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Abstract 
This report summarises the presentations and discussions at the Workshop on the 
modalities for reaching the 2020 target to reduce CO2 emissions from new passenger 
cars, held on 26 November 2012. The aim of the workshop was to allow an exchange of 
views between the European Commission, MEPs and stakeholders of the motor vehicle 
industry, transport and environment NGOs, and academia.  
Topics for discussion included the impacts of the Commission legislative proposal for a 
Regulation on amending Regulation (EC) No 443/2009 to define the modalities for 
reaching the 2020 target to reduce CO2 emissions from new passenger cars (COM 
(2012) 393). 
The workshop was chaired by MEP Mr Thomas Ulmer (EPP, DE), ENVI Rapporteur for the 
Commission Proposal on “The modalities for reaching the 2020 target to reduce CO2 

emissions from new passenger cars”. 
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LIST OF ABBREVIATIONS 


ACEA European Automobile Manufacturers Association 

CNG Compressed Natural Gas 

CO2 Carbon Dioxide 

EEA European Environment Agency 

ENVI Committee for Environment, Public Health and Food Safety of the 
European Parliament 

GDP Gross Domestic Production 

hp horsepower 

ICCT International Council for Clean Transportation 

l/100km Litres of fuel required to move a vehicle over 100 kilometres 
(fuel efficency) 

4 PE 492.467 



 
 

 

 

 

  

 

 

 

 
  

 
 

 

 
 

Workshop on Modalities for Reaching the 2020 Target to Reduce CO2 Emissions from New Passenger Cars 

EXECUTIVE SUMMARY 

The workshop was held on 26 November 2012 at the European Parliament in Brussels to 
discuss the Commission legislative proposal on the amending Regulation (EC) No 443/2009 
to define the modalities for reaching the 2020 target to reduce CO2 emissions from new 
passenger cars (COM (2012) 393). 

The workshop was chaired by MEP Mr Thomas Ulmer, ENVI Rapporteur for the Commission 
Proposal on “The modalities for reaching the 2020 target to reduce CO2 emissions from new 
passenger cars. Mr. Ulmer is currently drafting a legislative report on the EC proposal. 

Several experts and stakeholders outlined their position on various aspects of the 
modalities for reaching the 2020 target to reduce CO2 emissions from new passenger cars. 

Following the Commissions presentation on the monitoring of CO2 emissions and the results 
to date as well as an in detail presentation of the proposed CO2 emissions legislation, there 
were several presentations from experts and interest groups as well as two rounds of 
intense discussions. There was an affirmation from all parties on the CO2 targets in general, 
however there are different opinions on the modalities and details of the proposed 
regulation. 

Experts and NGOs were positive about technical feasibility, economic possibilities, 
additional labour creation and overall benefits for the customer. Some speakers also called 
for more stringent targets and fewer flexibility mechanisms for automotive industry. E.g., 
experts and NGOs were sceptical about super-credits, since these would on the one hand 
weaken the target and on the other hand favour non-European producers.  

Representatives from the automotive industry and labour union, however, were concerned 
about the impact of the proposed modalities on the competitiveness of the European cars 
industry in particular on foreign markets that create current market growth. They 
highlighted the importance of customer acceptance and finally associated job security in 
Europe’s automotive industry. Therefore, they supported additional flexibility mechanisms 
and incentives as a necessary feature, such as a generous super-credits regulation.  
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Policy Department A: Economic and Scientific Policy 

INTRODUCTION 

European Union legislation adopted in 2009 sets mandatory emission reduction targets for 
new cars. Under this regulation, the fleet average to be achieved by all new cars is 
130 grams of CO2 per kilometre (g/km) by 2015 – with the target phased in from 2012 -
and 95 g/km by 2020. The regulation is currently undergoing amendment in order to 
implement the 2020 target.  

Emission limits are set according to the mass of vehicle, using a limit value curve. The limit 
value curve implies that heavier cars are allowed higher emissions compared to lighter cars 
while preserving the overall fleet average.  

If the average CO2 emissions of a manufacturer's fleet exceed its limit value in any year 
from 2012, the manufacturer has to pay an excess emissions premium for each car 
registered. 

Under the test procedure used for vehicle type approval, certain innovative technologies 
cannot demonstrate their CO2 reducing effects when being type approved. Manufacturers 
can be granted emission credits equivalent to a maximum emissions saving of 7 g/km per 
year for their fleet if they equip vehicles with innovative technologies, based on 
independently verified data. 

The Regulation gives manufacturers additional incentives, so called super-credits, to 
produce vehicles with extremely low emissions (below 50 g/km). Each low-emitting car will 
be counted as 3.5 vehicles in 2012 and 2013, 2.5 in 2014, 1.5 vehicles in 2015. 

The Commission's legislative proposal (COM (2012) 393) from 2012 for implementing the 
95 g/km target includes the following provisions: 

	 All manufacturers would be required to achieve the same level of reduction - 27% 
from the 2015 target; 

	 The target would continue to be set on the basis of vehicle's mass; 

	 Eco-innovations would continue to apply once the new test procedure for vehicle type 
approval is in place; 

	 Super-credits with a multiplier of 1.3 would apply in 2020-2023 for vehicles emitting 
less than 35 g/km; this benefit would be limited to a maximum of 20 000 cars per 
manufacturer over the period; 

	 The excess emissions premium would remain at €95 per g/km from the first gram of 
exceedance; 

	 Small-volume manufacturers would be given greater flexibility regarding when they can 
apply for their own reduction target; 

	 The smallest manufacturers, producing fewer than 500 cars per year, would be 
exempted from meeting the target; 

	 Niche manufacturers would receive a new target for 2020 of a 45% reduction from 
their 2007 level; 

	 The regulation would be reviewed by end-2014 in order to set reduction targets for 
post-2020. 
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Workshop on Modalities for Reaching the 2020 Target to Reduce CO2 Emissions from New Passenger Cars 

WORKSHOP PROCEEDINGS 

Part 1: C02 Emissions from Cars 

Opening Remarks 

MEP Thomas Ulmer, ENVI Rapporteur 

After welcoming the participants, Thomas Ulmer MEP, ENVI Rapporteur, outlined the 
programme of the workshop, which was divided into two Parts, with the first Part giving 
background information from the European Commission and academia and the second part 
providing an opportunity for stakeholders to present their points of view. Then Mr Ulmer 
gave the floor to Ian Hodgson from DG Climate Action.  

Progress on reducing transport emissions through CO2 legislation 

Mr Ian Hodgson, DG Climate Action, European Commission presented the CO2 

monitoring results for cars on behalf of the European Environment Agency. Mr Hodgson 
first outlined the genesis of CO2 monitoring requirements and the voluntary agreement with 
the automotive manufacturers associations on reducing CO2 emissions. Mr Hodgson 
provided the audience the reductions of CO2 emissions through the periods of voluntary 
agreement and the following period with binding target values stipulated by regulation 
443/2009. 

Special monitoring from 2010 on, which was introduced through the regulation 443/2009, 
is providing more detailed information on CO2 figures. One main finding was, that while in 
the beginning of CO2 monitoring, around 70 % were petrol fuelled, and the share has 
dropped to approximately 50 % petrol vehicles and 50 % diesel vehicles. Mr Hodgson also 
showed the CO2 figures and the changes of the new car fleets in separate member states. 
The overall average CO2 figure for the EU is mainly determined by the larger states like 
Germany, France, Italy and the United Kingdom, according to Mr Hodgson. Data quality has 
largely improved over the last years, but still there are some shortcomings in some 
member states. Mr Hodgson described also the annual procedure for monitoring and how 
the results are made available through the EEA.  

The European Commission Proposal  

Mr Philip Owen, DG climate Action, European Commission outlined the proposals on 
the 2020 CO2 targets for passenger cars and vans made by the Commission dating back to 
July 2012. He described the current targets for both vehicle categories based on the 
regulations 443/2009 and 510/2011. According to Mr Owen, car industry is well on the way 
to meeting 2015 targets of 130 g/km for the new car fleet. Part of the work on the new 
proposals were carrying out consultations and those outcome is in essence, that reducing 
CO2 emissions is a key factor for the reduction of greenhouse gases in general. The 
methods for doing this are in general welcome by the stakeholders. For manufacturers it is 
important to have long time planning certainty. 
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Policy Department A: Economic and Scientific Policy 

Also an impact assessment was carried out as well as stakeholder meetings, providing the 
Commission with the information, that doing nothing would mean nearly no extra 
improvements after 2015. According to Mr Owen the setting of standards has also a 
beneficial effect for the European industry in global terms shown by a GDP increase of 12 
billion Euros per year. Actual figures show that meeting the 95 g/km target in 2020 will 
cost around 1,000 Euros per car but will lower total lifecycle cost through lower fuel 
consumption. 

Regarding methodology the impact assessments both for cars and vans showed that 
sticking to the current system, apart from some areas, is justified. Both regulations will 
include review clauses for setting post 2020 targets. The review is scheduled for 2014. 

The impact of private transport on climate change emissions  

Mr Peter Mock, International Council for Clean Transportation (ICCT) outlined the 
ICCT mission of improving energy efficiency and environmental performance of vehicles by 
focussing on vehicle technologies by carrying out research and collecting data. Mr Mock 
showed the CO2 emissions of new cars in the EU over the last years decreasing from 
around 170 g/km to 136 g/km. The curve reveals two distinct time periods, one up to 2007 
with a reduction rate of 1% per year and a reduction rate of about 4 % per year form 2008 
onwards. This is an indicator, that the CO2 regulation caused a strong effect. Also Mr Mock 
showed relevant developments in different member states, outlining the additional effects 
of vehicle taxation. According to Mr Mock the 2015 targets will be met in advance and 
many manufacturers have met their targets already. Assuming the current reduction rate 
will prevail, the 2020 target will be met. 

Mr Mock explained the methodology of technology and so called tear down cost 
assessments, a methodology developed in the United States. Those methods finally provide 
cost curves showing the additional costs for manufacturers depending on CO2 targets in the 
future. The 95 g/km target according to this methodology would cost below 1,000 Euros on 
a conservative approach, with costs likely being lower. ICCT believed the average market 
will not need hybrid technology for meeting the 2020 target. Cost savings for the 
consumers will be up to 450 Euros per year on average due to CO2 target values. 

ICCT is pushing for footprint as a utility parameter instead of mass, since mass as a utility 
parameter will not promote lightweight construction, also changing the utility parameter 
would lower compliance costs by up to 30 %. 

The proposed methodology in relation to the European car market  

Prof Ferdinand Dudenhöffer, CAR Institute, University Duisburg-Essen spoke on the 
feasibility of reaching the targets in an economical way and possible associated risks for the 
industry and on the economical feasibility of the implementation of super-credits into the 
proposed directive. According to Prof Dudenhöffer CO2 values have tremendously improved 
over the last ten years, which also lead to an increased competitiveness of the European 
industry, mainly caused by the EU efforts. Targets set for 2015 have mainly been reached 
already in 2011 by industry. Due to the mass based approach, larger vehicles from 
premium manufacturers have advantages in reaching the CO2 emission targets due to 
higher allowed emissions. According to Prof Dudenhöffer, the last 3 to 4 years showed the 
biggest revolution in automobile history, without extraordinary additional costs by applying 
conventional technology. 40 % of the current new vehicle fleet could easily achieve 95g/km 
by applying current technology without the risk of negative impacts for the customers, for 
labour and for costs. 
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Workshop on Modalities for Reaching the 2020 Target to Reduce CO2 Emissions from New Passenger Cars 

Additional effects could be generated by using compressed natural gas (CNG) as a fuel. 
CNG vehicles are currently unpopular on the market but could lessen the CO2 Emissions by 
about 20 % at no additional cost compared to gasoline vehicles. Tougher targets according 
to Prof Dudenhöffer could have helped promoting CNG vehicles on a broader basis. 
Currently the risks for failing to reach the 2020 target are very low, but instead will create 
a wave of innovation for the market. Super-credits according to Prof Dudenhöffer are not 
advisable since due to the accountability restriction of 20.000 vehicles this will create an 
advantage for non-European competitors. Therefore the super-credits system should not be 
applied as currently designed. Instead of super-credits an implementation of inner city 
zones restricting vehicles with a higher amount of CO2 emissions than 95 g/km would make 
sense. This would also successfully promote electric vehicles as originally foreseen by e.g. 
the German government. 

Questions & Answers 

Mr Florenz (MEP) took the floor and agreed that the 95 g/km regulation was probably too 
weak and could have been more ambitious. He confirmed that it had to be assured that 
super-credits are not a step back and that one ends up with 115 or 110 g/km. He asked Mr 
Dudenhöffer whether it will be viable to do away with the super-credits completely. 

Mr Dudenhöffer stated that it would not harm industry to do away with super-credits, the 
technology was so advanced today that all one has to do is to make sure that one has the 
95 g/km across the board, and with regard to the first question, he believed that the 130 
g/km (instead the originally foreseen 120 g/km) had not been very helpful for the 
environment. 

Mr Krahmer (MEP) stated that Mr Dudenhöffer’s presentation has shown that a significant 
CO2 reduction in the vehicle fleet has been achieved. He also mentioned vehicles 
consuming 2 or 3 l/100 km, which had been put on the market in the past and flopped. He 
put the question to Prof Dudenhöffer whether they carry out their studies without 
considering the consumer or whether the studies are based on the assumption that 
consumer behaviour and demand may also change. According to Mr Dudenhöffer’s 
reasoning one would only have to impose electrical vehicles through a technical standard 
and then they would be successful on the market. Mr Dudenhöffer replied that when 
thinking back about the voluntary agreements (the car industry saying consumers wanted 
bigger cars, consumers saying they would happily accept smaller cars), one can say that 
regulation in this area can achieve a great deal, for example if one looks at the horsepower 
figures – now the hp is 140 for an average car, a few years ago it was 95 - but that it was 
an emotional issue as well and a question of higher margins so regulation was needed 

The Rapporteur noted that it has been possible to achieve large CO2 savings during those 
first phases of the regulation because 20 years ago nobody had been interested and 
progress was always quickest at the beginning. The next steps would be more difficult but 
he believed that the goals will be achieved. Cars were an emotional issue and of course 
regulations and a framework were needed in order to steer things sensibly in the right 
direction. But there should not be so much regulation that there was just one type of 
product available at the end of the day. 

Mr Krahmer referred to Dr Mock’s presentation and in particular the size-based approach 
preserving the diversity of the fleet, namely the discussion whether one has a weight-based 
system or a footprint-based system. He asked the question whether it could be a political 
aim to limit product diversity and whether that was really their task, as legislators, to limit 
consumer’s choice. 

PE 492.467 9 



 
 

 

 

 
 
 
 

 

 

 

 

 

 
 

 
 

 
 
 

  

 
  
 

  
  

   

 
 

 
  

 
 

 

Policy Department A: Economic and Scientific Policy 

Mr Mock specified that neither the footprint-based nor the weight-based approach would 
limit consumer choice. Both systems had the effect that the diversity could be preserved. 
He explained that there was a difference between a small vehicle and a large one, a light 
one and a heavy one, and that there were different targets for each of these vehicles; the 
other approach would be to have the same values/levels across the board but this has not 
been done here. There was a utility parameter reflecting the value of the vehicle and the 
question was only whether it was a weight-based or a footprint-based approach. But either 
system would allow diversity to be maintained. 

The Rapporteur mentioned a major event he in his country 8 or 9 years ago with modern 
transport technologies, looking at hybrids, the start-stop system, energy optimised engines 
and fuel cell models. Since then not much has happened in this area and his question to Mr 
Dudenhöffer was how he assesses the situation. 

Professor Dudenhöffer responded that he believes what the Rapporteur said reflected what 
was happening on the market; before, they had a target of 130 g/km from Brussels so, 
before that was introduced, the consumer was never really reached. For example, the 3 
litre consuming Lupo [from Volkswagen] - it was equipped with stop&start, and the 
consumer liked it or did not like it, it was a mixed affair. Since the limit was introduced, it 
has worked. It was the biggest revolution that has been achieved because finally 
technology that was ready has been put into a car and was being used. Daimler in 2005 
attempted to introduce the CNG vehicles on its fleet but did, finally not manage to do so. It 
could be assumed that it is probably because regulation was so weak that the advantages 
of natural gas could not be used. But this technology could be introduced without making 
the cars any worse. As he said earlier, Ferraris need to continue to exist but in Germany 
there were 52 million cars on the roads, and maybe not everyone needed a Ferrari. In Mr 
Dudenhöffer’s view, a couple of them would suffice, and for the rest one could introduce 
natural gas and other technologies. He believed that if natural gas was introduced as an 
invention, diversity would be increased rather than decreased, and that one would also 
have sustainable technology. 

Mr Florenz responded that personally, he was sceptical when he heard that one should 
open the door wide to the car industry because the past had told us something different; 
the voluntary agreement of 1997 was the biggest flop he has ever seen (he was involved at 
the time). Europe came up with legislation or regulations and then there was the 
revolution, but the revolution only happened because the engineers were asked to look at 
the issues again. Of course there was plenty of potential left for development. So that was 
why he would warn against opening things up too much to the car industry. The car 
industry needed to be motivated. One should not protect the industry from international 
competition, one should open it up and that would spur them on. Then the engineers would 
invent new things and continue selling cars across the world. 

A representative from Glass for Europe, the professional association that represents glass 
being used in automobiles, asked for the floor, stating that he was pleased to hear Prof 
Dudenhöffer talk about drawing on existing technologies for emission reductions. But he 
stated that the Commission’s proposal only looked at increasing the environmental 
performance of engines with a view to reducing CO2 emissions and therefore neglected the 
emission reductions, which would be possible if one took into account the real use of 
vehicles. He mentioned the impact of climate change on the use of cars and on CO2 

emissions and that this had not been taken into account at all in the Commission’s 
proposal. 
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He added that DG Enterprise, who were part of the Commission, were working on a test 
procedure to look at energy efficiency and air conditioning and what can be implemented 
there, which unfortunately was not reflected in the Commission’s proposal. In 2014 a new 
proposal is scheduled and he certainly hoped that it is going to be taken into account then. 

Mr Dudenhöffer replied that he was willing to take the point on air conditioning but points 
out that one also needed to allow car manufacturers to improve matters. Looking at the 
new cycle for Europe, however, the representative from Glass for Europe was absolutely 
right about the aspect of air conditioning because under these testing procedures the air 
conditioning, lights etc. were switched off for testing the emissions; if one needed to use 
realistic testing procedures, one also needed to include everyday conditions such as air 
conditioning, the running of lights etc. – and then it was absolutely right that a car dis not 
just emit from the engine. What was needed was a test cycle, which was realistic, which 
was in keeping with consumption patterns.  

Mr Krahmer raised the question whether it was recognised that the total fleet consumption 
went down by about 20% from the 1990s to 2006. Because it was always stated that 
nothing happened without regulation and Mr Dudenhöffer said regulation was needed 
because otherwise the car industry was not going to put into cars what was already 
available. He asked if it was clear that there was a demand driven drop in the fleet 
consumption at the time. Mr Krahmer addressed Mr Dudenhöffer, asking him whether he 
would prescribe the natural gas technology (Mr Dudenhöffer indicated no) and pointed out 
that if we had stricter standards that would lead to the use of natural gas, would that be 
something that the manufacturers were responsible for or something that the consumers 
should be aware of, since consumers could also make decisions and choose in favour of one 
car rather than another.  

Mr Dudenhöffer replied that in the USA then the oil price went up and consumption went 
down. But he stated that the final consumers did not really notice CO2 emissions. There 
were external effects which people did not take into account. He pointed out that it was not 
intended to prescribe particular technologies but that one would make more progress if one 
used existing technologies such as natural gas. BMW had the potential to move forward 
without additional cost. Mr Dudenhöffer said that the argument had always been that they 
would not have the customers on board - but they could improve their CO2 consumption 
without extra cost and that was why one could regulate with a clear conscience in a way 
which was compatible with our environment, the desires and needs of the client (by not 
taking away their driving pleasure), and with industry because industry would be stronger 
and more innovative. 

Ms Dorothee Saar, Head of Transport Division of the German Environmental Aid Association 
in Berlin stated that, addressing Mr Mock, she would say the Commission had not yet 
provided any limit values after 2020; in the last legislative period the figures for 2020 were 
adopted. She asked whether he thought it would be advantageous if a figure for the post
2020 period were to be laid down already now. 

Mr Mock replied that from a technical angle and from the manufacturer’s point of view 
there was a need to have certainty about the future; in the USA figures have been set for 
2025 (going down to 70 g/km) and he believed that it was a good idea to enable people to 
prepare for a long-term goal and that it always was more economical to have time to  
prepare for a target. On Mr Krahmer’s question, he believed that the target figures were 
not arbitrary. The Commission had commissioned one or more studies to ascertain what 
was technically possible. Mr Mock said they also have had their own study. Ultimately the 
setting of a target figure was a political decision but one should show clearly what was 
technically possible. 
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Then one needed to look at what one was prepared to do, how far one could go and where 
one could get the best cost-benefit ratio. 

Mr Dudenhöffer remarked that he thought it was a mistake not to set a post-2020 figure 
now. Cars stayed on the market for 8 years and therefore people did not know what the 
situation would be. This would hinder innovation. He believed it would be a good idea if 
Parliament asked the Commission to come up with a proposal to work on further  
improvements after 2020. 

Mr Owen expressed his thanks for giving Parliament the choice to come back to the 
Commission for ideas in this area. The fact that they wanted to come back in 2014 with a 
figure and a view for post-2014 has been built into the two proposals and it was up to the 
legislators whether they wanted this to be done or not. He pointed out that post-2020 was 
a long way away (i.e. 2 mode cycles, one engine cycle) but that the US had already 
introduced targets for 2025 subject to a review. The Commission had published proposals 
for policies which go to 2050 both in terms of the economy overall and transport 
specifically, both of which showed downward projections for transport emissions over that 
period of time. Logically there should be a downward trajectory. How much and how quick 
it would be would have to be studied. This was why they hope to launch a consultative 
exercise early next year with a view to gathering information on the technologies available, 
as well as cost, times etc. 

Mr Florenz stated that he had been involved in CO2 policies for a number of years and is 
always with astonishment that  he looked at the Commission when it came to industrial  
policy and imposing legislation on heavy industry or ETS which made life difficult for these 
industries and he mentioned that they only have 30% of the total output and transport has 
30% as well. In his view, it seemed that over the last 10 years the automobile industry had 
come off rather lightly compared to other industries and that it was not just a question of 
placing burdens on heavy industries but of sharing the burden. He believed that there were 
clever managers and clever engineers who could do this. 

The Rapporteur concluded that there remains the question of the post-2020 figure, which in 
his view would go down rather than up.  

Mr Ulmer, MEP closed Part one of the workshop.  
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Part 2: Roundtable on the Impact of the EC Proposal  

Opening Remarks 

MEP Thomas Ulmer, ENVI Rapporteur 

Following the opening of the second part by MEP Ulmer, who presented the apologies of 
MEP Pirillo, unable to attend the event for another commitment, the moderator Mr Jürgen 
Schneider gave the floor to the first speaker. 

Presentations Roundtable 

The challenges for the car industry 

Mr Ivan Hodac, ACEA (European Automobile Manufacturers' Association) in his 
introductory statement assured, that the car industry is not sleeping behind the steering 
wheel and they don’t have to be awakened. There are documented investigations and 
investments into new technologies over the past decades. Generally huge improvements 
have been made in the last decade with about 3% CO2 reduction a year. The EU reduction 
targets according to Mr Hodac are the most stringent in the world and the industry has 
nothing against being regulated, regulation has to function in a proper and correct way. 
Generally the market is influenced by regulations and market pressure but for the industry 
it is not possible to force customers to buy certain products, which are not requested by 
them. So therefore cars have to stay affordable as well. The new fleet has significantly 
changed towards lower CO2 emitting cars. Automotive industry currently is going through 
extremely difficult times, the market is falling for the fifth consecutive year which also cuts 
the money available for developing new technologies. Therefore it has to be recognized 
that investments for new technologies are substantial, which under the current economic 
circumstances is not an easy task. Targets should be technically neutral given the various 
amount of different capable technologies, which will be introduced to the market gradually. 
Infrastructure here plays an important role also. For instance CNG vehicle cannot be 
successfully brought onto the market without an existing infrastructure. Other markets do 
grant super-credits for the introduction of expensive technologies and that is what industry 
is also asking for in the EU. Regarding post 2020 targets, this cannot be a political figure 
but must be subject to impact assessment. According to Mr Hodac an integrated approach 
especially including infrastructure would be the key to successful CO2 reduction. 

The Perspective of the NGOs  

Mr Greg Archer, Policy Officer, Transport & Environment stated that this regulation 
will go far beyond just reducing CO2 emissions, it will produce cars that will consume under 
4 l/100km and save drivers up to 500 Euros a year in fuel that will pay back the costs in 
around three years. A study by the European Climate Foundation suggests that the EU GDP 
will be boosted by 19 billion Euros through this legislation and 700.000 jobs will be created. 
Additionally EU economy will increase its resilience to future oil price shocks. The full 
benefits although can  only be acquired when the 95 g/km target mean 95 g/km on the  
road, meaning that flexibilities undermine the targets. Super-credits for electric vehicles 
and hybrids on allow the sales of gas guzzlers.  
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To boost the market for ultra low carbon vehicles the EU does not need weaker targets but 
stronger targets like 80 g/km and certainly a target of around 60g/km will be needed for 
2025. Setting long-term targets gives the industry security according to Mr Archer. Mr 
Archer also stated that a third to a half of the improvements made in fuel economy 
measured in the lab has not reached the road and customers are cheated, so flexibilities in 
testing need to be closed. 

The automotive industry takes billions of Euros in support for e.g. research and 
development, European Parliament therefore should ensure that these hugely profitable 
multi national companies for good environmental regulations being put forward and set a 
strong proposal that improves the efficiency of vehicles and delivers a healthy economy for 
Europe and lower costs for drivers. 

Impact of CO2 emissions legislation on consumers  

Ms Stefanie Heinzle, The European consumers’ organisation (BEUC) stated that cars 
are still the most dominant mode of transport in Europe accounting for more than 83 % of 
all inland passenger transport. Transport is responsible for more than 13.2 % of the 
household budget, half of expenditures are dedicated to the operation of the personal 
transport equipment. Because of rising fuel prices customers are more and more worried 
about the cost of fuel. Therefore customers now more and more take into account fuel 
consumption of cars and they want to buy fuel efficient cars, but nevertheless customers 
undervalue future fuel costs when buying a new car that again is leading to a situation 
where car makers believe customers don’t want to buy fuel efficient cars leading to too low 
research and development investments. As a result consumers do not buy cars optimal 
regarding the total cost of ownership.  

Consumers are also not given clear information at the point of purchase, or have problems 
making use of these information. Also studies show, that consumption figures given to 
consumers can never be achieved in real life, which also might result in lower willingness to 
pay for a less consuming car by customers. Consumer information and labelling need to be 
revised, according to Ms Heinzle along with a swift completion of a harmonised test cycle, 
which closes loopholes and truly represents real world conditions. Strengthening of 
compliance testing and sanctioning by authorities is a further necessary step. 

Ms Heinzle cited the BEUC position paper supporting the 95g/km target which will not only 
be beneficial for the environment but also lower the cost for driving because of fuel savings 
up to 460 Euro per year at a short pay back period for consumers for higher initial purchase 
price. Any flexibilities are not supported by BEUC, while a footprint based utility parameter 
is welcomed by BEUC because of lower costs for the customer. Also a 2025 target is 
supported by BEUC. 

CO2 regulation and employment 

Mr Erich Klemm, Daimler AG BR stressed the connection of sustainable mobility and 
social sustainability that needs stable job situations. Addressing Prof Dudenhöffer, who 
showed already complying vehicles, that this would create a bloodbath to jobs, when only 
producing that kind of small cars like the Smart car. Large cars create tremendously more 
jobs than the mentioned small cars. 

The automotive industry is enormously important for the labour market, with a total of 12 
million employees and a positive contribution to balance of trade. Mainly premium cars are 
exported outside the EU, those factories are creating safe jobs. Automotive industry mainly 
gets into troubles, where it focuses only on the EU market.  
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Mr Klemm is not challenging the 95 g/km target, this target can be reached with 
considerable efforts. There although should be a discussion on the slope that gives an 
advantage to small vehicles over larger ones in the current legislative proposal. 

Cost due to CO2 legislation will have to be accepted by markets and customers and due to 
general cost pressure this can create also additional pressure on jobs or the risk of 
dislocation to low cost countries. 

Mr Klemm pointed out that a CO2 regulation should not cut product diversity and 
customer’s individual choice. Product diversity therefore is linked to jobs according to him. 
A regulation also influences export vehicles and export guarantees employment in Europe. 
Super-credits are welcomed by Mr Klemm, since they are a chance to promote new 
technologies by lowering the risk for the automotive manufacturers. Regarding setting long 
term targets Mr Klemm suggests watching the markets firstly, for which technologies will 
be successful. 

Q&A, open discussion 

Mr Schneider started the discussion by asking the question whether regulation would lead 
to a stronger home market and therefore a better position of the European cars industry. 

Mr Hodac replied that one needs to have a strong home market. If not, one does not have 
enough money to invest in research and development. He believed that a regulation does 
not necessarily do that; it is driven by market forces and it is up to the industry to decide 
how they want to have a strong home market.  

Mr Hodac pointed out that the European cars industry is facing difficult times at its home 
market. He also wished to draw the attention to the fact that the car industry is the number 
one private investor in R & D of all industries. Over 25 billion Euros are invested in R & D, 
and a substantial part of that goes into CO2 reduction and fuel efficient cars.  

Mr Archer specified that there was a massively growing global market, and refers to the 
point made by Mr Hodac that Europe could not afford to invest in R & D because of the 
slowdown in the European economy. Mr Archer said that there is a massively expanding 
global industry; the technologies developed in Europe to make more fuel efficient vehicles 
are needed in China and all the other markets around the world. One can spread the very 
substantial profits that are made globally to invest in the R & D that is needed to produce 
more fuel efficient cars. He pointed out that he was not talking about what the market in 
Europe was doing, but about the profitability of these companies globally, and the market 
globally. 

Prof Dudenhöffer believed that it is overestimated what is needed in the way of additional 
investments to meet the 2020 targets. He stated that 40% of the vehicles would comply 
without additional costs. As for the missing 60%, one could use there the technology, 
which is almost available – natural gas for example. If that were to be put in place the 
target would be met automatically in spite of a recession in Europe. He believed that no 
additional money or additional investment was needed to meet the 2020 targets. The 
products are available; one just needs to start using them. 

Mr Hodac expressed his disagreement and said that the Commission disagrees as well. The 
Commission estimated that meeting the 2020 targets in the range of 1,000 Euros per car 
and that they align themselves with the estimates of the Commission. 
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He believed that it is impossible to subsidise the European industry from money that is 
made elsewhere in the world. E.g. the Chinese government obliges the European car 
industry to develop R & D in China, new vehicles cannot be put on the market in China 
without developing them in China. Mr Hodac felt that Mr Archer did not have an overall 
picture of the industry although he agrees with him that globally the industry is growing. 
But one cannot endlessly use the money the industry is making from profitable markets 
such as the US, China, eventually Russia and Brazil for Europe. 

Prof Dudenhöffer pointed out that nobody wanted to subsidise and that the car 
manufacturers do not need subsidies from the US or China or from other markets. He 
refers to what happened when the 130 g/km rule came in: Car prices actually went down, 
which is also confirmed by what can be seen on the car market currently. The focus should 
be on implementation. That is why these targets are feasible without putting the sector at 
an economic risk. The sector has the technology; it just needs to be put it in the cars. 

Mr Schneider asked the question if there would be a risk - if modern cars become too 
expensive - of old (less environment-friendly) cars being used for longer periods. 

Mr Archer replied that new cars are not more expensive and that they are becoming 
cheaper. Since 2002 new cars - on official industry figures - have fallen in price by around 
13% and new cars’ CO2 emissions have fallen by about the same level; so there is no 
correlation between lowering CO2 emissions and increasing the price of the vehicle because 
there are ways in which the industry can save money in some areas and invest in others in 
order to make the vehicle as cheaply as possible. What is more important is that the 
consumer will be able to pay back any additional cost for this technology (the 1,000 Euros 
that have been estimated) within 2 or 3 years. Everybody will save money (nobody will 
make a loss from this regulation) – and the money being saved in fuel goes to boost 
economies. Mr Archer noted that Daimler’s Works Council carried out an excellent study on 
the jobs impacts of regulation. All of their scenarios show that jobs will increase as a result 
of improving the efficiency of vehicles. Mr Archer noted that his own data shows that jobs 
increase. 

Mr Klemm replied that although he mentioned a bloodbath that would only happen if one 
were to go through with the 95 g/km target now. One can only achieve that with small 
vehicles, and they are not comparable with what is now in use. So if there have to be small 
vehicles to meet the target now that will lead to job losses. The scientists in the studies 
looked at the time horizon to 2030 and as long as there is a mix of the available 
technologies (fuel cells, hybrids etc.) that could lead to more jobs. But the study does not 
say where these jobs are going to be created, and that is the difficulty. There might be a 
shift towards – or away from – suppliers, but that is something one does not know. In the 
long term, if things are done correctly, it is true that it does not necessarily lead to a cut in 
jobs. 

Mr Schneider addressed Stefanie Heinzle about the issue of low-income groups who will 
have a problem to purchase a car in any case, and asked what could be done for low-
income groups so that they can profit from regulation. 

Ms Heinzle replied that in her view the regulation has a very positive impact especially on 
low-income consumers because most people who are in the low-income groups are not in 
the new car market. They are the ones who buy cars on the second-hand car market, and if 
the regulation manages to make new cars more efficient it will have a positive effect on the 
second-hand car market as well because new cars lose a lot of their value over the first 
couple of years of ownership. 
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The second-hand car owner only has to pay a fraction of the possible initial car purchase 
price. So, their own calculations have shown that a used car buyer who buys a 5-year-old 
second-hand car will only have to pay approx. 30-35% of the possible (higher) initial 
purchase price but will significantly profit from the fuel savings that have been calculated; 
the possible payback period for the initial higher purchase price for used car buyers is just 
above one year. So, it is very beneficial for used car buyers, who also form the group that 
is most sensitive to increases in fuel price. That kind of regulation may lower the burden on 
lower income consumers. 

Mr Schneider asked Mr Klemm whether there is a common position from the employees of 
the car component industry in Europe. 

Mr Klemm observed with regret that he cannot provide a detailed answer to that and states 
that a differentiated approach is needed. If there is a trend from 8 to 6 cylinders for 
example or from 5 to 3 cylinders in a car component company, there is going to be less 
work for those producing cylinders. When it comes to electrical engines it is presumably 
advantageous to have developments – so it depends on what kind of component is supplied 
to the market. Coming back to the e lab study, one could say that if a car has a combustion 
engine and an electrical engine, i.e. two engines, there is more work to do but Mr Klemm 
cannot imagine that such a car costs less money. 

Mr Krahmer (MEP) asked whether the risks of this regulation were assessed sufficiently. If 
CO2 targets are made stricter and one goes beyond 2020, is there not a risk that one is 
calling for technology on the market for which there is not sufficient demand? Mr Klemm 
said that the premium manufacturers producing the top cars are successful in particular 
because of the exports of what they produce to non-EU countries. In the other markets, 
there is a great difference in demand. One would have to see whether there will be a 
sufficient market if the targets are made stricter. The next related to super-credits; even 
experts asked him what they are. How do consumer protection organisations come to the 
conclusion that super-credits are not a good idea - who have they asked? Because 
whenever he asked them they do not know what he is talking about. 

Mr Mock (as a member ICCT) replied that over the last few years a certain convergence has 
been observed - namely countries, which did not have a regulation are bringing it in, while 
other countries are tightening up their regulations and there is adaptation. So, regulations 
and the technologies that are used to achieve the target are probably what will actually be 
needed by the market. 

Mr Klemm stated that he cannot give a precise answer to this question. He tries to indicate 
that the lighter and the heavier vehicle need to be looked at from a new angle and that 
heavy vehicles have to achieve a great deal more in terms of CO2 reduction (more than the 
lighter vehicles) but the question is what the next step will be and whether there will have 
to be further reductions. He believed that there are difficult debates going on with the 
automobile industry but in his view premium cars, which are important for exports, would 
be at a disadvantage. 

Mr Archer believed that the risk is not assessed correctly because everyone is far too risk 
averse. When this was being discussed in 2008, there were all kinds of claims about costs 
to the industry and how much more expensive cars would become. None of it has proved to 
be true. 
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According to Mr Archer, everyone was very risk averse and set a very relaxed target for 
2015, with the net result that the target is being ignored, that all the manufacturers will go 
beyond it and one is already on a trajectory to achieve 95 g/km now. Concerning post
2020 standards, Mr Archer believed there is an important role for policy makers to set long-
term targets which provide certainty to investors that the market is going to shift in a 
certain direction, and that this would encourage that investment to be made in the future. 
Nobody knows what the vehicle park will look like in 2025 or 2030. But one can assume 
that vehicles will be much more fuel efficient than they are now and that there will be a 
much wider range of power trains from battery, electric to fuel cells, of plug-in hybrid, 
probably natural gas, a whole range of technologies which are competing on the market for 
market share. According to Mr Archer, the role of policy makers was to set that long-term 
vision and allow the industry to respond to it. 

Mr Dudenhöffer added that the risks are zero. If one looks at the vehicles on the market 
today (for example Toyota – they have sold four million hybrid vehicles) and at the middle 
of the range (compact cars), they are all below 95 g/km of CO2. The technologies are being 
implemented – another example would be the Opel Ampera 27 g/km CO2. The industry and 
its international competitiveness will be strengthened because premium vehicles, which do 
not consume much fuel and are environmentally friendly will be the cars of tomorrow. Mr 
Dudenhöffer thus believed that one can continue regulating; he suggests leaving aside the 
super-credits because they do not provide any incentives and that they damage 
competition. One should think of something better and of something to pay for small cars 
and zero emission vehicles. 

Ms Heinzle, speaking on behalf of the European consumers, explained that it is known from 
several studies that consumers are worried about fuel prices and that they want fuel 
efficient cars. They take fuel efficiency more and more into consideration and it has been 
observed that the new standards will lower the cost of driving significantly because of the 
savings. Even if an investment of 1,000 Euros is necessary the payback period will be a 
maximum of 2 years. It is thus in the interest of the European consumers to make cars 
more efficient. If the effect of super-credits is that the target will be weakened it is not in 
the interest of the consumers; once again, BEUC does not represent individual consumers, 
they receive the mandate through 40 national members and act as umbrella organisation in 
Brussels to defend the interests of the citizens and members. They are in daily contact with 
millions of consumers at national level. 

Mr Hodac requested some clarification about the super-credits; according to Mr 
Dudenhöffer’s position, super-credits for VW mean 0.3 g/km for the fleet; consequently, 
because for Chevrolet it is 2.6 g/km, they are not good for the European automobile 
industry. Yet according to Mr Archer, super-credits would change the targets from 95 g/km 
to above 100 g/km. Mr Hodac wished to clarify this issue, namely whether the truth lies 
with Prof Dudenhöffer saying it is 0.3 g/km or with Mr Archer who said that it would bring 
the target above 100 g/km (even 105-110).  

Mr Archer explained that Mr Dudenhöffer was talking about what the impacts of the current 
Commission’s proposal would be. What Mr Archer was talking about is what the impact of 
the industry’s proposed amendments would be. So there is a profound difference between 
the two. One is a very small amount and the other is a very large amount. 
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Ms Dorothee Saar responded that they carry out regular surveys about the use of service 
vehicles. So, premium vehicles are very popular but with respect to the new limits, are 
these premium vehicles necessarily linked with high emissions? They need to be big and 
comfortable, all the things you normally associate with a premium vehicle. 

A member from the audience, from the mobility association in Germany (Verkehrsclub 
Deutschland, VCD), asked Mr Klemm about the possible job losses he mentioned if one 
moved too quickly to 95 g/km. His association has investigated vehicles of all classes in 
Germany, not just the best ones but those that are energy efficient, and there are a lot of 
German vehicles – BMW 7, the E class from Mercedes, etc. (he shows a list which can be 
distributed) - that are produced today which come below the limit values - of 95 g/km, the 
average is 96.6 g/km. If one takes the fleet and the petrol and diesel models that are 
registered, and taking the best ones, the most energy efficient ones - if you are a 
manufacturer one would be getting to a level of 126 g/km, but there is still a bit of time for 
2020, so the question is where is the challenge. And, addressing Mr Hodac, as Mr Hodac 
asked for surveys – and there have been surveys among car buyers (fuel consumption cut 
by 30%, extra costs 1,000 Euros) – the question Mr Hodac should be asking whether 
people are prepared to pay an extra 1,000 Euros if they are going to have their money 
back within the next couple of years. 

Mr Klemm responded that one had to look at individual cases, the smaller vehicles cannot 
be compared with the top of the range premium vehicles which involve a lot more jobs, and 
obviously fewer people are involved in the manufacture of the small car (e.g. Smart car 
compared to S class car from Mercedes), so it is possible to bring in the limit value by 2020 
without dramatic effects. 

Mr Hodac confirmed that over the last 10 years the preferences of consumers have 
changed from buying cars based on design and other issues. Now the consumer looks much 
more on fuel efficiency.   

Ms Heinzle responded that manufacturers and consumers still undervalue the benefits of 
fuel savings and that is why manufacturers believe that consumers are not willing to pay 
much more for a fuel efficient car. Her statement was that consumers want fuel efficient 
cars but that manufacturers tend to believe that they are not willing to pay much more for 
them. She explained that BEUC would support a footprint based approach, since the 
benefits are clearly stated in the impact assessment of the Commission. Also studies by 
ICCT, show that the costs to reach the goal will probably be slightly lower for the industry 
and especially possible price increases for cars in the smaller segments then will be limited. 

Ms Sylvia Maurer, who works with the European consumer organization BEUC on 
environmental issues asked what the industries were doing to enable consumers to make a 
good choice and choose the car that suits their needs best, and also to make them aware of 
the environmental impact of cars. In car advertisements the features, innovative things and 
the fun factor tend to be shown in very bold letters to consumers but the information about 
CO2 emissions is given in tiny letters, very often indicating the range of CO2 emissions so 
that it is difficult for people to identify the CO2 emissions of a particular car. Advertising 
slogans such as ‘changes everything but the climate’ suggests to people that one can drive 
with fun and with no negative impact on the environment - this may be an exaggeration 
but the manufacturers also have a responsibility. If there is to be a market for new, 
innovative and fuel saving cars, it should be communicated to consumers. For example, the 
European car labelling does not work at the moment because there are different systems 
all over Europe and the information in some countries is so technical that the consumer 
does not even look at it. 
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So Ms Maurer asked the car manufacturing industry whether they are doing something 
about it, or what they can do in the future to make that change. 

Mr Hodac pointed out that for example in Brussels emissions and fuel consumption are 
shown in big letters on all advertisements. The reason for this is that the consumer is 
interested in the fuel efficiency or consumption of the car. He explains that it is normal that 
there is a range because there are cars with different engines and they will have different 
consumption levels. A consumer coming to the dealer receives the exact information about 
the property of the car and on this information the consumer bases his/her choice of the 
car. 

Mr Klemm stated that he feels that the customers are much more intelligent than has been 
suggested. They are not completely misled by advertising and, basically, they buy what 
they want. 

Ms Franziska Achterberg from Greenpeace added that the 2020 targets should not be 
weakened and that the introduction of a new post-2020 target of 60 g/km for 2025 is 
needed. As regards the super-credits a weakening of the regulations and that the targets 
would increase by 10 g/km, 15 g/km or more, which is not in the interest of the 
environment nor of the consumers. Ms Achterberg’s question to the proponents of super-
credits is in what way, considering the weakening of the target, do they incentivize the 
market take-up of electric cars and how does it work to remove the obstacles?  

The obstacles to the introduction of the new technologies, as Ivan Hodac mentioned, are 
high price, the lack of refuelling or recharging infrastructure and the lack of consumer 
acceptance. According to Erich Klemm, even if the prices remain high and consumers 
remain sceptical, the super-credits would help market introduction. Ms Achterberg asked 
how these super-credits incentivize and promote a market for electric cars and what level 
of super-credits are promoted or, in other words, what is the factor and what would be the 
cap per manufacturer, and in what way would it change the CO2 target - and why does the 
industry think that politicians would accept such a weakening? 

Mr Hodac responded that super-credits help to attract investment for innovative 
technologies. The number of electric cars that have been sold in the European Union has 
been close to zero, and if e.g. electric cars are to be brought on the market the 
manufacturers have to have an incentive to continue investing in them, as they are sold at 
a loss rather than a gain. Mr Hodac does not think that such an incentive can come from 
the state subsidising the customers to buy electric cars (in some countries it exists). So, in 
the same way as in other countries (the United States, China – in China the factor is now 
5) it will be totally normal also in Europe and, according to Mr Hodac, the legislator would 
give a signal, an incentive to the manufacturers to continue producing these vehicles until 
they become acceptable from the price point of view, from the point of view of range and 
other things, and until people have a proper infrastructure. 

Mr Klemm stated that he has addressed the issue as well because he believed that if one 
wants to make technological progress and put incentives in place so that companies are 
going to market new technologies this would be a good instrument for it. He tried to 
understand how a car manager thinks. He can only put something on the market that is 
going to sell if the customer is willing to pay for it. If one wants to cross-subsidise because 
there might be other advantages, one could have these super-credits but one has a factor 
of 1.3 (as was mentioned earlier) and that would not be enough.  
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But if one has a car that emits less than half of what the target is or a car with zero 
emissions this would be rewarded because this has been achieved with a technology that 
has made it onto the market which otherwise would not make it onto the market - the type 
of technology, or eco-innovations, that one can have with super-credits. Mr Klemm believed 
it was included in EU legislation but nothing came of it. There are certain technologies 
which, in an economic cycle, would not make sense but on the market they would. So a 
company needs to decide whether they are going to put something on the market which 
the customers are not ready for, which on the market is not profitable yet - and if, in policy 
terms, super-credits are available to make that possible, Mr Klemm believed that they 
might be a good thing. 

Mr Dudenhöffer said that 20,000 super-credits per manufacturer would not be sufficient to 
llow for a breakthrough of electric vehicles; this would only account for 1 or 2% across the 
EU. So, they are not the right way of going about providing support for new technologies. 
Super-credits are just going to weaken the targets without putting in place new 
technologies. 

Ms Achterberg from Greenpeace asked what the industry was proposing. Mr Hodac replied 
that they are working on a proposal and that in their view, the proposal from the 
Commission is not sufficient. To make this part of the regulation work they believe that it 
has to be a larger muliplicator and that one may have to go back at least to the 50 g/km 
from before but that is still under discussion. 

Mr Archer confirmed the need to incentivize investment. However, he believes that super-
credits are the wrong way of doing that. The best way of doing that would be to have some 
kind of flexible mandate to reward manufacturers for achieving e.g. 2.5% electric vehicle 
sales and which penalises them if they do not. In that way one is actually driving the 
incentive and encouraging the market in the right way. The best way in the longer term is 
to set a 2025 target, something the manufacturers do not want to do. These are the 
mechanisms, which will encourage the incentives and incentivize the investments, not 
super-credits. 

Mr Schneider thanked all four panellists for the interesting discussion. He gave the floor to 
the Mr Ulmer for his conclusions. 

Concluding Remarks 

Mr Ulmer thanked all the participants, the panellists and all those who have participated as 
interested audience. The points discussed were exactly those that he had expected and he 
intends to submit a report for translation at the end of the year, which will go to the 
Environment Committee. One of the most difficult points seems to be whether the predictions 
will actually come true. The Rapporteur intends to restrict himself to the technical issues. The 
consequences in terms of economic aspects will be taken secondly because some reliable 
predictions are needed. He believed the market needs to be steered in a particular direction, 
or perhaps guided, but not directed and controlled. And he recommended that one should 
reward rather than penalise. 

PE 492.467 21 



 
 

 

 

 

 

   

 

 

 
 

 
 

 
 

 

 
 

 
 

 

 

 

Policy Department A: Economic and Scientific Policy 

ANNEX 1: AGENDA 

WORKSHOP ON 

The Proposal on Modalities for Reaching 


the 2020 Target to Reduce CO2 Emissions 

from New Passenger Cars 


Monday, 26 November 15.00 - 18.00. Room A5G3 

European Parliament, Brussels, Room: Altiero Spinelli A5G3 

Organised by the Policy Department A-Economy & Science 


for the Committee on the Environment, Public Health and Food Safety (ENVI)  


15.00 
Welcome Mr Thomas Ulmer MEP, ENVI Rapporteur 

Part 1 - CO2 emission from cars 

15.10 
Progress on reducing transport emissions through CO2 legislation 
Mr Ian Hodgson, DG Climate Action, European Commission 

15.25 
The European Commission Proposal 
Mr Philip Owen, DG Climate Action, European Commission 

15.40 
The proposed methodology in relation to the European car market  
Prof Ferdinand Dudenhofen, University Duisburg-Essen 

15.55 
The impact of private transport on climate change emissions 
Mr Peter Mock, International Council for Clean Transportation (ICCT) 

16.10 
Q&A, open discussion 
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Part 2 - Roundtable on the impact of the EC proposal 

16.30 
Introduction by the moderator 
Mr Jürgen Schneider, Federal Environment Agency, Austria 

16.40 

The challenges for the car industry, 

Mr Ivan Hodac, ACEA (European Automobile Manufacturers' Association) 

16.48 

The Perspective of the NGOs, 

Mr Greg Archer, Policy Officer, Transport & Environment 

16.56 

Impact of CO2 emissions legislation on consumers,
 
Ms Stefanie Heinz, The European consumers’ organisation (BEUC) 

17.04 
CO2 Regulations and Employment 
Mr Erich Klemm, Daimler AG BR  

17.12 
Debate with the moderator 

17.25 
Q&A, open discussion 

17.50 
Conclusions from Mr Thomas Ulmer MEP 
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ANNEX 2: SHORT BIOGRAPHIES OF EXPERTS 

Ian Hodgson, DG Climate Action, European Commission 

Ian Hodgson is policy officer at DG Climate Action, European Commission. 

Philip Owen, DG Climate Action, European Commission 

Philip Owen joined the European Commission in 1990 having spent 12 years in the private 
sector working with KPMG. He has had a varied career with the Commission spending a 
number of years in DG Competition dealing with both merger and State aid cases including 
State aid to the automotive sector between 1996 and 1999. This was followed by three 
years in DG Regional Policy managing a number of Objective 1 and 2 programmes. He was 
in DG Environment from 2002 to 2010 having been in charge of the financial management 
Unit and well as the LIFE programme (DG Environment's project funding initiative). After 
briefly following transport and air quality issues, Philip Owen took up responsibility for his 
current post, in DG Climate Action, in mid-February 2010. This post encompasses climate 
action policy for transport, road vehicles as well as dealing with ozone and fluorinated gas 
issues and the UN's Montreal Protocol. 

Ferdinand Dudenhöffer, University Duisburg-Essen 

Ferdinand Dudenhöffer founded the CAR institute in October 2008. The CAR-Center 
Automotive Research focuses on the important research areas automobile industry, 
automotive management and mechatronics at the University of Duisburg-Essen. 

Prof Dr. Ferdinand Dudenhöffer is a recognised expert in marketing and business 
management and specifically development in the automotive industry. The former 
automotive executive has a professorship in Marketing & Management Science. 

After studying economics Prof Dudenhöffer held senior executive positions at Porsche, Opel, 
Peugeot and Citroen. He also held a professorship at Mannheim University. Since 1996 and 
until 2008 he has a professorship for Marketing & Management Science, Department 
Automotive Economics & Engineering, University Of Applied Sciences, Gelsenkirchen. 

Peter Mock, International Council for Clean Transportation (ICCT)  

Peter Mock is Managing Director of ICCT Europe and divides his time between the ICCT’s 
Berlin and Brussels offices. His main focus is the coordination of ICCT activities in Europe, 
mostly for the light- and heavy-duty vehicles sectors. This includes compiling well-based, 
credible data on the vehicle market and vehicle technologies, and making this information 
easily available to a broad audience. Prior to joining the ICCT, Peter Mock was staff 
member of the Daimler Global Environmental Protection department and completed a 
dissertation assessing future market potentials of different vehicle technologies and fuels at 
the Institute of Vehicle Concepts of the German Aerospace Center (DLR). He holds a 
diploma degree in Chemistry and Economics (Dipl.-Chem. oec.) from the University of Ulm 
(Germany) and a doctorate in engineering (Dr.-Ing.) from the University of Stuttgart 
(Germany). 
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Ivan Hodac, Secretary General of the European Automobile 
Manufacturers Association (ACEA) 

Building on a large experience in EU affairs, Ivan Hodac maintains close relationships with 
the European Commission, the European Parliament and the representatives of the EU 
Member States. Representing 18 European automobile manufacturers in Brussels, Hodac is 
also counterpart for other industry associations, NGOs and consumer organisations. 

Mr Hodac, born in Czechoslovakia, started his career in 1976 as an assistant at the College 
of Europe in Bruges and has later worked as a consultant and as Secretary General of a 
worldwide and EU trade association in the food sector. From 1992 to 2001, he was Senior 
Vice President and Head of the European office for AOL Time Warner, the leading 
communications and media group in the world.  

Mr Hodac holds a degree in Mechanical Engineering and in Economics and Political Science. 

Greg Archer, Policy Officer, Transport & Environment 

Greg Archer leads the vehicles programmes for Transport & Environment, a federation of 
around 50 organisations promoting sustainable transport. He leads the vehicles activities at 
the European Federation for Transport & Environment (T&E), the principal environmental 
organisation campaigning on sustainable transport at the EU level. T&E represents, and is 
supported by around 50 member organisations working to promote an environmentally 
sound approach to transport across Europe. 

He was formally, Managing Director at a UK-based Low Carbon Vehicle Partnership, a 
public-private partnership focused on developing the market for low carbon vehicles and 
fuels. During this time he also established and directed a centre of excellence for low 
carbon vehicle technologies (Cenex) and UK Renewable Fuels Agency that regulated the 
supply of biofuels. 

Greg Archer has spent his career in the environmental sector. Previous roles include 
working in business and running an environmental consultancy; managing major 
Government programmes for pollution management; directing public-partnerships and 
environmental regulators; and in research and campaigning. He describes himself as a 
“pragmatic environmentalist.” 

Stefanie Heinzle, The European consumers’ organisation (BEUC) 

Stefanie Heinzle is currently coordinating and implementing a new project at BEUC - the 
European Consumer Organisation - which is related to lowering CO2 emissions from car 
transport and improving consumer information about the environmental impact of cars. 
Stefanie Heinzle holds a PhD from the University of St. Gallen (Switzerland) and worked 
from 2008 to 2012 as a research associate at the Institute for Economy and the 
Environment (IWOE-HSG). During that time, Stefanie has collaborated on and managed 
several research projects and focused in her dissertation on how specific information 
conveyed by energy labels can effectively influence consumer decision-making for energy 
efficient appliances. She holds a degree in International Business Administration from the 
Vienna University of Economics and Business Administration and a CEMS Master in 
International Management. 
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Erich Klemm, Daimler AG BR 

Erich Klemm is Member of the Supervisory Board Daimler. As an employee representative, 
he is deputy chairman of this board. Erich Klemm has been a member of the Supervisory 
Board of the company since 1998. He is also a member of the Presidential, Mediation and 
Audit Committee. He currently holds the following positions: deputy chairman of the 
Supervisory Board, chairman of the Group Works Council, chairman of the European Works 
Council, chairman of the World Employee Committee. 

After gaining his intermediate high school certificate, Erich Klemm trained from 1970 to 
1973 as an apprentice machine fitter at Daimler-Benz AG's Sindelfingen plant. He 
subsequently worked from 1973 to 1978 as a machine fitter in the process design section 
at the Sindelfingen plant. He then attended external further education courses to gain a 
qualification in human resources, and completed a REFA training course. 

Between 1971 and 1978 Erich Klemm was chairman of the young employees' 
representative body on the Works Council of the Sindelfingen plant, and from 1972 to 1978 
chairman of the young employees' representative body on the General Works Council. He 
was then elected to the Works Council as a full-time member. Erich Klemm has been a 
member of the Supervisory Board of Daimler-Benz AG since 1988, has been the chairman 
of the Sindelfingen plant Works Council since 1989, and chairman of the company`s 
General Works Council since 1999. 
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Briefing note by Dr Peter Mock 

Technology Potential to Reduce CO2 Emissions from New Passenger 
Cars 

1. Effect of the EU-CO2 regulation 

The average CO2 emission level of new cars in the EU decreased from 170 grams per 
kilometer (g/km) in 2001 to 136 g/km in 2011 –a 20% reduction in 10 years (Fig. 1). This 
corresponds to a reduction in fuel consumption from roughly 7.0 liter per 100 kilometer 
(l/100km) to 5.6 l/100km.  

When looking closer, two distinct periods can be identified: Up until about 2007 the annual 
reduction rate was about one percent per year, from 2008 on the rate of reduction 
increased significantly, to about four percent per year. A similar trend can also be found for 
the individual vehicle segments, strongly indicating that the EU-wide mandatory CO2 
regulation – that was adopted in 2009 - is the main driver behind these developments and 
is proving to be an effective instrument to increase vehicle efficiency. 

Figure 1. Average CO2 emission levels for new 
passenger cars in the EU. 

The 2015 industry-wide target of 130 g/km was already nearly met in 2011, and indeed 
some vehicle manufacturers met their specific 2015 targets in 2011. Others, who are 
lagging behind, have announced that they will catch up and likely exceed their 2015 targets 
to some extent1. If the improvement rate since the introduction of the mandatory EU-CO2 
regulation for new cars continues into the future, the proposed 95 g/km target for 2020 
would be met on time.  

2. Technology potential assessment 

In recent years we have seen a leap forward in assessing the future CO2 emission 
reduction potential of vehicle technologies, as well as the investment costs associated with 
these new technologies. In the US, the Environmental Protection Agency (EPA), the 
California Air Resources Board (CARB), and the ICCT teamed up to commission a detailed 
assessment involving extensive vehicle computer simulations and so called tear-down cost 
assessments. 

http://www.theicct.org/blogs/staff/eu-car-manufacturers-likelymeet-2015-co2-target-early 
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For the cost assessment, established vehicle technologies are compared to innovative 
technologies and both are broken down to the individual parts level. For those parts that 
are different, a detailed physical and chemical analysis is then carried out to determine any 
necessary changes to materials and production processes. This approach allows for a 
thorough and transparent assessment of the cost of a technology when being produced in 
high volume and mirrors a similar approach generally used by manufacturers and suppliers 
in the automotive industry. 

Building on the results of the US analysis, ICCT commissioned an additional study 
specifically for the European vehicle market, carried out by Ricardo Inc., FEV Inc. and the 
University of Aachen. This study used European baseline vehicles and labor costs and 
material prices in Germany2. 

The results show that for meeting the proposed 95 g/km target in 2020, an investment in 
new technologies of less than 1,000 EUR per vehicle is needed (Fig. 2). Current cost 
estimates are expected to be conservative, as they assume German labor cost rates and do 
not incorporate any new technologies that are not on the market yet. Also, it is expected 
that new, upcoming assessments of lightweight materials will further reduce the 
compliance cost for 2020. 

Figure 2. CO2 reduction cost curve for the European passenger cars market, based on vehicle computer 
simulation and tear-down cost assessments. Reference year is 2010 – costs for reference year 2015 (130 g/km) 
are lower. 

http://www.theicct.org/eu-cost-curve-development-methodology 
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Taking today’s fuel prices and annual driving ranges, the expected fuel cost savings from 
the proposed 95 g/km target are in the order of 350-450 EUR per year per vehicle. For the 
consumer, as well as for society as a whole, significant savings over the lifetime of a 
vehicle can therefore be expected3. 

The Ford Focus, one of the top-5 most popular cars in Europe, is a real-world example for 
some of the technologies that will likely be used to meet the 95 g/km target by 2020. The 
2012 vehicle has a smaller, turbocharged engine, makes use of Gasoline Direct Injection, 
and applies a Start-Stop system. The result is a vehicle that has about 30% lower CO2 
emissions in 2012 than it had in 2010, without any reduction in vehicle weight and while 
maintaining all vehicle performance characteristics. The 2012 version of the Audi A3 – 
having the same vehicle platform than the VW Golf – emits 29% less CO2 emissions than 
the 2010 version of the vehicle, using similar technologies.  

Another example is the Toyota Yaris: the 2012 hybrid version of the vehicle emits about 
50% less CO2 than the 2010 non-hybrid version, thereby demonstrating the reduction 
potential of this more advanced technology. For the average fleet, however, it is 
expectedthat few or no hybrid vehicles are needed to meet the 95 g/km target. This may 
be different for individual vehicle manufacturers, depending on their fleet mix.  

3. Choice of the index parameter 

Reducing the weight of a vehicle is an important measure for reducing its CO2 emissions. 
Yet, the current CO2 target system dis-incentivizes weight reduction: the heavier a car, the 
more CO2 emission it is allowed to emit, i.e. if a manufacturer reduces the weight of its 
vehicles, it now faces a more stringent target. In comparison, a target system based on 
vehicle size, such as the footprint of a vehicle, is technology neutral. Recent calculations 
show that meeting the 95 g/km target under a footprint-based target system can therefore 
be up to 30% cheaper than under a weight-based target system. 
Given the development of advanced computer simulations (capable of simultaneously 
optimizing the material and design of every part on the vehicle), and the desire to 
maximize the driving range of electric vehicles, weight reduction is likely to become a much 
more important compliance option in the future. When switching to a footprint-based target 
system it is important to allow sufficient lead-time to manufacturers, so that they can adapt 
their product plans accordingly. A dual-compliance approach for the 2020 standards could 
help in this respect: It would allow manufacturers to choose between a weight- or a 
footprint-based target for 2020, but would at the same time set the path to a mandatory 
footprint-based system for 2025 and beyond. 

http://www.beuc.org/custom/2012-00461-01-E.pdf 
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Briefing note by Stefanie Heinzle 

Good for the environment and good for your pocket: Consumer 
benefits of CO2 emissions targets for passenger vehicles 

Consumer benefits of CO2 emissions targets for passenger vehicles 

The European Commission is currently defining the modalities of implementing the CO2 
emissions target for passenger vehicles which is foreseen in Regulation (EC) No. 443/2009 
for the year 2020. 

We welcome the emission target of 95 g CO2/km for the new passenger car fleet for the 
year 2020 as we expect this target to reduce CO2 emissions of the transport sector, reduce 
the dependence on foreign oil imports, protect consumers from steady increases in fuel 
prices and prevent further air quality pollution. 

In addition, the emission target of 95 g CO2/km will reduce fuel costs and lead to fuel 
savings – two big concerns to EU consumers. Tighter CO2 emissions targets for passenger 
vehicles will therefore not only benefit to reduce the impact on the environment, but will 
also help consumers achieve significant cost savings – an approach that will lead to a win-
win situation for consumers and the environment. 

Relative to the baseline of 130 g CO2/km which manufacturers must achieve as an average 
CO2 emission target by 2015, meeting the 95 g CO2/km standard in 2020 would lead to 
significant fuel savings for consumers: The average European private motorist buying a 
new petrol car would benefit from fuel savings of approximately 344 Euros per year and the 
average European buyer of a new diesel vehicle would benefit from fuel savings of 
approximately 465 Euros per year. If fuel prices would increase as expected, the target of 
95 g CO2/km would lead to even more significant fuel savings per year. As additional 
manufacturing costs can amount to approximately 1,000 Euros, the payback period for the 
additional manufacturing costs is therefore assumed to be at the maximum of three years. 

However, a typical European private motorist sells the car after a holding period of five 
years. Approximately a third of the higher costs for meeting the CO2/km standard can still 
be passed on to the used car buyer and only two thirds of the higher initial purchase price 
needs to be paid by the new car owner. We therefore assume that at today´s fuel prices 
the payback period for the share of the potential higher purchase price that the typical new 
car buyer has to bear is below 1.9 years for the average buyer of a new gasoline driven car 
and below 1.4 years for the average buyer of a new diesel driven car. When a car is 
purchased at a time when fuel costs are higher, consumers would be able to recoup their 
investment even within a shorter period of time1. 

The average consumers would therefore benefit from this emission target as they would 
see a significant net saving over the average period of ownership of the vehicle. For 
consumers who sell their cars below the average holding period of 5 years, the payback 
period is still likely to be shorter than the buyers’ holding period of the car as, although 
those buyers will see lower fuel savings in total, they will be able to pass on a higher 
amount of resale value to the second hand car buyer. 

These numbers are based on a series of assumptions. The full details on the assumptions can be found in the 
long version of the position paper of BEUC which can be downloaded as a pdf file here: 
http://www.beuc.eu/BEUCNoFrame/Common/GetFile.asp?ID=43385&mfd=off&LogonName=Guesten 
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Key recommendations for policy makers 

	 Achieving the average CO2 emissions limit value of 95 g CO2/km by 2020 
solely by technical improvements 

We support the goal of limiting emissions to no more than 95 g CO2 per kilometre in 2020 
as already proposed in EU Regulation 443/2009. We support achieving the average CO2 
emissions limit value of 95 g CO2/km by 2020 solely by technical improvements. Allowing 
manufacturers to prove the achievement of the emissions target through additional 
measures such as training consumers on eco-driving would shift the responsibility from 
manufacturers to consumers to provide more sustainable cars and would thereby water 
down the ambition level of the savings. 

	 Not introducing a phase-in period of the targets and not including super-
credits 

It is fundamental that targets should not be phased in from 2020 onwards but that the 
average emissions of 95 g CO2/km should be fully achieved for the entire new car fleet 
already by that target year. A phase-in period would only lead to a weakening of the target 
and delaying of the benefits to consumers. 

In addition, we do not support the further inclusion of super-credits. In reality, that could 
mean that an electric vehicle with zero emissions at the tailpipe would be able to offset 
several cars with high emissions that are not meeting the targets. We believe that this 
could lead to a situation where some manufacturers would only achieve a very small 
amount of improvements in the CO2 reductions for their conventionally fuelled vehicles. 
Therefore, such a system would undermine the monetary benefits for the average 
consumers. Even though we support the provision of incentives to manufacturers in order 
to support them to develop radically new technologies, we believe that this should not be 
done through this specific regulation. 

	 Setting a medium and long-term preliminary limit value today to be achieved 
by 2025 and 2030 respectively 

In order to provide incentives for manufacturers to invest into research and development of 
such new technologies, we support setting ambitious levels of long-term CO2 emission 
targets for new passenger cars for 2025 and 2030 already today. By adopting an ambitious 
strategy, the European Commission will provide an impetus for development of technology, 
thereby incentivising the industry to take the technological lead and thereby stay 
competitive at a global level. More precisely, we support establishing an indicative 
ambitious target of 60-70 g CO2/km by 2025 and of 50-60 g CO2/km by 2030, subject to 
evaluation of the cost implications for consumers and examining consumer acceptance. 

	 Setting test cycles and test procedures to present real-world fuel-
consumption 

Members of the European Consumer Organisations ANEC and BEUC have measured more 
realistic fuel consumption values of up to 47% higher than the figures indicated by the 
manufacturers. One explanation to this development refers to the fact that the New 
European Driving Cycle (NEDC) which is used to measure the CO2 emissions by cars does 
not represent realistic consumer driving conditions. 

The test cycle and test procedure therefore needs a thorough overhaul. We support in 
principle the development of a better, harmonised testing standard. This is the objective of 
a World Light Duty test procedure in the framework of the United Nations Economic 
Commission for Europe (UNECE). In order to support the introduction of the new test 
procedure, it is important that these new test procedures represent truly real world 
conditions and should not allow manufacturers any flexibility and loopholes in the test 
procedures. Loopholes in testing should be closed as a matter of urgency.  
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Therefore, we would like to stress that it will be fundamental that this process is completed 
as swiftly as possible. If this process is delayed, we urge the European Commission to take 
own actions ahead of time, if necessary and appropriate. 

	 Maintaining excess emissions premiums at vehicle high level 
The emission premiums, which are imposed in case the average specific emissions of CO2 
exceed the specific emission targets of the manufacturer or the pool of manufactures, must 
be sufficient to ensure compliance. The costs for failing to meet the target must be higher 
than the costs for developing the necessary technical improvements. Therefore, BEUC 
supports maintaining excess emissions premiums at €95/g CO2/vehicle. 

	 Setting the parameters for determining the limit values to provide an 
incentive to cut down on mass 

By making use of mass as the parameter for determining the limit values, less incentive is 
provided to manufacturers to invest in light-weighting which is seen as a very efficient 
technical option for reducing CO2 emissions from passenger cars. Making use of footprint 
as the parameter for determining the limit values, the necessary CO2 reductions can be 
achieved in a more economical way. In addition, research has shown that size-based 
standards may reduce vehicle and pedestrian crash fatalities compared to mass-based 
standards. We therefore suggest implementing a footprint-based system which encourages 
manufacturers to invest in mass reductions2. 

	 Reducing emissions by heavier cars proportionally more than by lighter cars 
We support to set the limit value curve at a much lower level in order to require emissions 
from heavier cars to be reduced more than those from lighter cars. We believe that setting 
the slope of the limit value curve to ask for a higher contribution of heavier vehicles in 
comparison to lighter ones is justifiable from a social point of view. Households with lower 
income usually purchase less-expensive, lighter vehicles. Tighter emission standards will 
imply in any case a higher relative increase on the purchase price of lighter cars than on 
the purchase price of heavier cars. By setting the value curve at a flat slope, the 
percentage price increase on lighter cars will therefore be slightly reduced. This is of 
particular importance as more than 70% of all new passenger cars sold in the EU-27 belong 
either to the lower medium, small or mini segment. 

Studies supporting this argument can be found in the long version of the position paper of BEUC which can be 
downloaded as a pdf file here: 
http://www.beuc.eu/BEUCNoFrame/Common/GetFile.asp?ID=43385&mfd=off&LogonName=
 
Guesten
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