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Executive summary

Background

AEA, with TEPR and KTI, were commissioned to inform the European Commission (DG
CLIMA) of the state of play of implementation of Directive 1999/94/EC in a chosen group of
EU Member States: Belgium, Denmark, France, Germany, Hungary, Romania, Spain and the
UK.

The purpose of the vehicle labelling Directive 1999/94/EC, as stated in its Article 1, “is to
ensure that information relating to the fuel economy and CO, emissions of new passenger
cars offered for sale or lease in the Community is made available to consumers in order to
enable consumers to make an informed choice”.

The Directive requires information on fuel economy and CO, emissions to be displayed on a
fuel economy label for all new cars to be displayed at the point of sale; a guide on fuel
economy and CO, emissions that should be available at the point of sale and from
designated bodies; a poster (or a display) showing the official fuel consumption and CO,
emissions data of all new passenger car models displayed or offered for sale or lease at, or
through, the respective point of sale; and all promotional literature must contain the official
fuel consumption and specific CO, emission data for the passenger car model to which it
refers.

Methodology
The compilation of this report was based around three key tasks:

e Task 1: State of implementation of Directive 1999/94/EC in a chosen group of
Member States (see Section 2);

e Task 2: Enforcement of Directive 1999/94/EC (see Section 3); and

e Task 3: Policy recommendations (see Section 4 onwards).

With regards to the policy recommendations the objective was to explore and provide advice
on:

e Possible harmonization of the label across the EU, including the layout and content of
the label

e Other possible measures, including voluntary tools, increasing the effectiveness of
the Directive.

¢ Improvement of the readability criteria of mandatory consumer information in the car
promotional materials (Annex IV of the Directive)

e Possible extension of the scope of the Directive to:
o Other categories of vehicle; and
o Other media.
The following activities were undertaken:

e Desk-based research — Desk-based research was undertaken in the initial stages of
developing the Member States case studies on the implementation and enforcement
of the Directive and research regarding parallel legislation on the provision of
consumer information in order to identify best practice (Tasks 1 and 2).
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e Literature review — A literature review was undertaken following on from the
European Parliament (2010) study and looked in more detail regarding the four key
policy options identified. Findings were used as a basis for discussions with
stakeholders and the further development of potential policy options (Task 3).

e Stakeholder Engagement — Stakeholder engagement was undertaken with both
national and European level stakeholders. This took the form of telephone interviews,
email requests for information, interviews with EC-desk officers (responsible for
parallel legislation concerned with provision of consumer information) and a
dedicated stakeholder workshop, that was held on 29" September 2011 in Brussels
(inputs to all tasks).

Key findings
Implementation of the Directive (see Section 2 of the main report for full details):

All eight Member States considered within this study have successfully transposed the
Directive into national legislations, meeting the minimum requirements. However, some
Member States have gone beyond the Directive in terms of additional legislative and
voluntary requirements for the information tools.

Label

Of the Member States covered in this report, six out of the eight (Denmark, Germany,
France, Romania, Spain and the UK) have based the design of their label on the household
products energy label, while according to EP (2010) a further two countries (Finland and
Netherlands) use a similarly-designed label. Of the other Member States covered by this
study, Belgium has introduced a colour-coded label that has a different format to the energy
products energy label, while EP (2010) identified that Austria had also introduced a colour-
coded label that was not consistent in terms of design with the energy products energy label.
Hence, of the 15 countries covered by this report and EP (2010), 8 have based their label on
the energy products energy label, while a further two use a different colour-coded label.

Overview of Member State label features:

No of
Label type coloured

Other cost Applicable to

Member info (incl. other

State

Relative/  Running
absolute costs

bands tax) vehicles?

Belgium Continuous N/A Absolute No No No
comparative label

Denmark |EU Energy 7 (Ato G) Absolute | Yes Yes Vans under
Labelling style 3.5 tonnes

France EU Energy 7 (Ato G) Absolute  |No No No
Labelling style

Germany |EU Energy 8 (A*to G) |Relative Yes Yes No
Labelling style

Hungary |List format N/A N/A No No No

Romania |EU Energy 7 (Ato G) Absolute No No No
Labelling style

Spain EU Energy 7 (Ato G) Relative No No No
Labelling style

UK EU Energy 7 (Ato G) Absolute |Yes Yes Used cars
Labelling style (voluntary)
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Guide on fuel economy

All of the Member States met the Directive requirements with regards to the Guide on fuel
economy. The majority of Member States also made the guide available to download from
the internet, and 5 Member States had developed an additional searchable online database
for consumers (the main areas where Member States had gone beyond the requirements of
the Directive).

Poster

All Member States met the Directive requirements with regards to the poster. Very few went
beyond these requirements when transposing into national legislation.

Promotional materials

Again, all Member States met the Directive requirements with regards to promotional
materials. Only Denmark has gone significantly beyond the Directive, requiring that the
coloured bands/arrow from the label which indicates CO, emissions is displayed on
promotional material in addition to the text. A number of voluntary measures have been
implemented in relation to the promotional materials, mainly in the form of raising awareness
of the requirements and providing guidance on the requirements for providing CO, emissions
and fuel consumption information on promotional materials.

Planned modifications

There are a number of modifications being planned (or recently implemented) by the Member
States. The majority of the planned changes are concerned with the format and the
application of the label rather than the other information tools. In summary, these relate to:

e Presentation of information on the label:
o Use of a colour-coded scale to indicate CO, information;

o The number of bands/categories in use (increasing from 7 bands, “A” to “G” to
Include “A+”, “A++” and “A+++”);

o Indication of annual fuel costs;
o Indication of national taxation and other financial penalties/rewards;
o Indication of electricity consumption (where applicable).
e Application of the label:
o Extending its use to used cars;
o Extending its use to rental vehicles.
Effectiveness of the information tools

The effectiveness of the information tools were considered in terms of increasing consumer
awareness and reducing the average CO, of new passenger cars. There is limited evidence
to suggest that the Directive may have a positive impact on raising consumer awareness.
However, very few studies or surveys have been undertaken within Member States with
regards to awareness or effectiveness of the Directive.

Average CO, emissions from passenger cars have decreased to 140.3g CO./km in 2010
down from 145.7g CO,/km in the previous year. However, due to the range of other policies
and measures that have been implemented within Europe/Member States (including the
Voluntary Agreement on Passenger Car CO, emissions; Regulation 443/2009, and vehicle
and fuel taxation), it is not possible to state that this decline in average CO, emissions is due
to the implementation of Directive 1999/94/EC in isolation. It is therefore likely that the
package of measures working in combination have led to this decrease.
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Enforcement of the Directive (see Section 3 of the main report for full details):

The findings of this report, taken together with the findings of the European Parliament study,
suggest that there are relatively low levels of non-compliance with the Directive, although it is
important to note that compliance has only been assessed on a regular, let alone ongoing,
basis in only a few countries. In some cases, surveys by NGOs or independent organisations
have suggested that there are actually higher levels of non-compliance than have been
suggested by national authorities or other surveys.

Where compliance has been assessed on some form of regular basis, it appears as though
compliance has improved over time. Indeed, it was noted at the workshop that simply by
attempting to measure compliance, compliance tends to improve as those responsible for the
various provisions within the Directive become more aware of what is required of them.

The enforcement of the Directive can be split between national and local levels, e.g. in
Germany, the UK and Spain, in which cases it is more difficult to obtain a clear picture of the
level of enforcement activities, and consequently the actual extent of non-compliance, as
data on local enforcement activities are often not collated at the national level. It was noted,
however, that this situation would improve once the Market Surveillance Regulation has been
implemented. Specific problems have been identified in relation to the enforcement of the
provisions relating to promotional activities, i.e. those contained in Annex IV of the Directive.

The review of other EU legislation that aims to provide consumers with information identified
that the Market Surveillance Regulation appears to be potentially useful in informing
enforcement provisions. The Regulation itself requires Member States to be more proactive
in relation to their market surveillance. Both the Household products energy labelling
Directive and the Tyre labelling Regulation have made use of the model provisions set out in
the Decision that accompanies the Market Surveillance Regulation to improve their
respective enforcement provisions. In the workshop, some stakeholders felt that making use
of these provisions would improve the enforcement of the passenger car CO, labelling
Directive.

Recommendations

The following recommendations have been made (see Section 6 of the main report for full
detalils):

Improving the enforcement of the Directive:

¢ In any future revision of Directive 1999/94, the Commission could draw on the Market
Surveillance Regulation and its complementary Decision 768/2008 in order to inform
the enforcement provisions of the amended Directive. In particular, a requirement
could be included to require Member States to report to the Commission every four
years on the scale and type of their enforcement activities and the levels of
compliance with the Directive.

Harmonising the requirements of the Directive relating to the label:

e It is recommended to consider harmonising the design of the label reflecting the
design of the EU household energy product label.

e |t could be considered to make the inclusion of information on annual vehicle running
costs on the label mandatory.

e It could be considered to require Member States to include information on relevant
vehicle taxation rates on their respective labels, e.g. where these are linked to a car’s
CO, emissions.
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e |t is recommended that any future harmonisation of the label should not be too
prescriptive in relation to other elements to be included on the label, so as to enable
Member States to take account of national circumstances.

e It is recommended to investigate the potential to have a composite label that is clear
and easy for consumers to understand and which includes information on both the
absolute and relative CO, performance of the vehicle.

o |If it is not possible to develop a simple and clear composite label, a requirement to
use an absolute label could be considered.

e However, it is recommended to base this policy choice on a consumer behavioural
study to test the effectiveness of alternative schemes.

e If it proves not to be possible to agree on either a composite or an absolute label,
then it could be considered to develop guidelines in the Directive for the development
of relative labels.

e |t could be considered to leave the definition of bands to Member States, but in such
a case the revised Directive should set out clear principles for the allocation of cars to
bands.

Other means of improving the effectiveness of the Directive — Guide on fuel economy:
e The Commission could allow Member States more flexibility in relation to the
requirements relating to the fuel economy guide, with respect to making it available to
consumers.

Other means of improving the effectiveness of the Directive — Poster/display:
e |t could be considered to remove the requirement for a poster/display within the
showroom/at the point of sale.

Other means of improving the effectiveness of the Directive — Promotional materials:

e |t could be considered to make the requirements in relation to promotional literature,
as currently defined by the Directive, more prescriptive, including the addition of
minimum requirements in terms of size and position (which could be different for
different types of promotional material).

e It could be considered to update the definition of "promotional literature” to reflect the
realities of the increasing use of electronic media (e.g. external electronic posters in
public spaces).

¢ If the Directive is not revised, the production of guidance could be considered on the
Commission’s understanding of what is meant in Annex IV by ‘easy to read’ and other
commonly misinterpreted phrases.

Other means of improving the effectiveness of the Directive — Discrepancy between
real world and test cycle information:
o If the revised light duty test cycle takes more time to develop than expected, or does
not sufficiently replicate EU real world emissions, it could be considered to develop a
scaling factor to convert test cycle emissions to real world emissions.

Other means of improving the effectiveness of the Directive — Information to increase
awareness:
e It could be considered to commission research on the potential benefits of including
the CO, and fuel efficiency information (e.g. a simplified form of a harmonised label)
on other information that is provided to consumers.
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Extension of the Directive to other modes:

e |t could be considered to investigate further whether there should be a requirement to
provide information on vehicle CO, emissions and fuel economy to purchasers and
users of other types of road transport (including vans, heavy-duty vehicles, two- and
three-wheelers and used cars).

e It could be considered to include on the label indicative values for the carbon intensity
of fuels and energy sources converted into gCO,/km.

Extension of the Directive to other media:

¢ It could be considered to extend the provisions of the Directive to cover promotional
material on the internet that is visual and static.

e Undertaking research, or even a trial, to understand whether there are any benefits in
terms of increasing consumers’ awareness of extending the provisions of the
Directive to cover other types of visual and dynamic media (including that on the
internet) could be considered.
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1 Introduction

AEA, with TEPR and KTI, were commissioned to inform the European Commission (DG
CLIMA) of the state of play of implementation of Directive 1999/94/EC in a chosen group of
EU Member States. The aim of this report was therefore to develop an in-depth
understanding of the implementation of the Directive in Belgium, Denmark, France,
Germany, Hungary, Romania, Spain and the UK. It was also necessary to build upon an
earlier study for the European Parliament (2010%). The previous European Parliament study
included the following Member States: Austria, Czech Republic, Finland, France, Germany,
Italy, Netherlands, Poland, Sweden, and the UK. This study includes three main tasks, which
are as follows:

e Task 1: State of implementation of Directive 1999/94/EC in a chosen group of
Member States.

e Task 2: Enforcement of Directive 1999/94/EC.
e Task 3: Policy recommendations.
This report sets out the findings of the study based on the tasks above.

1.1 Regulatory Framework and Directive 1994/94

The purpose of the vehicle labelling Directive 1999/94/EC, as stated in its Article 1, “is to
ensure that information relating to the fuel economy and CO, emissions of new passenger
cars offered for sale or lease in the Community is made available to consumers in order to
enable consumers to make an informed choice”. The Directive requires information on fuel
economy and CO, emissions to be displayed in the following ways (referred to as
“information tool” in the remainder of this report):

o Afuel economy label for all new cars to be displayed at the point of sale.

e A guide on fuel economy and CO, emissions that should be available at the point of
sale and from designated bodies.

e A poster (or a display) showing the official fuel consumption and CO, emissions
data of all new passenger car models displayed or offered for sale or lease at, or
through, the respective point of sale.

e All promotional literature? must contain the official fuel consumption and specific
CO, emission data for the passenger car model to which it refers®.

The Directive has four Annexes, each of which sets out a more detailed specification of one
of the four information tools. While the Directive has not been fully revised since its
publication, there have been two changes (one required, the other recommended) relating to
the way in which information is to be displayed, i.e.:

! Gruenig, M, Skinner I, Kong, MA and B Boteler (2010) Study on consumer information on fuel economy and CO, emissions of new passenger
cars — Implementation of the Directive 1999/94/ECA report to the European Parliament’s ... Committee, IP/A/ENVI//ST/2009-12

® The Directive actually covers and defines “Promotional literature”. “Promotional Materials” are referred to in passing, and is not defined in the
Directive. However, “Promotional Material” is defined in Recommendation 2003/217/EC, to include electronic, optical and magnetic media
(includes advertising, but excludes TV and radio). We therefore refer to “promotional materials” throughout this report, which includes both the
Directive’s “Promotional Literature” and Recommendation’s “promotional materials” definitions.

® Directive 1999/94; see http://eur-lex.europa.eu/LexUriServ/LexUriServ.do?uri=0J:L:2000:012:0016:0023:EN:PDF
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e Directive 2003/73/EC* required that, in addition to (or even instead of) the
poster/display, information on fuel economy and CO, emissions should also be
displayed on an electronic screen.

e Commission Recommendation 2003/217/EC® recommended, rather than required,
Member States to ensure that promotional material transmitted electronically or
stored using electronic, magnetic or optical media should contain information on a
car's fuel economy and CO, emissions. It also recommended that the latter
information is available generally by electronic means.

As noted above, Directive 1999/94 was always meant to work in conjunction with supply-side
policies (i.e. first the voluntary agreements, then Regulation 443/2009) and demand-side
instruments, such as vehicle taxation, as part of wider strategy. In this respect, it is not
surprising that it is difficult to identify the impact of the label on its own, which was the
conclusion of the first study on the effectiveness of the Directive (ADAC, 2005)°. As was
reported in the review of relevant literature undertaken for the European Parliament study
(EP, 2010), other authors have also reached this conclusion, with Anable et al (2008) arguing
that the provision of fuel economy information is necessary but not sufficient to influence
consumers’ choices’.

The literature reviewed for the European Parliament study concluded that the provision of
information is most effective when linked to financial incentives. A number of Member States
(e.g. the UK) have, therefore, linked a revised label, i.e. one that goes beyond the
requirements of the Directive, to their circulation taxes. The label can also be used for the
purpose of a short-term incentive, as has been done in the Netherlands (see TNO et al,
2006).

Hence, in reviewing the informational measures of Directive 1999/94, it is important to
remember the fact that such measures are most effective as complementary instruments.
This might, for example, impact on the degree of harmonisation across Member States that
would be considered to be most preferable.

1.2 Approach to the study

As mentioned earlier, this study was based on three key tasks. Each of the tasks, and the
methodology used, are described in more detail below.

4 Commission Directive 2003/73/EC; see http://eur-lex.europa.eu/LexUriServ/LexUriServ.do?uri=0J:L:2003: 186:0034:0035:EN: PDF

5 Recommendation 2003/217; see http://eur-lex.europa.eu/LexUriServ/LexUriServ.do?uri=0J:L:2003:082:0033:0034:EN:PDF

® ADAC (2005) Study on the effectiveness of Directive 1999/94/EC relating to the availability of consumer information on fuel economy and CO,
emissions in respect of the marketing of new passenger cars, A report to DG Environment, March 2005.

Anable, Jillian et al. (2008): “Car buyer survey: From ‘mpg paradox’ to ‘mpg mirage’: How car purchasers are missing a trick when choosing new
and used cars” (Final report), Research conducted on behalf of the Low Carbon Vehicle Partnership.
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Figure 1.1: Methodology
Task 1: State of Implementation of Directive 1999/94/EC in chosen Member States

® Desk-based research

Stakeholder engagement — National/Member State Stakeholders

Task 2: Enforcement
Desk-based research
Stakeholder Engagement — National/Member State Stakeholders

Stakeholder Engagement — EC desk officers responsible for best practice legislation

Task 3: Policy Recommendations

Literature review

Stakeholder Engagement — National and European Stakeholders

1.2.1 Task 1: Implementation of Directive 1999/94/EC

The objective of Task 1 was to gather information on the implementation of the CO, car
labelling Directive in eight Member Sates (Belgium, Denmark, France, Germany, Hungary,
Romania, Spain and the UK), building upon the recent European Parliament (2010) study.
The countries covered in this previous study included Austria, Czech Republic, Finland,
France, Germany, Italy, Netherlands, Poland, Sweden, and the UK. France, Germany and
the UK are included in this study, despite being included in the EP (2010) study, as they
were identified previously as considering changes to the implementation of the Directive.
Therefore the aim was for this study to review the state of implementation in these three
countries and capture any further developments.

The subtasks / outputs of Task 1 were:
e Update of existing previous analysis in this area;

e Information on where national legislation goes beyond the requirement of the
Directive;

¢ Identification of existing or planned voluntary measures;
e Critical assessment of the effectiveness of the information tools;

e Other existing and planned voluntary measures in the field of consumer information
on vehicle CO, emissions and/or fuel economy; and

e Preparation of an Annex of findings.

The approach to this task was to treat each of the Member States as a detailed case study.
Members of the project team gathered information on the implementation of the Directive in
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each of the countries through web-based research, complemented with directly contacting
the relevant ministries responsible for transposing the Directive into national legislation. A
fiche was developed (based upon that used in the European Parliament study) to enable the
collation of information on the content and format of the label and other measures included in
the Directive (see Appendix 1). The information required by the fiche included:

e The content and layout of the car label in each country;

¢ Requirements relating to each of the other information tools;

¢ Where the national transposing legislation goes beyond the Directive;
e Planned modifications; and

e Existing or planned voluntary measures on consumer information on vehicles CO,
emissions and/or fuel efficiency.

The information contained within each of the Member States case studies was subsequently
reviewed and the state of implementation of the Directive reported.

1.2.1.1 Assessing the effectiveness of the information tools

In addition to the collation and analysis of information on the state of implementation of the
Directive, the effectiveness of the Directive’s information tools was also considered. The
effectiveness of the information tools have been assessed in two ways:

1. Assessing the effectiveness of the information tools in increasing consumer
awareness; and

2. Assessing the effectiveness of the information tools in improving the CO,
performance of new cars.

To assess the effectiveness of the information tools in increasing consumer awareness, a
comprehensive assessment of whether and how the Directive has improved consumer
awareness of car CO, emissions levels would require detailed consumer surveys to be
carried out in each of the eight countries. However, within the resources and time available
for this study, this is not possible. Stakeholder consultation was therefore carried out with a
range of national-level organisations in each of the eight countries (telephone interviews).
The types of organisations contacted included:

e Ministry or Government bodies responsible for implementation and enforcement of
national legislation on the provision of information on car CO, emissions;

¢ National consumer councils / consumer protection organisations;
e National car manufacturers/retailers trade associations; and
e National environmental NGOs.

Where contact was made with organisations in the Member States, information on the
following topics was gathered (where available):

e Numbers of consumers contacting consumer protection organisations with respect to
queries relating to the CO, label

¢ Number of consumer queries/complaints received about the CO, information provided
in car promotional material

e Number of hard copies of fuel economy/CO, guides published/distributed each year

e Number of times per year the online fuel economy/CO, guides in each country have
been accessed
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Each of the national level stakeholders contacted (and European level) was asked if they
were aware of any studies concerned with the assessment of the effectiveness of the tools.
Where this was the case, we have drawn from the findings in this report. Stakeholders were
also asked if they had a qualitative view on the effectiveness of the various information tools.

In order to assess the effectiveness of information tools in improving the CO, performance of
new cars, annual CO, figures for new cars sold in Europe/Member States was examined to
identify whether improvements had been made. However, it is unlikely that any
improvements identified in the data will be directly attributable to the implementation of
Directive 1999/94/EC in isolation, it is more likely that it is due to a range of policies and
measures that have been implemented over the past decade or longer that have had an
impact on CO, from passenger cars.

1.2.2 Task 2: Enforcement of Directive 1999/94/EC

The objective of the task on enforcement was to assess whether enforcement of Directive
1999/94/EC could be improved. Task 2 on enforcement of the Directive had three separate
elements:

¢ Identification of areas where the implementation of, or compliance with, the Directive
poses difficulties in the eight Member States covered by this project.

e Ciritical assessment of the enforcement measures undertaken by France, Germany
and the UK.

o Identification of best practices for enforcement. This was based on a review and
examination of other European legislation concerned with the provision of consumer
information to identify whether there are good practices that may be transferable to
the provision of passenger car CO, information to consumers.

For both of the first two sub-tasks, the method involved:

e Engagement with Member States. This was undertaken in parallel to Task 1
engagement that focused on implementation.

¢ Engagement with other national stakeholders. This was also undertaken in parallel to
the engagement with Member States under Task 1.

e Engagement with European level stakeholders, which was undertaken as part of the
wider engagement with European stakeholders.

¢ Review of infringement proceedings.

In order to perform a critical assessment of the enforcement measures in France, Germany
and the UK, the study team used the engagement with Member States in Task 1 to ask
additional questions regarding enforcement, including:

e Scope of enforcement activities;
e Specific enforcement activities carried out;

o Whether the level of enforcement activity has increased or decreased in the years
since the Directive was transposed into national legislation;

e Any problems that have arisen with regard to enforcement activities; and

e Any innovative measures that have been introduced to aid compliance and
enforcement activities.

The third sub-task involved a review of the various pieces of legislation coupled with
interviews with relevant European Commission representatives responsible for the relevant
legislation.
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1.2.3 Task 3: Policy Recommendations
The final task was to develop advice on the following four issues:

e Possible harmonization of the label across the EU, including the layout and content of
the label

e Other possible measures, including voluntary tools, increasing the effectiveness of
the Directive.

o Improvement of the readability criteria of mandatory consumer information in the car
promotional materials (Annex IV of the Directive)

e Possible extension of the scope of the Directive to:
o Other categories of vehicle; and
o Other media
In order to develop this advice, the following sub-tasks were undertaken:
e Literature review;
e Interviews with national stakeholders;
¢ Engagement with European stakeholders.
The approach to these sub-tasks is described in more detail in the subsequent sections.

1.2.3.1 Literature review

The European Parliament study (2010) reviewed 54 pieces of literature in relation to
consumer information and car buying behaviour. This study aimed to build upon the previous
review and update with any additional information received. Additionally, the literature review
covered studies that have looked at the issues related to the four areas that the Commission
is seeking advice on (see Section 4). In order to identify relevant studies, the project team
made requests to Member State stakeholders (as part of the engagement in Tasks 1 and 2),
made requests to European stakeholders; and undertook an internet search to identify more
recent literature of relevance. A fiche was used in the EP study to identify relevant studies.
The questions in the fiche were updated for this study to reflect the areas in where the
Commission is seeking advice (See Appendix 1).

1.2.3.2 Interviews with national stakeholders

Interviews were undertaken with national and European stakeholders (discussed in this
section and the following section) to confirm the main policy options for possibly revising the
Directive. National stakeholders were asked for their views on the four issues when being
contacted to complete the national Member States case studies in Tasks 1 and 2. National
stakeholders were asked the following questions:

1. To which other types of vehicle should the provisions of Directive 1999/94 be
applied? Please explain your answer, including any thoughts on how this might be
achieved.

2. To which other types of media should the provisions of the Directive be expanded?
Please explain your answer, including any thoughts on how this might be achieved.

3. Should the label under Directive be harmonised at the EU level? Please explain your
answer, including which elements should and should not be harmonized.

4. How should the mandatory information on the promotional material be improved, e.g.
made easier to understand?
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5. How else might the Directive be made more effective?

1.2.3.3 Engagement with European stakeholders

In addition to engagement with national stakeholders, engagement with European
stakeholders was also undertaken. Engagement took the following format:

e |Initial contact to ask stakeholders to provide any evidence on these issues, e.g.
published reports, etc, and to request an interview. A list of the EU level stakeholders
contacted for this project is given in Appendix 2.

¢ An interview was held with those stakeholders who were willing to be interviewed,
which covered the five issues above. A list of the questions that formed the basis of
these interviews is presented can be found in Appendix 3.

e A workshop was held in Brussels on 29" September to which all stakeholders (other
than those who had expressed a desire not to be further involved in the process)
were invited. The Background Paper was circulated to stakeholders prior to the
workshop - a summary report of the discussion at the workshop can be found in
Appendix 4.

e Stakeholders were asked to provide comments on the Background Paper after the
workshop.

1.2.3.4 Development of advice on the four issues

Based upon the findings and evidence from the literature review and the engagement with
national and European stakeholders, the study team has developed advice and
recommendations regarding the four issues. Where conclusive advice could not be given, we
identified the reasons and proposed additional research that would be necessary to enable
more conclusive advice to be reached.

1.3 Report structure

This report sets out our research findings and policy recommendations in the following
sections:

e Section 2: Implementation of Directive 1999/94/EC — Provides an overview of the
implementation of the Directive in the eight selected Member States, with information
on other Member States where available.

e Section 3: Enforcement of Directive 1999/94/EC — Enforcement activities in
France, UK and Germany; review of compliance with the Directive in Member States;
and review of best practice in enforcement in parallel legislation.

e Section 4: Development of policy options — Including the review of the literature,
findings from the stakeholder engagement, and summary of the issues related to the
four policy areas.

e Section 5: Conclusions and Recommendations — Recommendations relating to
implementation and enforcement of the Directive and related to the policy options and
concluding remarks.
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2 Implementation of Directive
1999/94/EC

The state of implementation of the Directive, in particular the four information tools (label,
guide on fuel economy, poster and promotional literature — Annexes | to IV), has been
examined in the eight selected Member States: Belgium, Denmark, France, Germany,
Hungary, Romania, Spain and UK. Each of the Member States has transposed the Directive
into national legislation, which is outlined in Table 2.1.

Table 2.1: Transposing National Legislation — Eight selected Member States

Member State  Transposing National Legislation

Belgium Arrété royal du 05.09.2001, amended 03.09.2004.

Denmark “Bekendtgorelse om energiemaerkning m.v. af nye personbiler, nr. 216 af
28.03.2000” and "Bekendtgorelse om aendring, nr. 121af 27.02.2003”

France “Décret n° 2002-1508, 23.12.2002” and "Arrété, 10.04.2003”, amended November
2005.

Germany® Verordnung Uber Verbraucherinformationen zu Kraftstoffverbrauch und CO,-

Emissionen neuer Personenkraftwagen (Pkw-
Energieverbrauchskennzeichnungsverordnung — Pkw-EnVKYV) 2004. Currently
being amended and expected to enter into force by end of 2011.

Hungary Decree 12/2002

Spain Real Decreto 837/2002, de 2 de agosto, amended by Government Decision no.
343 of 18" march 2004

Romania HG 313/18.03.2004

UK “Statutory Instrument 2001 No. 3523 - The Passenger Car (Fuel Consumption and

CO, Emissions Information) Regulation 2001”

Further amended by UK S.I. 2004 No. 1661, ‘The Passenger Car (Fuel
Consumption and CO, Emissions Information) (Amendment) Regulations 2004’

For each of the four information tools, the following information has been identified and is
summarised in the following sub-sections, through the preparation of Member State case
studies:

¢ Content and layout/requirements of the information tools;
¢ Going beyond the Directive; and
e Voluntary measures.

The full case studies can be viewed in Appendix 6, and an overview of the state of
implementation in the EP (2010) Member States is provided in Appendix 7.

Any planned modifications to national legislation have been identified and discussed. Other
existing and planned and voluntary measures in the field of consumer information on vehicle
CO, emissions and/or fuel economy have also been identified within each of the Member

8 Analysis of the German Case Study in this report is based on the new legislation requirements, which came into force on 1% December 2011.
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States. Finally, the effectiveness of the information tools has been considered. Where
information on implementation of the Directive is available for other Member States (i.e. from
the European Parliament, 2010, study) it has also been included here.

2.1 Label

The Directive Requirements for the label (Annex I) are summarised in Box 2.1 below.
Box 2.1: Summary of Directive Requirements — Label (Annex I)

Comply to a standardised format in order to allow greater recognition by consumers
Are of a size of 297mm x 210mm (A4)

Contain a reference to the model and fuel type of the passenger car to which they are
attached

Contain the numerical value of the official fuel consumption and the official specific
emissions of CO,

Contain specific text on the availability of the guide on fuel consumption and CO,
emissions

Contain specific text on other factors that affect fuel consumption (i.e. driver behaviour)
and that CO, is the main GHG responsible for global warming

2.1.1 Content and layout of the car label

The way in which the required information is displayed (and the type of information) on the
labels varies by Member State. Annotated versions of the eight Member States’ labels are
provided in Appendix 5. Each of the labels presented in the Appendix include where they
meet the requirements of Directive 1999/94/EC (see Box 2.1 above) and where they have
gone beyond the requirements of the Directive in transposing the national legislation.

Denmark, France, Germany, Romania, Spain and the UK all use an EU household product
energy labelling-style label, which is a comparative label that utilises colours in a scaled
format. Belgium’s label is also scaled and coloured, but is presented in a one-bar format.
Hungary meets the minimum requirements through requiring a label that simply lists the
required information.

Table 2.2: Label format in Member States

Label format This study EP study (2010)
EU-Energy Labelling style Denmark (differentiated between Finland, Netherlands
label petrol and diesel), France,

Germany, Romania, Spain, UK
Continuous comparative label | Belgium (differentiated by petrol Austria
and diesel)
List format Hungary Italy, Sweden
No format mandated - Czech Republic, Poland

Both Belgium and Denmark differentiate between petrol and diesel-fuelled cars on the label
(i.e. - the band thresholds differ according to whether the vehicle is petrol or diesel).

Denmark, France, Romania and the UK all use an absolute label format, whereby each car is
categorized according to a comparison against all cars. Two of the Member States use
relative labelling schemes — these are Germany and Spain. The relative scheme is where a
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car is categorized according to a comparison of ‘similar’ cars. The German scheme will come
into force at the end of 2011, and requires that the energy efficiency of a vehicle is evaluated
on the CO, emissions and weight of individual passenger cars. Therefore the scheme shows
the CO, performance and potential for improvement within a vehicle class. The Spanish
relative scheme is based upon the vehicle’s footprint/area. The reference level for the
Netherlands’s relative scheme (as identified in the EP study) is the weighted average of the
average CO, emissions of all cars in the same size class (weight of this part is 75%) and the
average CO, emissions of all cars.

Table 2.3: Use of relative or absolute labels in Member States

Relative or absolute labels This study EP study (2010)

Absolute Belgium, Denmark, France, Finland, Austria
Romania, UK

Relative Germany (weight), Spain (footprint) | Netherlands (CO,
performance)

Both the absolute and relative label formats require the use of bands or categories (typically
7 bands, labelled “A” to “G”) with regards to displaying CO, emissions. “"A’/green categories
symbolize the lowest CO, emissions with “G”/red categories signifying the worst polluters.
The revised Household products energy labelling Directive allows for the adoption of “A+” to
“A+++” categories for products that are significantly more efficient than products that just
receive an “A” rating, meaning the number of categories/bands in use can be increased
(known as an ‘open’ system, as opposed to a ‘closed’ system that limits the categories used
to 7/“A” to “G”). The use of an “A+” category or higher for cars is allowed in Germany and has
been proposed in Denmark. Some of the Member States, for example the UK, have linked
the bands/categories to their CO,-based vehicle taxation, with the objective of strengthening
the signal to consumers in line with the objectives of the Directive®.

Additional information is included on a number of the Member States’ labels. Running costs,
including information on fuel economy and taxation costs, is one such example. Denmark,
Germany and the UK include information on estimated annual running costs and annual tax.
Estimated annual running costs are based on price per 20,000km in Denmark and 12,000
miles in the UK. Running costs in Germany refer to the annual average energy costs,
including fuel and electricity. Annual vehicle circulation tax information is provided in
Denmark and the vehicle circulation tax (Vehicle Excise Duty) for 12 months in the UK (1%
year and standard rate). Germany provides information on the annual tax costs.

Other additional information may also be included on the labels. Denmark’s label includes
the EuroNCAP™ safety rating of the vehicle, as well as information on whether diesel cars
are fitted with particle traps (if they are, then owners required to pay additional tax). Although
electric and other alternatively fuelled cars (M1 vehicles) are covered by the Directive,
Germany requires that the following information is included on the label:

¢ Consumption of natural gas or biogas as a fuel different from a) in kg/100km; and

e Power consumption of pure electric vehicles and hybrid electric vehicles for external
recharge in kilowatt hours per 100 kilometres (kWh/100 km).

The EP (2010) study also revealed that a number of the Member States required additional
information to be displayed on the label. Finland includes information on running costs
(18,000 km per year) and annual tax. Austria includes a range of additional information, such
as exhaust emissions class; amount of standard consumption output as a percentage of

9 The UK links the bands/categories to their CO2-based taxation system. In this case, the categories are listed as A to M, but still retain the 7
bands (In the majority of cases there are two categories/letters per band).
'° European New Car Assessment Programme
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selling price; biofuel sustainability; indication of usability of other fuels; operating noise;
vehicle weight; vehicle length and width; number of seats. Additional information is not
required or refused by the national legislation in Poland, and its inclusion is at the discretion
of vehicle manufacturers.

Table 2.4 provides an overview of the additional information that is displayed on the Member

States’ labels.

Table 2.4: Inclusion of additional information on labels in Member States
This study (2011)

Additional information

EP study (2010)

Running costs

Denmark, Germany, UK

Finland

Annual car tax

Denmark, Germany, UK

Finland

Other information

Denmark (Euro NCAP rating,
whether particle trap fitted)

Germany (Consumption of natural
gas or biogas as a fuel kg/100km;
and Power consumption of pure
electric vehicles and hybrid electric
vehicles for external recharge in
kilowatt hours per 100 kilometres
(kWh/100 km)).

Austria (exhaust emissions class;
amount of standard consumption
output as a percentage of selling
price; biofuel sustainability;
indication of usability of other
fuels; operating noise; vehicle
weight; vehicle length and width;
number of seats)

Netherlands (car fuel efficiency

class — Ato G)

Poland (labels presented by
sellers may include other technical
data about the car)

The prominence of information on certain labels should also be noted. For example, vehicle
price and vehicle detail are clearly the focus of the label in Hungary. Belgium, France and
Romania all prominently display the required numerical values for fuel consumption and CO,
emissions, in addition to any graphical representation. In the majority of Member States,
including Belgium, Denmark, France, Germany, Romania, Spain and the UK, the colour-
coded EU household product energy style label and corresponding arrows (a bar in the case
of Belgium) is the prominent information being portrayed to consumers.

In most cases, the label is required only for new passenger cars (as is required by the
Directive). However, in Denmark a label is also required for vans under 3.5 tonnes. France
plans to introduce requirements for a label for light commercial vehicles from early 2012. The
UK enables a label for used cars to be generated on a voluntary basis including the same
information as the required label for new passenger cars (data are available for cars
registered from 2001). France plans to introduce a mandatory used car label for vehicles
registered from 2004, and for rentals longer than three months.

2.1.2 Going beyond the Directive in transposing legislation at the national
level - Label

Table 2.5 provides an overview of where national transposing legislation exceeds the
requirements of Directive 1999/94/EC with regards to the label. These are those measures
that are specifically set out in and required by national legislation. The subsequent section
provides an overview of any voluntary measures that are in place with regards to the label
(i.e. those measures that OEMs/dealers are not obliged to use).
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Table 2.5: Where the transposing legislation goes beyond the requirements of
Directive 1999/94/EC - Label

Member Where the transposing legislation goes beyond the requirements of Directive
State 1999/94/EC (information required by national transposing legislation)
Belgium e Bands/scales on the label are differentiated by petrol/diesel

Denmark e Presents CO,; information in EU Energy Labelling-style format. It is an absolute

label and includes bands A to G (7 bands). Includes an arrow depicting the
vehicle’s band.

e Fuel consumption is presented in km/litre
e Includes Annual Road tax costs

¢ Includes typical fuel costs for 20,000km

e Includes EuroNCAP star rating

¢ Includes information on whether diesel cars have a particle trap (if not, they are
required to pay additional tax)

e Labelling is also required for light commercial vehicles (LCVs)/vans under 3.5
tonnes

France e Presents CO; information in EU Energy Labelling-style format. It is an absolute
label and includes bands A to G (7 bands).

Germany e Presents CO, information in EU Energy Labelling-style format. It is a relative
label and includes bands A+ to G (8 bands). (Two additional bands, A++ and
A+++, will be introduced id at least 5% of newly registered vehicles in a calendar
year meet their requirements)

e Includes annual road tax costs
e Includes typical energy costs (fuel and electricity)

e Includes fuel consumption for natural gas or biogas in kg/100km (where
applicable)

e Includes power consumption for pure electric and hybrid vehicles (external
recharge) in kWh/100km (where applicable)

e Needs to include energy source and mass of vehicle

Hungary e N/A

Romania o N/A

Spain e Includes fuel consumption in kms per litre in addition to litres per 100km
UK ¢ Includes fuel consumption in miles per gallon in addition to litres per 100km
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2.1.3 Label voluntary measures

Table 2.6 provides an overview of the label voluntary measures identified in the case study
Member States. These are those measures that are not required by the Directive or the
national transposing legislation, but are regularly included on the Ilabel by
manufacturers/dealers.

Table 2.6: Label voluntary measures
Voluntary measures (information typically included on the label, but not

required by the national transposing legislation or the Directive)

Belgium e Presents CO, information in a scaled and coloured format. It is an absolute label
and includes bands A to G (7 bands).

Denmark o N/A

France o N/A

Germany e In Germany, there are a number of statements that may be voluntarily included

on the label. These include:

o "The indicated values are in accordance with the measuring process
outlined in 8 2 Nos 5, 6, 6a of the EnVKYV directive in its current version"

o “CO, emissions caused by the production and delivery of the fuel or
other energy sources are not taken into account in determining the CO,
emissions. This is in accordance with Directive 1999/94/EC."

o “The figures do not refer to a specific vehicle and are not part of the
offer, but are merely for purposes of comparison between different
vehicle types.”

Hungary e N/A

Romania e Presents CO; information in EU Energy Labelling-style format. It is an absolute
label and includes bands A to G (7 bands).

Spain e Presents CO,; information in EU Energy Labelling-style format. It is a relative
label and includes bands A to G (7 bands).

UK e Presents CO, information in EU Energy Labelling-style format. It is an absolute
label and includes bands A to M (7 bands) (voluntary).

e Includes annual vehicle excise duty (VED/car tax)
¢ Includes typical fuel costs for 12,000 miles

e The label’s application to used cars is also voluntary, which started in November
2009. The label for used cars includes a note which states:

o “The fuel consumption figure shown is taken from the official test results
obtained from this vehicle type when new. It is intended to provide a
standard figure for comparing the relative fuel economy of different
vehicles of a similar age and condition and does not represent the
average fuel consumption that will be achieved on the road. A number of
factors not included in the official new vehicle test will affect the fuel
consumption achieved on the road including: vehicle age, how it has
been maintained, road/weather conditions and driving style”.

2.2 Guide on fuel economy

The Directive Requirements for the guide on fuel economy (Annex Il) are summarised in
Box 2.2
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Box 2.2: Summary of Directive requirements — Guide on Fuel Economy (Annex Il)

List all new passenger car models available for purchase within the Member States on a
yearly basis, grouped by makes in alphabetic order

For each model, the fuel type, the numerical value of the official fuel consumption and the
official specific emissions of CO, should be given

Prominent listing of the 10 most fuel-efficient new passenger car models ranked in order of
increasing specific emissions of CO, for each fuel type

Advice to motorists that correct use and regular maintenance of the vehicle and driving
behaviour

An explanation of the effects of greenhouse gas emissions, potential climate change and
the relevance of motor a reference to the Community's target for the average emissions of
CO, from new passenger cars and the date of which the target should be achieved

A reference to the Commission's guide on fuel economy and CO, emissions on the Internet
(when available)

2.2.1 Content and requirements of the guide on fuel economy

All of the Member States covered in this study have produced and made available a guide on
fuel economy. The guide on fuel economy is available in all of the Member States as a hard
copy (to varying degrees), and in most cases is available to download from the internet.
Differing numbers of guides are printed (see Table 2.7), with the UK now producing fewer
guides than in previous years and instead provides a CD-ROM that contains the complete
database, including passenger car CO, information for vehicles registered from 2001
onwards. As the guides are now available to download in the majority of Member States,
fewer copies will need to be printed in the future. This also ensures that the consumer can
easily access the most up to date version of the guide.

In addition to the provision of the guide in electronic format, Belgium, Denmark, Spain and
the UK all have fully searchable online databases in addition to the standard guide on fuel
economy, and some stakeholders in countries currently without such online databases
suggested that these might be developed for their countries. Additionally, the previous report
for the EP (2010) found that Finland and Poland also have some form of online database.

Table 2.7: Summary of approach to the guide on fuel economy in Member States

Hard copy Frequency of | No of copies Available  Other
available update printed/year to

meeting download
minimum from the
requirements? internet?

Belgium 4 Annual 35,000 (10,000 v Searchable online
distributed by database; regular
showrooms, and updates
25,000
distributed
directly via banks
etc)

Denmark 4 Annual 100,000 v Searchable online
database; new models
added weekly

France 4 Annual 40,000 v Searchable online
database
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Hard copy Frequency of
available update
meeting

minimum

requirements?

No of copies
printed/year

Other

Germany v Four times a 300,000
year
(voluntarily
updated by
vehicle
manufacturers)
Hungary 4 Up to six times
a year
Romania 4 Annually 3,000 (2,326
distributed Q1&2
2011)
Spain 4 At least Searchable online
annually database
UK 4 Annually 5,000 (those Searchable online
without access to database, and from
the internet and 2011, guide will be
Welsh language) produced in CD-ROM
format (annually)

In both this study and the previous EP (2010) study, some Member States questioned
whether it was appropriate to continue to provide a large number of hard copies of the guide,
for reasons including the cost of printing and the updates that are required to ensure that it is
up to date. Belgium estimated that the costs of producing the guide were in the region of
€70,000 to €80,000 (approximately €2 per copy). The Belgian Ministry also stated that it can
take up to five months to prepare the guide, so when it is published, it is often already out of
date. Overall, however, there were far fewer views and opinions about the guide and its
usefulness than with respect to the label, for example.

The effectiveness of the guide on fuel economy in its current required format (i.e. printed
format) was also questioned by a number of EU level stakeholders that were interviewed for
this project. It was considered to be expensive to maintain for its usefulness, particularly
when compared to the internet. The internet has other advantages in that it is far more easily
(and more cheaply) kept up-to-date and online tools can also enable consumers to search
and compare cars that they are interested in, rather than having to turn through pages of
information on other vehicles.

2.2.2 Going beyond the Directive in transposing legislation at the national

level — Guide on fuel economy

The main action that has gone beyond the requirements of the Directive includes making this
guide available electronically and developing online tools to enable consumers to search
information themselves. Table 2.8 provides an overview of where the transposing legislation
has gone beyond the Directive requirements in the Member States other than on-line guide.
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Table 2.8: Where the transposing legislation goes beyond the requirements of
Directive 1999/94/EC — Guide on Fuel Economy

Member
State

Where the transposing legislation goes beyond the requirements of Directive

1999/94/EC (information required by national transposing legislation)

Belgium N/A
Denmark N/A
France Summary of current legislation and initiatives that affect car owners
Importance of reducing CO, emissions by selecting more environmentally-friendly
cars
How to keep cars well-maintained so as to reduce CO, emissions.
How to calculate annual running costs for 15,000km as well as the Bonus/Malus
figures
Provision of comparisons to show how much more (Malus) the consumer would have
to pay for a more polluting car, and how much bonus (rebate amount) would be taken
off for final purchase price of the car due to more environment-friendly features.
Germany The guide lists data on CO, emission and energy consumption of the vehicles listed
and provides comparative context for:
o consumption of natural gas or biogas
o the power consumption of pure electric vehicles and hybrid electric vehicles
for external recharge (for more details see below)
Hungary N/A
Romania N/A
Spain Provision of information on alternative clean technology vehicles and fuel, including
hybrids, fuel cell and electric cars; and natural gas, LPG and bioethanol
Database of detailed information and comparative information on fuel consumption
and characteristics of new cars offered for sale in Spain
UK States that fuel consumption shall be expressed either in litres per 100 kilometres

(1/200km) or kilometres per litre (km/l), and quoted to one decimal place, or, to the
extent compatible with the provisions of Council Directive 80/181/EEC(a) in miles per
gallon (units recognised in the UK)

2.2.3 Guide on fuel economy voluntary measures

A number of elements of the guide, or activities related to the guide, are implemented in
Member States on a voluntary basis.

In addition to the required CO./fuel economy information in the guide on fuel economy, the
UK guide also includes information providing background and context. Vehicle listings also
include data on other air pollutants such as HC, CO, NOx and particulates, as well as noise
emissions. The German guide on fuel economy currently includes the following additional
voluntary information:

e A monetary example to consumers about the potential savings due to increased fuel

efficiency.

e A pie graph depicting the amount of CO, emissions in Germany (for 2009) — where
passenger vehicles contribute 12% of total CO, emissions.

¢ An explanation about the CO, saving potential of the various fuel types. For example, bio
fuels are suggested as an alternative that reduces CO, emissions.
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The Belgian guide provides more general information on CO, and the problems it causes, as
well as the (non-climate change) impact of other pollutants such as particles. It also mentions
an incentive to have particle filters, whilst also mentioning a range of other incentives, such
as Fiscal incentive for private buyers. Guides are also more frequently updated in Germany
and Hungary than is required by the Directive (4 and up to 6 times a year respectively).

In addition to the hard copy of the guide, or those versions available on the internet, a
number of the Member States have online searchable databases, including Belgium,
Denmark, France, Germany, Spain and the UK. In France, ADEME provides a searchable
online database to help consumer identify the least polluting vehicle fulfilling their
requirements. The consumer enters the criteria they want the vehicle to have; they can
include a specific brand and model. The tool will generate the CO, impact for that vehicle but
will also show other car that could be considered that are best and worse choice. It provides
information on the malus or bonus the vehicle would generate. In Germany, the VDIK has set
up a separate web page with information about reducing CO, emissions from cars and the
vehicle replacement programme, which encourages consumers to purchase new vehicles to
help the reduction of CO, emissions from passenger cars'’. Denmark’s online searchable
database enables the user to search by energy class, collision safety, fuel type, brand and
model. It is also possible to search by new/old car/van.

As mentioned earlier, the UK has this year introduced a CD-ROM version of the guide, which
includes a searchable database containing fuel economy information for all models going
back to 2001. This is in response to the increased desire to access information electronically
and in an attempt to reduce the burden of frequently printing updated versions of the guide.

2.3 Poster

Directive 1999/94/EC requires that a poster (or a display) is used to show the official fuel
consumption and CO, emissions data of all new passenger car models displayed or offered
for sale or lease at, or through, the respective point of sale. Box 2.3 provides an overview of
the Directive requirements with respect to the poster.

Box 2.3: Summary of Directive requirements — Poster (Annex IIl)
Poster / display has a minimum size (70 cm x 50 cm); its information is easy to read
Screen size of any electronic display has a minimum size (25 cm x 32 cm)

Models grouped and listed separately by fuel type. Within each fuel type, models are
ranked in order of increasing CO, emissions, with the model with the best fuel economy
first

For each model, the make, official fuel consumption and specific CO, emissions are given

Poster / display contains a specified reference to the guide and states that this is available
free of charge at any point

Poster / display contains specified text that other factors also influence a car’'s CO,
emissions / fuel consumption and that CO, is the main greenhouse gas responsible for
global warming

Poster is to be completely updated at least every six months

Between updates, new cars are to be added to the bottom of the list

Poster / display may be substituted completely and permanently by an electronic screen
that attracts the awareness of the consumer at least with the same intensity as a poster /
display

™ www.pro-saubereluft.de
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2.3.1 Content and requirements of the poster

The posters used by the Member States within both this study and EP (2010) typically
include the same information as the labels in each of the Member States in a list format (as
required by Annex Ill). All of the Member States appear to meet the minimum requirements
of the Directive.

Table 2.9: Poster
Meets minimum Directive Goes significantly beyond the Directive?

requirements?

Belgium v x
Denmark 4 x
France v x
Germany v x
Hungary v x
Romania 4 x
Spain 4 x
UK v X

The European Parliament study (2010) also revealed very little further information on the
poster, as the implementation of the poster-related requirements is often left to the car
dealer, as long as the necessary information is provided.

2.3.2 Going beyond the Directive in transposing legislation at the national
level — Poster

Very few Member States were identified as having requirements in national legislation
related to the poster that go beyond the Directive requirements. In Germany, the poster is to
be updated every 3 months, rather than the Directive requirement of 6 months.

The UK legislation allows for a three dimensional display, simply specifying that two of its
dimensions must meet the minimum sizes given in the EC directive. The UK also requires
that “a poster shall show the date on which it was published and display the date on which its
assembly was completed”.*?

2.3.3 Poster voluntary measures

No voluntary measures were identified with regards to posters in the Member States.

™2 http://www.legislation.gov.uk/uksi/2001/3523/pdfs/uksi 20013523 en.pdf
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2.4 Promotional materials

A summary of the Directive requirements for promotional materials (Annex V) is provided in
Box 2.4.

Box 2.4: Summary of Directive Requirements: Promotional Materials (Annex V)

Information on CO, emissions and fuel consumption should be easy to read and no less
prominent than the main part of the information provided in the promotional literature

Easy to understand even on superficial contact

Official fuel consumption data should be provided for all different car models to which the

promotional material covers. If more than one model is specified then either the official fuel
consumption data for all the models specified is included or the range between the worst
and best fuel consumption is stated.

If the promotional literature only contains reference to the make, and not to any particular
model, then fuel consumption data need not be provided.

2.4.1 Content and requirements of the promotional materials

All of the Member States covered in this study appear to have met the minimum
requirements of the Directive with regards to promotional materials, with none of them going
significantly beyond these requirements.

Table 2.10: Promotional Materials

Meets minimum Directive Goes significantly beyond the Directive?
requirements?

Belgium v x
Denmark 4 4
France v x
Germany v x
Hungary 4 x
Romania 4 x
Spain v x
UK v x

There appears to be a lack of clarity as to what “promotional material” covers. It is sometimes
assumed to include advertising whereas in other cases it was assumed to refer to the
documentation prepared by manufacturers relating to the vehicle.

There is also lack of clarity with regards to what is meant by_the information being “easy to
read and no less prominent than the main part of the information provided in the promotional
literature”. This has led to confusion at the Member States level. In the UK, lawyers have
advised that it would be very difficult to bring a successful prosecution due to the ambiguity.
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2.4.2 Going beyond the Directive in transposing legislation at the national
level — Promotional materials

Very few Member States’ legislation goes beyond the Directive requirements with respect to
promotional materials. Germany and Spain have transposed the Commission
Recommendation of 26" March 2003 (2003/217/EC) into its’ national legislation.
Recommendation 2003/217/EC recommends that information on CO, emissions is made
available when cars are offered for sale or lease by electronic means, or when electronic,
magnetic or optical storage media are used in the marketing, advertising and promotion of
new passenger cars.

The UK’s legislation requires that “fuel consumption figures shall be expressed in miles per
gallon (mpg) and in either litres per 100 kilometres (1/100 km), or kilometres per litre (km/I) or
an appropriate combination of these” to reflect local circumstances.

However, Denmark has taken steps to increase the basic requirements of the Directive by
requiring (since end of 2010) that in addition to the mandatory information on CO, and fuel
consumption, the colour-coded arrow indicating the cars’ energy class/es should also be
included in advertisements where several models/variants are displayed, the lowest and
highest bands will be displayed) — both in print and on the internet. A minimum size
requirement for the arrow is also indicated (15mm). Examples from Danish advertisements
are shown in

Figure 2.1 and Figure 2.2.

Figure 2.1: Example of Danish promotional materials, including CO, band information -
Peugeot (bottom left-hand corner)

T

NG00k HANDEl

K@B EN PEUGEOT TIL ABENT HUS OG DELTAG | KONKURRENCEN
OM EN WEEKENDREJSE FOR 4 PERS. TIL TINTINS BRUXELLES

4

Alle bgrn, der er
TINTING OPLEY tilmeldt og meder op,

i \ ) ; far en plysbamse
TINTIN «f B .

Ref: AEA/ED56923/Issue Number 2 20



5 AEA Report on the implementation of Directive 1999/94/EC relating to the availability
of consumer information on fuel economy and CO; emissions in respect of the
marketing of new passenger cars

Figure 2.2: Example of Danish promotional materials (internet advertising), including
CO, band information - Nissan (bottom right-hand corner)
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2.4.3 Promotional material voluntary measures

A number of voluntary measures have been implemented in Member States with regards to
promotional materials. These mainly relate to raising awareness and providing guidance on
the requirements.

In the UK, the Vehicle Certification Office (VCA) now offers a pre-publication screening
process for promotional materials, which a number of manufacturers and agencies take
advantage of to be sure of proper compliance. A guidance document has also been prepared
on the requirements of the UK regulations™ (Department for Transport (DfT), Vehicle
Certification Authority (VCA), the Society of Motor Manufacturers’ and Traders (SMMT) and
other industry stakeholders - including marketing and advertising representatives and those
responsible for regulating advertising). The guidance provides examples of good (and bad)
practice to assist enforcement authorities, as well as industry. Additional guidance has also
been published regarding best practice principles for environmental claims in automotive
marketinl%j to consumers, prepared by the low Carbon Vehicle Partnership (LowCVP), SMMT
and IBA™.

A voluntary advertising code (the Febiac code'®) based on the legislation implementing
Directive 1999/94/EC has also been created in Belgium by the Jury d’Ethique Publicitaire
(JEP™). The Febiac code interprets the regulation in more detail and specifies, for example,
font sizes to be used in promotional materials.

The EP study (2010) also revealed that there are various advertising codes in place or
planned in Member States. In the Netherlands car manufacturers are required to abide with
the rules of the ‘Advertising Code’ (Reclamecode), containing a number of specific items
relating to passenger cars. These included (amongst others) a specification of the

%3 http://www.dft.gov.uk/vca/additional/files/fch--co2/enforcement-on-advertising/vca061. pdf
4 http://www.lowcvp.org.uk/assets/banner/files/4250575342495A58.pdf

*® http://www.jep.be/media/pdfisectoriele_code/pub_code nl_2008.pdf

'8 JEP is a body created by the Conseil de la Publicite
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requirements concerning advertisements as given by Directive 1999/94/EC. The
Reclamecode specifies the minimum size of letters and of the space to be used for this
information on fuel consumption and CO, emissions. In Finland, all sales people have been
provided with training on interpreting the information on the label and using this information in
discussions with customers (this will be part of standard training in the future). The Swedish
Consumer Agency was planning to issue new restrictions on car advertisements, particularly
in relation to environmental claims.

2.5 Planned modifications

A number of the Member States discussed planned modifications to their national legislation.
However, these were not all necessarily going to take place, as Member States are also
interested to know whether there are plans for the Directive to first be revised.

The final draft of Germany’s amended legislation was adopted in August 2011 and published
in September 2011.The legislation was effective from 1 December 2011. The three major
changes to the legislation are as follows:

e The use of a relative CO, efficiency scale on the label (based on CO, emissions and
weight of vehicle);

¢ Indication of electricity consumption information for all electric vehicles and externally
chargeable hybrid vehicles; and

¢ Information on annual tax and annual average energy costs (fuel and electricity).

The German Ministry responsible for implementation of the Directive wanted to move
towards the use of a relative label in order to show the CO, efficiency performance and
potential for improvements in all vehicle segments. It was felt that an absolute approach
would reduce the pressure to optimise energy efficiency in certain vehicle segments (e.g. the
small car sector), even though these cars, due to their number, account for a major share of
the overall carbon emissions of passenger cars. Providing an indication of electricity
consumption aims to address the increasing development of electric mobility. The CO,
emissions of electric vehicles are currently listed as ‘zero’ on the labels (as based on tail pipe
emissions), so this action aims to provide more relevant information to the consumer. Finally,
annual tax and annual average energy costs are being included as it is recognised that
average running costs are, from a consumer perspective, an essential aspect of the
purchase decision and can depict fuel savings in monetary terms.

Denmark, France, Hungary and the UK all also discussed potential modifications to their
legislation, which are summarised in Table 2.11.

Denmark plans to revise the label requirements, with changes planned to take effect from
early 2012. Planned changes include the addition of new classes to the label, including “A+”,
“A++”, and “A+++”, bringing the total to 10 classes (including the original 7 “A” to “G”). The
reasoning behind these changes is that the current seven classes are to some extent diluted
in the sense that over 50% of new passenger cars in 2010 were rated as class “A”. Another
reason for supporting increasing the number of bands rather than revising the existing band
values was that it may have an effect on other existing Danish policies. For example, taxis
have minimum requirements based on the existing bands. If they were revised, then existing
taxis would no longer meet the requirements.

France is considering a number of modifications. The first two relate to the inclusion of
additional information on the label, including annual fuel costs and the identification of the
fiscal category of the vehicle (e.g. whether the vehicle falls in the malus/bonus fiscal
incentives and the amount). Other changes relate to the vehicles to which the label applies.
France is considering extending the requirement of the label to light commercial vehicles
(LCVs) (category N1, less than 3.5 tonnes), and to second hand cars (from 2004 onwards)
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and rentals less than three months long (annual fuel costs will not be included on second
hand and rental car labels).

Hungary is considering updating the way in which CO, information is presented on the label
in terms of presenting vehicle classes and using a colour-coded scale, as has been done in
other Member States.

Finally, the UK has been considering improvements to the voluntary section of the label,
including a clearer portrayal of typical running costs, reinforcing the benefits of electric
vehicles. These costs may also be displayed over a 3 or 5 year period, and include insurance
and maintenance costs.

Table 2.11: Summary of Planned Modifications in Member States

Member Planned modifications
State

Denmark e Changes will include the addition of new energy classes to the label, including
A+, A++, and A+++, bringing the total to 10 classes (including the original A to G)
el e The addition of annual fuel costs

¢ Identification of the fiscal category of the vehicle (e.g. whether the vehicle falls in
the malus/bonus fiscal incentives and the amount)

e Extension of the current application to light commercial vehicle use (category N1,
less than 3.5 tonnes)

e Extension of the application of the labelling to second hand cars (from 2004
onwards) and rentals less than three months long (annual fuel costs will not be
included on second hand and rental car labels)

AIREEELR e Hungary is currently considering changing the label requirements to include
vehicle classes and using a colour-coded scale, as has been done in other MSs

U e Improvements to the voluntary section of the label - More clearly portray typical
running costs (reinforcing benefits of electric vehicles over conventional ones) -
possibly over a 3 or 5 year period, including insurance and maintenance costs.

Therefore, of those Member States examined in this study, all of the planned modifications
were in relation to the layout or application of the label, rather than any proposed changes to
the requirements of the other information tools.

The European Parliament Study also identified a number of Member States that were
planning modifications to their legislation, including Sweden and Italy'’. A review was
undertaken in 2007 in Sweden to identify possible revisions and to take new alternatives into
account, although it is unknown when the modifications will take place and what their
specifics will be. Discussions with stakeholders have been held in Italy regarding the size of
information on fuel consumption and CO, emissions with a view to proposing a minimum size
for this information on promotional materials. Some thought has also been given to extending
the Directive to TV and internet adverts, and it was noted that consideration would have to be
given to minimum time and space necessary for the communication of fuel and CO,
emissions.

Y The EP study also identified planned changes that were to take place for the UK, Germany and France. Changes in the UK and Germany have
taken effect (or are about to) and have been discussed in this report. Frances proposed changes are also discussed in this report.

Ref: AEA/ED56923/Issue Number 2 23



5 AEA Report on the implementation of Directive 1999/94/EC relating to the availability
of consumer information on fuel economy and CO; emissions in respect of the
marketing of new passenger cars

2.6 Other existing and planned voluntary measures in the
field of consumer information on vehicle CO,
emissions and/or fuel economy

A range of other existing and planned voluntary measures in the field of consumer
information on vehicle CO, emissions and/or fuel economy are undertaken in the Member
States.

The Danish Transport Authority (Trafikstyrelsen) has a greener driving campaign
(Kergrent'®). This campaign running during 2010-2012 offers users the ability to

e find their vehicle;
¢ look at the energy marking of their vehicle or any other vehicle type;
e review information relating to their fuel consumption;

¢ information about the Kargrgnt driving course and certification; and

video providing tips for energy efficient driving, as well as ten tips on the website.

The Spanish Institute for Energy Diversification and Energy Saving (IDEA) publishes and
updated information on consumption and emissions of new vehicles in the national territory™®.

The German Association of the Automotive Industry (VDA) assists in the promotion of the
German automotive industry through, for example, a ‘green technology’ themed exhibition at
the Internationale Automobile Ausstellung (IAA), which includes tours for school, press
conferences, a practical guide to the CO, label, talks on the advances in the reduction of CO,
emissions. They also promote through the ‘Unsere Autos®” website to advertise the research
and development of German car manufacturers. The Federation of German Consumer
Organisations (VZBV) led a campaign in Germany on climate protection, within which a
guide was developed on the CO, consumption of passenger cars.

There are also currently information campaigns being run by the German Energy Agency
(dena, on behalf of German Federal Ministry of Economics and Technology BMWi) which
accompany the introduction of the new Regulation. Dena is working closely with the relevant
business associations and non-governmental organisations. The target groups of the
campaign include manufactures, traders and advertising businesses; opinion-forming
organisations, such as NGOs, parliamentarians and journalists etc; and consumers.

2.7 Effectiveness of the information tools

There are two ways in which to assess the effectiveness of passenger car CO, information
tools. Firstly, if tools are effective in providing consumers with information, the level of public
awareness of car CO, emissions should have increased since the implementation of the
Directive and the associated national transposing legislation. Secondly, if the tools are
effective, then the take up of more efficient cars in the market place should have increased
and the average level of new car CO, emissions should have declined. Both of these
approaches are considered in more detail below.

'8 hitp://www.kergrent.dk/
% www.idae.es/coches
2 www.unsere-autor.de
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2.7.1 Assessing the effectiveness of information tools in increasing consumer
awareness

Stakeholder consultation was undertaken with a range of national level organisations to
identify information that may indicate the effectiveness of the information tools in increasing
consumer awareness.

Table 2.12;: Overview of awareness of Directive information tools in Member States

Numbers of Denmark — Very few, if any.

consumers Germany — The Consumer Association of North Rhine-Westphalia (largest
contacting consumer T L . ,
protection consumer organisation in Germany) indicates that there are ‘little or no

organisations with
respect to queries
relating to the CO,
label

questions in the counselling centres on CO, labelling.

UK — Increase in number of consumers contacting authorities regarding
real world fuel consumption figures (which can be significantly higher than
the test cycle figures stated by manufacturers, approximately 2 or 3 people
a month (DfT) and 4 to 5 people a month (VCA). The office of Fair Trading
had received 70 complaints during the period July 2010- July 2011 where
the consumer had purchased a new car and the achieved miles per gallon
(mpg) figures did not match the figures advertised.

Number of consumer
qgueries/complaints
received about the
COs information
provided in car
promotional material

Belgium — Complaints are received by JEP regarding the mention of CO,
and fuel consumption rather than the CO, label.

Denmark — Very few, if any.

France — No direct consumer complaints received by ADEME, although
they are more likely to be received at regional offices.

UK — About five complaints a year received by the Advertising Standards
Agency (ASA) regarding differences between the test cycle fuel economy
figures and those achieved under real-world conditions (almost all relating
to advertisements in magazines). Five or fewer complaints a year are also
received regarding the omission of CO, and fuel economy information on
bill board adverts.

Number of hard
copies of fuel
economy/CO, guides
published/distributed
each year

Denmark — Between 80,000 and 160,000 copies a year.
France — 40,000 copies a year.

Germany — 300,000 copies a year.

Romania — 3,000 in 2011 (2,326 distributed by July 2011).

UK — Approximately 150,000 copies produced/distributed a year (although
only 5,000 hard copies from 2011, with 130,000 copies of the guide on CD-
Rom).

Number of times per
year the online fuel
economy/CO, guides
in each country have
been accessed

Belgium — Car section of the ministry’s website approximately 12,000 visits
a year, with the section containing the guide receiving 6,000 visits a year.

UK — Approximately 1 million visits a year.

One of the Member States pointed out that although few queries/complaints have been
received in relation to the CO, label or the promotional material, it doesn’t mean consumers
are not interested in the issue, but so far the existing CO, label is not really meaningful to
them. The fact that consumer centres are not very proactive in the transport sector also plays
arole.
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With regards to the number of guides printed and distributed each year, some of the Member
States mentioned that a large proportion of them are not picked up by consumers and end up
being destroyed at the end of the year or when new guides are available. In Denmark, the
DCIA and Trafikstyrelsen coordinated an approach whereby they explained what was
required to the car manufacturers’ respective marketing divisions.

National level organisations were also asked for their views on the effectiveness of the
various information tools (qualitatively), although very few responses were received to this
question. One Member State mentioned that they were happy with current design of the
label and the guide. Another mentioned that the colour-coded banded system used in a
number of the MSs are user friendly than the basic version of the label in the existing
Directive and they would like to see any new proposals along similar lines. Concern was
raised regarding the guide on fuel economy in that it is not perceived to be the most effective
method to convey the required information and does not represent good value for money,
whereas a website would be better. Finally, it was mentioned that the existing Directive could
be clearer, in particular with regards to Annex IV. Lawyers in the UK have advised that it
would be very difficult to bring a successful prosecution due to the ambiguity.

Although these comments from Member States identify some of the weaknesses of the
Directive and ways in which they have dealt with these issues, they do not provide an insight
into the effectives of the information tools themselves on raising consumer awareness.

There was very little evidence available in literature/studies on the effectiveness of the
information tools themselves. In terms of increased consumer awareness, only one study
was identified that was directly concerned with the effectiveness of the label. Additionally,
some national level studies have been undertaken in relation to effectiveness of or
compliance with the national legislation. A Spanish study was undertaken in 2004 examining
the effectiveness of the Directive and transposing legislation®. In order to assess the
effectiveness, the study undertook a series of ‘mystery shopper’ visits to dealers (711
dealers) and interviews with consumers/vehicle users (304 interviews), with a heavy
emphasis on compliance and awareness. With regards to the information tools required by
the Directive in general:

o 57% of respondents were very/fairly positive with regards to the information provided
by the various existing sources and fuel consumption;

e 45% of respondents considered very/fairly high level of influence of the current
system of information on fuel consumption and CO, emissions in the decision to
purchase a new vehicle.

The study also reported on compliance, which at the time of writing was low, due to the
legislation coming into force relatively recently (21% dealer complying with one of the
information tools*, 18% complying with two, and 0.8% complying with all three). With
regards to the consumers, 25% can recall having seen the label, 19% the poster and only
9% have knowledge of the guide (although this will have links to compliance with the
Directive in order for consumers to have access to the information tools).

A French study was undertaken in 2008 on the eco-labelling of a wide range of products,
including passenger cars. The study followed the introduction of the bonus/malus incentive.
The results of the study showed that:

e For 31% of respondents, the key purchasing criterion was price (up from 24% in
2004);

e The importance of CO, emissions in decision making rose from 33% in 2007 to 41%
in 2008 (as ‘very important’);

2L IDAE (2004) Evaluacion Del Impacto de la Directiva 1999/94/CE y del real Decreto 837/2002 de Transposicion en Espana
2 | abel, guide on fuel economy and poster. Promotional material not the responsibility of the dealer.
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e In 2008, 35% of buyers knew the CO, emissions of the vehicle they were buying
(compared to 33% in 2007) due to the use of the label,

e 67% of consumers recognised the label as an indicator of CO, emissions for the
vehicle; and

e The label (coupled with the bonus/malus incentive) has influenced purchasing
behaviour: 83% saw it as an incentive compared to 77% in 2007.

The European Parliament Study (2010) considered the general role of information in
changing consumer behaviour. This noted that recognition of a popular label can be effective
in influencing purchasing decisions. One of the most important consumer demands was for
information that allowed them to compare products, particularly in terms of their cost and
performance. In this respect, the energy efficiency label that is used on white goods has
become well-known and respected among consumers.

The study team is not currently aware of any other national level studies that consider the
effectiveness of the label. However, from the compilation of the Member State case studies,
it is evident that almost all of the MSs have gone beyond the Directive when implementing
requirements, implying perceived greater effectiveness in their enhanced formats. As
described earlier, these additional requirements include presenting CO, information in the EU
Energy Labelling format (using either an absolute or relative approach); the inclusion of
estimated running costs (fuel and taxes).

Our report has also identified and examined planned changes to national transposing
legislation within the selected MSs in order to assess effectiveness through identifying areas
that MSs have decided to change or improve. The planned modifications were discussed in
detail in Section 2.5. The majority of the planned changes are concerned with the format and
the application of the label rather than the other information tools. In summary, these relate
to:

e Presentation of information on the label:
o Use of a colour-coded scale to indicate CO, information;

o The number of bands/categories in use (increasing from 7 bands, “A” to “G” to
Include “A+”, “A++” and “A+++”);

o Indication of annual fuel costs;
o Indication of national taxation and other financial penalties/rewards;
o Indication of electricity consumption (where applicable).
e Application of the label:
o Extending its use to used cars;
o Extending its use to rental vehicles.

2.7.2 Assessing the effectiveness of the information tools in improving the
CO; performance of new cars

In addition to increasing overall levels of consumer awareness, the effectiveness of the
directive can also be increased by examining the impacts of the label and other measures on
the CO, performance of new cars purchased in each country. Therefore, this section reviews
the published annual figures for new cars sold in Europe/selected Member States.

Regulation (EC) no. 443/2009 requires Member States to record information for each new
passenger car registered in its territory, which is submitted to the Commission. This includes
manufacturer name; type, variant, version, make and commercial name; specific emissions
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of CO,; mass in running order; wheel base; and tack width. The latest data available on CO,

is for 2010.

Table 2.13 displays the average CO, emissions of new cars registered in the EU-27 between
2001 and 2010.

Table 2.13: Average CO, emissions of new car registrations in EU-27 (EEA, 2011a

23)

Austria 165.6 164.4 163.8 161.9 162.1 163.7 162.9 158.1 150.2 144
Belgium 163.7 161.1 158.1 156.5 155.2 153.9 152.8 147.8 142.1 133.4
Denmark 172.9 170 169 165.9 163.7 162.5 159.8 146.4 139.1 126.6
Finland 178.1 177.2 178.3 179.8 179.5 179.2 177.3 162.9 157 149
France 159.8 156.8 155 153.1 152.3 149.9 149.4 140.1 133.5 130.5
Germany 179.5 177.4 175.9 174.9 173.4 172.5 169.5 164.8 154 151.2
Greece 166.5 167.8 168.9 168.8 167.4 166.5 165.3 160.8 157.4 143.7
Ireland 166.6 164.3 166.7 167.6 166.8 166.3 161.6 156.8 144.4 133.2
Italy 158.3 156.6 152.9 150 149.5 149.2 146.5 144.7 136.3 132.7
Luxembourg 177 173.8 173.5 169.7 168.6 168.2 165.8 159.5 152.5 146
Netherlands 174 172.4 1735 171 169.9 166.7 164.8 156.7 146.9 135.8
Portugal 154 149.9 147.1 144.9 145 144.2 138.2 133.8 127.3
Spain 156.8 156.4 157 155.3 155.3 155.6 153.2 148.2 142.2 138
Sweden 200.2 198.2 198.5 197.2 193.8 188.6 | 1814 | 173.9 164.5 151.2
UK 177.9 174.8 172.7 171.4 169.7 167.7 164.7 158.2 149.7 144.2
Bulgaria 171.6 171.5 172.1 159
Cyprus 173.4 173 170.1 170.3 165.6 160.7 155.8
Czech

Republic 154 155.3 154.2 154.2 154.4 155.5 148.9
Estonia 179 183.7 182.7 181.6 177.4 170.3 162
Hungary 158.5 156.3 154.6 155 153.4 153.4 147.6
Latvia 192.4 187.2 183.1 183.5 180.6 176.9 162
Lithuania 187.5 186.3 163.4 176.5 170.1 166 150.9
Malta 148.8 150.5 145.9 147.8 146.9 135.7 131.3
Poland 154.1 155.2 155.9 153.7 153.1 151.6 146.4
Romania 154.8 156 157 148.5
Slovakia 157.4 152 152.7 150.4 146.6 149
Slovenia 152.7 157.2 155.3 156.3 155.9 152 144.4
EU-27 169.796 | 167.21 | 165.54 | 163.38 162.36 | 161.26 | 158.64 | 153.56 145.69 140.3
EU-15 169.796 | 167.21 | 165.54 | 163.69 162.57 | 161.47 | 158.71 | 153.26 145.2 139.86
EU-12 158.23 157.2 | 157.79 | 156.86 154.15 148.18

CO, emissions from passenger cars are improving in the EU-27 according to the data.
Average CO, emissions were 140.3g CO,/km in 2010 compared to 145.7g CO,/km in 2009,
a decrease of 5.4g CO,/km.

The EEA summary report of the 2010 data (EEA, 2011b*) notes that dieselisation of the
vehicle fleet is continuing, although the relative benefits of dieselisation are decreasing as

B EEA (2011a) Monitoring of CO, emissions from passenger cars — Regulation 443/2009, http://www.eea.europa.eu/data-and-maps/data/co2-

cars-emission
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the emissions gap between diesel and gasoline is considerably lower than it was a decade
ago (3.3g COy/km compared with 17g CO,/km). Vehicle registrations decreased by around
2.3 million in 2010 compared to 2007 (last year before the economic recession). The majority
of the registrations took place in the EU-15 (95%) where a new car emits 7.9g CO./km less
than the average vehicle in the EU-12. The decrease in average CO, emissions from new
passenger cars in the EU-12 in 2010 was greater than in the EU-15 (6 gCO./km compared
with 5.3g CO,/km). Finally, the summary report notes that the weight of cars has increased
significantly after a sharp decrease in 2009, and is now back at the level seen in years prior
to the economic crisis. However, advances in technology helped to improve fuel efficiency
and cut the average CO, emissions per kilometer travelled (EEA, 2011).

Figure 2.3 and Figure 2.3 show the average CO, emissions of new car registration in the
case study Member States between 2001 and 2010.

Figure 2.3: Average CO, emissions of new car registrations in case study Member
States (EEA, 2011a)
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2 EEA (2011b) Monitoring the CO, emissions from new passenger cars in the EU: summary of data for 2010, EEA.
http://www.eea.europa.eu/data-and-maps/data/co2-cars-emission
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Figure 2.4: Average CO, emissions of new car registrations in case study Member
States (EEA, 2011a)
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Although CO; has declined in recent years, it is not possible to state that this is due to the
implementation of Directive 1999/94/EC in isolation. A range of policies and measures have
been implemented over the last decade (at least) that are likely to have an impact on
reducing emissions of CO, from new passenger cars, including:

e Voluntary Agreement on Passenger Car CO, emissions;
e Current regulation on new car CO, emissions (Regulation No. 443/2009); and
e Vehicle/fuel taxation.
The effectiveness of the information tools is also considered further in Section 4.2 and 5.4.

2.8 State of Implementation - Summary

All eight Member States considered within this study have successfully transposed the
Directive into national legislations, meeting the minimum requirements. However, some
Member States have gone beyond the Directive in terms of additional legislative and
voluntary requirements for the information tools.

2.8.1 Label

Of the Member States covered in this report, six out of the eight (Denmark, Germany,
France, Romania, Spain and the UK) have based the design of their label on the household
products energy label, while according to EP (2010) a further two countries (Finland and
Netherlands) use a similarly-designed label. Of the other Member States covered by this
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study, Belgium has introduced a colour-coded label that has a different format to the energy
products energy label, while EP (2010) identified that Austria had also introduced a colour-
coded label that was not consistent in terms of design with the energy products energy label.
Hence, of the 15 countries covered by this report and EP (2010), 8 have based their label on
the energy products energy label, while a further two use a different colour-coded label.

Table 2.14; Overview of Member State label features

\[o] of : : Other cost Applicable to
EIoET Label type coloured REETS] | |RTmAITg info (incl. other
absolute ;
vehicles?

Belgium Continuous N/A Absolute No No No
comparative label

Denmark |EU Energy 7 (Ato G) Absolute |Yes Yes Vans under
Labelling style 3.5 tonnes

France EU Energy 7 (Ato G) Absolute  |No No No
Labelling style

Germany |EU Energy 8 (A*to G) |Relative Yes Yes No
Labelling style

Hungary |List format N/A N/A No No No

Romania |EU Energy 7 (Ato G) Absolute  |No No No
Labelling style

Spain EU Energy 7 (Ato G) Relative No No No
Labelling style

UK EU Energy 7 (Ato G) Absolute Yes Yes Used cars
Labelling style (voluntary)

2.8.2 Guide on fuel economy

All of the Member States met the Directive requirements with regards to the Guide on fuel
economy. The majority of Member States also made the guide available to download from
the internet, and 5 Member States had developed an additional searchable online database
for consumers (the main areas where Member States had gone beyond the requirements of
the Directive).

2.8.3 Poster

All Member States met the Directive requirements with regards to the poster. Very few went
beyond these requirements when transposing into national legislation.

2.8.4 Promotional materials

Again, all Member States met the Directive requirements with regards to promotional
materials. Only Denmark has gone significantly beyond the Directive, requiring that the
coloured bands/arrow from the label which indicates CO, emissions is displayed on
promotional material in addition to the text. A number of voluntary measures have been
implemented in relation to the promotional materials, mainly in the form of raising awareness
of the requirements and providing guidance on the requirements for providing CO, emissions
and fuel consumption information on promotional materials.
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2.8.5 Planned modifications

There are a number of modifications being planned (or recently implemented) by the Member
States. The majority of the planned changes are concerned with the format and the
application of the label rather than the other information tools. In summary, these relate to:

e Presentation of information on the label:
o Use of a colour-coded scale to indicate CO, information;

o The number of bands/categories in use (increasing from 7 bands, “A” to “G” to
include “A+”, “A++” and “A+++");

o Indication of annual fuel costs;
o Indication of national taxation and other financial penalties/rewards;
o Indication of electricity consumption (where applicable).
e Application of the label:
o Extending its use to used cars;

o Extending its use to rental vehicles.

2.8.6 Effectiveness of the information tools

The effectiveness of the information tools were considered in terms of increasing consumer
awareness and reducing the average CO, of new passenger cars. There is limited evidence
to suggest that the Directive may have a positive impact on raising consumer awareness.
However, very few studies or surveys have been undertaken within Member States with
regards to awareness or effectiveness of the Directive.

Average CO, emissions from passenger cars have decreased to 140.3g CO,/km in 2010
down from 145.7g CO,/km in the previous year. However, due to the range of other policies
and measures that have been implemented within Europe/Member States (including the
Voluntary Agreement on Passenger Car CO, emissions; Regulation 443/2009, and vehicle
and fuel taxation), it is not possible to state that this decline in average CO, emissions is due
to the implementation of Directive 1999/94/EC in isolation. It is therefore likely that the
package of measures working in combination have led to this decrease.
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3 Enforcement of Directive 1999/94/EC

Task 2 on enforcement of the Directive had three separate elements:

e |dentification of areas where the implementation of, or compliance with, the Directive
poses difficulties in the eight Member States covered by this project.

e Critical assessment of the enforcement measures undertaken by France, Germany
and the UK.

e |dentification of best practices for enforcement. This was based on a review and
examination of other European legislation concerned with the provision of consumer
information to identify whether there are good practices that may be transferable to
the provision of passenger car CO, information to consumers.

The findings in relation to the three sub-tasks are presented in Sections 3.1 to 3.3 below,
while Section 3.4 provides an overview of stakeholders’ views on compliance and
enforcement and Section 3.5 presents some conclusions.

3.1 Difficulties in implementation of or compliance with the
Directive

3.1.1 Compliance issues identified in the Member States

As was noted in Section 1, this report complements the previous study undertaken for the
European Parliament (2010). A summary of the compliance issues in the Member States
identified in the European Parliament study is given in Table 3.1.

Table 3.1: Summary of reported compliance issues in Member States covered by EP

Member State Label Guide Poster Promotional
Material

Austria N/A N/A N/A N/A
Czech Republic | ¥ N/A N/A v
Finland N/A N/A N/A N/A
France 4 v N/A 4
Germany N/A N/A N/A 4

ltaly v N/A N/A v
Netherlands 4 N/A N/A 4
Poland N/A N/A N/A 4
Sweden 4 v 4 4

UK N/A N/A N/A N/A

Source: “Study on consumer information on fuel economy and CO, emissions of new passenger cars’,
European Parliament, 2010)
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Of the Member States that it surveyed, European Parliament (2010) noted that the most
common issues relating to compliance that were reported were in relation to the promotional
material. However, few legal proceedings were identified and those that were initiated were
often dropped as a result of the violation being addressed. The report identified legal action
for various infringements in a number of countries, including seven fines in the Czech
Republic (based on a 2007 compliance survey), 16 cases that involved court proceedings in
France (based on a 2005 survey) and 17 sets of legal proceedings in Germany (between
2006 and March 2010).

A summary of the compliance issues identified in the Member States covered in this study is
presented in Table 3.2. An important point to make with respect to the information presented
is that it has not been collated over comparable periods, e.g. some information relates to a
survey undertaken in a particular month or months, while information presents the cumulative
number of cases that have arisen up to a certain date. The survey undertaken by
Trafikstyrelsen in Denmark was the only ongoing survey that was identified in the Member
States covered, while regular surveys have been undertaken — sometimes at irregular
intervals — in France, Belgium and the UK. In Romania, the survey for which the information
was presented relates to a survey undertaken in November 2010. In Germany, the
information relating to promotional material represents a cumulative figure of cases between
2006 and early 2010. However, these are the only provisions for which information on non-
compliance is collated at the federal level (see Section 3.2); all of the other information
presented for Germany relates to surveys undertaken by selected Lander.

From the information presented, it can be seen that, where reviews of compliance have been
undertaken, some degree of hon-compliance was identified. In many cases, non-compliance
is relatively low, e.g. in the order of, and in many cases less than, 10%. In Hungary no cases
of non-compliance were known by the national ministry.

The surveys that have been undertaken on more than one occasion (if not ongoing), e.g. the
ones by the Trafikstyrelsen in Denmark, the DGCCRF in France and the LowCVP, suggest
that compliance has increased over time. However, surveys undertaken by NGOs or
independent institutes have often revealed higher levels of non-compliance than those
perceived by the authorities responsible.

Few cases of legal action were identified in the Member States covered in this study. In
Denmark two cases of non-compliance were referred to the police as a result of the survey
undertaken in the first quarter of 2011, while in Romania there were 69 fines and 97
warnings resulting from the 2010 survey and 117 proceedings were taken forward in Spain
after the 2010 campaign. There is one ongoing legal case in Germany, which was taken
against a car manufacturer with respect to an advert in a magazine that did not contain the
necessary information. The issue on which the case was based was the interpretation of the
EU requirements in national legislation; the manufacturer lost the initial case and is
appealing.

Ref: AEA/ED56923/Issue Number 2 34



5 AEA Report on the implementation of Directive 1999/94/EC relating to the availability
of consumer information on fuel economy and CO emissions in respect of the marketing of new passenger cars

Table 3.2: Summary of compliance issues reported by Member States covered in this project

Poster Promotional Source, survey size, date
material
Belgium *10% no labels 46% 10% no | 14% (8% no | * Belgian Environment Department/Ministry, 100 showrooms, early 2011
12% some missing poster) guide)
Denmark 10% not satisfactory | Not always * * Trafikstyrelsen, about 50, first quarter 2011
France 10% Direction General de la Concurrence, de la Consommation et de la
Répression des Fraudes (DGCCRF), 2009
Germany | 67 (39%)" 17 (10%)" 10 (6%)" 306" " Rhineland-Palatinate, 171, 2010
4 (17%)% 14 (48%)% 1 (4%)* Bremen, 24 retailers/29 brands, 2010
3 (5%)° 7 (13%)° 6 (11%)° ¥ Saarland, 56, Nov 2010 — Jan 2011
* German Competition Office (Wettbewerbszentrale), 2006/10
Hungary None known**
Romania 1% 16% 13% Only 1 case National Authority for Consumer Protection, 307, 2 to 6 November 2010
Spain 10% Instituto Nacional del Consumo, 2010
UK %" None known** None known |49 alleged | "Low Carbon Vehicle Partnership (Low CVP);
violations® % Vehicle Certification Agency
Notes: * No information

** Independent/NGO survey revealed different findings that suggested higher non-compliance

Ref: AEA/ED56923/Issue Number 2 35



5 AEA Report on the implementation of Directive 1999/94/EC relating to the availability
of consumer information on fuel economy and CO2 emissions in respect of the
marketing of new passenger cars

3.1.2 EC infringement proceedings

Action against Member States in relation to Directive 1999/94 began in 2001 when the
Commission sent a Reasoned Opinion (effectively a second warning letter) to France,
Belgium, Germany, ltaly, the United Kingdom, Greece, Spain and Portugal for failing to adopt
and communicate the necessary laws to the Commission®. In 2002, the Commission
referred France, Germany, the United Kingdom, Italy and Spain to the European Court of
Justice (ECJ) for failing to implement the Directive®. In July 2005, the Commission
announced that Luxembourg had been sent a final written warning over its failure to submit a
report under Article 9 of the Directive?’, while Italy was sent a final warning for failing to notify
the Commission of its implementing legislation for Directive 2003/73%.

A search of website of the Court of Justice of the European Union® for cases relating to
Directive 1999/94 revealed the results presented in Table 3.3. This suggests that, of the six
countries referred to the ECJ in 2002, legal action was begun against all of the countries
except the UK.

Table 3.3: Summary of cases relating to Directive 1999/94
Country Date

Commission brought action against the following countries for failing to bring into force (or at least
for having failed to inform the Commission of) the necessary laws to comply with Directive 1999/94

Spain January 2002

Italy January 2002

France April 2002

Greece February 2006 (in relation to Commission Directive 2003/73/EC

Court found against the following countries for failing to adopt or communicate to the Commission
the necessary laws to comply with Directive 1999/94

France June 2003 (for failing to communicate the necessary laws)
Italy September 2003 (for failing to adopt the necessary laws)
Germany September 2003 (for failing to adopt the necessary laws)

Commission brought action against the following countries for failing to submit a report to the
Commission under Article 9 of Directive 1999/94

Luxembourg May 2006

Court found against the following countries for failing to submit a report to the Commission under
Article 9 of Directive 1999/94

Luxembourg December 2006

According to EP (2010), the European Commission investigated seven Member States
(Belgium, France, Germany, Italy, Poland, Slovenia and Spain) in 2008 for failing to ensure
that the fuel consumption figures were prominently displayed in car advertisements (in
accordance with Annex IV of the Directive). The action followed an official complaint from
several NGOs, including Friends of the Earth.

% Press release “Commission acts against France, Belgium, Germany, ltaly, UK, Greece, Spain and Portugal over fuel economy and CO2
emissions data”; IP/01/1146, date 30/07/2001

% Press release “Air quality and emissions: Commission moves against France, Germany, the United Kingdom, Greece, Spain, Austria, Italy,
Ireland, Denmark and Finland over non-implementation of EU laws”; IP/02/414, date 14/03/2002

%" Press release “Luxembourg: Commission takes action over infringements of environmental laws”; IP/05/912, date 12/07/2005

2 press release “Italy: Commission takes action over infringements of environmental laws”; IP/05/10007, date 26/07/2005

% http://curia.europa.eu/
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3.2 lIdentification and critical assessment of enforcement
measures

This section focuses on assessing the enforcement activities in three selected EU Member
States (France, Germany and the UK) in relation to the national legislation in place that
transposes Directive 1999/94/EC. These countries have the largest annual sales of new cars
in the EU and hence the enforcement of the provisions of the Directive 1999/94/EC in these
countries could potentially have a significant impact on the market for new cars in the EU.

Before discussing what is enforced and how, it is important to set out who is responsible for
enforcement in each country. In Germany, enforcement of the national legislation is the
responsibility of the Bundeslander. The federal government has no executive responsibility,
but does offer information and support with respect to issues of interpretation. The federal
government has no detailed information on violations, as the Lander are not required to
report these. However, some of the Lander have undertaken surveys of compliance in their
respective regions (see Table 3.2).

In the UK, the Vehicle Certification Agency (VCA; an agency of the national Department for
Transport) enforces the provisions relating to promotional materials, while Trading Standards
officers (employees of local authorities) cover the fuel economy label, guide and poster.
There is no requirement for local authorities to report on the level of enforcement activity
(and therefore of compliance) to central government, although surveys of compliance have
been undertaken (see Table 3.2) Hence, in Germany and the UK, enforcement is, at least in
part, the responsibility of local or regional authorities. (This is also the case in Spain.)

In France, the national DGCCRF (General Directorate for Competition Policy, Consumer
Affairs and Fraud Control) is responsible for enforcement, as it is generally responsible for
enforcing rules on the provision of information to, and fair business practices directed at,
consumers.

In all three of these countries, enforcement activities cover all four of the materials covered
by the Directive, although the focus differs. In Germany, responses from the Lander and
others suggested that enforcement activities focus on the promotional materials, whereas in
France the focus is on the display of the label in the showrooms.

In Germany, enforcement through competition law plays an important role. Legal challenges
brought by competitors, or consumer or business groups, can result in a verbal warning and
a letter, which is followed by a fine (after subsequent court proceedings) if the non-
compliance is not addressed. As noted above, there appears to be only one legal action
resulting from such processes, as in the majority of cases non-compliance has been
addressed in response to a warning. However, surveys undertaken by the German
Environmental Aid Association suggest that few Lander actively engage in enforcement
activities and that, even in 2010, all Ladnder had not named the institution responsible for
enforcement.

In France, the main enforcement activity has been visits to dealerships and showrooms.
These are coordinated nationally and have been undertaken at various intervals in recent
years; these visits have been the main source of information on the violations of the Directive
(see Table 3.2). Where cases of non-compliance have been identified, a written notification
and a reminder of legal requirement have usually been enough to ensure compliance.

In the UK, at the local level enforcement activities consist of unannounced showroom Vvisits,
while the VCA reviews samples of promotional material and also responds to concerns
raised by individual consumers and consumer groups. In relation to promotional material,
legal advice given to the VCA has indicated that many potential prosecutions of alleged
breaches of the respective provisions of national legislation would be unlikely to be
successful. While central government estimates that enforcement activity has remained
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stable, anecdotal evidence from the UK suggests that the frequency of local authority visits
has declined.

In Germany, the implementation of the Market Surveillance Regulation will improve the
amount of information held centrally, as the Lander will be required to report on their
enforcement activity to federal government.

3.3 Best practice in enforcement

3.3.1 Review of other EU legislation that provides information to consumers

Legislative requirements to provide consumer information and product labels are present in a
number of different areas of EU legislation. Given the broad scope of coverage of such
labels, and in some cases the long history of using product labels, there is practice from
other sectors that could potentially be used to improve the compliance and enforcement of
passenger car CO, information.

For the purposes of identifying best practices, a scoping of a range of selected EU legislation
areas was undertaken, and a selection of pieces of legislation were taken forward to
investigate in more detail, including the identification of compliance and enforcement
measures in place (taking into account how effective these measures are in practice). Where
available, specific best practice examples that could be transferable to the area of passenger
car CO, information have been identified and reviewed.

Legislation reviewed at the scoping stage included the following:

o Directives on Energy Labelling of Household Products (Directive 92/75/EEC until mid-
2011 and Directive 2010/30/EU from July 2011), which we will refer to as the
“Household products energy labelling Directive”.

e Cosmetic products (composition, labelling and testing) (Directive 76/768/EEC and
from 2013 Regulation (EC) No 1223/2009), or the “Cosmetics products labelling
Directive”.

e Labelling of tyres — Regulation (EC) 1222/2009, the “Tyre Labelling Regulation”.

e Health and Nutritional claims Regulation (N° 1924/2006), the “Health and Nutritional
claims Regulation”.

e Labelling, presentation and packaging of foodstuffs (Directive 2000/13/EC), the “Food
labelling Directive”.

e Proposed legislation — provision of food information to consumers — combines
Directive 2000/13/EC (above) and Council Directive 90/496/EEC (nutritional labelling
for foodstuffs) into one instrument. Also requires simplification of structure of the
horizontal food labelling in 2000/13/EC, or the “Proposal for a revised Food labelling
Directive”.

As can be seen from the list, even though all of the pieces of legislation focuses on providing
information to consumers, they are different in nature, e.g. in terms of the requirements for
labelling, although there are similar characteristics, such as the fact that enforcement is often
a national, or even a local issue.

The original initial intention was to use the scoping stage to eliminate the pieces of legislation
that appeared to be the least relevant. In this respect, the most relevant pieces of legislation
appeared to be the Household products energy labelling Directive and the Tyre labelling
Regulation, as these both require the use of a colour-coded label with categories labelled A
to G to be put on their products (although the details differ), the minimum size of which is
specified. However, given the time taken for the reviews and the fact that some of the
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legislation appeared to be of little relevance, all of the pieces of legislation listed above were
reviewed to some extent.

On the basis of the more comprehensive review, including in most cases an interview with
the respective European Commission desk officer (a list of the questions asked can be found
in Appendix 8), the Household products energy labelling Directive and the Tyre labelling
Regulation were indeed identified as being the most relevant pieces of legislation. In addition
to both requiring the use of a similar colour-coded label (see Figure 3.1), both focus on a
similar issue as the car label, i.e. energy rather than on CO, emissions and fuel economy,
and both aim to provide information to assist consumers with their purchase decision.

The Household products energy labelling Directive is a framework Directive that sets out the
commonalities of various energy labels to be used on a range of household products, but
leaves the technical details to delegated legislation to be developed by the European
Commission with technical input from relevant experts. The Tyre labelling Regulation could
have been a delegated Directive of the Household products energy labelling Directive, if cars
had been within the scope of the latter. Both pieces of legislation require the same basic
colour-coded label with categories labelled “A” to “G” to be put on their products, although
some of the details differ, such as any additional information to be included (see Figure 3.1).
For both household products and tyres, the minimum requirements with respect to the size of
label are clearly set out in an Annex to the respective legislation (in each of the respective
delegated Directives for the household products).

Figure 3.1: Examples of the energy labels required by the Household products energy
labelling Directive (the fridge label) and the Tyre labelling Regulation
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The other pieces of legislation are less prescriptive with respect to the way in which the
information should be presented and instead focus on the detail of the information that needs
to be communicated. The Cosmetic products labelling Directive and the Food labelling
Directive simply list the information that needs to be included on the packaging of the product
(or, where not possible on the packaging, then on a leaflet inside the package in the case of
the former). Whereas neither the Food labelling Directive nor the Health and Nutritional
claims Regulation make any additional specifications about the label, the Proposal for a
revised Food labelling Directive would set a minimum print size for the information and
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specify that there should be a significant contrast between the text and the background.
Figure 3.2 shows an example of the type of information that needs to be included on a label
under the Cosmetics products labelling Directive.

Figure 3.2: An example of the information required by the Cosmetics products
labelling Directive

European Union: Perfume—Free Sample “NOT FOR SALE”
Primary and Secondary Packaging

Statement of ldenlity: Required if
the function of the product is NOT

Ingredients: Required in EU INCI
and listed in descending order of

clear from the presentation of the concentration.
provuct Warnings: Required if deemed
Weight Claim: Goods of less than | | R3ANP| | necessary for the safe use of the

NAME
50/5ml as well as free samples or product.
[ ore tppication 'packs o The Name and Address of the
exempt from a weight claim ~ .
o v & | | Manufacturer/Representative:

quirement. (LR : !
£ | | Required. If product is manufac-

Instructions for Use/Storage: 2 | | tured outside the EU, the EU
Only when needed or applicable. .. £|| address where the product

% . | | information is kept must be
Product Durability: - ? indicated.
Expiration Date: Required when Eas 3 :
durability is less than 30 months. # | | Country of Origin: May be required
Period After Opening (PAD): z by individual member states.
Required when minimum Lot Number/Batch Code: Required. |

durability exceeds _—
30 months. ) Green Dot: May be required /Z9

- by individual member states.

Source: Cosmetic + Personal Care Packaging (www.cpcpkg.com)

In relation to the way in which the various pieces of legislation are enforced, there is a need
to find a balance between allowing Member States to enforce the legislation in a way that is
consistent with national culture and institutions, and the need for the legislation to be
enforced in a way that is sufficient to ensure the proper functioning of the internal market.
Additionally, the monitoring of areas of legislation can be governed by other pieces of EU
legislation, not just the legislation under consideration. For example, the monitoring system
for the labelling legislation focusing on food is set out in other legislation that deals more
generally with the monitoring of that sector, i.e. Regulation 882/2004%.

The enforcement provisions of the two pieces of legislation focusing on energy labelling draw
from, or make references to, the Market Surveillance Regulation (Regulation (EC) No
765/2008)*'. Among other elements, this Regulation:

e Requires that Member States give responsibility for market surveillance to an
authority and communicate this information to Member States and the Commission.

¢ Requires that Member States give the authority the powers and resources to enforce
the legislation.

e Requires that Member States communicate their market surveillance programme to
the Commission and other Member States.

30 Regulation 882/2004 on official controls of feed and food
31 Regulation 765/2008 setting out the requirements for accreditation and market surveillance relating to the marketing of products
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e Provides the legal basis for Administrative Co-operation Groups in which the Member
States (and the Commission) can discuss enforcement issues.

The Market Surveillance Regulation is directly applicable in Member States, so its provisions
do not need to (and indeed should not) be replicated in other Community legislation.
However, the Regulation is complemented by Decision 768/2008%, which, in its Annex,
provides a set of model provisions that the Commission should consider including in sector-
specific harmonisation legislation. This so-called “New Legislative Framework” contains
useful definitions, as well as a series of obligations that should be imposed on the various
economic operators, e.g. in Chapter R2 (obligations of economic operators). Additionally
Articles R31 and R32 set out safeguard procedures — at respectively the national and
European levels — that could be put in place for dealing with products presenting a risk. The
Council and the European Parliament are currently discussing the proposal to revise the type
approval process for motorcycles, which includes provisions to improve enforcement based
on the Market Surveillance Regulation. The Commission is currently considering amending
the type approval Regulations for light duty vehicles and for heavy duty engines in a similar
way in order to improve enforcement. This would draw on the Market Surveillance Regulation
and the accompanying Decision and could inter alia define the responsibilities of the different
economic operators and Member State authorities with respect to enforcement.

The energy labelling of household products Directive contains a number of provisions to
improve enforcement informed by the Market Surveillance Regulation and the accompanying
Decision, including a requirement that Member States:

e Take action to oblige a supplier to remedy any non-compliance, with the ultimate
sanction of prohibiting the sale of the product. Other Member States shall be informed
in such circumstances. (Article 3(2))

o Report every four years to the Commission on their enforcement activities and the
level of compliance. (Article 3(3))

e Set penalties, which should be effective, disproportionate and dissuasive, for
infringements to the national transposing legislation. (Article 15)

Additionally, provisions of the Directive:

e Require that suppliers make technical documentation available for inspection and to
supply these electronically to national market surveillance organisations and to
Member States when requested. (Article 5(c))

o Enable Member States to ask suppliers for proof that a product is in compliance
where they suspect it might not be. (Article 8(2))

o Requires the delegated legislation to be developed by the Commission to enable
national market surveillance authorities to verify whether products comply with the
information provided. (Article 10(1))

The Tyre labelling Regulation contains similar provisions, such as those in Articles 3(2) and
5(c). Additionally, Article 12 of the Tyre labelling Regulation requires that Member States
ensure that their respective authorities responsible for market surveillance verify that
suppliers and distributors of tyres and vehicles comply with the Regulation. However, there is
no requirement for the results of this work to be communicated to the Commission or for
penalties for non-compliance to be set.

The changes to the Household Products energy labelling Directive in relation to enforcement
were introduced as the preceding legislation had contained vaguer provisions with respect to
enforcement, which had been complied with in different ways by Member States. It was felt

32
Decision No 768/2008/EC on a common framework for the marketing of products
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that such an unequal implementation undermined the level playing field with respect to the
internal market. Compliance and enforcement under the revised Directive will also be
assisted by the setting up of an Administrative Cooperation Group, which provides a forum in
which Member States can discuss relevant issues and share experiences.

3.4 Stakeholder engagement

The first session of the workshop focused on enforcement. A summary of the issues outlined
above was presented. The respective questions asked at the workshop can be found in
Table 3.4.

Table 3.4: Summary with respect to harmonising the design of the label

Questions asked at the workshop | How confident can we be that compliance is good and that
enforcement activities are sufficient?

What can be learnt from other energy labelling legislation and
applied to the CO, labelling of cars?

3.4.1 Summary of findings from stakeholder interviews

Of those stakeholders that had views on the existing enforcement of the Directive, several
noted that the Directive had not been enforced properly and argued that this undermined its
effectiveness. On the other hand, a number of stakeholders felt that the existing rules were
fine and that no changes were necessary to improve compliance. Of those that noted
problems with enforcement, some argued that this needed to be addressed before any
amendment to the Directive should even be considered, while others argued that
enforcement so far had been reactive and that, as a consequence, stronger provisions were
needed in the Directive to improve enforcement.

However, in terms of how enforcement might be improved, few stakeholders had any
concrete suggestions. Some suggested that there was a need to clarify the wording on
promotional material in Annex IV (also see Section 5.6, below). Another stakeholder argued
that the legislation needed to set clear guidelines to be followed by manufacturers and
enforced by Member States, and also be clear on the procedures to be followed in the event
of a complaint and the penalties that could be levied. On the other hand, a couple of
stakeholders mentioned additional legislation that might be relevant in this context, i.e.:

e Market Surveillance Regulation®.

e Unfair Competition Directive®*. In this case, it was noted that discussions are already
ongoing with the Commission to include green claims within the scope of this
Directive.

As was noted in Section 3.3.1, the Market Surveillance Regulation had already been raised
as a potentially relevant and important piece of legislation in the course of the review of the
other EU legislation that provides information to consumers.

3.4.2 Summary of discussion from workshop

It was noted by a representative of a Member State that, while the enforcement of the label
and guide were manageable, the provisions relating to promotional material, particularly
advertising in printed media, would benefit from being more clearly defined. A couple of other
Member State representatives noted that they preferred to work with advertisers and

s Regulation 765/2008 setting out the requirements for accreditation and market surveillance relating to the marketing of products
Directive 2005/29/EC concerning unfair business-to-consumer commercial practices in the internal market
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manufacturers to improve the implementation of these provisions, rather than risking an
uncertain outcome by prosecuting. In the UK, guidance to advertisers and manufacturers on
what could be considered to be a reasonable green claim has been developed, including
how to use language and images and how to present data.

A Member State stakeholder noted that enforcement requires resources, so it was important
to be careful about increasing the amount of enforcement activities. It was suggested that the
requirements either needed to be very prescriptive, otherwise they risked being ambiguous.
On the other hand, a representative of an environmental NGO noted that the Directive
currently contains no information on how the Directive should be enforced, so clearer
guidance is necessary. Another NGO stakeholder suggested that the Market Surveillance
Regulation would provide a better framework for enforcement.

One stakeholder noted that it was not clear that there was evidence from the study from
which it could be concluded that enforcement was good, as result of the limited number of
surveys undertaken by Member States. In the UK, it was noted that compliance had been
much lower, but had increased in recent years, at least in part by attempts to measure it. In
other words, by measuring compliance you end up changing the results. Consequently, using
market surveillance requirements to require periodic checks would be likely to increase
compliance.

3.5 Conclusions

The findings of this report, taken together with the findings of the European Parliament study,
suggest that there are relatively low levels of non-compliance with the Directive, although it is
important to note that compliance has only been assessed on a regular, let alone ongoing,
basis in only a few countries. In some cases, surveys by NGOs or independent organisations
have suggested that there are actually higher levels of non-compliance than have been
suggested by national authorities or other surveys.

Where compliance has been assessed on some form of regular basis, it appears as though
compliance has improved over time. Indeed, it was noted at the workshop that simply by
attempting to measure compliance, compliance tends to improve as those responsible for the
various provisions within the Directive become more aware of what is required of them.

The enforcement of the Directive can be split between national and local levels, e.g. in
Germany, the UK and Spain, in which cases it is more difficult to obtain a clear picture of the
level of enforcement activities, and consequently the actual extent of non-compliance, as
data on local enforcement activities are often not collated at the national level. It was noted,
however, that this situation would improve once the Market Surveillance Regulation has been
implemented. Specific problems have been identified in relation to the enforcement of the
provisions relating to promotional activities, i.e. those contained in Annex IV of the Directive.

The review of other EU legislation that aims to provide consumers with information identified
that the Market Surveillance Regulation appears to be potentially useful in informing
enforcement provisions. The Regulation itself requires Member States to be more proactive
in relation to their market surveillance. Both the Household products energy labelling
Directive and the Tyre labelling Regulation have made use of the model provisions set out in
the Decision that accompanies the Market Surveillance Regulation to improve their
respective enforcement provisions. In the workshop, some stakeholders felt that making use
of these provisions would improve the enforcement of the passenger car CO, labelling
Directive.
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4 Review of policy options (literature
review)

The previous two chapters have focussed on the implementation of the Directive, and its
enforcement. This chapter is dedicated to a considering potential policy options to improve
various aspects of the existing Directive through reviewing existing literature and research.
The policy options considered include:

Harmonisation of the requirements of the Directive relating to the label;
Other means of improving the effectiveness of the Directive;

Extension of the Directive to other modes; and

Extension of the Directive to other media.

These policy options are considered and developed in more detail in Section 5 of this report.

4.1 Harmonisation of the label

There appears to be widespread consensus that label harmonisation would be beneficial,
and most Member States would prefer this option (European Parliament, 2010).

EU-wide harmonisation for content and design would be in line with internal market
requirements by helping to avoid distortions and create synergies between Member States.
This is particularly relevant due to the multinational nature of the car industry and the ease of
purchasing cars in different Member States.

In this section, we review options for harmonisation of the label with respect to the following:
e Presentation;
o Efficiency ratings;
¢ Comparison method used to assign efficiency classes;
¢ Differentiation of car types;
¢ Provisions for updating the system; and

¢ Mandatory information.

4.1.1 Presentation

The general role of information in changing consumer behaviour was reviewed in the
European Parliament study (2010). This noted that recognition of a popular label can be
effective in influencing purchasing decisions. It also noted that one of the most important
consumer demands was for information that would allow them to compare products,
particularly in terms of their cost and performance. In this respect, the energy efficiency label
that is used on white goods has become well-known and respected among consumers. A
consumer survey found that consumers had generally low awareness of environmental
labels, with the exception being the White Goods label, where over three-quarters of
respondents said they were familiar with it (Defra, 2010). Furthermore, a very high
proportion of respondents who had seen the White Goods label showed a specific
understanding of what it meant (82%). This compares very favourably with other labels,
such as the Green Dot, where virtually no respondents had a specific understanding. Nearly
60% of respondents reported that they “often used” the White Goods label, perhaps because
people are more willing to spend time looking at a label for one-off purchases (Defra, 2010).
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There is an opportunity to harmonise the format of the car label with that for tyres and white
goods by using the formatting and layout of the labels, in addition to the A-G ratings.

The provisions for tyre labelling in Europe could provide an example to follow in car labelling.
Tyre labelling for passenger cars and light trucks will take effect from 1 November 2012
under European Regulation No 1222/2009. Information will be presented in a standardised
way, as set out in Figure 4.1, which broadly follows the EU energy efficiency label design.
The size and dimensions of the label are clearly specified, as well as the colours, fonts and
layout.

Figure 4.1: Specifications for proposed tyre label
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Source: Regulation (EC) 1222/2009

Using similar designs for both cars and tyres will enhance recognition of the label. The
increasing number of labels and their complexity often inhibits the consumer from making the
environmentally-better decision (European Parliament, 2010). Therefore, the challenge is to
provide enough information for the more concerned consumers, while also enabling the less
engaged to easily understand and react to the information. Some Member States have
already chosen to specify the format of the label, whereas others have not. Member States
have also suggested that harmonising design and content of the labels would result in easier
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handling and lower cost for car manufacturers (ADAC, 2005). The increased recognition
could make the label more user friendly and immediately informative.

As well as harmonising the format of the label, it could also be useful to specify the colour-
coded scale. There is some evidence that the use of colour increases understanding of the
label. YouGov (2009) found that four times as many people said a colour-coded example
was easier to understand compared to when the information was presented in plain writing.
In addition, the use of a colour-coded label increased the number of people who were able to
correctly identify the efficiency (56% compared to 31%).

Option Advantages Disadvantages ‘

Harmonise v' Easy to understand and interpret; | * Could be seen as too prescriptive.

resentation i
presentatio v'Instantly recognisable and user-

friendly;

v' Easier handling and lower cost
for car manufacturers.

4.1.2 Efficiency ratings

Research has shown that consumers struggle with the measure of grams of CO, per km
used in car adverts (e.g. see Consumer Focus, 2009). Without a basis for comparison, it is
difficult to interpret the measure as anything other than a random number. A rating system
could provide a context for the CO, emissions of cars. In addition, there is evidence to
suggest that fuel efficiency is much more important to car buyers than emissions (MORI,
2003), so it could be preferable to base a rating system on fuel efficiency rather than — or in
addition to - CO, emissions. There is generally a poor understanding of the relationship
between fuel consumption and emissions.

There is currently no requirement to assign efficiency ratings to cars, although some Member
States have opted to do so. Behavioural research indicates that people are highly influenced
by how they compare with others; in the context of domestic energy efficiency, telling
consumers how their energy use compares with similar households was shown to reduce
energy consumption in higher-than-average users (Cabinet Office, 2011). Providing a rating
system would allow consumers to compare the energy efficiency of their vehicles with the
rest of the market. The most popular rating system provides a number of efficiency classes
labelled from A (best) to G (worst). This is a similar format to the label for white goods and
the proposed label for tyre labelling. It is also the most preferred method for Member States
in practice for current car efficiency ratings.

Scaled comparative labels such as the EU’s energy efficiency label can conceal information -
for example, products with different ratings may in fact have very similar efficiencies.
Additionally, it has been shown that manufacturers put products on the market that just
qualify for a particular category. On the other hand, evidence suggests that the existence of
the energy label for white goods has stimulated manufacturers to improve the energy
performance of their products.

The A to G ratings used on the label for white goods are considered user-friendly and
informative in comparative terms (European Parliament, 2010). Other systems in operation
include a star rating system, as in Australia and New Zealand, or a numerical scale from 1-
10, as in the US. A continuous scale has been used in Austria, but the lack of specific
categories makes it more difficult for consumers to compare models (European Parliament,
2010).
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The case for efficiency class harmonisation is demonstrated by the following example, which
shows that various types of VW Golf can fall into different categories depending on the

country:

Figure 4.2: Classification of various types of VW Golf

CO2 |Energy efficiency classes
(g/km) |Absolute comparison |Relative comparison

Model B DK UK |NL SP CH
VW Golf 1.9 TDI 135|C C C
VW Golf 1.9 TDI 135]|C C
VW Golf 1.9 TDI (MT6) 140|C C C C
VW Golf 2.0 SDI 143|C C C C
VW Golf 2.0 TDI 146(D C C C
VW Golf 1.9 TDI (direct MT) 151D D D C
VW Golf 1.9 TDI 4Motion 157|D C D D D
VW Golf 2.0 TDI (direct MT) 159|D C D D D
VW Golf 2.0 TDI 4Motion 159|D C D D D
VW Golf 1.4 FSI 149|C C
VW Golf 1.6 FSI 154|C D
VW Golf 1.4 16V 163|D C D C C
VW Golf 1.6 173|D D E C C
VW Golf 1.6 FSI 173|D D E C C
VW Golf 2.0 FSI 173|D D E C C
VW Golf 1.6 194|E E F E C D
VW Golf 2.0 FSI 194 |E E E D C D
VW Golf 2.0 FSI 4Motion 202|E E E E C E
VW Golf (IV) R32 (direct MT) 245|F F

F

VW Golf (1V) R32 276

Source: LAT et al (2008), adapted from ADAC (2005)

The numerical values for CO, emissions and fuel consumption have been shown to have
little meaning for consumers (ADAC, 2005). An energy rating system provides context for
the numbers, and thereby a means of understanding whether they indicate good
performance or not.

However, it may be difficult to harmonise efficiency class ratings across Member States, for
several reasons. First, Member States may wish to calculate ratings based on their national
average fleet performance, which varies across Europe. Second, they may wish to link the
bands to national tax systems based on CO, emissions, which also vary across Europe.

Option

Efficiency
ratings

v
v

‘ Advantages

Easy to understand and interpret;

Enables consumers to make a
direct comparison between fuel
efficiencies of different cars;

May stimulate manufacturers to
improve efficiency;

Can be linked to national CO, tax
systems to improve incentives.

Disadvantages ‘

X

Ratings may need adjustment to take into
account changes in efficiency;

Cars with different ratings may actually
have very similar performance;

Different national systems which assign
different ratings to the same car can be
confusing;

Would not link with tax incentives if the
bands did not match national systems.
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4.1.3 Comparison method
There are several ways of assigning efficiency classes:

e Absolute labelling: categories relate to the absolute CO, emissions level of the car
compared to the entire range of potential models. Hence, a car with low emissions
would be in category “A” no matter what its size or type, while a car in category “G”
would have high emissions, independent of its size or type. ;

e Relative labelling: compares cars within the same type or class of car, i.e. a large
car can receive an “A” rating if it is the best performing of its type, however this may
be defined; and

e Combination: the overall class is determined by combining the weighted results of
the absolute and relative methodologies.

ADAC (2005) finds that most Member States preferred an absolute comparison method.
Given that different Member States have opted to enforce different comparison methods,
there is no clear preference for one over another. The stakeholder consultation of 2008 was
also inconclusive in this respect. On the other hand, the majority of participants in the
consumer survey by ADAC (2005) reported that they would prefer a comparison of cars of a
certain group. Most stakeholders in the European Parliament study (2010) were in favour of
an absolute labelling scheme®, with only the representative from a German manufacturer
opposing.

An absolute rating system is far simpler to implement and administer than a relative system,
and is generally easier to understand. An example of an absolute system outside the EU is
in Australia, where an “across the fleet” basis is used to calculate ratings. A class-based
rating was rejected because they “inevitably lead to unacceptable anomalies in comparisons
across vehicle classes” (Australian Government, 2011). The US EPA also uses a single
scoring system that can be used to compare all vehicles and all model years against each
other. A relative grading scheme for cars would ensure that consumers could find an A rated
vehicle in every category. However, it is for precisely this reason that Germany’s revised car
labelling scheme has met opposition from environmental groups and even some automakers.
The scheme will take into account the relative weight of a vehicle so that cars could be
labelled “A” even if they have high absolute CO, emissions. Opponents of the scheme
suggest that it contravenes the Directive, which stipulates that labelling is prohibited if the
display “might cause confusion to potential customers of new passenger cars”. A relative
scheme may encourage manufacturers to upscale borderline cases to get a more efficient
label (ADAC, 2005). Furthermore, a relative grading system could influence consumers in a
negative way because their definitions of vehicle types/classes can differ from those held by
industry. Although consumers generally have a vehicle class in mind before they start
searching, and narrow down their choices within this initial class, some were found to
consider vehicles across several different classes. Research in the US suggests that
consumers group vehicles according to personal perceptions in ways that do not necessarily
match the official class definitions (EPA, 2010).

In the Netherlands, the reference level is the weighted average of the CO, emissions of all
cars in the same size class (75%) and the CO, emissions of the entire fleet (25%).

Even drawing from other European legislation, there are examples of both absolute and
relative comparison methods. The Tyre Labelling Regulation (1222/2009) sets out energy
efficiency ratings on an absolute basis as shown in Figure 4.1. There is a separate scale for
C1 tyres (cars), C2 tyres (vans) and C3 tyres (trucks). Each class can be further broken
down into summer and winter tyres, but these do not have separate ratings.

% |n favour were a representative from a French manufacturer, BEUC, FOEE and FIA
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Table 4.1: Energy efficiency labelling of tyres

marketing of new passenger cars

Energy efficiency, RRC in kg/t

C1 tyres (car) C2tyres (van) | C3tyres Class
(truck)

RRC=<6.5 RRC<5.5 RRC<4.0 | A |

6.6<RAC<7.5 5.6<HRAC<6.5 | 4.1<RRC<5.0 B

7.6sRRC<8.5 6.6<RRC<7.5 | 5.1=RRC<G.0 C

8.6sRRC<9.5 7.6=RRC<8.5 | B.1<RRC<7.0 D

9.6=RAC=10.5 | 8.6<RRC<9.5 | 7.1=<RRC<8.0 E

10.6=ARRC=<11.5 | 9.6=RRC<10.5 | RRC=8.1 -

RRC=11.6 BRC=10.6 Empty

Source: T&E (2009b), adapted from Regulation (EC) 1222/2009

The ratings for the Energy Labelling Directive on household appliances (1992/75/EC) are
determined on a relative scale. For example, the energy consumption of a fridge freezer is
linked to the internal volume of its compartments. The reason for this is that consumers
should be able to compare products which provide for their needs — i.e. consumers requiring
a large fridge will not purchase a smaller one on the basis of its lower energy consumption.
While labelling of household appliances is clearly not the same as labelling vehicles, there is
evidence that consumers first choose a car of a particular size, and then make comparisons
of similar characteristics (ADAC, 2005).

ADAC (2005) summarises the benefits and drawbacks of absolute and relative systems as

follows:
Option

Absolute rating
system

Relative rating
system

Advantages
v' Simple to administer;
v/ Easy to understand;

v" Avoids having to define
categories by which vehicles will
be grouped;

v' Does not allow manufacturers to
game the rating;

v Directly encourages consumers
to buy cars with fewer emissions
and provides an incentive for
downsizing;

v Directly supports manufacturers’
efforts to comply with CO,
reduction targets.

Advantages

v' Enables comparison of cars with
similar characteristics;

v" Consumers may decide first on
the vehicle category and wish to
compare similar vehicles;

v' Manufacturers of executive and
luxury class cars have an
incentive to provide information if
their cars do not automatically
fall into the worst classes

Disadvantages ‘

% Consumers may decide first on the
vehicle category and wish to
compare similar vehicles;

% Erodes differences between the
ratings assigned to similar cars e.g.
small cars will tend to be clustered
at the high end of the scale and
large cars will tend to have low
ratings.

Disadvantages ‘

% Difficult to develop a consistent and
fair method for relative comparison;

x  Harder for consumers to
understand;

% Could penalise certain cars e.g.
small cars with low absolute
emissions

% Gives no incentive for downsizing
within the complete car fleet;

x  Borderline cases could make
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Option Advantages Disadvantages

labelling misleading;

% Manufacturers could manipulate
car characteristics to achieve a
better rating without improving CO,
performance e.g. by increasing
weight in a weight-related system;

% May not be directly linked with
fiscal measures, which are linked to
absolute emissions.

4.1.4 Differentiation of car types

Differentiation between fuel types and/or engine types is possible, although ADAC (2005)
recommends that all kinds of engine and/or fuel types should be treated in the same way to
ensure direct and fair competition.

The case for differentiation between cars that consume electricity and those that do not is
most compelling. Currently, tailpipe emissions are shown, which fails to take into account
the wider factors that influence a vehicle’s overall emissions.

4.1.5 Updating
There are two methods of updating the labelling scheme:

e Static scheme: vehicles are labelled according to the class they fall into and this
does not change over time.

¢ Dynamic scheme: classes are distributed such that the number of vehicles in each
class remains the same as technology improves over time.

An important feature of the label is that it will remain relevant as technology improves in the
future. A static rating can be adjusted to keep up with technological advances by adding
more categories over time. In the case of the Energy Labelling (92/75/EEC), ratings of A+,
A++ and A+++ have been added. This scheme has been criticised, as many products are
now rated A or higher, making it difficult for consumers to distinguish between them.
Additional categories in the Energy Label have been found to weaken the effect of the label,
resulting in lower awareness of energy efficiency as an important attribute (Universitat St.
Gallen, 2009). Rather, consumer groups and manufacturers are generally in favour of a
dynamic labelling scheme (Europe Economics, 2007). The Energy Labelling Directive shows
that the classes should be regularly reviewed to account for technical development,
otherwise consumers will not be able to differentiate between the increasing number of
products in the higher classes (ADAC, 2005). A static system is easy to read and calculate,
and the classes could be periodically shifted down to accommodate more efficient
technologies.

A dynamic labelling scheme shows how a vehicle is rated compared to the existing market.
Labels could be uploaded onto a website so that dealers would be able to print the most up-
to-date information — a scheme that is already in operation in some Member States. On the
other hand, it requires additional resources to develop the reviews. Industry stakeholders
would also be resistant to downgrading of their models.

Both the US EPA and the Australian government periodically review ratings to ensure that
they continue to reflect the nature of the fleet.
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Option ‘ Advantages Disadvantages

Static scheme v/ Easy to calculate; % Needs to be revised to keep up
with technical advances;

v' Easy to understand;

% Consumers may not be able to
distinguish well between vehicles
as they all tend to gain higher
ratings over time.

Option ‘ Advantages Disadvantages

v' Simple to administrate.

Dynamic v" Shows how a vehicle is rated % More complex calculation method,;
scheme compared to existing market .
x  May need more frequent revisions
v" May help consumers distinguish to account for market evolution;
between different models more

% Manufacturers would resist
downgrading ratings on their
vehicles;

easily.

% May lead to increased
administrative costs.

4.1.6 Mandatory information

In its most basic compliant form, the current label shows numerical values for fuel
consumption and CO, emissions. In general, fuel economy information is considered the
more important metric, as consumers are more familiar with it (Ecolane, 2010). While car
buyers were aware that cars have an adverse environmental impact, car purchasing
behaviour can be complex and is influenced by a range of factors. While environmental
issues are often considered to be low priority, fuel economy or fuel consumption is usually
important due to its economic implications (European Parliament, 2010). This finding
supports the consideration of including running costs on the revised car label.

There are many other factors which could influence purchasing decisions including financial
information (capital cost, maintenance/operating costs, taxes and subsidies); environmental
data (air pollutant emissions, fuel availability) and technical information (performance, range,
number of seats etc). In view of helping consumers to make better decisions, it could be
desirable to extend the requirements for mandatory information to include these details. For
instance, a recent study suggests that the label would be more effective if it mentioned the
financial advantages and disadvantages of each label category (European Parliament,
2010). Some Member States have opted to include additional information although there is
no requirement to do so. Examples include fuel costs and vehicle taxes, which may have an
impact on purchase decisions. However, too much information can be confusing for
consumers; to be most effective, the label should be simple.

The three pieces of information on the current UK new car label which are of most value to
customers are (AECOM, 2009):
1. Average fuel consumption;

2. Yearly fuel cost; and

3. Vehicle Excise Duty branding relating to CO, emissions.

It could be useful to emphasise benefits other than environmental performance. Consumer
research suggests that products and services should also provide reassurance that they
deliver on cost and performance as well as green claims if consumers are to respond
favourably (Consumer Focus, 2009). Providing running costs could help consumers to
understand how an additional upfront cost could lead to savings in the longer term.
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Behavioural research often indicates that people have a tendency to discount the future, i.e.
they may prefer a smaller reward today than a larger reward in the future (e.g. see Cabinet
Office, 2011). Explicit provision of fuel cost savings on the label would enable consumers to
compare costs more directly. The length of time over which these savings are calculated is
still a matter of debate — a longer time period would make fuel savings appear larger, but
may be seen as less credible to consumers.

A number of different options for the presentation of running costs were identified in the study
for the European Parliament (2010):

e Average annual fuel costs.

e Average fuel costs for an agreed distance. This approach has been adopted in some
countries, e.g. the UK and Finland. This is complicated because mileage tends to be
different across the EU.

e Average costs over a three year period. This option was proposed as studies suggest
that consumers take account of up to the first three years of fuel costs when
considering the value of fuel economy when buying a car.

¢ Including annual average fuel and taxation costs. In the UK, where the label is linked
to the annual circulation tax, the annual circulation tax rate that applies to the specific
vehicle is also displayed in order to reinforce the link between the label and the rates
of circulation tax.

e Lifetime running costs. This is more challenging, as running costs and the levels of
taxation change, and is arguably not useful or meaningful if consumers only take
costs over shorter time periods into account when purchasing cars, as noted above

The main problems with providing cost information are the fluctuating price of fuel and the
different taxation schemes in each Member States. Frequent updating would be required to
ensure continuing accuracy. In addition, taxation schemes are not necessarily linked directly
to CO, or fuel efficiency performance, which may be confusing for consumers. This suggests
that it might be more practical to provide an official online calculator which could take into
account the most recent information relevant to the consumer’s location. Research in the US
(EPA, 2010) found that consumers did not consider the fuel cost estimates on the labels to
be useful, as they did not take into account changes in fuel prices or their city/highway
driving ratios. However, consumers did use the fuel cost information to compare different
vehicles in order to make a purchase decision.

A recent Eurobarometer report (2011) examined the ability of consumers to interpret labels
and information. The results were as follows:
¢ Respondents were shown a nutritional information label and asked to identify the fat
content per 100g — information that was included in the table - and 42% of
respondents were unable to answer correctly.

¢ When identifying best before dates on a product, respondents were able to answer
correctly in 82% of cases.

e Less than half of respondents were able to provide correct answers to three
numerical questions (basic, intermediate and advanced). Although 80% of
respondents were able to answer the basic numerical skill question correctly, this
percentage fell to 56% for the advanced skill question.

o Only 2% of the population surveyed were able to correctly identify 5 logos (CE mark,
organic farming, eco-friendly products, recyclable product and hazardous).

This highlights the need for simple and clear information.
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4.1.7 Labels from other countries

This study has considered passenger car CO, labels from EU Member States. However, they
have been developed and are used in many other countries. On country that has recently
revisited label requirements is the USA. An overview of the latest development in CO, car
labelling in the USA is provided in Box 4.1.

Box 4.1: Vehicle labelling in the USA®*

The rules governing the new US label were agreed in the summer of 2011 and will be
mandatory from 2013. They apply to cars, SUVs and pick-ups. Compared to the previous
label, the new label includes estimates of fuel savings (or increased expenditure) over 5
years compared to the average new vehicle, ratings for air pollutant and CO, emissions on a
scale of 1 to 10, an estimate of the fuel or electricity needed to travel 100 miles and, for
electric vehicles, information on driving range and charging time. Additionally, a (smartphone
and internet) tool to enable drivers to obtain more personalised information is being
developed. The label presents the consumption of electricity in terms of a “miles per gallon
equivalent”. There are 9 different labels for different types of vehicle depending on the fuel or
energy source that they use. All labels are based on the same basic design, but include
different information of relevance to the fuel/energy source used. Separate labels exist for
gasoline and diesel vehicles, flexible fuelled, CNG, hydrogen, electric and plug-in vehicles.

The fuel consumption and CO, emission label values continue to be based on the revised
test procedures adopted in the 2006 fuel economy label rule. The fuel economy label values

were revised in 2006 to ensure that the information on the label better reflects real world
conditions. Conventional vehicles, including hybrids, are subject to testing on five separate
cycles, but can also use equations to determine fuel economy and CO, emissions if the
vehicles fall within a certain range on the 5-cycle tests. The 2011 rules extended the label
provisions to electric and fuel cell vehicles for the first time, although the approach is slightly
different. While testing on the five separate cycles is allowed, the equations can be used
without validation on the respective 5-cycle tests and the maximum adjustment is capped at
30%.

In response to a consultation on the development of a regulation to require CO, emissions
reductions from heavy duty vehicles, a number of stakeholders recommended that the US
EPA should develop a fuel economy label or tool for these vehicles. While the EPA agreed
that a label/tool could be useful, nothing along these lines was proposed alongside the final
HDV CO, reduction regulation. The EPA considered that the development of a label or tool
was too complicated and important to undertake in the time period available, but will consider
a label in its work on the second phase of the HDV regulation.

4.1.8 Policy options

Presentation Efficiency ratings Comparison method
e Harmonise format — e.g. e Ratings A-G e Absolute
follow the format of the Stars / ical Relati
label for white goods and o ars / numerical scores o elative
tyres e Continuous e Combination / provide both
e Minimum font absolute and relative
size/dimensions; comparnisons

e Standardised colours;

% Sources: http://www.epa.gov/otag/carlabel/requlations.htm; http:/www.epa.gov/otag/carlabel/fealllabels.pdf (for all of the car labels);
http://www.epa.gov/otag/climate/documents/420r11004.pdf (re the HDV label). Thanks also to John German of the ICCT for commenting on this
box.
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e Other harmonised design

Differentiation of vehicle Updating the ratings Mandatory information
types
 Taxation
e Engine types e Dynamic e Annual running costs
e Fuel types e Lifecycle running costs

More detailed policy design options will be required for any scheme. For example, energy
efficiency ratings must have defined bandwidths. Consideration of these aspects is beyond
the scope of the current study.

4.2 Other measures, including voluntary tools, to improve
the effectiveness of the label

A long-list of additional measures was captured during the wider literature review. These
have been collated here, with no assessment made as to their feasibility, desirability or
practicality. Rather, the focus at this stage is on completeness; many of these options will be
discarded at the more detailed review stage.

Additional features:

e Fuel economy & CO, emissions e QR code to allow users of smartphones
o ‘“bestin class” to access additional information online
o Separate figures for urban/extra e Searchable online version of the Guide
urban and combined cycles e Endorsements
o Lifecycle costs/savings e Consumer rights
o Classification as a Light-duty e How driving behaviour affects fuel
Environmentally Enhanced consumption
~ Vehicle (LEEV) e CO,is the main GHG responsible for
e Electric vehicles climate change
o Electricity needed to drive 100 e Auxiliary fuel consumption from air
miles conditioning & heaters
o Charging time e The importance of regular maintenance
o Driving range to keep emissions low

e Technical information

o Fuel type, biofuel capacity
Noise data
Emissions standard
EuroNCAP ratings
Transmission type
o Number of seats

e Training of sales personnel

Removing aspects: Code of conduct:
e Print version of the Guide e Ensure that complaints can be made
o Poster/display easily and decisions on ads are taken
swiftly;

e Forbid use of terms such as 'good for the
environment', ‘eco’, 'green’,
‘environmentally friendly' to describe
cars.

e Ensure that environmental information
should be factual and based on specific
data comparisons (‘The 2007 model is
10% more fuel efficient than the 2004
model’).
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Additional features:

e Forbid association of cars with nature,
animals etc.

e Ban adverts for the most polluting cars,
i.e. those that emit more than 50% above
the previous year’s EU average, and ads
for SUVs in cities.

e Forbid promotion of speed, acceleration,
dangerous driving etc.

Souces: T&E (2009b), Ecolane (2010), European Parliament (2010),

http://www.epa.gov/otag/carlabel/basicinformation.htm

4.3 Extension of the Directive to other modes

The purpose of Directive 1999/94/EC is to inform consumers about the emission
performance of new cars in order to influence their purchasing decisions. The Directive
could be extended to address similar information barriers in the following sectors:

¢ New light commercial vehicles (LCVs);

¢ New heavy duty vehicles (HDVSs);

e Two- or three-wheelers and quadricycles;
e Second hand cars; and

e Plug-in electric vehicles.

Application of the Directive in these sectors is likely to be more complicated than for new
passenger cars. In this section, the practical challenges and possible solutions are reviewed
including:

e Relevance of a CO, label: the information must be accessible to the person
responsible for purchasing decisions, and ideally it will influence their choice of
vehicle. Not all information that could potentially be provided will be of equal
significance to the consumer.

e Feasibility of a label: the CO, and/or fuel efficiency must be measurable, accurately
reflect performance, and able to be communicated in a meaningful way. It should not
be possible for manufacturers to change the classification of a model by simple
manipulation.

e Policy options: at this stage, all potential policy options have been captured in a list,
and no assessment has been made.

4.3.1 New LCVs

Light commercial vehicles (LCVs) are goods or service vehicles with a gross vehicle weight
(GVW) of less than 3.5 tonnes. They are typically used in urban conditions with high annual
mileage, many restarts and periods of idling. This consequently leads to high fuel
consumption. Approximately 12% of the light duty vehicle fleet (i.e. passenger cars and
vans) in Europe is made up of LCVs (EC, 2009).

In 2010, almost 1.5 million new LCVs were registered in the EU-27, or around 10% of total
new motor vehicle registrations.
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Figure 4.3: New motor vehicle registrations in the EU-27 (2010)

HGVs
LCVs (2%)

(10%)

Passenger cars
(88%)

Source: ACEA statistics
4.3.1.1 Relevance of a CO_label

In general, running costs influence purchasing decisions for LCVs to a much greater extent
than for passenger cars. Vehicle pricing and operating costs are ranked first in terms of
importance for the purchase of company vans, contrasted with a ranking of around tenth for
private passenger cars (AEA, 2010). However the understanding of differences in vehicle
fuel economy and the impact on running costs varies widely. Surging oil prices and
increasing fuel duties are also causing greater demand for efficient fleets. In some cases
environmental concerns are also a driver for fuel efficiency (DfT, 2009).

A study for the European Commission suggested that a fuel efficiency label for LCVs was
potentially not as relevant as that for cars, as fuel efficiency was already an important
consideration in their purchase (TNO et al, 2004). However, UK data shows that the LCV
market is not completely rational in this way. There are large discrepancies between the CO,
performance of models with similar functionality — average CO, emissions could be 17%
lower if the most fuel-efficient model in each class was used (T&E, 2009a). This evidence
suggests that consumers/businesses would benefit from more transparent information about
fuel consumption. In particular, it might influence choices between otherwise similar vehicles
which have different fuel efficiencies.

4.3.1.2 Feasibility of a fuel efficiency label

A basic requirement for extension of the Directive to LCVs is that there is an agreed
methodology for measurement of CO, emissions and fuel efficiency. The amendment of
Directive 70/156/EEC and 80/1268/EEC by Directive 2004/3/EC has provided for mandatory
measurement of this information for N1 vehicles.

The feasibility of a labelling scheme for LCVs has been demonstrated in New Zealand and
Australia (since 2004), where new vans under 3.5 tonnes GVW must display a vehicle fuel
economy label. This information is based on the European test cycle.
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4.3.1.3 Policy options

Labelling of: Basis for information

e Allnew LCVs e Standard test procedure

e All LCVs offered on the market since 2005 e Different treatment for different size classes

(when Class | LCVs first started having CO,
emissions measured; later for other classes)

e Labelling of all new Class | LCVs only

Extending the Directive to LCVs could be possible, as the information required for the label
can be derived from measurements carried out under Directive 2004/3/EC. ADAC (2005)
suggests that since LCVs vary widely in their weight, the different size classes should be
treated separately. Class | LCVs are broadly recognised as car-derived vans — labelling
could be restricted to these types as the testing requirements are similar to cars. However,
this could encourage manufacturers to increase the mass of LCVs at the higher end of the
scale. In addition, we note that all classes are included in Directive 2004/3/EC, which
provides for van CO, measurement.

4.3.2 New HDVs

European road haulage is characterised by high fuel prices, high weights and volumes and
relatively long distances. Therefore, while HDVs only account for around 3% of the EU
vehicle fleet, they account for 7% of total vehicle-km driven, and almost a quarter (23%) of
CO; emissions from road transport (CE Delft, 2009). In 2010, there were just under 250,000
new registrations of HDVs in the EU-27, corresponding to 2% of total motor vehicle
registrations.

4.3.2.1 Relevance of a CO_label

Fuel efficiency already forms a cornerstone of HDV purchasing decisions. Western
European customers rate fuel consumption as the third most important criteria overall, and
Eastern European customers rate it second (Oliver Wyman, 2010). This is because of the
high cost of fuel. As a percentage of total cost of the vehicle and driver, fuel costs start at
around 26% for smaller rigid vehicles and increase to as much as 40% for articulated
vehicles (FTA, 2011).
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Figure 4.4: Fuel costs as a percentage of HGV operating costs
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| I I I
7.5t 12t 17t 26t 32t | 33t(242) | 38t(243) | 38t(3+2) 40t(243) | 44t(3+3

Rigid Articulated

Source: FTA (2011)

Notes: Fuel costs as a percentage of total cost of vehicle and driver. Percentage shown is for average mileage

Although market forces will ensure the continuing improvement of fuel efficiency, labelling will
provide consumers with relevant information for making purchasing decisions. This will be
particularly helpful for smaller operators who may not be able to test their own vehicles.

4.3.2.2 Feasibility of a fuel efficiency label

Significant challenges in designing a suitable labelling scheme are created because the
market for HDVs is highly complicated compared to that for cars. Both the vehicles and
auxiliary equipment tend to be specifically adapted to customer requirements (ACEA, 2010)
which results in diverse final vehicle performance. The actual CO, emissions in practice are
also affected by variation in duty cycles (AEA & Ricardo, 2011). Labelling could be
developed in a stepwise process which starts with the labelling of HDV engines based on the
standardised test procedure. This could be extended to full vehicle labelling using modelling
techniques to estimate the overall efficiency. The overall vehicle fuel efficiency depends on
the way in which the components work in combination. A “Certified declaration of fuel
efficiency” for vehicles and vehicle combinations is favoured by some stakeholders. Finally,
labelling could be extended to vehicle components such as superstructures and trailers (AEA
& Ricardo, 2011). All types of vehicle could be targeted, but it would be necessary to
recognise the operating cycles.

Extension of the Directive to HDVs will be more feasible after updates to certification of
methods to increase transparency of fuel efficiency data (European Parliament, 2010). The
methodology for measuring CO, emissions from new HDVs that is being developed for the
European Commission will be critically important in determining the extent to which labelling
can be applied to new HDVSs, or their components and/or combinations.
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4.3.2.3 Policy options

Labelling of: ‘ Basis for information

e Engines e Testing of vehicles
e Components, subassemblies e Computer simulation

e Completed vehicles

In particular, computer simulation could cost-effectively evaluate a large number of vehicle
types under difference operating conditions. In this case, full vehicle testing would only be
carried out to validate the model. The appropriate metric would be in terms of the work done
i.e. per ton-km, passenger-km or m®-km. Engine dynamometer testing in conjunction with
vehicle simulation modelling is used for regulatory certification of HDV fuel efficiency in
Japan. Many of these tools are already used by manufacturers, governments or component
suppliers; for example, Ricardo compared 19 vehicle simulation codes that could be used for
regulatory evaluation of HDV fuel economy in terms of accuracy, ease of use and other
factors (Ricardo, 2009).

4.3.3 New two- or three- wheelers

In 2010, the number of newly registered powered two-wheelers (powered cycles, mopeds,
scooters and motorcycles) dropped to just over 1.5 million units in Europe - a reduction of
25% from 2008. The number of vehicles in circulation is around 30 million.

The share of road transport CO, emitted by powered two-wheelers is estimated to be 1.3%
(ACEM, 2010).

4.3.3.1 Relevance of a CO_label

Purchasing decisions of people who buy powered two-wheelers (PTWSs) for commuting to
work may be interested in fuel efficiency information. People who ride PTWs for pleasure or
sport are less likely to be influenced (EC, 2010).

A modal shift from passenger cars to powered two-wheelers would be beneficial from an
emission reduction perspective. Due to their light weight and ability to move through traffic,
emissions from powered two-wheeler journeys tend to be relatively low. The French
Environment and Energy Management Agency (ADEME), the UK Department for Transport
(DfT) and the European motorcycle industry (ACEM) have shown that average motorcycle
CO, emissions are lower than for passenger cars (MCI, 2011).

4.3.3.2 Feasibility of a COlabel

Europe intends to update the Type Approval process for L1 vehicles as proposed in
COM(2010)542. The industry appears to support the introduction of CO, measurement as
first step towards labelling; both ACEM and ETRA back the proposals.

LAT et al (2008) highlights the risk that countries will devise their own labelling scheme in the
absence of Commission action. This could be confusing for consumers and cause distortion
of the market.
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4.3.3.3 Policy options

Labelling of: ‘ Basis for information

e All new two- or three-wheelers e Based on type approval data

4.3.4 Used passenger cars

The sales volumes of used cars are far greater than for new cars. In the top five markets
alone there are 22 million used car sales annually, compared to 13.4 million new car
registrations in the EU-27 (BCA, 2010). Market share of used cars aged up to two years old
is expected to fall in line with the reduced sales of new cars following the economic crisis.
Sales of cars older than nine years have also fallen because scrappage schemes have
reduced supply.

The second hand car market represents an important consumer group. Although many car
buyers aspire to owning a new vehicle, the majority will never buy a brand new vehicle.

4.3.4.1 Relevance of a COlabel

The European Parliament study (2010) suggests that that scope of the Directive should not
be extended to used cars or other road modes, on the grounds that there are no clear
benefits from this action. However, there is evidence that extending the Directive would
provide benefits to both purchasers and dealers of used cars. Some dealers thought that
customers assume that a new car would automatically have better fuel economy than an
older car; therefore labelling would improve consumer information (AECOM, 2009). In
general, labels are thought to help sell smaller, less polluting models.

A labelling system for used cars could be based on the “initial” label, i.e. the label that was
relevant to the car when it was bought. Most evidence suggests that fuel economy doesn’t
degrade significantly over time. Alternatively, the labelling could be based on a new
measurement of CO, emissions. This approach would require an agreed methodology for
measuring the fuel economy of used cars to be included in European-wide legislation.

4.3.4.2 Feasibility

Information provided on a new version of the model may not be applicable to a used vehicle,
as CO, performance depends on many factors, including maintenance and age. However,
with proper upkeep, fuel economy should not decrease significantly for recent models.
Consumers have stated that they would trust information on used cars up to three years old
(AECOM, 2009).

There are currently two examples of working used car labelling schemes:

In the UK, which has operated a voluntary scheme since 2009, a survey of participating
dealers found that 60% said the label aided or improved the sales process (LowCVP, 2011).
Furthermore, two-thirds of used car buyers said the information had influenced their
purchase decision, and more than half said that the label had enhanced their impression of
the dealer. The used car label is almost identical to the existing new car label.

New Zealand has opted for a mandatory used vehicle fuel economy label which was
introduced at the same time as mandatory labelling for new vehicles. It shows a star rating
out of 6, annual running cost, and the fuel economy in terms of litres per 100km. New
vehicles in New Zealand are tested using the European cycle, and used cars are usually
tested using the Japanese cycle to measure fuel consumption (as around 96% of used cars
tend to be imported from Japan). Results from the Japanese test cycle are not directly
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comparable to results from the European test cycle. The system does not attempt to
reconcile these test processes; rather it is clearly stated that fuel consumption ratings are
indicative only, and will not be fully representative of real-life driving conditions.

4.3.4.3 Policy options

The administrative costs are generally low for labelling schemes, due to low printing costs.
Costs would be particularly low if the original label was kept, rather than re-testing used cars.
In light of this evidence, several policy options are therefore proposed:

Labelling of: ‘ Basis for information

e Allused cars built after 2001 e Based on corresponding new car label
(at which point type approval began to e Updated information based on maintenance
include CO, measurement) & usage data
e Allused cars up to 3 years old e Updated information based on re-testing of
vehicles

e Allused cars up to 3 years old & on a
voluntary basis for older cars

(with the proviso that all such stock must be
labelled i.e. not just lower emitting cars)

4.3.5 Plug-in electric vehicles
Plug-in electric vehicles include:
e Full electric vehicles (FEVs) that have no internal combustion engine (ICE);

e Plug-in hybrid electric vehicles (PHEVs) that have an ICE and an electric engine.
These can be plugged in to an external charging source such as the grid. PHEVs
derive most of their motive power from the internal combustion engine;

e Electric vehicles with range extender (EREVs) that have an electric engine and an
ICE which can be used to charge the battery. As with PHEVs, EREVs can also be
plugged into an external charging source such as the grid to recharge the battery
pack. EREVs derive most of their motive power from the battery pack.

Current market penetration of plug-in electric vehicles in Europe is low, but in the long term
they could constitute a substantial proportion of the car fleet. According to projections by CE
Delft (2011), sales volumes will remain low in the short term. By 2020, the most likely
scenario projections assume that PHEVs will account for 2.1 million cars in the fleet, EREVs
account for 0.7 million cars and FEVs account for 0.5 million cars. In total, this amounts to
approximately 1% of the total fleet. By 2030, the proportions may rise to 11%, 4% and 3%
respectively for PHEVs, EREVs and FEVs.

Market penetration of plug-in electric vehicles may be greater in some non-passenger car
segments such as city bicycles. In some cases, non passenger car EVs have already gained
a substantial market share — for example, 10% of bicycles in the Netherlands are electric (CE
Delft, 2011).

4.3.5.1 Relevance of a CO_,/ fuel efficiency label

It may be more important to provide consumers with the specialized information that is
relevant to them, rather than having a uniform label across all car types. There are several
pieces of information unique to electric vehicles which may influence purchasing decisions
including:

e Electric/fossil fuel ranges;
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e Recharge time;
e Battery durability.

It would be helpful if the labels allowed consumers to compare conventional vehicles with
plug-in electric vehicles on the basis of cost or emissions. In particular, plug-in electric
vehicles may offer reduced running costs which could compensate for a higher upfront cost
compared to a conventional vehicle. In the US, car labels provide estimates of running costs
over a period of five years so that this trade-off is clear — see Figure 4.5 (and Box 4.1).

Figure 4.5: Example of US label for a gasoline PHEV
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4.3.5.2 Feasibility

Labelling of plug-in electric vehicles will become increasingly important if they achieve
significant market penetration in the future. Despite their zero tailpipe emissions, FEVs
cause indirect emissions upstream at the power plant. It will be necessary to decide whether
indirect emissions should be included.

The calculation methodology will need to be carefully defined. It is complicated by several
factors, particularly in the case of PHEVs and EREVs which can use either electricity or fossil
fuels. The electric range of a plug-in electric vehicle may be compromised by use of heating
and/or air conditioning systems and it may be necessary to make this clear to consumers.

The revised Swiss Energy Label shows the CO, emissions from electricity generation,
assuming the Swiss electricity consumption mix (Buhlmann, 2011). One of the drawbacks of
this approach is that it treats plug-in electric vehicles differently — emissions for these types
of vehicles are shown on a well-to-wheels basis, whereas emissions for other vehicle types
are shown on a tank-to-wheels basis. Introducing well-to-wheel emissions across the board
would greatly increase the complexity of the CO, calculations.
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Figure 4.6: Example of Swiss label for electric vehicles
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The US has announced an updated labelling scheme that will be differentiated according to

whether the vehicle is:

e Gasoline/diesel, or hybrids that use only self-generated electricity;

e Plug-in hybrid; and

e Pure electric vehicles running on plug-in power (see for more details on the

USA label).

The labels for other technologies such as flex-fuel vehicles, hydrogen fuel cell vehicles and
compressed natural gas vehicles are based on the gasoline/diesel vehicle labels. This
scheme was announced in May 2011 and is due to take effect from 2013. The label shows
miles per gallon gasoline equivalent (MPGe), which shows the energy consumption of a non-
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gasoline vehicle in terms of how many miles the vehicle could travel on an amount of fuel
which has the equivalent energy content as a gallon of gasoline.

4.3.5.3 Policy options

Labelling of: Information provided
e All new plug-in electric vehicles e Fuel efficiency in terms of fossil fuel
equivalents
e Range

In this section, we have focussed on plug-in electric vehicles, as they are likely to have
greater fleet penetration compared to other alternative-fuel vehicles such as hydrogen fuel
cell vehicles. It may become necessary to develop policy options specifically for fuel cell
vehicles in the future. However, a comprehensive assessment of electric and other
alternative fuel vehicles is beyond the scope of the current study.

4.4 Extension to other media

The Commission Recommendation (2003/217/EC) to extend the Directive to non-print media
has not been widely implemented; however, such resources are of growing importance to
consumers. In this section, we review the possibility of extending the Directive to include:

e The internet;
e Television;
e Radio; and

¢ Electronic storage media such as video tapes, DVDs and CD-ROMS.

In this section we examine whether these sources of information are regularly used by
consumers, how important they are as part of the decision-making process and what
practical problems may arise if the Directive is extended to cover these other types of media.

4.4.1 Sources of consumer information

Online advertising - more so than any other media - plays a vital role in influencing the
makes and vehicle models that consumers buy, as well as the dealer they eventually make
the purchase from. Almost 90% of consumers in markets worldwide used the internet to
research vehicles in 2010, up from 61% in 2005 (Capgemini, 2010). In the past, consumers
relied more on information from manufacturers, dealers, third parties, classified adverts and
personal recommendations. Mature markets such as Western Europe are moving away from
these sources. The role of TV adverts and auto shows has also diminished.

A survey by Polk & Autotrader (2011) also found that the internet has become the primary
research tool for car buyers. Half of new vehicle buyers in the US considered the internet as
the predominant source that led them to dealers. The role of television and radio was much
smaller, at 4% and 1% respectively. Other “traditional” media (newspapers, direct mail,
outdoor adverts and magazines) also scored poorly.
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Figure 4.7: Most influential sources leading new vehicle buyers to dealer
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In total, 60% of shopping time is spent online - around 11.5 hours out of a total of 19 hours
(Polk & Autotrader, 2011). Consumers were found to use a variety of online sources,
including price/model comparison tools, manufacturer and dealership websites and other
third party sites. New vehicle buyers distribute their time fairly evenly across these different
types of automotive sites. As such, there is not an obvious single focus point for regulation,
although new vehicle buyers find comparison tools and pricing information the most helpful.

Figure 4.8: Allocation of online shopping time — new vehicle buyers
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Source: Polk & Autotrader (2011)

Although the results from Polk & Autotrader (2011) are focussed on the US, it is not
unreasonable to assume that similar trends apply in Europe, which is also a mature vehicle
market.

Several other consumer surveys also support the view that the most important sources of
information are dealerships and the internet, whereas the least important sources are TV and
advertising. For example:
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e In a survey conducted by ADAC (2005) consumers reported that the most important
sources of information were dealerships and the internet, particularly the websites of
car manufacturers. Sales brochures, magazines, automobile clubs and consumer
protection organisations were also helpful. TV, promotions and advertising were
seen as the least important.

e In the UK, a review has concluded that the internet was the third (out of 11) most
important source of information on cars for potential car buyers, behind the
salesperson/dealership and consumers’ guides and magazines. In the same survey,
the fuel efficiency label came tenth, while the fuel economy guide was eleventh (GfK,
2009).

4.4.1.1 Relevance of extending the Directive to other media

Having established the extent to which consumers rely on different types of media, it
becomes necessary to determine the relevance of extending the Directive in each case.

Arguments for extending the Directive to other media generally relate to the need to provide
fuel efficiency and CO, information to consumers as per the aims of the original Directive. In
view of this, it is ever more important to ensure consumers have access to fuel efficiency
information before they visit dealerships. Due to the amount of information that is available
from non-print sources, consumers are much closer to a final decision by the time they enter
a dealership than in the past (EPA, 2009). Furthermore, non-print advertising affects
consumer awareness, brand engagement and other behaviours leading to a sale. In fact,
more consumers are purchasing vehicles without seeing them in a dealership - internet
purchases in the US have shown an annual growth rate of 14.6% over the past 5 years (Polk
& Autotrader, 2011).

In the stakeholder consultation of 2008 (EC, 2008), a majority supported extending the
Directive to cover additional media, as shown in Figure 4.9. At the time, almost 70% of
respondents agreed that the display of mandatory advertising was more important than
liberty/freedom in car advertising.

Figure 4.9: Stakeholder responses to extending Directive to cover additional media
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Source: EC stakeholder consultation (2008)

The prominent role of the internet suggests that fuel efficiency and CO, emission
performance should be made available to consumers in a consistent format. Online

Ref: AEA/ED56923/Issue Number 2 66



5 AEA Report on the implementation of Directive 1999/94/EC relating to the availability
of consumer information on fuel economy and CO2 emissions in respect of the
marketing of new passenger cars

provision of this data varies widely between manufacturers. For example, Ecolane (2010)
reviewed over 1,000 sample adverts from six European companies. Only half of web visitors
were able to find the correct CO, emissions for a car, and even when users were able to
retrieve a value, it was only correct in 68% of cases. A mere 5% of successful lookups were
due to the fuel economy label. Further discrepancies relate to the ease of locating the
information; average time taken to find the data ranged from 74 seconds to nearly eight
minutes. Using Flash technology or PDF downloads was found to increase the time taken to
find CO, information.

Emerging new sources of information include social media, micro-blogging sites, online
forums and RSS feeds. The use of these tools to research car models has grown in recent
years (Capgemini, 2010). In the future, it may become necessary to consider these other
sources of information for inclusion in the Directive.

Arguments against extending the Directive to cover other media are generally founded in the
belief that it is not appropriate to include detailed information in advertisements. For
example, in research by Navigator (2004), it was suggested that advertising was not the best
place to deliver wealth warnings. Rather, consumers felt that advertising played two distinct
roles as follows:

e A reminder of which providers were in the market: consumers expanded their
shortlists of providers beyond their existing relationships;

e Providing pointers as to what to look for in a product: consumers expanded their list
of features they needed to consider as a result of exposure to adverts.

Consumers thought health warnings would be more helpful if delivered at a later stage, for
example, when filling out an application form. Providing even more detailed information
through extended broadcasts was thought to be ineffective as it was confusing and
discouraged further investigation. Therefore, advertising draws attention to the different
market offerings but does not substitute for consumers undertaking detailed research into
their shortlist of providers.

In the case of health warnings, respondents felt that their effectiveness varied depending on
the medium.

e Print: Warnings in print were generally approved of, although the appearance of the
text could be off-putting. The value to the consumer depended on how well the
information was presented.

e TV: Warnings on TV were thought to be difficult to understand and retain, but served
as a reminder to research the topic further. Attention could also be distracted by
action in the commercial.

e Radio: Broadcasts on radio were difficult to follow and seen to be more intrusive than
in print or TV. Respondents claimed they would ignore the health warning section if
they did not find the content interesting or useful. Some felt there would be value in a
shorter message which reminded the consumer to investigate further.

e Internet: The internet was considered to be a useful source of information, although
some respondents thought it was too time-consuming to use. Along with print media,
the internet was considered to be the most appropriate place to deliver a warning.

Research undertaken in Germany by the German Automobile Association (ADAC) and the
German Association of Communication Agencies (GWA) in 2008 with 1,173 participants
revealed that 78% of respondents ranked information in brochures/leaflets at first or second
place as the most appropriate information source for environmental-related data on cars.
This was followed by manufacturers’ websites (54%) and showroom display standards
(33%). Information of this kind in print, screen and billboard advertisements came bottom in
consumer ranking. Technical promotional literature, websites of car dealers and
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manufacturers and showroom displays are therefore viewed as being the most effective way
to inform the consumer about the environment related data of the specific car they intend to
buy before the purchase decision is finalised.

In conclusion, the Navigator (2004) study suggests that extending the Directive to transitory
broadcast media (i.e. radio and TV) would not be effective, as consumers are not able to
understand or retain the details. On the other hand, extending the Directive to the internet
would be useful to consumers. For broadcast media, a shorter message which reminds the
consumer to investigate further would be useful. For example, TV adverts could direct
consumers to seek out the fuel efficiency guide. The Navigator (2004) study also highlighted
the need for a simple format for the information which all providers would adopt. This would
prevent attempts to obscure the information by using complicated language and illegible text,
as was found in some examples. The respondents would have preferred a standard
template which would appear in a separate panel so it could be readily identified. This last
point is supported by other consumer research, which finds a widespread dislike of small
text, asterisks and footnotes (Consumer Focus, 2009).

Overall, the literature suggests that extending the Directive to the internet would be useful for
consumers. On the other hand, extending the Directive to TV, radio and other
advertisements may not be as useful, as consumers do not consider these to be important
sources of information. This view is also supported by feedback on the effectiveness of the
Directive, where the poster is generally seen as the least effective instrument (ADAC, 2005).

4.4.1.2 Feasibility

The Energy Labelling Directive provides an example of how additional media could be
regulated. It states that consumers should be provided with the information specified on the
energy label in cases where they cannot expect to see the product displayed. This includes
mail order, catalogues, the internet and telemarketing. Studies of compliance rates across
the EU for distance selling (mail order and internet stores) have produced disappointing
results. This is probably because Member States do not usually monitor or control distance
selling. Overall, information provided was either incomplete or in the wrong order in two-
thirds of cases. However, mandatory information was completely missing in only 2% of
cases (Fraunhofer ISI, 2009).

In Recommendation 2003/217/EC, the Commission recommends that the information should
be “no less prominent than the main part of the information provided.” A mandatory
minimum percentage of advertising could be specified for both visual displays and broadcast
promotions. A 20% share has been suggested®’, although other percentages are possible.
For example, the Tobacco Labelling Directive (2001/37/EC) stipulates that 30-40% of the
packet surface should be given over to health warnings. More general steps to improve the
ease of reading include specifying a minimum label/font size. In the UK, for example,
information on billboard adverts must be clearly legible to a person standing across the road.
The Tyre label stipulates the minimum size which must be used, while larger labels must
maintain the correct proportions.

Regulation of broadcast media is perhaps more difficult, especially in the case of radio (EC,
2008). CERCA point out that labelling should be visual, and thus does not translate well to
wireless adverts (CECRA, 2008).

An alternative way of ensuring consumers have access to fuel efficiency information on the
internet would be to provide an official web comparison tool or online database. This would
also have the advantage of being able to provide the most up-to-date material in an efficient
manner. ADAC (2005) points out that a network of national databases sharing a common

%" For example in European Parliament Resolution 2007/2119 (INI) of 24 Oct 2007 on the Community Strategy to reduce CO, emissions from
passenger cars and light-commercial vehicles (2007/2119(INI))
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methodology would be efficient and would considerably reduce maintenance costs. The US
EPA provides a consumer website®® which allows drivers to enter personalized information
such as local fuel prices and mileage. The site uses this information to estimate greenhouse
gas emissions and costs for individuals. This information is supplied in addition to the
average factors which are used to calculate the values displayed on labels.

4.4.1.3 Policy options

Extension to: Mandatory provisions:

e Internet; e 20% of advertising space for information on
. CO, and fuel consumption

o Television;

. e 20% of time for broadcast promotions, or a
e Radio;

minimum of 30 seconds

*  Electronic storage media; e Fuel efficiency and CO, information should

 Voluntary extension to other media, with be given equal prominence to other key
centrally provided comparison website or model information

online database e Standardised format e.g. following label

design

¢ Directing consumers to seek further
information, as opposed to providing full
details

There is a risk of consumers making purchasing decisions before seeing any of the
mandatory labelling information if the Directive is not extended to include non-print media.
This is particularly the case for internet marketing, and more so as increasing numbers of
consumers make purchases online. In contrast, the role of other media is diminishing.

The Recommendation to extend the Directive to non-print media has not been widely
implemented. This suggests a further role for the EC may be necessary, while still
respecting the principle of subsidiarity by not being too prescriptive on Member States.

3 www.fueleconomy.gov
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5 Development of policy options

5.1 Introduction

As mentioned earlier, the aim of Task 3 was to provide policy recommendations on a number
of issues. A consideration of these issues might suggest possible amendments to the
Directive in the event of any eventual revision. These issues were:

e Harmonisation of the label;

e Other ways of improving the effectiveness of the Directive, including changes to the
other provisions of the Directive;

e Extension of the Directive to other modes; and
e Extension of the Directive to other media.

Information from the literature on these issues is presented above in Section 4. As noted
above, the Commission held a consultation on a possible revision to the Directive in 2008
during which a number of stakeholders communicated their views on many of these potential
amendments to the Commission. Hence, as part of Task 3, EU and national stakeholders
were contacted and asked for their views on whether there was a case for amending the
Directive in relation to any of these issues (see Sections 1.2.3.2 and 1.2.3.3 for full approach
to stakeholder engagement). In the sections that follow we cover each of the issues listed
above in turn in the following manner:

e The first sub-section summarises the findings from the stakeholder interviews.

e Each second sub-section includes a summary of the discussion at the workshop and
responses received after the workshop.

e Summary of arguments for and against amending the Directive with respect to the
issue under discussion. An earlier (and in fact very similar) version of these
arguments was presented to the stakeholders at the workshop based on the literature
review and the responses to the interviews.

Our conclusions and recommendations on the issues are presented in the final and
subsequent chapter.

However, prior to considering a range of policy options for improvements to Directive
1999/94/EC, the continued retention of the Directive has been considered. Here we consider
whether the Directive has met its’ original aims, and its’ continued relevance and purpose.

5.2 Retention of Directive 1999/94/EC

Article 1 of Directive 1999/94/EC states that the purpose of the Directive is “to ensure that
information relating to the fuel economy and CO, emissions of new passenger cars offered
for sale or lease in the Community is made available to consumers in order to enable
consumers to make an informed choice”. In this respect, the Directive (where it has been
properly transposed in Member States’ legislation) has achieved its original aims. Where the
label is present on new passenger cars at point of sale; guides made available, posters
displayed, and CO, information displayed on promotional material, then the information has
been made available to consumers and could therefore potentially inform their purchasing
decision.
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This study has considered the purpose of other labels that have been introduced, including
labels for tyres and household products. In the case of tyres, the aim of Regulation
1222/2009* is to “increase the safety, and the economic and environmental efficiency of
road transport by promoting fuel-efficient and safe tyres with low noise levels”. In the case of
household appliances, the purpose of Directive 1992/75% is “to enable the harmonisation of
national measures on the publication, particularly by means of labelling and product
information on the consumption of energy and of other essential resources, and additional
information concerning certain types of household appliances, thereby allowing consumers to
choose more energy-efficient appliances”. When compared to these other pieces of
legislation that require labelling, Directive 1999/94/EC isn’t trying to do anything different —
they have the common aim of ensuring that environmental/energy information is provided to
the consumer, which may or may not influence their purchasing decision.

Earlier in this report the effectiveness of the Directive was considered in terms of raising
consumer awareness and reducing the average CO, of new passenger cars. It was
concluded that it is extremely difficult to assess the effectiveness of the Directive on both of
these issues, mainly due to the wide range of other policy measures and initiatives aimed at
reducing GHG emissions from new passenger cars. However, the importance of a package
of measures working together that will reinforce the common CO, reduction message to
consumers and industry is recognised.

The requirements of Directive 1999/94/EC are important in terms of ensuring the consumer
is provided with key information at the point of sale. However, there is some information that
consumers are arguably more interested in than others, and they will invariably pay more
attention to this when making any decision (e.g. if included, running costs of the vehicle
including taxation may be a higher priority for the consumer). We know from other studies
that factors such as reliability, functionality and cost effectiveness are likely to play an
important role in the purchase decision compared to CO, emissions, which may rank very
low. However, through continuing to provide this information, and potentially improving the
way in which this information is communicated, such information may potentially play a more
important part in the purchasing decision.

Through continued exposure to car CO, labelling at the point of sale and displaying
information in advertisements/promotional material, consumers may become more familiar
with the underlying message that is trying to be portrayed. This is reinforced further where
national tax is linked to the CO, information provided in the label, sending further signals to
the consumer. The consumer may not necessarily understand the information relating to fuel
consumption or CO, emissions, but this is an issue that can be improved upon (such issues
will be considered in the development of policy option).

Therefore, in combination with other measures, the Directive is likely to have an important
part to play in providing the information to consumers that may influence their decision to
purchase vehicles with lower CO, emissions or fuel consumption.

Finally, it is also worth noting that similar information on the CO, emissions and fuel
consumption of passenger cars is provided in countries outside of the EU, e.g. USA,
Australia and New Zealand. Consequently, retaining, and even improving, the requirement to
provide such information to consumers in the EU is consistent with the approach being taken
elsewhere.

% Regulation (EC) No 1222/2009 of the European Parliament and of the Council of 25 November 2009 on the labelling of tyres with respect to
fuel efficiency and other essential parameters. http://eur-lex.europa.eu/LexUriServ/LexUriServ.do?uri=0J:L:2009:342:0046:0058:EN:PDF

“° Directive 1992/75/EEC of 22 September 1992 on the indication by labelling and standard product information of consumption of energy and
other resources by household appliances. http://eur-lex.europa.eu/LexUriServ/LexUriServ.do?uri=0J:L:1992:297:0016:0019:EN:PDF
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5.3 Harmonisation of the requirements of the Directive
relating to the label

5.3.1 Summary of findings from stakeholder interviews

As was noted in Section 2.1, of the Member States covered in this report, six out of the eight
(Germany, France, UK , Spain, Romania and Denmark) have based the design of their label
on the household products energy label, while according to EP (2010) a further two countries
(Finland and Netherlands) use a similarly-designed label. Of the other Member States
covered by this study, Belgium has introduced a colour-coded label that has a different
format to the energy products energy label, while EP (2010) identified that Austria had also
introduced a colour-coded label that was not consistent in terms of design with the energy
products energy label. Hence, of the 15 countries covered by this report and EP (2010), 8
have based their label on the energy products energy label, while a further two use a
different colour-coded label.

Of the stakeholders that expressed an opinion when interviewed, a majority were in favour of
the harmonisation of the label, and most of those that had a view on the design of the label
suggested that the label should be harmonised on the basis of the design of the energy
products label. While one stakeholder felt that harmonising the label would bring additional
bureaucracy and another felt that existing self-regulatory codes were already sufficient, many
of the others were in favour of harmonisation in order to improve consumer recognition, to
reduce the risk of confusion, to reduce costs and not to adversely affect the functioning of the
internal market. It was argued that a harmonised label would reduce costs as if a common
format were applied across the EU, it would be less costly for both manufacturers and
advertisers. The household products energy label, which is a colour-coded label with seven
categories labelled (at least initially) “A” to “G” (see Figure 3.1 in Section 3.3.1), was
considered to be a good example to follow, as it is simple, clear and transparent and already
has some degree of consumer recognition.

In terms of the detail of the information on the label, it was underlined by many that it was
important to keep the information simple, as this is what works best in terms of
communicating information to consumers. It was also underlined that this information had to
be relevant, both to consumers and within the national context. On the other hand, a number
of stakeholders felt that it was important to harmonise as many elements as possible in order
that labels did not lead to confusion and adversely affect the internal market. Such
considerations are relevant both to the way in which the categories on the label are defined,
as well as to other information that might be included on the label.

In relation to the way in which the categories on a colour-coded label should be defined,
seven of the ten Member States from this study and EP (2010) that use a colour-coded label
use an absolute label (six of these define their categories by CO, emissions, while Denmark
uses fuel economy); Spain, Germany and the Netherlands use relative labels. Of the
stakeholders that expressed a preference for an absolute or a relative label, most supported
the former, apart from some national stakeholders in Germany which supported the German,
weight-based relative approach to the definition of the categories.

As for other information that could be included on the label, a number of stakeholders noted
that research suggests that information on fuel economy, particularly the potential costs
saved, are of more relevance to most consumers than information on CO, emissions. In this
case, it was suggested by a couple of stakeholders that information on vehicle taxation, if this
taxation was also linked to the CO, emissions of a vehicle, could also be included on the
label, as it is the financial information that most motivates consumers. Some Member States
already include information on average annual running costs and relevant taxes on the label,
e.g. Germany, UK (on a voluntary basis) and Denmark. A couple of stakeholders also
considered that it might be possible to include comparative information, including on running
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costs saved, within the respective vehicle classes as additional information on a label that
was based on an absolute scale.

With respect to the definition of the “A” to “G” categories, some stakeholders noted that
some Member States link their categories to their CO,-based vehicle taxation. This can be
considered to strengthen the signal to consumers in line with the objectives of the Directive,
but reduces the potential to harmonise the detailed way in which the categories are defined.
A couple of stakeholders argued that it was important for a car to be categorised in the same
way throughout the EU in order to avoid confusion among consumers, although others were
not as convinced that this was that important.

The revised Household products energy labelling Directive allows for the adoption of “A+” to
“A+++” categories for products that are significantly more efficient than products that just
receive an “A” rating (see Section 3.3.1). The use of an “A+” category or higher for cars is
allowed in Germany and has been proposed in Denmark. While agreeing with the design of
the household products energy label, a couple of stakeholders argued against the adoption
of “A+” to “A+++” categories for cars, arguing that this would confuse consumers. The reason
for this was that generally people consider that something receiving an “A” rating would be
good, whereas if the ratings are allowed to reach “A+++”, then cars receiving an “A” rating
could be only average, if not worse (as is increasingly the case with some household
products). Instead, these stakeholders preferred that the categorisation of cars within
categories should be regularly reviewed and cars re-categorised, as appropriate, in order to
ensure that the proportion of cars receiving an “A” rating was relatively fixed. For these
stakeholders, the fact that a car's rating may vary from one year to the next was not
considered to be a problem, given that CO, emissions can vary significantly between
different models of the same basic car as it is.

5.3.2 Summary of discussion and reaction from the workshop

At the workshop, there appeared to be a general acceptance that some degree of
harmonisation of the label would be beneficial, although it was also noted it was important
that Member States continued to be able to ensure that the label was compatible with
national circumstances. In this respect a number of Member States raised concerns against
any requirements to harmonise the label that prevented them being able to use the label in a
way that was considered to be most effective according to the research undertaken in their
respective countries. In this respect, it was noted by some Member States that it would be
important for them to be able to continue to link the categories on their label to vehicle
taxation. Others expressed concern if harmonisation required the use of a harmonised label
in other media, such as the guide and the internet.

Some stakeholders noted that consumers did not understand the label as it is required by the
Directive, which is why many Member States have adopted colour-coded bands. A number
of stakeholders cited the conclusions of Consumer Focus (2009) that environmental labels
need to adhere to the three “C’s, i.e. they must be clear, credible and enable comparisons.
Other stakeholders supported these conditions explicitly, e.g. arguing for transparency and
some means of comparing cars, or implicitly, e.g. by raising concerns about the accuracy of
the existing fuel economy figures (see Section 5.4, below, for a further discussion of this
issue). One stakeholder noted that it is well known that labels on their own do not change
consumer behaviour; rather they help make consumers more receptive to the message and
encourage the consideration of more environmentally-friendly purchasing decisions in the
future. Another stakeholder argued that it would never be possible to have accurate
information on the label, as a driver’s fuel economy (and CO, emissions) depends on the
way in which each driver drives their car; in this respect even including information on
average fuel consumption is misleading.

Whilst noting the need for the label to be simple and the concerns over the extent of
harmonisation that is necessary, a number of stakeholders noted that the inclusion of
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information on running costs would be important. In the UK, a lot of work has been
undertaken on the design of the label and this concluded that the label must be simple, focus
on fuel costs not CO, emissions and that it is important to make sure that the banding system
covers the full range of vehicles, so that the potential case where the majority of vehicles are
in a minority of bands is avoided. The research also concluded that consumers want better
comparative information. In this respect consumers do not generally understand the concept
of “best in class”, i.e. that it is possible to choose a car with similar characteristics, but often
with noticeably better fuel economy (and emissions). This information is rarely available to
consumers in a form that is easily accessible and understandable. In this respect, it was
considered that the Directive needs to be revised, as it no longer reflects best practice.

Many stakeholders that spoke were in favour of an absolute rather than a relative label, as
it was considered that this was simpler for consumers to understand. It was noted that, under
a relative label, a car emitting 140gCO,/km could be in a higher band than a car with
emissions of 180gCO./km, which was potentially misleading to consumers. Others
disagreed, citing as an example the household product energy labels, which are relative, and
apparently do not confuse consumers. One stakeholder suggested that, if it did not prove to
be possible to agree to harmonise the Directive on the basis of either an absolute or a
relative label, then there would still need to be clear rules on the parameter and slope that
could be used on a relative label. In this respect, it would be important to ensure that any
parameter used as the basis of a relative label was important for consumers in that it
reflected utility, in which case weight should not be used. It was noted that current relative
labels produce some strange outliers and that reducing weight should be rewarded. In
response, it was argued that the weight-based passenger car CO, Regulation has not been
preventing manufacturers from reducing the weight of vehicles, as was evident at motor
shows this year.

A couple of stakeholders underlined that the approach taken in the car labelling Directive
need not, and perhaps even should not, be consistent with the approach taken in the
passenger car CO, Regulation”, as the purpose of the two pieces of legislation was
different: the former aims to influence consumers; while the later requires manufacturers to
reduce the CO, emissions of the cars that they produce. Other stakeholders disagreed
arguing that the label — particularly a relative label — stimulates innovation by manufacturers
within classes of car. Consequently, if you wanted to stimulate competition between
manufacturers to improve the CO, performance of cars within segments, a relative label was
needed. In response, it was argued that it was not the case that cars in a particular class had
similar CO, performance, in which case an absolute label provided sufficient differentiation
within the market.

As noted above, a number of stakeholders argued that the label would benefit from
containing comparative information. Supporters of a relative label argued that this was
what a relative label did and therefore if you want to include comparative information on the
label, then a relative label was better than an absolute label. In response, one stakeholder
noted that there might be possible to identify a middle ground between a purely absolute and
a purely relative label, as it might be possible to develop an absolute label containing relative
information (see Figure 5.1). Such a composite label might address the risk of discrediting
the label if cars with better fuel economy were labelled worse than more efficient cars, but
still be able to present consumers with information on best in class. Various designs that try
to do this would soon be tested amongst consumers in the UK. It was noted, and
acknowledged, that presenting information on best in class would not be straightforward, as
cars are entering the market all the time.

“ Regulation (EC) 443/2009
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Figure 5.1: Possible composite label, based on an absolute scale, but containing
comparative information

Fuel Economy Information | cO2Emissions | Fuel economy
€O, emission figure (ghm)
B> @eg> Roadtaxband | Combined
o atll] C 114 g | 65.7 MPG
i e
it z 154 g 51.4 City
383580 ¥ o 2
123958 8 15 SYo % 78.5 Miway
Fuel cost for 12,000 miles  £830 Fuel cost compared to
Road tax for 12 months £35 most efficent +£550
To compare fuel costs and CO, emissions ot new cars, visit www.vcacarfueldata.org.uk

While supporting in principle the inclusion of information on best in class, some argued
that it was difficult to do this. Even in a single Member State, it is often difficult it define
classes that easily capture all vehicles. To do this across the EU would be even more
difficult, as different definitions of classes are used in different Member States to reflect
different national markets. In response, it was argued that it should be relatively
straightforward to categorise most vehicles by class and, while it was recognised that
differences between the definitions of classes do exist between countries, it was suggested
that it should be relatively easy to define classes that would work in all Member States.

One stakeholder noted that the household product and tyre energy labels both used
pictograms and were text free, so wondered whether the car label should be developed in a
similar way. If pictograms were used, it was noted that it was important that consumers were
able to recognise these easily, which it was suggested was not the case with some of the
pictograms currently in use. It was also suggested that while the text-free nature of some of
the other labels, particularly the tyre label, was important as it was often difficult to know in
which country a tyre would eventually be sold, for cars this was probably not the case.
Another stakeholder was concerned that pictograms might be too simplistic, whereas the
current requirements for the text that had to be included on the label were too much. In
particular, it was noted that the wording of the required “health warning”, i.e. the message
that informs consumers of the issue and the link between fuel consumption and CO,
emissions, needs to be both larger and clearer. In this respect, it was important to strike a
balance.

Another issue that was discussed related to whether the scale used on the label should be
open, i.e. it is possible to use categories beyond “A”, i.e.” A+”, “A++”, etc., or closed, i.e. be
limited to categories “A” to “G”. A number of stakeholders argued that the potential inclusion
of “A+” to “A+++” categories would only serve to confuse consumers. In this respect, a
couple of stakeholders questioned where an open categorisation might end, e.g. it is possible
that “A++++” and beyond might eventually be needed. Instead, these stakeholders preferred
a closed label in which the categories were updated regularly to ensure that there was a
good spread of vehicles across all of the bands.
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While cautioning against total harmonisation, it was suggested that it should be possible to
identify certain principles on the basis of which labels across the EU could be harmonised,
e.g. that there should be colour-coded bands, that running costs should be included and that
there should be comparative information on the best in class. In this respect, it was noted
that car dealerships across Europe are not harmonised, as they need to reflect national
circumstances. In the same way, a harmonised label needs to be able to reflect national
circumstances and therefore Member States need to be allowed to tailor their labels
accordingly. It was also noted that there are a lot of questions that remain in relation to
understanding what the best approach to the label actually is, and so that it is important to
identify what research to be undertaken.

One stakeholder noted that the ongoing revision of the text cycle, which generates the CO,
information used on the label (also see Section 5.4), will require that a review of the
passenger car (and van) CO, Regulations be undertaken in order to translate the existing
targets into figures relevant to the new test cycle. The new test cycle will also have
implications for the information included on the label, as the fuel economy and CO,
emissions information produced by the new test cycle should be higher than those currently
presented on the label. It will be necessary to explain these changes to consumers, so it
would make sense if the label were amended at the same time as the passenger car
Regulation was revised to take account of the new test cycle.

5.3.3 Summary arguments for and against harmonisation of the label

As noted in the previous sections, the majority of stakeholders were in favour of harmonising
the design of the label in line with the design of the energy products energy label, which
would be in line with the approach taken in at least 8 Member States. Arguments for and
against the harmonisation of the design of the label are presented in Table 5.1.

Table 5.1: Summary with respect to harmonising the design of the label

Arguments for harmonising | - Improving consumer recognition
the design of the label

- Reducing risk of confusion
- Improving the functioning of the internal market
- Reducing costs

- Basing the design on a label that is simple and already has
some consumer recognition, such as the household products
energy label, would build on existing work/recognition

Arguments against | - Some countries would have to change the format of their labels
harmonising the design of the

label - Risks making it difficult for the label to be integrated with other

individual Member State policies

Question asked at  the | Could the design of the label be harmonized?

workshop Are there any additional considerations, if the car label were

based on the household products energy label?

The first important issue in relation to defining the categories of the label is whether it would
be preferable to base the label on absolute CO, performance levels, i.e. each car is
categorised according to a comparison against all cars, or relative CO, performance levels,
in which a car is categorised according to a comparison against “similar” cars. There are
arguments for and against using both approaches (see Table 5.2).
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Table 5.2: Summary with respect to the means of defining the categories of a
harmonised label

Arguments for an absolute | - Simple, easier to understand
label - Clear communication of environmental benefits to the consumer
- Avoids the need to define reference values against which to
compare vehicles

Arguments against an | - Does not provide much information to consumers about
absolute label variations within class

- Concern that all medium and large cars will have an orange or a
red label, regardless of their efficiency compared to others in the
same class

- Inconsistent with weight-based approach of Regulation
443/2009 (although this regulation addresses suppliers (OEMs)
rather than consumers — therefore consistency may not be
necessary)

- Limited incentives for improvement within classes

Arguments for arelative label - Identifies best in class, so cars of any size could receive an A
rating

- Stronger signal to consumers to buy best in class

- If weight-based, would be consistent with Regulation 443/2009

Arguments against a relative | - Risks confusing the consumer

label : :
- Basis more complex to explain

- Need to agree on reference values

Questions asked at the | Should the label be based in absolute or relative CO2
workshop performance levels?

What considerations need to be taken into account with respect
to the definition of the categories of a colour-coded label?

What approach should be taken to take account of improvements
in the emissions/energy performance of cars?

Further harmonisation of the detail of the label would need to be balanced against allowing
Member States to link the label to other policy instruments, such as vehicle taxation, which
are beneficial to the aims of the Directive, but which are not harmonised at the European
level (see Table 5.3). In line with keeping the information simple and clear and of relevance
to consumers, the inclusion of annual running costs and a link to vehicle taxes is an option.
Another option might be to adopt a similar approach to take account of technical
improvements as the household energy products label, i.e. adopt an open label that allows
for the use of categories ranging from “A+” to potentially “A+++*; an alternative is a closed,
but dynamic label, which fixes its categories between “A” and “G”, but the assignment of cars
to these categories is regularly reviewed and updated, as necessary.

Table 5.3: Summary with respect to further harmonisation of the elements of the label

Arguments for harmonisation | - Ensures that consumers are provided with consistent, clear,
of more elements of the label simple and relevant information across the EU

- Minimise the risk of labels undermining the internal market

Arguments against | - Undermines ability of Member States to align the label with
harmonisation of more | national circumstances, including other policies that reinforce
elements of the label objective of the label, such as vehicle taxation
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Questions asked at the | What other elements of a label should be harmonised?
workshop

Should these be mandatory or recommended?

There appears to be a need to clarify the definition of “promotional material”, while the
potential harmonisation of the car energy label along the lines of the household products
energy label potentially provides a solution to the problems with the enforcement of the
provisions relating to promotional material.

5.3.4 Harmonisation of the requirements of the Directive relating to the label -
conclusions

The overall conclusion appears to be that some degree of harmonisation of the label, beyond
the existing requirements of the Directive would be beneficial, but that the Directive should
not be over-prescriptive in this respect, i.e. harmonisation should not prevent Member States
from using a label that is best-suited to national circumstances. The crucial issue in this
respect is identifying where this balance lies.

From the arguments presented, harmonising the design of the car label on the basis of the
design of the household products energy label could be an option, as this label was
considered to be clear and already has a fair degree of consumer recognition. On the other
hand, some Member States have adopted other colour-banded approaches, which might be
more relevant for passenger cars. The important issue in this respect is to understand how
car buyers understand and relate to the car label and the extent to which this is different from
consumers reaction to, say, the household products energy label.

Additionally, it appears to be important to include running costs on the label, e.g. annual
costs based on the average distance travelled in a country, as research seems to suggest
that consumers respond and relate to such financial information more than to information on
CO, emissions, which is apparently difficult to relate to for many consumers. There may even
be a case for basing a colour-coded label on fuel efficiency rather than CO, emissions, as
this is apparently the information to which consumers relate, although removing reference to
a car's CO, emissions risks breaking the link in the consumers mind between the label and
climate change, which could be detrimental to increasing wider awareness of the issue.

On the other hand, the arguments presented appear to oppose too much harmonisation, e.g.
of the way in which the bands are defined, as Member States want to be allowed discretion
to make the label as relevant as they can taking into account national circumstances. It was
highlighted in this respect that national car markets are all different, and so labels should be
allowed to respect these differences as much as possible. Of particular importance in this
respect, is the link that some Member States make between the label categories and their
tax bands, which can be an important means of strengthening the message communicated
by the label. Too prescriptive harmonisation would risk deterring Member States from linking
their respective policies in this way.

In terms of other elements to include on the label, a balance needs to be struck between
including information that is relevant to consumers and keeping the label simple and easy to
understand. In this context, the inclusion of pictograms and other text, such as the “health
warning”, need to be carefully considered to ensure that these are clear and understood,
rather than confuse and alienate consumers.

The way in which the categories of any harmonised colour-coded label should be defined
appears to be the most controversial issue. The main argument in favour of an absolute label
over a relative label was that the former was less confusing for consumers in that a car in a
higher category would always be less fuel efficient. The main argument in favour of a relative
approach was that these labels included the comparative information that some of those in
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favour of an absolute label felt was also important to have on the label. Additionally, the
household products energy label is itself a relative label. It must be assumed that the
household products energy label is relative for reasons that have been considered, e.g. in
the recent amendment to that Directive. However, the important question is, therefore,
whether the reasons that support a relative energy label for household products are equally
as valid in relation to passenger cars, or whether the way in which cars are bought and used
argues for an absolute label. One potential difference between a car and a household
product is that running a car would generally take a larger proportion of the average
household budget than, say, running a washing machine. Additionally, a car’s fuel costs are
also more visible to the consumer in that they are paid for separately, whereas the energy
used by household products is measured and paid for as part of a general fuel bill. Hence,
the potential for the anomalies that arise from the use of a relative car label to discredit the
label might be significantly higher than with the household product energy label. The
composite label that was mentioned (see Figure 5.1) might be a useful compromise, but
again a balance would need to be struck to ensure that consumers understand what the
additional arrows mean.

The importance of aligning the underlying approach of the car labelling Directive to that of the
passenger car CO, Regulation needs to be considered. Given that they are targeting
different stakeholders — i.e. consumers and manufacturers, respectively — the argument that
they do not need to be made consistent appears valid. However, this does not necessarily
argue against the underlying approach of the two pieces of legislation being aligned. At
issue, is the impact of a relative label based on, for example, weight, compared to a relative
label based on another parameter, e.g. footprint, and an absolute label. There appears to be
little evidence on which is best, although several of the arguments do appear to have some
validity.

Finally, some stakeholders underlined that a harmonised, colour-coded car label should not
completely follow the household product energy label, as it has been taken forward in the
2010 revision. The main issue in this respect was the potential use categories beyond “A“ on
the label, i.e. “A+”, “A++”, "A+++”, arguing that this potentially confused consumers as an “A”
rated product could have only average energy efficiency, or even less. In this respect, it will
be important to ensure that the use of additional categories, as well as the use of any
pictograms, is useful to consumers, rather than confusing them.

5.4 Other means of improving the effectiveness of the
Directive

A couple of issues raised by stakeholders in relation to improving the effectiveness of the
Directive have been covered in earlier sections, including:

e More harmonisation of the label, e.g. the use of the A to G label set out in the
Household products labelling Directive (see Section 5.3).
¢ Need to implement the Directive properly, as currently enforcement is lacking (see
Section 3).
This section covers the other media covered by the provisions of the Directive, i.e. the guide
on fuel economy, the poster/display in the showroom and the provisions relating to
promotional material. Additionally, in the discussions with Member States and stakeholders,
two additional issues in relation to effectiveness were raised:

+ Discrepancy between the CO, emissions performance and fuel economy
performance information presented on the label and real world CO, emissions/fuel
economy performance; and

* Inclusion of information on more documents given to consumer.

Ref: AEA/ED56923/Issue Number 2 79



5 AEA Report on the implementation of Directive 1999/94/EC relating to the availability
of consumer information on fuel economy and CO2 emissions in respect of the
marketing of new passenger cars

Both of these issues are also discussed in the remainder of this section.

5.4.1 Summary of findings from stakeholder interviews

As was noted in Section 2.2, many Member States are increasingly producing downloadable
electronic versions of the guide on fuel economy, which are less expensive to produce.
Additionally, some Member States have developed online searchable databases, while the
UK has begun to produce a CD-ROMs that contains the various guides and databases.

In the course of the interviews, several stakeholders questioned whether the guide on fuel
economy and the poster/electronic display in the showroom should be retained. The guide
on fuel economy was considered to be expensive to maintain compared to its usefulness,
particularly when compared to the possibilities offered by the internet. With respect to the
poster/display, some of those who expressed an opinion felt that it was not that important
as potential buyers had usually researched the information prior to going to the showroom;
while others felt that, if it is retained, it should be required to be prominently displayed. The
usefulness of both of these provisions was questioned in light of the increasing use of the
internet as a means both to obtain information and to compare car models. In this respect, it
was suggested that a harmonised internet guide that could be accessed in the showroom if
required might be more appropriate. However, generally, few strong views were expressed in
relation to these two provisions.

Some stakeholders felt that the provisions with respect to promotional material were
already sufficient; on the other hand, some stakeholders argued that the main problem had
been enforcement of the provisions by the Commission and the Member States, rather than
there being a problem with the existing legislation. Others argued that the lack of proper
enforcement argued for the need for improved enforcement. As was noted in Section 2.4.1,
some Member States had problems with enforcing these provisions as they are currently
stated in the Directive. Some of the stakeholders that were in favour of the car label being
harmonised along the lines of the household products energy label proposed that this label
could be displayed on promotional material, with perhaps the size (or a minimum size, e.g. of
20%) and position of the label harmonised in the Directive. Finally, there appears to be a lack
of clarity as to what “promotional material” covers. Some advertisers assumed it included
advertising whereas others argued that advertising should not be included under a definition
of promotional material.

There were different views in relation to how to address the discrepancy between the fuel
economy figures achieved in use and the fuel economy (and CO, emissions) figures
presented on the label (as measured according to the type approval test cycle). Two
stakeholders argued that the existing discrepancy risks undermining the credibility of the
information of the label in the eyes of consumers. As a result, it was suggested that some
means of translating the existing test cycle emissions to real world emissions might be
appropriate for the information included on the label, as is undertaken by the US EPA.
Others noted that action was already ongoing to amend the test cycle to enable it to better
reflect real-world emissions and hence there was no need to take any action to remedy the
existing discrepancy.

Two stakeholders also proposed that the effectiveness of the Directive could be improved if
fuel economy data was included on all information provided to consumers, including quotes
for purchases, bills and tax renewal documents where the tax concerned is linked to CO,
emissions.

5.4.2 Summary of discussion and reaction from the workshop

At the workshop, some stakeholders believed that neither the poster nor the guide on fuel
economy in its current form were still relevant. Few people used either, and the guide was
expensive to produce. In the UK, it was noted that producing a CD-ROM instead of more
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paper copies of the guide had saved a lot of money. Others noted that the provisions as they
stand — i.e. that the guide has to be available at the point of sale and made available free of
charge to the consumer — costs a lot of money, even in a small country. Consequently, a
number of Member States called for flexibility in relation to the requirements relating to the
guide.

Another stakeholder noted that, while a recent survey by CapGemini has suggested that
90% of car buyers use the internet to help their decisions, it is important to note that the
information on the internet would generally be different from that contained in the guide (see
Section 5.5.4, below).

With respect to the provisions relating to promotional material, one stakeholder expressed
surprise that there had been problems with these, as they felt that the definition of
promotional material included in the Directive was clear enough, i.e. that it covered “all
printed matter used in marketing, advertising and the promotion of vehicles to the general
public”. In this respect, what they objected to was the inclusion of “advertisements in
newspapers, magazines and trade press and posters” in this definition. They argued that, as
the printed media was under increasing pressure from the internet, the fact that it was
covered by the Directive, while other media that car manufacturers used were not, was not
fair. In this respect, the approach taken within the tyre labelling Directive, which does not
include printed advertising in its definition of “technical promotional material”, was a better
approach.

Others, however, noted that the requirements in the Directive relating to promotional material
were far from clear, e.g. what is meant by starting the information should be “easy to read”?
Consumer groups, in particular, are not happy with the terminology used. Any discussion on
the issue becomes a discussion about font size and spacing.

A couple of stakeholders also noted that there were increasingly issues in relation to
consumers noticing that the fuel economy figures that had been contained on the label
were not the figures that they had been achieving in practice. In this respect, a couple of
stakeholders argued that action should be taken to remedy this as soon as possible, for
example, by adopting the approach taken in the US, where the figure used on the label is an
estimate of the real world emissions and fuel economy. In response, it was noted that it
would take time to agree an approach across the EU and implement it. It was questioned
whether this could be achieved much before the implementation of the new test cycle, which
was already under development. On the other hand, other stakeholders had confidence that
the ongoing text cycle revision would address the issue of the ongoing discrepancy.

There was little support at the workshop for the inclusion of the information on fuel economy
and CO; emissions to be included on other documentation provided to consumers.

5.4.3 Summary arguments for and against amending the Directive

The main issue with respect to the guide on fuel economy appears to be whether it should
be retained in its current printed format, or whether it should be replaced by an internet-
based tool. The cost of producing and maintaining the guide is perceived to be an issue by
the Member States. However, only one Member state provided cost details — Belgium claimed
that the cost of producing the guide each year was €70-80,000, approximately €2 per copy. The
internet is perceived to be easier to update and potentially a better source of comparative
information, while the extent that the potential buyers use the guide has been questioned.
The arguments for and against retaining the guide are set out in Table 5.4.
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Table 5.4: Summary with respect to provisions relating to the guide on fuel economy

Arguments for retaining the | - Not all new car buyers will have undertaken internet-based
guide on fuel economy research prior to coming to the showroom, in which case
guides, if visible, accessible and available, could still be a
useful source of information for consumers

- (Ease of) access to the internet is lower in some Member
States than in others.

Arguments against retaining the | - Expensive to maintain (anecdotal evidence — comparison to
guide on fuel economy provision of electronic information not calculated)

- Perceived low level of use by public

- Increasing irrelevance as a source of information in light of the
ongoing development of the internet as an information tool.

- Sustainability - Environmental consequences of printing paper
copies of the guide annually (resource use, distribution etc).

Questions asked at the workshop | Should the printed guide be retained?

If so, why? How could it be made more useful?

If not, should anything take its place? If so, what?

As with the guide, the main issue with respect to the poster/display appears to be whether
or not it should be retained. There is also some evidence that posters are not always
displayed in prominent and visible positions (see Section 3.1.1). The arguments for and
against retaining the poster/display are set out in Table 5.5.

Table 5.5: Summary with respect to the poster and display in the showroom

Arguments for retaining the | - Not all new car buyers will have undertaken internet-based
poster/display research prior to coming to the showroom, in which case
information on posters/displays, if visible, accessible and
available, could be useful

- (Ease of) access to the internet is lower in some Member
States than in others.

Arguments against retaining the | - Perceived low level of use by public

oster/displa L . L
P play - Increasing irrelevance of these as sources of information in

light of the ongoing development of the internet as an
information tool

- Information provided too late in the decision-making process
to influence decision?

Questions asked at the workshop | Should the poster/display be retained?

If so, why? How could it be made more useful?

If not, should anything take its place? If so, what?
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There appear to be some issues in relation to the provisions of the Directive that relate to
promotional material (see Table 5.6 for a summary of the arguments with respect to
amending these provisions).

Table 5.6: Summary with respect to provisions relating to promotional material

Arguments for amending the | - Lack of clarity with respect to what the provisions apply to
provisions relating to | .
promotional material Problems with enforcement

- Lack of compliance

Arguments against amending the | Minimum requirements for advertising potentially restricts the
provisions relating to | creativity of advertisers
promotional material

Questions asked at the workshop | Do the provisions relating to promotional material need to be
amended?

If so, how should they be amended?

As was noted in Section 5.3, for the information communicated to consumers to be credible,
it is important that it is relevant for consumers. At the moment, the information on fuel
economy is not as relevant as it might be due to the discrepancy between the information
provided and a driver’s real world experience. This issue has been recognised and is being
addressed by the development of a revised test cycle. However this will take some years to
develop and in the meantime credibility of the information is still an issue. Hence, there are
arguments in favour and against taking action to address this discrepancy (see Table 5.7).

Table 5.7: Summary with respect to source of the fuel economy/CO, information
presented

Arguments for changing the | The current discrepancy between the presented fuel economy
source of the estimates of fuel | data (i.e. test cycle) and real world experience risks undermining
economy/CO, information | the credibility of the information amongst consumers.

presented

Arguments against changing | Action is ongoing to remedy this discrepancy.
the source of the estimates of
fuel economy/CO, information
presented

Questions asked at the | To what extent does the difference between the label and real
workshop world information undermine the credibility of the information?

What is the way forward?

It has been suggested that communicating the information (on CO, emissions and fuel
economy) more widely to consumers, e.g. on all documentation that they receive relating to
potential purchases and cars that they own, including on annual vehicle tax reminders
(where tax is lined to a car's CO, emissions), quotes and receipts for purchases, etc, could
improve the effectiveness of the legislation by increasing consumer awareness.
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Table 5.8: Summary with respect to adding fuel economy/CO, information to all
relevant documentation supplied to consumers

Arguments for adding | Improve awareness of the label;
information on fuel
economy/CO, information to
all relevant documentation

Potential to influence the current purchase decision (when included
on offers) and future purchase decisions (as awareness is raised)

Arguments against adding | On receipts and tax demands, information is too late to influence
information on fuel | purchase decision;
economy/CO, information to

all relevant documentation Issues with respect to providing this information with respect to

used cars (for tax demands)

Questions asked at the | Would adding the information to all relevant documents given to
workshop consumers be beneficial?

5.4.4 Other means of improving the effectiveness of the Directive -
conclusions

It appears that there is little support for retaining the poster and the guide on fuel economy in
its current form. However, in relation to both, it is important to remember that ease of access
to the internet, which many put forward as a better potential source of information, is likely to
differ between Member States. Hence, more flexibility in relation to the requirements in
relation to the guide might be considered.

In relation to the existing provisions relating to promotional material, it would appear that
these need to be revised in order to clarify how and what information should be presented,
while consideration could be given to the media to which the provisions currently apply (see
also the discussion of Section 5.5.4).

It was recognised that the discrepancy between real world fuel economy/CO, emissions and
the information presented on the label was an issue. As understanding and knowledge of the
information grows amongst consumers, there is a potential risk that the label is discredited by
this ongoing discrepancy. However, as was noted by many stakeholders, action is being
undertaken to remedy the discrepancy through the development of the new test cycle for
light duty vehicles. Given that it would take time for the technical and legislative work to
agree on a short-term factor for scaling up test cycle emissions to better reflect real world
emissions, if the ongoing amendment to the type approval process is delivered within the
next couple of years as planned, then this may be sufficient. If it is anticipated that the
revision and implementation of the text cycle may yet take a few more years, or that the test
cycle would not be a sufficiently accurate reflection of real world emissions, then
consideration could be given to taking action at the European level.

There were few views on the potential to include information on CO, emissions and fuel
economy on other documentation delivered to the consumer. Essentially, the important issue
would be whether the costs of implementing the additional requirements were worth it in
order to deliver any benefits. The Tyre labelling Regulation does include a similar provision
as it requires, inter alia, the energy efficiency class of the tyre to be stated on or with bills
delivered to end users when they purchase tyres. However, more work would need to be
undertaken to identify the extent of the benefits, although it could be argued that the more
widely a label is seen, the more it increases awareness of the issue.

5.5 Extension of the Directive to other modes
As noted in Section 4.3, the “other modes” covered in this report are as follows:

e Vans, i.e. vehicles defined as N; vehicles.
o Heavy duty vehicles, i.e. those vehicles defined as M,, M3, N, and N3 vehicles.
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o Two- and three-wheeled vehicles, i.e. those defined as L category vehicles.

e Used cars, i.e. used M; vehicles.

e Electric vehicles, i.e. those M; vehicles that use an electric motor instead of an
internal combustion engine (although the issues raised would potentially apply to
other types of electric vehicle). Electric vehicles are covered by the Directive.
However, the implications of the Directive for these vehicles have led to some issues
that needed to be explored (see Section 4.3.5).

In each of the following sections, the possible extension of the Directive to each of the above
vehicle types is discussed in turn.

5.5.1 Summary of findings from stakeholder interviews

With regards to vans, the response from stakeholders was mixed. It was acknowledged that
it was generally possible to produce a label for vans consistent with passenger cars and that
CO, data was becoming available (although there may be some barriers such as how to
measure the emissions from part-finished vans with specialist bodies fitted etc). Additionally,
some argued that there was potential for significant savings from fuel consumption and CO,
emissions in relation to van selection. However, some stakeholders questioned whether it
was necessary to label vans due to the way in vans are typically purchased and used. Vans
are predominantly purchased by commercial large fleets and the factors determining
purchase decisions are very different to those of passenger cars. Stakeholders also pointed
out that the point of sale was likely to be different, with far fewer vans being sold through
dealerships than was the case with passenger cars. Therefore a different approach to CO,
labelling may be required to have the desired effect in influencing or informing consumer
purchases.

There was very little support for an extension of the Directive to HDVs from stakeholders. For
some this was simply due to the recognition of the absence of an agreed test cycle for
measuring CO, emissions, thus preventing the labelling from being extended until a basis for
measuring whole vehicle CO, emissions is established. Some stakeholders suggested that it
should be extended ‘in principle’, or on a voluntary basis. On the other hand, there were
those who questioned whether a label was appropriate for HDVs. These stakeholders noted
that, as with vans, such vehicles were bought and used differently to cars and that fuel
economy was already an important factor in deciding which HDV to buy. Another stakeholder
explicitly opposed the expansion of the label to buses, noting that the Commission had
already introduced requirements for public authorities to take environmental considerations
into account in purchasing decisions under the Clean Vehicle Directive®.

There was a mixed response from stakeholders regarding the extension of the Directive to
two-wheelers (and others in this category). Those in favour of extending it to two-wheelers
stated that it may improve the environmental performance of such vehicles and increase
awareness amongst consumers, who may be less aware about fuel consumption and
emissions of CO,. Two- and three-wheelers are also primarily purchased by private
individuals for their own personal mobility needs — the segment that the labelling Directive is
aiming to influence. However, others mentioned the absence of agreed European test cycles
for two-wheelers as a barrier to their inclusion. The inclusion of quadricycles was also
mentioned by a few of the stakeholders, who pointed out that electric vehicles often fall into
this category. However, if they were to be included, stakeholders pointed out that it should be
made clear that less onerous type approval (including crash safety) was used in comparison
to passenger cars.

“2 Directive 2009/33/EC of the European Parliament and of the Council on the promotion of clean and energy-efficient road transport vehicles, OJ
L 120/5, 15.5.2009
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With regards to used cars, the stakeholders again had a mixed response to their inclusion in
the Directive. Those in favour suggested that they should be included as used cars are
actually some of the more polluting vehicles in use. One stakeholder thought that the second
hand car market was likely to be more sensitive to fuel costs and so labelling on used cars
could have impacts on their residual value, and could potentially have more impact than new
car labelling. It was suggested that labelling could be mandatory for car dealers that sell a
certain amount of cars, e.g. over a certain annual threshold. Those stakeholders that argued
against extending the Directive to used cars cited the difficulties in monitoring the second
hand car market, particularly with respect to the volume of sales points, including private
sales.

A number of stakeholders raised issues with respect to the way in which electric vehicles
(and other alternatively fuelled vehicles such as plug-in hybrids and hydrogen fuel cell) are
covered by the Directive. The primary issue of concern cited by stakeholders was whether
direct/tail pipe/in-use emissions or emissions from the point of combustion should be used.
Many considered that there was a need for a harmonised approach as to how electric
vehicles and their emissions would be measured across the industry and represented on the
label. If the combustion emissions (i.e. those generated in the course of electricity
generation) were included, this would amount to a well-to-wheel approach being taken, which
would be different to that taken for conventional passenger cars, which is only tank-to-wheel
(i.e. it excludes emissions from the production of petrol and diesel). It therefore needs to be
considered if there is a method that could be applied consistently across all types of
passenger cars.

Alternatively, it was mentioned that there could be a separate labelling scheme to cover
electric and alternatively fuelled vehicles, which would enable consumers to understand
which vehicles are most energy efficient. Some stakeholders believe that the fact that a label
for an electric car would currently show ‘zero emissions’ is creating confusion amongst
consumers. Additionally, such an approach does not enable comparisons to be made
between conventional petrol and diesel powered vehicles and new technologies such as
battery electric and plug-in hybrids, which are being promoted as being more environmentally
friendly.

In terms of other categories of vehicle that could be included in an extension to the Directive,
one of the stakeholders mentioned rental cars. It was suggested that in the medium term,
consumer demand could influence the purchasing behaviour of rental companies.

5.5.2 Summary of discussion and reaction from the workshop

At the workshop there was some support for extending the Directive to cover some other
types of vehicle, but there was also a fair amount of opposition.

In relation to vans, it was noted that, while a lot of vans are bought by large fleet operators,
many are bought by small business and private buyers, who would benefit from the provision
of advice on fuel economy. Additionally, it was suggested that, as there are few van
dealerships, the costs of implementation would be relatively small. Others disagreed arguing
the decision to purchase a van was completely rationale and so labelling vans would be
unnecessarily bureaucratic. It was also noted that, as vans are generally used for
transporting goods, it would be important to communicate the information in an appropriate
way, i.e. using an appropriate metric; otherwise, consumers could be guided to buy the
wrong type of van for their needs. In response, another stakeholder argued that, while van
buying was probably more rational than for cars, van buying was still not completely rational.
In Denmark, the decision to extend the label to vans was due to the more favourable tax
treatment of vans compared to cars, which has led to private buyers purchasing vans instead
of cars. There has also been a tendency to buy large vans with big engines, as it was a way
of buying a powerful vehicle at lower cost.
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With respect to HDVs, it was acknowledged that it was difficult to take any action with
respect to labelling in the short-term due to the absence of a test cycle. However, it was
suggested that for such vehicles, it would be even more important to provide such
information earlier in the decision-making process.

For two- and three-wheelers, it was noted that the ongoing proposed revision to the type
approval Regulation would make it mandatory for manufacturers to provide the necessary
information. The one stakeholder that commented supported the extension of the label to
these vehicles on the basis of this information, although cautioned against the use of weight
if a relative label were used.

In relation to used cars, the views of stakeholders were mixed. One stakeholder noted that
there had been few studies on used cars, so it was not really known what proportion were
sold through large, as opposed to small, dealers. Given that second hand buyers are
potentially more sensitive to fuel prices than new car buyers, it was suggested that extension
of the label to used cars should not be dismissed. Stakeholders from Member States were
less convinced, with one suggesting that, while a voluntary scheme would be possible, a
mandatory approach would be difficult from the perspective of the market surveillance
authorities who enforce the provisions. Another noted that expanding the Directive to used
cars would increase the amount of regulation and be difficult to manage, while a third
doubted the benefits of extending the use of the label to used cars.

From the contributions at the workshop, it was clear that there was recognition that the
inclusion of relevant information on labels to be used on electric vehicles was a challenge.
It was suggested that the energy consumption of such vehicles could be included (e.g. in
kWh/100km) to enable consumers to compare between less and more efficient electric cars.
In response, one stakeholder noted that the label was supposed to be consumer facing and
was not convinced that the kWh/100km metric would mean anything to consumers. In
Germany, information on the electricity consumption of electric cars will be presented on their
new label (see Section 2.1) and this will be accompanied by a publicity campaign. Other
Member States that fuel consumption and CO, emissions were currently included on the
label.

Two stakeholders proposed, as had been discussed in relation to the revision of the label
(see Section 5.3.2), that information on the running costs (e.g. energy costs) is the important
information to include on the label for electric vehicles. It was noted that this is potentially
more challenging for electric vehicles, as the costs of electricity varies depending on the time
at which a vehicle is charged. Reference was made to the approach used in the US. One
stakeholder argued that the approach taken in the US, where the label differs depending on
the type of car (e.g. the fuel or energy source it uses), should be avoided as all cars compete
in the same market and so the information given to consumers should be consistent and
comparable. Another noted the benefits of another aspect of the US approach in that
energy/fuel consumption for all types of vehicle are translated to, and presented in, the form
of, a common metric. This was particularly important for multi-fuel vehicles where, it was
suggested, the current approach taken in relation to providing information to consumers on
the fuel consumption of multi-fuel vehicles is misleading. It was noted that whatever
approach was taken to the inclusion of more information relating to alternatively-fuelled
vehicles on the label, the approach should be future-proof in that it should work for future
developments in the car market.

In relation to other potential vehicles to which the vehicle could be extended, one stakeholder
noted that extending the use of the label to rental cars could be an option, as it would
benefit consumers to be offered a choice to use more fuel efficient cars.
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5.5.3 Summary arguments for and against extending the scope of the
Directive

The extension of the Directive to other categories of road vehicle requires that there is an
agreed methodology for measuring CO, emissions and fuel efficiency of the vehicles
concerned. At the moment, labelling would be possible for new vans, as their CO, emissions
and fuel efficiency are measured, but it is not currently possible for new HDVs and new two-
and three- wheelers (although it may be soon for both types of vehicle). There are different
issues with respect to the potential labelling of used cars.

In the context of expanding the scope of the Directive to other categories of vehicle, the first
thing to note is that the same rationale for applying the provisions of Directive 1999/94/EC to
new passenger cars cannot necessarily be applied to new vehicles of other road modes. This
is because different modes are used differently and therefore consumers take different
considerations into account when purchasing these vehicles. Additionally, with respect to
vans and particularly HDVs, there are many different types of vehicle that are covered by the
respective categories, many of which have different usage profiles.

In the conclusions of the European Parliament study (EP, 2010), it was suggested that
extending the Directive to vans, HDVs or used cars should only be implemented after
additional policy research had been undertaken, or that it was introduced on a voluntary
basis. This was based on the fact that different vehicle categories are used by a range of
different consumers and, in the case of vans and many HDVs, by commercial organisations.
Therefore, due to the different consumer groups that will take into account different
considerations when purchasing a vehicle, the study recommended that the specific impacts
of extending the Directive be reviewed in regards to these markets before mandating any

policy.
5.5.3.1 Vans

It would be possible to extend the Directive to vans, but stakeholders had mixed views with
respect to whether the label should be extended to these vehicles. Experience shows that it
is feasible to introduce labelling schemes for vans. Denmark currently operates a van
labelling scheme for vans up to 3,500 kg in weight. Labelling was extended to vans in
Denmark as they were included in the annual taxation system used for passenger cars, and
it was deemed logical that they were brought into the same labelling system. However, the
extension of the labelling scheme to cover vans in Denmark has not been without its
difficulties, the main issue being the high number of model variants available. (In July 2011,
there were 3,735 different vans with eco-labels listed on the Trafikstyrelsens website*’). Each
type of van that is available to purchase from a showroom must have an official energy label.
Where fuel consumption information is not available for that specific model, then a formula is
applied to estimate the fuel consumption per km. This estimation will result in a higher annual
tax than if they were able to calculate fuel consumption. Typically manufacturers are able to
provide information on the fuel consumption of a van under various different configurations
so this is not a problem.

The labelling of vans in Denmark applies to the vehicle on display. The information is also
available online in the same format as for passenger cars. However, other elements that
apply to cars according to the car labelling Directive do not apply to vans. For example a
hardcopy guide is not produced for vans, nor is it a requirement for a poster display at points
of sale. France plans to introduce a label for vans in early 2012. The literature review also
identified further examples of van labelling in New Zealand and Australia, where labels have
been required since 2004. These labels are required for vans weighing less than 3.5 tonnes
GVW based on the European test cycle.

3 http://www.hvorlangtpaaliteren.dk/sw163529.asp
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Another consideration is the way in which consumers purchase (factors affecting the
decision-making process and how they are purchased) and use vans. A 2004 study for the
European Commission in policy options for reducing CO, emissions from new vans
concluded that a fuel efficiency label for vans was potentially not as relevant as that for cars,
as fuel efficiency was a more important consideration in the purchase of a van than it was in
the purchase of a car (TNO et al, 2004**).

In understanding how purchase decisions are made regarding vans compared to those of
passenger cars, a UK study found that a key difference between the two was the importance
of economic considerations for company purchases. Businesses rank the importance of
economic considerations when making vehicle purchasing decisions in first place rather than
in tenth place which is the ranking given by private car purchasers. Company vans account
for two thirds of van kilometres driven, but the proportion of new vans brought by companies
is even higher, with private buyers dominating the second hand market. Therefore if
company purchasers are buying the most fuel efficient/economical vehicles, then these will
also be the vehicles that are finding their way into private ownership in time (Norris et al,
2009%). It can therefore be assumed that fuel consumption (and CO, emissions) is already a
large part of the purchasing decision for vans. However, the introduction of a label would
reinforce this and provide more information for the decision making process. This is
particularly important as the evidence suggests that this will also influence the second hand
van market.

Another important factor is the way in which vans are sold, as this differs compared to
passenger cars. A large proportion of vans will not typically be sold on forecourts, and
therefore the way in which information on CO, emissions is effectively communicated is likely
to be different. The most effective methods that could be used will not necessarily include a
label on the vehicle itself, but other media such as the internet or CO, guides may be more
relevant.

Table 5.9: Summary — Extension of the Directive to vans

Arguments for extending the |- It is possible to measure a van's CO, emissions and fuel
Directive to vans economy

- Labelling on vans is feasible, as it is already required in a
number of countries

- Labelling could be beneficial for small and medium sized
enterprises (SMEs) and individuals who buy vans.

Arguments against extending the | - Purchase decisions for vans are already (more likely) to
Directive to vans based on fuel economy

- Most vans are purchased by companies

- Possibly too many van model variants available on the market
to make labelling relevant

- Directive aims to provide information to consumers, not
commercial entities

Questions asked at the workshop | To what extent would the differences in the way in which vans
are bought and used affect the relevance and effectiveness of
a label?

“ TNO, LAT, IEEP (2004) Measuring and preparing reduction measures for CO2 emissions from N1 vehicles for DG
Environment.
“ Norris, J., Stones, P., and Reverault, P (2009) Light Goods Vehicle — CO2 Emissions Study: Final Report. Report to DfT, UK.
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5.5.3.2 HDVs

The absence of an agreed test cycle for CO, emissions for HDVs resulted in their being little
support for an extension of the Directive to these vehicles. HDVs are also often specifically
adapted to customer requirements which results in diverse vehicle performance. A report for
the EC’s DG Climate Action reviewed relevant literature and assessed the potential to apply
different policy options, including labelling, in order to reduce CO, emissions of new HDVs
(AEA and Ricardo, 2011%). It noted that labelling for HDVs would be more complicated for
these vehicles as HDVs are assembled from various components, such as chassis, trailers
and engines into a wide range of vehicles, so it would be more complex to identify the CO,
emissions for a particular vehicle. The same study also mentioned that labelling may
potentially have benefits in terms of providing increased information, particularly to smaller
companies that own such vehicles.

In this respect, the methodology for measuring CO, emissions from new HDVs that is being
developed by the European Commission will be critically important in determining the extent
to which labelling, or something similar, can be applied to new HDVs, or their components
and/or combinations.

Purchase decisions for HDVs are also more likely to be similar to decisions made when
purchasing vans, particularly larger vans, than for passenger cars, with fuel
economy/efficiency one of the priorities. Smaller operators are also likely to benefit from
labelling for HDVs and associated CO./fuel consumption reductions, particularly as 85% of
HDV operators have fewer than 10 vehicles (AEA and Ricardo, 2011).

Table 5.10: Summary - extension of the Directive to HDVs

Arguments for extending the | The provision of CO, information may be useful for smaller
Directive to HDVs operators who are unable to test their own vehicles.

Potential CO, emission savings

Arguments against extending the | - HDVs are often specifically adapted to customer
Directive to HDVs requirements, resulting in diverse vehicle performance

- Type approval tests are undertaken on engines, not vehicles

- There is currently no methodology for measuring CO,
emissions from HDVs or their components (although work is
ongoing)

- Purchase decisions are similar to those purchasing vans
(particularly large ones), so fuel economy is already a priority

- Directive aims to provide information to consumers, not
commercial entities

Questions asked at the workshop | To what extent would the differences in the way in which HDVs
are bought and used affect the relevance and effectiveness of
a label?

5.5.3.3 Two-wheelers

Where a two-wheeler is purchased as an alternative to the private passenger car as a means
of commuting, it can be a much better option in terms of CO, emissions and fuel efficiency in
which case a label for such vehicles might be useful. On the other hand, where a two-
wheeler is purchased for leisure/sports purposes, consumers may not be interested in, or
influenced by, fuel efficiency and CO, emission information.

6 AEA and Ricardo (2011) Reduction and testing of greenhouse gas emissions from heavy duty vehicles: Lot 1, for European Commission, DG
CLIMA, 2011.
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Few studies have been identified on the assessment of policy options for reducing CO,
emissions from two- and three- wheeled vehicles, especially at the European level. As a
passenger mode, it is likely that the purchasing behaviour associated with these vehicles is
likely to be closer to that for passenger cars, than to that of vans or HDVs. However, once
the European type approval process for L1 vehicles has been updated, extending the
Directive to two-wheelers would be feasible.

With regards to other types of vehicles in this broad category, such as quadricycles, it
should be made clear that less onerous type approval (including crash safety) was used in
comparison to passenger cars. However, they are covered by the revised type approval
legislation for motorcycles (COM(2010) 542 final).

Table 5.11: Summary — Extension of the label to two- and three-wheelers

Arguments for extending the | - Consumers may be similar to those purchasing passenger
Directive to two- and three- | cars, therefore information on fuel consumption/CO, is relevant
wheelers and may have an impact on the purchase decision;

- Modal shift to two- and three-wheelers is desirable for some
journeys, due to lower emissions of these vehicles;

- Countries could devise their own labels in the absence of
Commission action, which risks similar problems to those
currently experienced with respect to the car label.

Arguments against extending the | - Type approval process for L1 vehicles not yet approved.
Directive to two- and three-

wheelers - Purchase decisions and use will be different to cars.

Questions asked at the workshop | To what extent would the differences in the way in which two-
wheelers are bought and used affect the relevance and
effectiveness of a label?

5.5.3.4 Used cars

Whilst the European Parliament study (2010) suggested that the scope of the Directive
should not be extended to used cars based on the grounds that there are no clear benefits
from this action, evidence to the contrary suggests that an extension of the Directive to
include used cars would have benefits to both consumers and car dealers. The literature
review identified that some dealers thought that customers assume that a new car would
automatically have better fuel economy than an older car (AECOM, 2009*"). However, this is
not always the case (particularly when comparing different sized vehicles). Therefore
labelling for used passenger cars could help to sell smaller, less polluting models.

The fuel economy and CO, emissions for new passenger cars are measured according to
the NEDC on labels, which does not yet accurately reflect real-world emissions (e.g. see
TNO, 2010%). It is possible that as cars are used, their fuel consumption and CO, emissions
can change and is dependent on a number of factors, including the extent of use, the quality
of the maintenance etc. On the other hand, we found no evidence of such factors being
applied, e.g. in the UK economy-wide emissions inventory, no factor was used to reduce the
CO, emissions of older cars, as it was considered that this was a marginal effect.
Consequently, any change would appear to be typically small, and potentially less than the
variance between the CO, emissions measured according to the NEDC and real-world CO,
emissions of new cars. Any labelling for used cars could therefore be based on the ‘initial’
label, i.e., the label that was relevant to the car when it was bought.

47 AECOM (2009) Exploring the scope for used car fuel efficiency labelling
“TNO (2010) Passenger car C2 emissions in tests and in the real world — an analysis of business use data. Report no: MON-RPT-2010-00114,
prepared for the Dutch Ministry of Housing, Spatial Planning and the Environment.
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The majority of passenger cars on sales forecourts in some countries are pre-registered, so
the Directive applies to a smaller proportion of ‘new’ passenger cars than might have been
expected. In addition, a small percentage of the population ever buys a new car (estimated at
fewer than 10% in the UK). Therefore, extending the Directive to include used cars would
ensure that a much larger proportion of the population is reached and awareness regarding
CO, emissions/fuel consumption of vehicles is significantly increased.

With regards to feasibility, both the UK and New Zealand currently operate used passenger
car labels. The UK operates a voluntary used car label is very similar to the one used for new
passenger cars. The label states: “the fuel consumption figure shown is taken from the
official test results obtained from this vehicle type when new. It is intended to provide a
standard figure for comparing the relative fuel economy of different vehicles of a similar age
and condition and does not represent the average fuel consumption that will be achieved on
the road. A number of factors not included in the official new vehicle test will affect the fuel
consumption achieved on the road including: vehicle age, how it has been maintained,
road/weather conditions and driving style”. The New Zealand label in mandatory and it shows
a star rating out of 6, annual running cost, and the fuel economy in terms of litres per 100km.
France plans to introduce a mandatory label for vans early 2012.

However, the extension of the Directive to the used car market would not be without its
difficulties, particularly with regards to enforcement and monitoring. Determining when the
label will be required will need to be decided. CO, data for used cars is available from 2001
onwards, therefore determining that a label will only be able to be produced for those
vehicles registered in or after 2001. With regard to monitoring, the private used cars sales
market could be difficult to monitor, as will would the volume of smaller car dealerships.
Therefore, it may be sensible to assume that the used car labels will be required by dealers
over a certain size threshold.

Table 5.12: Summary — Extension of the label to used cars

Arguments for extending the |- A larger proportion of car sales are of used cars in
Directive to used cars comparison to new car sales — therefore reaching a much
larger target audience

- Some “new cars” can be excluded from Directive as it
currently stands (e.g. “pre-registered cars”)

Arguments against extending the | - More difficult to monitor and enforce, due to the volume of
Directive to used cars used car outlets and the private sale of used cars

- Relatively unregulated industry

Questions asked at the workshop | To what extent would the differences in the way in which used
cars and used affect the relevance and effectiveness of a
label?

5.5.3.5 Electric vehicles

Although electric vehicles (and other alternatively fuelled vehicles under the M; category) are
covered by the Directive, there are issues with the way in which their CO, information is
communicated. The main issues relate to what and how CO, information should be included
— i.e. tail pipe emissions (which can be zero for full electric vehicles, but will differ for PHEVs
and EREVs) or combustion emissions (i.e. emissions at the point of combustion — when the
electricity was generated). However, this can also lead to other issues as electricity sources
varying over Europe, complicating the values for CO, that could be used.

Recent changes to the German legislation include the requirement to indicate electricity
consumption information for all-electric vehicles and externally chargeable hybrid electric
vehicles. In view of the development of electric mobility, it will also be required to indicate the
overall power consumption of electrically operated vehicles and externally chargeable hybrid
electric vehicles. For all-electric vehicles, the term “zero emissions” will be entered under the
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category CO, emissions. Consumption of natural gas or biogas as fuel needs to be included
in kilograms per 100 kilometers (kg/100km) and power consumption of pure electric vehicles
and hybrid electric vehicles for external recharge need to be indicated in kilowatt hours per
100 kilometres (kWh/100 km).

The literature review also identified that the Swiss label includes CO, emissions from
electricity generation, assuming a Swiss electricity consumption mix. However, this method
uses a well-to-wheel emissions calculation rather than tank-to-wheels as conventional
passenger cars use. Introducing well-to-wheels emissions across the board will greatly
increase the complexity of the CO, calculations.

It was generally agreed amongst stakeholders that the use of ‘zero emissions’ when referring
to electric vehicles creates confusion amongst consumers. This approach does not allow
comparisons to be made between conventional petrol and diesel powered vehicles and new
technologies such as battery electric and plug-in hybrids, which are being promoted as being
more environmentally friendly.

Whatever method of inclusion is used, it needs to be easily underst