact of the increase of the oil price on the fisheries sector’, 
produced by the LEI Research Institute, Netherlands) and various experts and representatives of 
the sector from different Member States were heard. 
The sector highlighted the disastrous consequences for the sector of the increase in the price of 
fuels, which between 2004 and 2006 had increased by more than 100% and currently accounts 
for 40% of operating costs.  
 
2.2.2. Recommendations 
 
Recommendations made by the sector: 
 

→ Promotion and research in particular into fuel economy (for example using 2 types of 
engine depending on the manoeuvres envisaged) and using alternative energy sources 
(natural gas, wind, solar and hydrogen power).  
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→ According to the majority of the opinions given, the Commission’s communication does 
not go far enough in the measures proposed to deal with the current crisis: they were 
considered to be insufficient, late and inappropriate given the seriousness of the situation. 

→ An increase in the maximum limit of 3 000 euros per company in the fisheries sector for 
insignificant aid to 100 000 euros over a period of 3 years, as is the case in the majority 
of sectors in the economy. 

→ The creation of new temporary and specific measures, such as a fund to guarantee a 
maximum price for diesel oil and a special fund for the demolition of fishing boats; aid 
for research into fuel economy or the use of alternative renewable energy sources. 

→ Tax benefits for some sectors of the fishing fleet and the creation of a special registry for 
this fleet. 

→ The creation of a ‘development agency for the sector’, which would support companies 
by facilitating access to capital and restructuring companies in crisis. 

→ The extension of the deadline for repayment of protection aid contributions from short-
term (6 months) to long-term (18 months) deadlines; 

→ Including the diesel oil crisis among the ‘unforeseeable circumstances’ provided for in 
Article 16 of the FIFG Regulation (2792/1999) and increasing the duration of 
compensation for the temporary ruling.  

 
The Conference organised by the European Commission on 11 and 12 May 2006 on the new 
technologies that help to save fuel in fishing boats, in a context of ongoing rises in the price of 
oil in the fisheries sector, produced further recommendations: 
 

→ Energy efficiency at sea should be established as a priority in restructuring programmes 
for fishing companies in difficulty.  

→ Installing econometers on boats, reducing net depth, installing broader mesh in the upper 
part of nets and rollers to reduce friction on the sea bed, or double nets (less net) in order 
to save fuel. 

→ Promoting nets equipped with movable plates on the seabed instead of ‘cushions’ to 
reduce resistance and improve the hydrodynamics of the equipment that extends the nets.  

→ Promoting new fishing gear that has recently been validated through a digital simulation 
of net behaviour (‘DynamiT’ computer program): shrimp net with ‘dyneema’ mesh 
(instead of traditional, thicker polythene nets), a net for fishing for cephalopods (giving a 
30% reduction in traction), twin nets and also the new model of the bottom ‘crab net’ 
(hake fishing at a depth of 130 metres, with tension reduced by 5%).  

→ Incentives for practices like changing landing ports (to avoid excessively long sea 
journeys and increase the value of the catches), replacing engines (15% energy 
reduction) with hybrid propulsion (diesel and electric) and hydrogen engines, changing 
some fishing methods (twin nets, shrimp instead of cod fishing), and reducing the length 
of nets (for prawn fishing in Scotland).  

→ Support for floating laboratories that can carry out a full energy assessment of boats.  
 
The EP’s draft Guerreiro report on this Commission communication is to be ready for the 
meeting on 20/21 June 2006.  
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Tables 
 
 
 
 
 

Table 3: Fuel cost as a percentage of the value of landings - some examples (data from 2003, i.e. before the recent price increases for fuel) 
 

Member 
State Segment Number of 

vessels
Total
kW

Type of 
gear

Target 
species

Value of 
landings

M€
LT Baltic Trawlers < 24 m 48            9.900       T BDP 3,40         1,00         29,4%
EL Thermaikos Trawlers < 24m 14            4.100       T D 2,00         0,50         25,0%
PT NAFO Trawlers 14            28.100     T BD 31,30       7,60         24,3%
SE Pelagic trawlers purse seiners > 24 m 55            63.600     PO P 41,30       9,40         22,8%
BE Beam trawlers > 24 m 58            49.400     T B 66,60       14,80       22,2%
FR Mediterannean trawlers 18-25 m 140          41.700     T DP 68,80       12,60       18,3%
LV Gillnetters 60            9.500       P D 5,60         1,00         17,9%
DE Baltic Trawlers 93            18.200     T DP 12,60       2,10         16,7%
IE Polyvalent 18 -< 24m 133          43.200     PO D 60,20       9,50         15,8%
ES 300 fleet 196          99.000     PO D 201,40     29,70       14,7%
UK Scottish nephrops trawlers 296          44.900     T BD 69,70       10,10       14,5%
NL Pelagic freezer trawlers 17            99.000     T P 143,30     20,50       14,3%
NL Beam trawlers <= 24 m 173          37.900     T BD 56,70       7,90         13,9%
DK Trawlers < 24m 375          85.500     T DP 88,40       12,00       13,6%
UK Scallop trawlers 237          47.400     T B 70,60       9,40         13,3%
PT Longliners 26            11.000     P P 11,50       1,50         13,0%
FI Coastal  vessels 188          15.600     P P 6,00         0,60         10,0%
DE Shrimp Beam Trawlers 289          49.600     T B 55,10       5,10         9,3%
SE Gillnetters >= 12 m 49            7.800       P D 3,80         0,30         7,9%
FR Atlantic longliners 174          16.000     P P 14,00       1,00         7,1%
DK Danish gillnetters 380          37.300     P D 49,10       2,70         5,5%
ES Galician Purse Seiners 209            35.500       S P 36,00        1,80         5,0%

Targeted species: D demersal, P pelagic, B benthic
Type of gear: T  Trawler, S  Seiner, PO Polyvalent, P  Passive gear

Fuel cost
M€ and % of 

landing

Source: Economic Performance of Selected European Fishing Fleets ( Annual Report 2004 based on 2003 accounts )
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Trend in fuel prices 2003-2005 (EC/Fisheries) 
 

Evolution of Maritime Bunker Fuel Prices 
January 2003- December 2005
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Estimated impact of increase of fuel costs on income of crew members (‘share fishermen’) 
 
 

 2004 2005 Difference 

 % %  

Gross Value 100 100  

Taxes and Fees 10 10  

   

15 15  

Operating Costs:  

- other than fuel. 

- fuel 15 30  

Total Operating Costs 30 45  

Remainder to be shared 60 45  

Share for the Ship-owner  30 22,5 -25% 

Share for the Crew  30 22,5 -25% 
 
Assumptions: 
(1) Marine fuel oil has doubled in price between 2003 and 2005, from 0,30€ to 0,60€/litre. 
(2) All other factors in income and costs function are supposed to have remained unchanged in % between 

2003 and 2005.  
(3) Source: EC Fisheries. 
(4) Transport Policy. 
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2.3. Transport Policy 
 
2.3.1. Current context: the sector’s relationship with energy 
 
From the point of view of the climate and energy, the transport sector is one of the areas that 
poses the most problems. The European Environment Agency (EEA) highlighted the following 
facts and figures in its recent report1:  
 

 Transport represents 31% of final energy consumption in the 25 EU Member States 
(excluding international maritime transport).  

 Transport is responsible for 21% of all greenhouse gas (GHG) emissions in the EU 
(excluding international aviation and maritime transport)2. Despite various measures by 
the EU the percentage is increasing.  

 GHG emissions have grown by around 23%3 since 1990. The main problem is 
considered to be the major increase in demand for transport, which is not compensated 
for by the energy efficiency of vehicles.  

 It is expected that the growth in road freight transport will contribute to an increase in 
energy of around 20% in the next decade.  

 Transport relies on oil for more than 98% of energy consumption4.  
 Aviation is growing faster than any other mode of transport and CO2 emissions grew by 

62% in the EU of 15 between 1990 and 2003. Therefore, aviation (including 
international aviation) now represents 13.6% of CO2 transport emissions (including 
international aviation but excluding maritime transport). The total impact of aviation is 
calculated at between two and four times the direct impact of CO2 emissions.  

 Currently, maritime transport is responsible for 13% of total global GHG emissions 
from transport. The projections predict growth of 35%-45% in absolute levels between 
2001 and 2020, based on expectations of the continued growth in global trade.  

 The Commission expects that energy demand in the transport sector will grow by at 
least 30% by 2030, with an increase of up to 5% per year for air transport.  

 59% of the oil consumed in the EU-25 in 2004 was used by the transport sector.  
 
2.3.2. Recommendations   
 
Without changes and substantial efforts in the transport sector, the European energy problem 
cannot be solved, and therefore the EU cannot continue with the promises relating to the Kyoto 
Protocol.  
 
In order to tackle energy security and the ecological concerns in the transport sector, the EU 
needs to have an integrated approach, focused partly on promoting new technologies (for 

                                                 
1  ‘Transport and environment: facing a dilemma.’ EEA Report No 3/2006. 
2  The large difference between GHG emissions and energy consumption is partly explained by the inclusion of international 

aviation in the energy figure and partly due to the use of more intensive CO2 fuels (carbon) in the production of electricity.  
3  (excluding international aviation and maritime transport)  
4  Currently petrol and diesel cover 98%, while biofuels represent less than 1% of total road transport fuel consumption. The 

remaining 1% is covered mainly by gas.  
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example advanced engine technology and biofuels?, and partly on replacing road transport with 
more environmentally-friendly methods.  
 
2.3.2.1. New engine and vehicle technologies  
 
Road transport will continue to determine our mobility. The European Union should therefore 
develop a clear vision of how it understands sustainable mobility that is independent of the 
conventional energy sources in the long term, what technical options are to be used for a new 
generation of propulsion systems, when they will be able to be mass produced and how the 
respective transition periods will be organised in the meantime.  
 
Improving fuel consumption in proportion to road transport  
 
The efficiency of fuel consumption in passenger vehicles has improved, however more work is 
needed. Car manufacturers are committed to limiting CO2 emissions in new passenger vehicles 
sold in the EU to 140g/km. This objective needs to be achieved by 2008 (European ACEA 
vehicle manufacturers) and 2009 (Japanese and Korean JAMA and KAMA manufacturers).  
 
Although average CO2 emissions from new passenger vehicles sold in the EU of 15 decreased 
between 1995 and 2003 by 12.3% (diesel) and 9.5% (petrol), recent evaluations show that car 
manufacturers have not fulfilled 100% of their commitments. The current average level of 
CO2/km is still 20g higher than the target set of 140g/km. This lack of progress is due to greater 
weight, larger engines and the energy consumed by additional equipment (for example air 
conditioning) in new passenger vehicles. This equipment is still not included in fuel efficiency 
tests. Moreover, in recent years there has been an increase in sales of less fuel-efficient cars, 
notably off-road vehicles (SUVs). 
 
For all these reasons it is essential that there should be a renewal and a consolidation of the 
commitment from vehicle manufacturers to the Community objectives of reducing CO2 
emissions by an average of 120g/Km before 2010 in order to achieve the EU’s target. In 
addition, a similar commitment to reducing CO2 emissions from lorries could make a significant 
contribution to improving the environmental performance of road freight transport. 
 
Energy performance in the transport sector  
 
In March 2006 the EP’s Committee on Transport (TRAN) adopted an opinion for the 
Committee on Industry (ITRE) on the Green Paper on energy efficiency1. The TRAN 
Committee considers that energy efficiency should be one of the main guiding principles when 
discussing the review of the White Paper on Transport Policy and that CO2 emissions need to be 
reduced more drastically than recommended in the Green Paper itself (down to 100g to 80g/km 
CO2 before 2020). It also highlights that energy efficiency requires an integrated approach to 
transport systems and mobility and the actual application of a great deal of the legislation 
already adopted by Parliament.  
 
Introduction of tax measures  
 
Tax measures could play an important role in the Community strategy for reducing CO2 in 
passenger vehicles by offering incentives for vehicles that consume less fuel. The Commission 

                                                 
1  Green Paper: ‘Energy Efficiency or Doing More with Less’, COM(2005)0265 (Rapporteur: Mrs M. Vincenzi).  
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has proposed a draft Directive1 that lays down rules for the calculation of taxes on passenger 
vehicles on the basis of their carbon dioxide emissions. The TRAN Committee supported the 
Commission’s approach although a series of amendments were adopted in order to focus not 
only on the basis of carbon dioxide emissions, but also on the basis of fuel consumption and 
emissions of polluting agents.  
 
The high-level group CARS 21 declared that the harmonisation of tax measures was preferred 
by the vast majority of those involved in order to prevent any market distortion between 
Member States.  
 
Broad promotion of biofuels  
 
The Directive on biofuels of 2003 aims at a substantial increase in the use of biofuels for road 
transport. National measures are now being carried out aimed at replacing 5.75% of all transport 
fossil fuels (petrol and diesel) with biofuels before 2010.2 While diesel cell vehicles that 
function with hydrogen are not commercially viable, biofuels can help to reduce the increase in 
carbon dioxide (CO2) emissions from transport.  
 
If we gradually decrease dependency on oil consumption, which currently stands at 98%, 
biofuels cannot only help to diversify and improve the security of fuel supply, but can also 
provide alternative sources of income in certain agricultural and rural areas of the EU. 
 
Recently, the European Commission put forward the EU Strategy for Biofuels3: 

 to promote biofuels in the EU and developing countries;  
 to prepare for the large-scale use of biofuels by improving their cost competitiveness;  
 to explore the opportunities in developing countries for the production of raw materials 

and biofuels.  
 
This initiative was welcomed by the EP in March 2006, when it invited all the EU institutions to 
step up their efforts to use the potential of biomass, at the same time paying due attention to 
environmental considerations. It is expected that a detailed opinion will be adopted by the 
TRAN Committee for the ITRE Committee on this initiative on 19-20 June.  
 
With regard to the environmental costs and benefits, the European Environment Agency (EEA) 
does not consider biofuels to be carbon neutral, but that there are emissions related to growing, 
harvesting and fertilising them and that their production could have a significant impact on 
biodiversity and the use of soil as they require extensive areas of land for production and 
compete with other uses of the soil (such as extensive forest replanting farming). These effects 
on the environment and on biodiversity need to be taken into account.  
 
Various advanced technologies are currently being developed to convert a much wider range of 
raw materials into liquid biofuels. The high-level group CARS 21 has identified the second 
generation of biofuels as being potentially promising and has recommended that they should 
receive substantial support. 
                                                 
1  Proposal for a Council directive on passenger related car taxes, COM(2005)0261.  
2  In 2003-2004 production of biodiesel in the EU-25 increased by 29% and production of bioethanol increased by 16%.  

In 2004 Germany was the main producer of biodiesel (54% of production), while Spain was the main producer of 
bioethanol (66%).  

3  COM(2006)0034. 
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Transition to a system of hydrogen vehicles 
 
The high-level group CARS 21 considers hydrogen as a promising opportunity and as a energy 
carrier for the longer-term. It is therefore essential to focus considerable R&D on it.  
 
The TRAN Committee is in favour of an action plan to promote the introduction of hydrogen 
and hybrid technology in vehicles for greater energy efficiency.  
 
Hydrogen engine cars only emit water; therefore the environmental benefits, especially in terms 
of local air quality, could be significant. With regard to CO2 emissions and energy performance, 
it is important to stress that the hydrogen needs to be produced in a sustainable way (using 
renewable energies), not from carbon or natural gas, in order to have a positive impact on GHG 
emissions.  
 
Although the transition to a hydrogen economy continues to be difficult and long, given the 
enormous obstacles of cost and acceptance, very optimistic projections consider that under 
certain circumstances half of all the new low-power vehicles sold in OECD countries could be 
hydrogen vehicles before 2030.1

 
Promotion of clean road transport vehicles 
 
The Commission proposal for a directive on the promotion of clean road transport vehicles2 
aims to promote clean and energy-efficient vehicles and obliges public bodies to buy a 
minimum percentage of these vehicles when renewing their fleets. The aim is to reduce the high 
consumption of energy, the increase in CO2 and the dependence on imported oil.  
 
It is hoped that an opinion3 of the TRAN Committee will be adopted on 20 June 2006.  
 
2.3.2.2. Promoting modal change 
 
The White Paper on Transport presents modal change as an important priority. The European 
Environment Agency has said that modal change is not always advisable, as in some cases it can 
increase the environmental load and the volume of rail transport without decreasing the volume 
of road transport. The ASSESS report4 on the mid-term review of the White Paper also draws 
attention to the fact that modal change can be useful but is no substitute for action on the current 
and future modes of transport that are growing, such as road transport, passenger vehicle 
transport and aviation. Nevertheless, this second pillar seems as important as promoting new 
technologies and should not be underestimated. 
 
Modal change involves seeking other viable alternatives to road transport such as rail, inland 
waterways and short-sea shipping. Several legislative measures have been adopted in this 
respect:  

                                                 
1  See IEA/EET Working Paper ‘Reducing Oil Consumption in Transport’: Combining Three Approaches, April 2004.  
2  COM(2005)0634.  
3  Rapporteur: Helmuth Markov.  
4      ASSESS: Assessment of the contribution of the TEN and other transport policy measures to the mid-term implementation 

of the White Paper on the European Transport Policy for 2010, October 2005. 
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 The revitalisation of the railways thanks to the first and second rail packages now in 
force. The third package has yet to be adopted.  

 Adoption of new guidelines for the TENs (Trans-European Transport Networks) with 
priority for railways, waterways and short-sea shipping.  

 Traffic shifting programmes such as ‘Marco Polo’ or the future ‘Marco Polo II’. 
 
Despite these measures, road transport is continuing to gain market share. 
 
In December 2005 the EP reached a compromise with the Council on the so-called 
‘Eurovignette’ Directive, which aims to harmonise tolls and charges for use in all the Member 
States, thus consolidating the internal market and establishing a system of contributing to the 
infrastructure costs based on the principles of ‘the user pays’ and ‘the polluter pays’. It also 
contained a timetable for internalising the external costs of all modes of transport. 
 
At the same time the railways in particular must increase their attractiveness and transport 
efficiency further. The gradual opening of the national railway markets should be continued and 
be implemented uniformly in all Member States. Furthermore it is important that successful 
traffic shifting programs like the upcoming "Marco Polo II" do not fall victim to the reduced EU 
budget. 
 
 
2.3.2.3. Reducing fuel consumption in aviation  
 
Aircraft fuel efficiency has increased by more than 70% over the last 40 years, but despite of 
this, total fuel consumption has increased as a result of the major increase in air traffic. As a 
result, greenhouse gas emissions from international aviation increased by 73% between 1990 
and 2003. If growth continues in the same way, emissions from international flights from EU 
airports since 1990 will have increased by 150% by 2012.  
 
The TRAN Committee agrees with the European Commission that the most appropriate way of 
tackling this problem is to incorporate aviation into the European emissions trading scheme.1

 
2.3.2.4. In urban areas  
 
In the EU, 40% of all transport-related CO2 emissions are produced in cities, which means that 
there is a high potential for increasing the energy efficiency of city transport through: 

 promoting high-quality public transport; 
 directing individual mobility patterns towards cycling and walking, for example by 

investing in a network of cycle paths.2 
 
Europe can contribute to this objective regarding better practice or the development of 
sustainable urban transport plans by establishing compulsory targets for switching to public 
transport, cycling and walking.  
                                                 
1  Rapporteur: Mrs J. Hennis-Plasschaert. 
2  A cycling policy could be very successful in reducing car traffic in cities. For example, between 1999 and 2002 the city of 

Odense (population: 150 000) was the Denmark’s official national cycling city. The project developed 50 initiatives to 
promote cycling. During the project, the citizens of Odense made 35 million new cycle journeys (around 25 000 per day), 
half of which were previously made by car.  
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2.4. Regional Policy 
 
2.4.1. Current context: the sector’s relationship with energy 
 
In the area of regional policy we will analyse the energy measures that could be funded by the 
Structural Funds and summarise the results and political recommendations of the study entitled 
‘Territorial trends of energy services and networks and territorial impact of EU energy policy’ 
conducted by ESPON1 in 2005. We will conclude with a brief description of the local networks 
that support renewable energy. 
 
2.4.1.1. Measures funded by the Structural Funds  
 
How can changes in energy requirements be directed by speeding up changes in the behaviour 
of citizens, users and producers? The political incentive of the European regions will be a factor 
that will determine what is essentially at stake for future generations. In this context, the 
European Commission implements a constant policy of incentives for renewable energy sources.  
 
In the period 2000-2006 the Structural Funds subsidised the application of sustainable 
development projects, especially with regard to two aspects: energy efficiency and 
diversification of the energy sources used.  
 
For the new period 2007-2013 the focus will be on measures to promote renewable energy 
sources and energy efficiency. Some projects of this nature will be funded by the Cohesion Fund 
and the ERDF in accordance with the three objectives, ‘Convergence’, ‘Regional 
competitiveness and employment’ and ‘Territorial cooperation’. 
 
The ERDF 
 
In accordance with the ‘Convergence’ objective, the ERDF will focus its assistance on support 
for sustainable development. This objective covers, in particular, improvements in trans-
European networks that contribute to security of supply, the incorporation of environmental 
considerations, the improvement of energy efficiency and the development of renewable energy 
sources. 
 
The ‘Regional competitiveness and employment’ objective will support sustainable development 
strategies, mainly in terms of stimulating energy efficiency, the production of renewable energy 
and developing effective energy management systems.  
 
The ‘European territorial cooperation’ aspect will promote, among other things, the reduction 
of territorial isolation, for better access to cross-border equipment and energy systems.  
 
The Cohesion Fund  
 
The Fund can be used in sectors related to sustainable development, which clearly have 
environmental advantages in terms of energy efficiency and renewable energy sources. 
 

                                                 
1 ESPON is the acronym for the European Spatial Planning Observation Network. This network conducts studies into spatial 
development and planning from a national, regional and local point of view. 
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The dismantling of nuclear power stations will not be eligible for funding by these two Funds.  
 
2.4.1.2. Local networks that support renewable energy policies  
 
A) Énergie-Cités is a non-profit association involving European local authorities that are 
committed to renewable energy policies and want to share their experiences and technical know-
how. It has more than 120 members (including collective members), representing a total of 400 
European cities from 25 countries.  
 
B) Climate Alliance is a network of European cities and municipalities that have entered into a 
partnership with indigenous rainforest peoples in order to combat climate change. It campaigns 
in particular for the diversification of approaches at local level. The network has 1 300 members 
from 14 European countries.  
 
C) Cities for Climate Protection - Europe is the European branch of a global movement that 
fight for the deceleration of global warming and an improvement in living conditions in cities 
through environmental policies implemented by local authorities.  
 
2.4.2. Recommendations 
 
The main recommendations1 concerning energy that affect regional policy: 
 

• Creation of local energy agencies: the movement towards the creation of such agencies 
at local level must be encouraged. Their vocation is to disseminate information on 
rational use of energy, thus contributing to the efficiency of the energy system. Local 
energy agencies can be key players on the promotion of rational use of energy in 
industry and buildings, along with the promotion of renewable sources of energy 
promotion. 

 
• Distinction between local and national policies: the policies concerned with the energy 

sector and its impact on economic activities and on the welfare of the populations are for 
the most part nationally formulated rather than regionally formulated. The distinction 
between these two levels is of the utmost importance for policy formulation. The price 
policy is national based, while the incentives for biofuel crops must be more regional 
based.  

 
• Renewable energy development: renewable energy by its decentralised nature can have a 

very positive impact on local job creation and revenue generation. The target for 
electricity production from renewable sources should be achieved by 2010.  

 
Fighting greenhouse gas emissions and the high dependency on oil in almost all the 
countries concerned call for an active strategy on the development of renewable energy 
sources at local level.  
 
The local impact of energy policy is only clearly visible in the promotion of renewable 
energy sources, providing local income, entrepreneurship and employment opportunities. 

                                                 
1 ‘Territorial trends of energy services and networks and territorial impact of EU energy policy’, ESPON, 2005.  
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Thus the strategy of promoting renewable energy sources could be very important in the 
creation of conditions for a polycentric Europe.  

 
• Flexibility in price policy: The price of electricity for the industry and for homes varies 

greatly from country to country. In several countries the gap between prices for industry 
and for households is widening. However, energy prices do not seem to explain either 
energy consumption or development differences between countries. 

 
These results are very important for pricing policy. Pricing policy can and must be used 
to generate financial resources to be diverted to areas such as the promotion of 
renewables, energy efficiency, and consumer information policy.  

 
• Promoting research and development on energy efficiency and the use of renewable 

energy sources: Europe has considerable energy resources in renewable sources, such as 
biomass, wind, hydro and solar. However, there are presently technical limits to the 
extent to which the potential of renewable energy can be used. For instance, the share of 
electricity produced from wind farms is limited by technical grid constraints.  

 
Overcoming these limits is a key issue in the promotion of renewable energy sources and 
European energy self-reliance. This is a particularly sensitive subject for the energy 
production structure of islands and the most remote regions to whom links with trans-
European grids are impossible or prohibitively expensive.  

 
• The need for an integrated approach to energy policy: so far, EU policies (and in many 

cases national policies as well) have been ‘piecemeal’ policies. Competitiveness, the 
environment and regional development could in most cases present conflicting 
objectives and perverse effects.  

 
This is very clear when looking at pricing policy. While low energy prices seem to be 
appealing to promote Europe’s competitiveness in global markets (and liberalisation of 
markets has been the key policy in achieving lower prices), this clearly leads to higher 
levels of energy consumption and is less of an incentive for energy efficiency.  
 
At the present state of the technology and global markets, the high prices are doing little 
to boost demand for fossil fuels and nuclear energy. Setting the right balance among 
competitiveness, the environment and local development requires an integrated approach 
where these three objectives are considered together and the costs of present decisions in 
the medium term are taken into account. 
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3. CONCLUSIONS 
 
Europe has a new ‘momentum’ in the field of energy: our dependence on imports is increasing; 
our reserves are concentrated in a few countries; global demand for energy is continuing to 
grow; oil and gas prices are continuing to increase; we are witnessing global warming and 
Europe has not yet developed fully competitive markets. 
 
This is the energy scenario for our century, a scenario in which the structural and cohesion 
policies are directly affected and can even help to provide solutions to these specific future 
challenges. There are also effects on the daily lives of every European, every consumer. 
 
The EU has a series of political tools to deal with the new energy scenario. We need to take 
advantage of the various synergies between the different policies, but it is essential to act in an 
integrated way within a general framework. 
 
The structural and cohesion policies need to lay down various objectives, which include: 
 
Agriculture: promoting non-food crops; increasing crop areas through subsidies, a compulsory 
requirement to generate heat from renewable sources, funding for seed research; reviewing 
legislation to prevent negative effects on non-food crops; developing a transparent and public 
information system on the benefits of non-food crops; harmonising the regulations for products 
and support for renewable raw materials; support for the dissemination and translation of 
research into biomaterials, bioenergy and biofuels; and finally, integration at European level of 
national R&D activities. 
 
Fisheries: promoting studies into fuel economy, creating temporary and specific tools to deal 
with fuel price rises; granting tax benefits to segments of the fleet; establishing energy 
efficiency at sea as a priority. 
 
Transport: improving fuel consumption for road transport through a renewal of the 
commitment by vehicle manufacturers on CO2 emissions; introducing an incentive through tax 
measures, broad promotion of biofuels, a transition to a system of vehicles that operate using 
hydrogen, promoting ‘clean’ vehicles; incentives for modal change; reducing fuel consumption 
in aviation; and in urban areas promoting quality public transport and other typical transport 
models. 
 
Regional Policy: creation of local energy agencies; it is crucial to distinguish between the 
formulation of national and local policies. The latter should deal with incentives for growing 
biofuels; the development of renewable energy sources is going to have an impact on 
employment and local income; flexibility of pricing policy in order to promote renewable 
energy sources; promotion of research and development into energy efficiency and the use of 
renewable energy sources; and finally, the need for an integrated approach to energy policy. 
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