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Committee of Inquiry into Emission Measurements in the Automotive Sector      

 

 

EMIS written questions to Renault Group 

EMIS hearing of 13 July 2016  

 

Question 

1. Your company has recalled vehicles non-compliant with Regulation (EU) No 715/2007 in terms of emissions. You intend to fix the affected vehicles. What kind 
of repairs you intend to conduct? Will certain physical parts be replaced or only the engine system software will be recalibrated / reprogrammed? If the latter is 
true, and the fix would extend to software only, would the changes be damaging to the engine and affect its efficiency in a negative way? 
 
A testing campaign carried out in France by UTAC for the Environment Ministry has shown a non-conformity in NOx emissions, due to a calibration error in the 
control system of the NOx trap. The affected vehicles are the first batch of Euro6b Captur and Kadjar produced with the 1.5L dCi 110 hp Diesel engine. For these 
11,500 vehicles, a recall campaign is under validation with the French authorities. The repair will consist in implementing the right version of engine calibration, 
and replacing the NOx-trap catalyst, with no impact on engine nor vehicle performance or reliability. 

2. Regulation (EU) No 715/2007 requires manufactures to equip vehicles to enable them to meet the emission standards “in normal use”. How do you explain the 

German investigation focusing on that in vehicles the Emission Control Technologies are off or turned down in many conditions, for example in low ambient 

temperatures or high engine loads? For which “normal use conditions (temperature, altitude, engine load, etc) are your engines designed to operate in Europe?  

All Renault vehicles meet the regulation 715/2007 (co- decision regulation) and 692/2008 (comitology). In this regulation, the “normal use” is not clearly defined. 

Emissions limits are to be met within a detailed test protocol, including conditions on atmospheric pressure, ambient temperature (20 to 30°C) etc.… In addition 

some requests are defined for -7°C ambient temperature (NOx after-treatment function) but not much more. 

The Emission Control system is designed and managed to respect emissions limits or functional request defined by regulation, and is operated in customer use 

except for driving conditions putting at risk its reliability or engine and vehicle one. In addition, any incident leading to safety issue must be avoided.  

 

“Normal use conditions” were not defined before RDE. Description of the way Emission Control System is operating is quite complex and is done now in 

“AES/BES” document in line with RDE regulation. 
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Question 

3.      Korean authorities have allegedly discovered a defeat device in a Nissan Qashqai 1,6 dCi (Diesel). Is that the same engine which the Renault-Nissan-Alliance 
also equips European Renault models like the Mégane (and his derivatives), Kadjar or Espace with? If yes, will the engine be adjusted for the Korean market 
regarding its emission properties, and if so, then how? Do the Koreans have a different definition of defeat devices in their legislation? 
 
The 1.6 L Diesel engine used by Renault and Nissan in Europe and Korea is the same base engine in terms of hardware. The engine tuning and calibration is 
adapted to each vehicle and market. Korean authorities have specified emission targets in complement of current European homologation conditions, especially 
concerning ambient temperature range.  
To cope with these specific conditions, Renault has developed for its Diesel vehicles sold in Korea, specific tuning and engine set up. Main point is an enlarged 
EGR temperature window. This was possible in Korea thanks to less demanding market in terms of Oil Drain Interval (10000 km/1 year instead of 30000 km/2 
years). 
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Question 

4. During recent national investigations, manufacturers including Renault admitted to using so called “thermo windows” to switch off emission control systems 

under certain ambient temperatures in order to protect the engine. It has become clear that there is a broad range of temperatures used for lower switch-off 

limits (e.g. below 10°C - Daimler or below 17°C - Renault and Opel). This suggests that the setting of these temperature limits are rather arbitrary. Please explain 

the discrepancy in temperature limits used by car manufacturers to justify switching off emission control systems (including EGR). What are the operating 

conditions of those emission technologies used in your fleet (including minimum and maximum ambient temperatures, in case there is a maximum and a 

minimum) which do not damage the engine, or lead to accident or unsafe operation? Please distinguish according to the abovementioned technologies. Are these 

limits really needed to protect the engine and at which ambient temperatures? Why did you agree to recall and adjust 15.000 vehicles if you had acted within the 

law? Why does the U.S. EPA only allow switch-off of EGR under only minus 4 degrees Celsius? 

Exhaust Gas Recirculation (EGR) has been widely used in Europe since the late 90s as a “state of the art” means to reduce NOx “engine out” emissions (ie. before 

after treatment) of Diesel engines. 

Regarding Renault Euro6b vehicles, at the moment, EGR flow is reduced (not cut) below 17°C, and above 35 °C of engine inlet air temperature. This “temperature 
window” was set by Renault in the years 2000-2005 to avoid severe reliability and safety issues we faced with a high rate of incidents for customers.  

Each OEM has set a temperature window adapted to its engine and components characteristics and lay-out. Thermal conditions in the engine bay is a key 
parameter for several issues encountered with EGR systems, as the physical or chemical phenomena’s are strongly depending on temperature.  Temperature in 
the engine bay and at engine inlet, for a given ambient temperature depends on a lot of parameters (engine and engine bay lay-out and driving conditions). As a 
whole, we believe it explains the variety of temperature limits among OEMs. 

In order to better take into account various driving conditions, and prepare for the future “Real Driving Emissions” protocol coming with Euro 6d, Renault has 
launched in July 2015 technical analysis and actions aiming at expanding this temperature window for vehicles already launched in production and future 
products.  

We took advantage of improvements done on the components since the years 2000-2005 and more recently, better knowledge of the limits thanks to the market 
feedback we could analyze now to judge real life reliability of improved components and tuning, put in the market after the 2000-2005 (“black period” on EGR 
failures) 

After a specific validation process that we had carried out since July 2015, we can expand the EGR temperature window to 10-45°C for current models, and up to 
5-60°C for new products launched from now on. 
This improvement will also be proposed to all our customers driving a Euro6b vehicle, as communicated in medias in April 2016. 
Regarding the “15.000 vehicles”: see question 1 ; these vehicles (actually 11.500) will be recalled because testing have shown they were non-compliant with 
emissions limits over  type 1 test (NEDC), due to a calibration error at the beginning of production of these models. This is not linked to “thermo window” 
We are not present on the US market and thus we are not able to make relevant comments on the US regulation.  
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Question 

5. Modern cars and their components are largely controlled by software. For the moment, software is not part of type approval, in-service-checks, in-production-

conformity-checks or general inspections. Do you see any reason - be it technical or else - why software should remain excluded from those tests? Have you 

indicated and justified the conditions of the operation of any software which reduces the effectiveness of emission control technology to the type approval 

authority when applying to type approval? If not, why not? Were you ever requested by the technical services or type-approval authorities to provide 

clarifications on the use of derogations under Article 5(2)?  

No, software should not remain excluded from type-approval, inspections, COP, etc. However because of complexity of nowadays softwares, we believe a 

practical way to do that is by describing and checking strategies. This indeed is now part of the RDE regulation, with the AES/BES (Auxiliary Emission Strategy / 

base Emission Strategy) dossier to be submitted to type approval authorities, describing emission control strategies.  

From our experience, we believe that National authorities and manufacturers have been facing a lack of concrete application of Article 5(2) in the comitology 

text, and therefore difficulty to have a common interpretation of such article. As long as there was no clear description of AES /BES, there was no common 

understanding of what “reduction of effectiveness of emission control technologies” means. In addition to AES/BES, and concerning the “end result” on 

emissions, RDE regulation will bring a way to check how the Emission Control System behave in real usage. 
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Question 

6. On 7 June 2016, during the meeting of transport ministers, Commissioner Bieńkowska stated that “the problem of manufacturers understating the actual 

emissions of their cars isn’t due to loophole in the existing legislation, but the failure of national authorities to catch—and punish—cheaters.” 

(http://www.wsj.com/articles/eu-rejects-call-to-tighten-car-emissions-control-law-1465299116) 

Do you share this view? Do you consider Article 5(2) of the Regulation (EC) No. 715/2007 clear enough so as not to allow different interpretations?  

We consider Article 5(2) is very generic and description of concrete application was not done through comitology. At first “normal conditions” are not defined. 

Other example: it is stated that the use of defeat device reducing effectiveness of Emission Control System is forbidden, except etc…” What does it mean in terms 

of emission limits at tail pipe is not described. 

 

- If so, please pick one diesel and one turbocharged petrol engine currently broadly sold within your model fleet and provide us with an exhaustive list of what air 

temperature, altitude, motor load and fuel quality are technically necessary to protect the engine against damage or accident and to guarantee the safe 

operation of the vehicle; 

- If not, please pick one diesel and one turbocharged petrol engine currently broadly sold within your model fleet and provide us with an exhaustive list of what 

air temperature, altitude, motor load and fuel quality you consider technically necessary to protect the engine against damage or accident and to guarantee the 

safe operation of the vehicle. Please provide us with a legal opinion based on which these conditions are deemed to be allowed. 

The answer to this question cannot fit in a few lines; actually it corresponds to the “AES-BES” file now submitted to national authorities in the frame of a type 

approval process (following publication of the RDE “package ”) 

http://www.wsj.com/articles/eu-rejects-call-to-tighten-car-emissions-control-law-1465299116
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Question 

7. Which of those available NOx control technologies do you use in your fleet alone, or which combination of the above-mentioned? The 2016 report of the 
French inquiry committee mentioned that the best options in NOx emissions were achieved by the vehicles equipped with EGR and SCR. From 12 Renault vehicles 
tested by the French inquiry committee 6 were equipped with combination of EGR and LNT and 6 vehicles only with EGR. What is your view on a statement that 
combination of EGR with LNT and SCR as a precondition to meet EURO 6 emissions? How would you estimate the costs per unit of those systems in order to meet 
a) the Euro 6 standards with use of the NEDC test, and, b) the Euro 6 standards with use of the RDE test? 
 
The vehicles tested by the French independent committee and equipped with EGR only are compliant with Euro 5.  
For Euro5, EGR was used to reduce NOx production by the engine (“engine-out” emissions).The particulate filter was introduced on all Diesel vehicles for fulfilling 
the emissions limits on PM.  
For Euro 6b regulation, we consider that EGR + a NOx after-treatment system is necessary, either SCR or LNT. 
The efficiency of a system is a combination of various parameters; for example SCR needs a reagent (urea) that has to be available for the customers in filling 
stations. On the other hand, LNT is transparent for customer. The ratio between LNT and SCR technology utilization among European OEMs is close to 50/50 for 
Euro 6b regulation 
For Euro 6d regulation with RDE test, we consider SCR as mandatory, sometimes combined with LNT to better manage city driving. The cost of active NOx system 
is in any case several hundred €.  
The extra cost of Emission Control System between Euro 6b (w/o RDE) and Euro 6d (w RDE) is in the range of 1000 €.   
 

8. Several OEMS have stated that switching of the emission control system below certain temperatures, well within typical European conditions, can be explained 
by protection of the engine. If such temperature windows have been used, did you report them to the type approval authority? No. Cf. question 2, 4 and 5. 
A much more complete description of Emission System Control strategies, including temperature windows, is made in the AES / BES dossier submitted to type 
approval authorities since May 2016. 
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Question 

9. Could you explain Renault’s emission control strategy and the choice to use Exhaust gas recirculation (EGR) and/or LeanNOx trap rather than Selective Catalytic 

Reduction (SCR) system which is considered to be the most efficient NOx abatement solutions? Do you foresee a change in your emission control strategy due to 

the introduction of real-driving emissions requirements? 

EGR is a very efficient and “state of the art” way to cut NOx “engine out” emissions by acting at combustion level, before after-treatment. For Euro 6b, Renault 

has chosen to apply SCR for its Light Commercial Vehicle range, and LNT for Passengers Vehicles. Both technologies are used equally at the moment by European 

OEMs.  

Both technologies have pros and cons. SCR is more efficient at high engine load and exhaust temperature, This is why we had chosen SCR for LCVs. 

LNT can be more efficient in city driving, being less demanding in exhaust gas temperature. SCR needs a reagent (urea) that has to be available for the customers 

in filling stations, and customer must fill regularly urea tank. LNT does need any intervention of customer. 

For Euro 6d with RDE test, we believe that SCR becomes a must, with proper urea dosing. Then we plan to switch all our Diesel applications to SCR for Euro6d, 

combined for some applications with LNT to better manage city driving emissions. 

10. The EU law on regulatory emission limits for passenger vehicles requires that manufacturers equip vehicles so as to enable the vehicle, in normal use, to 

comply with the regulatory limit values. Did the Commission or Member State authorities at any point in time give you the impression that the regulatory limit 

values are only applicable or will only be controlled under the type approval test cycle? If yes, please give details.  

It is clear that the conditions for the control of emissions limits were only defined on the type approval test cycle, with very precise conditions in terms of ambient 

pressure and temperature, pre conditioning and soaking. 

In the past, emission limits have been defined according to procedure. As an example for Euro3 definition, CO limit for petrol was adjusted with the modification 

of NEDC. 
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Question 

11. According to media reports, Renault is intentioned to make a legal recall for some 15,000 Captur models. According to an analysis done by the NGO Transport 
and Environment on the results of 3 national investigation in France, UK and Germany, 4 Renault models (Captur, Megane III, Espace V and Kadjar) showed RDE 
NOx emissions exceeding 5 times the limits. The, 2 Kadjar, one 1.5dCi and one 1.6 dCi,  showed RDE emissions 14.6 and 13.3 times the limits respectively and they 
failed to stay within the limit values even when tested in laboratory applying NEDC. Can you explain the reason why you're acting only on 15.000 Captur? Do 
these cars have something different than the others?  

For Captur and Kadjar 1,5 dCi, let’s clarify this, cf. questions 1 and 4:  
A testing campaign carried out in France by Environment Ministry has shown a non-compliance with NOx emissions limits, measured on NEDC cycle in laboratory, 
according to current regulation. 
This was due to a calibration error, only on the 110 hp variant. The affected vehicles were the first batch of Euro6b Captur and Kadjar produced with the 1.5L 
dCi110 hp Diesel engine. For these 11,500 vehicles, a recall campaign is under validation with the French authorities. 
 
In parallel, and independently, we have prepared a plan to reduce NOx emissions in customer usage on all Diesel Euro 6b line up. 

After a specific validation process that we had carried out since July 2015, we can expand the EGR temperature window to 10-45°C for current models, and up to 
5-60°C for new products launched from now on. 
This improvement will also be proposed to all our customers driving a Euro6b vehicle, as communicated in medias in April 2016. (see question 4) 
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Question 

12. What is your opinion of the current and future state of the diesel vehicle technology? Has the diesel engine reached its technical potential or can it improve in 

terms of fuel efficiency and emissions, and how? Several experts have also confirmed that both the US and EU NOx emission standards can be met in normal use, 

with the use of a combination of technologies. Which technologies do you use for the diesel vehicles sold in the US to maintain emissions under the regulatory 

limit? Which technologies do you use for vehicles sold in the EU? Please give detailed reasoning for any differences as regards vehicles sold in the two markets. 

Would future improvements rather come from the combustion technology itself (such as advance combustion modes or Exhaust Gas Recirculation), from after-

treatment such as SCR, or from working on the diesel fuel itself? Would retrofitting of certain diesel-engine passenger cars with additional emission-mitigation 

technology be viable, and what would be the cost?  

Renault does not sell cars in the US market. 

Concerning Diesel technology in general, Renault considers there is still room for improvement, on both emissions and fuel efficiency.  

It will remain one of the very key technology to meet the ambitious 95 g CO2 target in 2021 and beyond, even if we foresee some decrease of its market share 

because of cost for emission limits compliance. 

In order to cope with regulation, we will have to compensate that by developing other technologies sometime less versatile than Diesel and inducing other 

constraints like charging infrastructure for EVs. 

Main drivers for improvement identified already are the increase of injection pressure, EGR with large temperature range together with enhanced EGR and 

engine cooling systems, SCR in combination with LNT. 

Retrofitting of vehicles already on the market is however not a practical and feasible way. It would require hardware changes on both engine and vehicle (cooling 

system, exhaust line, urea dosing system…) and can also be not feasible from vehicle architecture point of view. 

In addition, we want to draw your attention to the risk for emissions and vehicle reliability or safety, with “chip-tuning”, DPF or SCR removal w/o any control of 

OEMs network. 

 

 

 


