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between countries, or domestic trade between regions of the same country; on the other
side demand associated with the short distance delivery of goods within the same region.
The simulations carried out in HOP! suggest that the increase of oil prices would have a
different impact on these two demand segments.

When energy prices, and then transport costs, are increased, the growth of intra-EU export
is slowed down with respect to the reference scenario. Local suppliers become more
competitive with respect to competitors from other regions and countries, so that transport
of goods between regions is reduced (Rubin, 2008). Since the impact of oil prices on
transport costs is expected to be small (see below), so the foreseen reduction of trade is
small as well, but not insignificant.

At the same time, high oil prices are expected to have a differential impact on economic
sectors. Specifically, the production of goods should be increased in sectors like energy and
construction (e.g. for the implementation of infrastructures to produce and distribute
alternative sources of energy, for the implementation of energy savings devices, etc.)
which generates significant amounts of bulk goods often travelling over shorter distances
(e.g. both crude and manufactured building materials are often produced locally).
Therefore, the transport of goods within regions is increased especially in terms of tonnage.

The combination of two such effects is to shorten the average movement distance of
transported goods (Figure 5.3), but at the same time to increase the amount of tons
transported. Thus, even if the traffic performance (i.e. total number of tkm) is only slightly
changed, such a number of tkm is made up of more tons and less kilometres travelled than
in the reference scenario.

Fig. 5.3 EU-27 average freight travel distance
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Some small changes are expected in the mode split of freight transport. As shown in Figure
5.4, the share of road freight in terms of tkm is forecast to be about a couple of percentage
points lower when oil prices are high than in the reference case: alternative modes —
maritime and rail — gain market share, but still road remains largely dominant in the freight
transport market.

Since oil prices affect transport modes differently, as discussed in Chapter One, this result
may be surprising at first sight. Nevertheless, there are reasons which explain this minor
mode shift. Initially, it should be noted again that the structure of freight demand would
change as explained above and the new market shares would be the results of separate
effects: on longer distances, the mode shift is larger and maritime gains more than rail,
whereas, and on the shorter distance, the road share remains high since truck is often the
only mode available, because the competition of rail or inland navigation suffers from the
higher fixed costs and times.

Fig. 5.4 Overview of EU-27 Freight Mode shares
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Even when this consideration is taken into account, however, the expected mode shift is
slight. Two major explanations for this effect are the expected reactions on the freight
transport supply side. Namely, two reactions are expected: on the technology side, and on
the organisation side. The response in technological terms would mainly consist in
accelerating the renewal of the fleet and using vehicles with lower unitary fuel
consumption. Figure 5.5 shows the expected reduction of unitary fuel consumption for
Heavy Goods Vehicles (HGVs), diesel Light Goods Vehicles (LGVs) and petrol LGVs. Even if
significant savings are achieved only in the longer period, still, in the medium horizon in
2020, unitary fuel consumptions are expected to decrease by about 10%.
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Fig. 5.5 Trend of unitary fuel consumption of road freight (index on base year
2008)
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Source: ASTRA calculations in HOP! (Fiorello et al., 2008)

Fig. 5.6 Trend of average load factor of road freight vehicles (index on base
year 2008)
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The other expected reaction of road haulers to higher energy prices concerns the
improvement of the efficiency of deliveries. This means, essentially, a better optimisation of
payloads, with higher load factors and reduced empty trips, since a higher average load
factor is the most significant indicator, reflecting improvements on the organisation side. As
described in Figure 5.6, the simulations carried out in the HOP! project anticipate that the
average load factor (including empty trips) of LGVs and HGVs would be increasing in the
reference scenario, and even more under the assumption of high oil prices.

As for fuel consumption, also organisational improvements need some time to be put into
practice, so gains are relatively limited in the short/medium terms, though in 2020 (peak
oil price) the average payload of heavy goods vehicles would increase of about 9% (6% in
the reference scenario), while for light vehicles the increment would be larger than 10% in
case of high oil price. The improvement is larger for light vehicles since they start from a
less efficient utilisation.

Given the reactions described above and given that energy cost amounts to only a share of
total operating costs of road freight, it may be readily understood that the impact of even a
sharp increase of oil price on road hauling costs may be low. Figure 5.7, where the left
scale measures the oil price index — bold dotted lines — and the right scale measures the
truck cost index — thin lines — shows that at the peak, where oil would cost almost 2.5
times than in 2008, truck average cost would increase by less than 50% thanks to
improved efficiency. This slight impact on road freight is reflected in the marginal mode
shift, as previously described.

Fig. 5.7 Trend of average unitary cost of road freight vehicles (index on base
year 2008)
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Again above, another expected impact of high oil price on the freight transport sector is an
accelerated renewal of the road goods vehicles fleet. At the same time, the increased
efficiency of road transport (less empty trips, higher average loads) allows haulers to
downsize their fleet without reducing their level of supply. Therefore, the stock of good
vehicles should be smaller if oil price is higher than in the reference scenario, even in case
the difference is not significant, while the fleet composition is also changing. Figure 5.8
indicates that the total number of vehicles is lower in case of high oil price and that diesel
LGVs are less and less used after oil peak for a dozen of years, when are replaced by heavy
vehicles, which became more attractive as costs are lower using one large truck instead of
two light vehicles. Later, thanks to improvements in load optimisation and in fuel efficiency,
diesel LGVs are expected to recover their competitiveness and market share.

Fig. 5.8 Trend of EU-27 goods vehicles fleet and LGVs diesel
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5.4 Some transport policy impacts of high oil prices

In the HOP! project, the application of a carbon tax (40 Euros in 2030 per ton of CO,
emitted) or a discount of fuel excise duty (reduction by 20% after 2020) has also been
tested. The results demonstrate that both measures would not affect significantly the trend
of fuel prices. In fact, the average cost of trips would be changed only by 1% or 2%. Not
surprisingly, such minor differences are not expected to cause significant changes in
transport demand.

The impact of an excise duty discount could on the other hand be not as low if the revenues
from fuel taxes are considered. In the tested scenario, revenues are reduced to even a
lower amount than in the year 2008 (see Figure 5.9). This result may have some significant
implications for transport policy. Using the leverage of pricing and taxes to lead the
transport system towards sustainability is one priority of European policy as well as of the
national policies of at least some Member States. The effectiveness of pricing policies is
linked to other objectives like fairness (e.g. polluters pay), but also to financial
considerations, since transport taxes provide a significant contribution to public budgets.
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For instance, the Dutch Government has been studying a reform of transport taxation
where fixed taxes like registration taxes are abolished, and the use of vehicles is charged
for, and, at the same time, this guarantees budget neutrality. Car-ownership fixed taxes
amount to something less than 20% of total transport tax revenues in the EU-27. When
fuel tax revenues are reduced as an effect of lower fuel consumption due to higher oil
prices, eliminating car-ownership fixed taxes would cut total revenues by about one third or
more with respect to current values. At the same time increasing fuel taxes to offset the
loss could be politically impracticable. On the other hand, reducing fuel taxes as a policy
tool to alleviate the impact of fuel prices on motorists and firms would be even more
problematic in budget terms.

This suggests that taxes or discounts which are able to affect prices significantly could
become politically impracticable in one sense or another: either because to impose high
carbon taxes on the top of high resource fuel costs would be very unpopular, or because
the reduction of revenues for the public sector would be too large. This effect may be seen
in current developments in British transport policy, where perceptions of high fuel prices
have induced the government to cancel some of its proposed tax increases on fuels for
environmental purposes.

Fig. 5.9 Trend of EU-27 transport fuel tax revenues
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5.5 Summary of key messages for future scenarios

This chapter draws some key messages for future scenarios, based on the outcomes of the
HOP! project, where the expected impacts of high oil prices on the economic, energy and
transport sectors have been estimated by means of a modelling approach.

According to the forecasts, one can assume that probably that future oil price shocks will
also tend to reflect resource scarcities to a larger extent than the shocks of the 1970s,
which means that current and future oil price shocks are more serious than past ones. This
is, however, associated with the opposite trend which does not highlight the fact that the
oil intensity of the economy has halved over the past 30 years in developed countries, but
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also that the potential for introducing valid alternative to oil is much higher than in the
past. Consequently, oil price shocks have less potential to influence the whole economy.

The overall conclusion drawn up by HOP! project is that high oil prices may have a relevant
economic impact in the short-term but a more limited impact in the medium/long-term;
only in case of long-standing world recession or situations with insufficient energy supply
these negative impacts my be multiply by factors of five to ten.

In this context, the study has demonstrated how investments into energy efficiency and
alternatives may be regarded as the most crucial factors for counterbalancing the negative
impact of high oil prices. In fact, they may (i) directly provide a positive stimulus for the
economy as part of final demand, and (ii) indirectly they help to reduce the vulnerability of
the economy to oil price increases by reducing energy demand.

Looking specifically to the transport sector, larger effects are expected on the passenger
side rather than on the road freight side. This is why the responsiveness of the freight
transport sector is expected to slow down the growth pace of tkm with respect to the
reference case. When transport costs increase, local suppliers become more competitive
with respect to competitors from other regions and countries, therefore transport of goods
between regions would be reduced.

At the same time the production of goods should be increased in sectors like energy and
construction that generates significant amounts of bulk goods often travelling on shorter
distances, which implies that transport of goods within regions increase especially in terms
of tonnage. The combination of these two effects is to shorten the average distance of
transported goods but furthermore to increase the amount of tons transported. Even a
sharp increase of oil price on road hauling costs would not reduce extensively the market
share of trucks, because on short distances road transport has no alternatives and in any
case fuel price is only a part of overall transport costs, while its growth may be contrasted
thanks to organisational improvements and more energy efficient vehicles.

For the same reasons, the impact of a discount on excises would not be significant for the
competitiveness of road freight transport. Since a discount could decrease significantly fuel
tax revenues, lowering fuel taxes as a policy tool to alleviate the impact of fuel prices on
motorists and companies could be not very effective and quite problematic in budget terms.
On the other hand, also increasing transport costs using the leverage of pricing and
taxation for a more sustainable transport policy might have additional difficulties, in a
context of high oil prices.

Finally, another expected impact of high oil price on the freight transport sector may be a
faster renewal of the road freight vehicles fleet. Simultaneously, the higher efficiency of
road transport would enable haulers to downsize their fleet without reducing their level of

supply.
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CHAPTER 6 Conclusions

6.1 The impacts of oil price across the modes of transport

Overall, the impact of oil prices on transport sector depends upon the following three
elements, which have been analysed throughout the study: (i) the relevance of the oil price
on the cost of the energy used for each transport mode; (ii) to what extent oil price is
transferred to transport fuel prices; (iii) the relative weight of the energy cost on total
operating costs for each mode.

() The scarce availability of oil substitutes in the transport sector makes it extremely
dependent to oil price dynamics. While some alternative use of oil such as CNG,
biofuels and electric are currently viable for passenger road modes, freight modes
are still heavily dependent on oil-based fuel. Even though road modes have
significantly improved their efficiency through the years, maritime transport and rail
continue to be the most energy-efficient transport modes per single traffic unit
performed.

(i) The majority of transport operators has been affected by the development of crude
oil prices over the last four years. However, the relation between oil and fuel costs is
not direct as it is influenced by other elements, such as production, distribution
costs, and specially taxes. For road transport in the EU, where the fuel taxation
accounts for 48% of the total price, a surge of oil price weighs partially upon the
final fuel costs (40%). Whereas due to the absence of taxation and lower
distribution and refining costs, the variation in the price of crude oil affects directly
the jet fuel, marine bunker and gas oil used in inland navigation.

(iii) Fuel cost is only one of the main components of total transport costs and its role in
total freight transport costs differs by type of shipment, distance, load factors, but
also per country. Last available data (2008) for freight road reports a share of fuel
cost accounting 25% of the total transport costs. This share may change in those
European countries where labour costs are more relevant. Fuel costs as a share of
total operating costs in the aviation sector account for 33% (2008). Finally, the
share of bunker costs in the daily running costs of a ship is the most substantial
accounting for 50% of total transport costs.

Tab. 6.1 Sensitivity of transport costs to crude oil price

Sensitivity of fuel | Share energy costs | Effect of doubling

costs to crude oil in total transport | of crude oil price on
o] gel= costs transport costs

Road Freight ~40% 25% ~10%
Rail freight - diesel ~40% 27% ~10%
Rail freight - electric ~15% 12% ~2%
Inland waterways ~100% 21% ~25%
Maritime ~100% 50% ~50%
Aviation ~100% 33% ~33%

Note: Elaboration on data from tables 2.1 and 3.4.

81



Policy Department B: Structural and Cohesion Policies

Table 6.1 summarises the elements discussed above and sets up the relations between oil
price and its effect on transport costs. In the last column, the estimated effect of a doubling
of the price of crude oil on costs of moving freight is presented: the most affected modes of
transport are maritime, aviation and inland waterways.

6.2 The reaction of the freight transport sector

The second part of the study was focussed on the analysis of how the increase of energy
prices until July 2008 has influenced the costs of transport and the prices charged for
transport services. It is quite obvious that the different modes of freight transport were
affected in different ways, according to their dependence on petroleum products as well as
on the operators’ capability to pass the higher fuel costs to their users, which very much
depends on their market power. The next figure (6.1) illustrates the relation between
market power and level of affection by oil prices: small transport companies in road
(driver/owner) and inland shipping have substantially lower market power than large
companies (third-party logistics providers). Table 6.2 at the end of the paragraph
summarises the measures undertaken in freight transport sector to tackle the negative
effects of higher transport costs caused by energy costs.

Fig. 6.1 Sensitivity to oil prices and market power

Higly affected
by oil prices
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Little affected
by oil prices
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Low market power High market power

Source: Ecorys, 2006

Even considering that the impacts of recent high oil prices on freight demand volumes may
hardly be assessed because of the relatively short period of oil price hikes, it is worth to
notice that road freight transport demand does not seem to have been affected to a large
extent. This is explained by the fact that transport costs represent a small part of the final
price of goods, ranging from 1% to 10% of final product value.

Road

Despite the cushioning effect of taxation on diesel that makes the fuel costs less vulnerable
to oil price increases, the surge of oil price occurred in last years has damaged many
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operators in road sector. Indeed, almost one out of three European operators has declared
an increase in transport costs of more than 20% because of higher fuel prices. According to
data collected for the period 2004-2008, the share of fuel costs in the total transport costs
increased on average by four/five percentage points.

Data collected in the study have shown that the rise in transport costs has not been
followed by an equivalent increase in tariffs for many road haulage companies. Higher
transport costs have been absorbed by reducing profit margins, leading to an overall lower
profitability of the sector.

In response to this context, some strategies have been undertaken by freight operators,
mainly focused on energy improvements: permanent cost management, instalment of own
diesel tanks, and consumption reductions. Here, the experiences of collaboration amongst
shippers, such as the “Sustainable Distribution Initiative” in the United Kingdom, have been
proved to work successfully.

Aviation

The analysis of the aviation sector doesn’t distinguish between passengers and cargo, as
most of the freight service is provided by scheduled passenger services. In this sector, fuel
costs represent a significant share of transport costs (33%) and crude oil prices have a
direct impact on jet fuel prices due to the absence of taxation. Indeed, air companies have
doubled their expenditure on jet fuel since 2004 and - in general - higher costs have been
absorbed through efficiency measures rather than increases in flight prices. More recently,
air cargo companies have reacted by applying fuel surcharges, sometimes exceeding the
basic freight transport rate.

During 2008, a number of airlines have announced structural capacity cuts, in particular
from the 2008-2009 winter timetable, and immediately grounded their aircraft on
unprofitable or marginally profitable routes. Network adjustments were addressed by all
carriers, whereas pricing strategies seem to range from generalised increases in ticket
prices (e.g. fuel surcharges) and induced changes in air travel behaviour by price sensitive
flyers (i.e. by increasing baggage charges).

Rail

High oil prices have been far less of a problem for rail transport: fuel oil is a very small
percentage small percentage of total rail operating costs. However, rail freight faces a very
significant set of capacity problems and so rail has only a very limited ability to expand
market share. Railway operators usually transfer these cost increases to their customers,
even if, in the short term, many rail freight operators have had very limited options to
react.

Maritime

Maritime transport represents the largest freight modal share, being 76% of the total EU-
related tkm and the most energy-efficient mode, but it is also the sector more sensitive to
oil price increases. An increase of oil prices impacts directly on marine bunker fuel due to
absence of taxation and low distribution and refining costs. Furthermore, in the first half of
2008, fuel costs have gone up to roughly 50% of total shipping costs. Nevertheless, the
shipping sector has been but slightly affected and trade flows have not been slowed down
by increased oil prices. Recent drops in freight rates are the consequence of the world
economic crisis. The growth of traffic flows up to mid-2008 has been led by the strong
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world demand in the bulk (commodities) and containerised sectors and the related high
level of competition which has imposed a declining trend in freight rates in real terms.

Tab. 6.2 Overview of measures to respond to the effects of increasing oil prices

Sector Objective Intervention Implementation barriers Potential
role for
government
Road Passing on higher Use of the fuel surcharge = Market fragmentation. Low
energy costs to users. and inclusion of rate
adjustment clauses in
annual contracts.
Improve vehicle load Reduction of the % of Strong opposition to the Low
factors. empty trips and “mega truck” concept.
rightsizing of the fleet
operated.
Fleet renewal. Replacing the old fleet Difficult in particular for the High
with more energy efficient owner-driver to invest in
vehicles. the short-term.
Reduce fuel costs in Wider knowledge and use Medium
operating the existing of fleet management and
fleet. energy saving measures
(e.g. predictive
maintenance, tyre
management, vehicle
adaptation, etc.).
Investments in electronic
devices, filters and
telematics.
Ecodriving training.
Network redesign. Integration of intermodal High
short-sea and rail freight
services for long
distances.
Cooperation strategies. Vehicle sharing Low
agreements, procurement
communities.
Rail freight Passing on higher Use of the fuel surcharge Low
energy costs to users. and inclusion of rate
adjustment clauses in
annual contracts.
Improve service Reducing delivery times. High
attractiveness.
Aviation Passing on higher Use of the fuel surcharge Low
energy costs to users. and inclusion of rate
adjustment clauses in
annual contracts.
Fleet renewal. Replacing the old fleet Low
with more energy efficient
aircraft.
Insure the risk of higher Improve jet fuel hedging Low

oil prices.

strategies.
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Maritime Passing on higher Bunker adjustment Low
energy costs on users. factors.
Cut down fuel costs in Decrease vessel cruising Low
operating the fleet. speed.

Use of shore-side facilities

in port.
Cooperation strategies Vessel sharing Low
agreements.
Inland Passing on higher Use of the fuel surcharge = Market fragmentation Low
navigation energy costs on users. and inclusion of rate

adjustment clauses in
annual contracts.

Fleet renewal. Replacing the old fleet High
with more energy efficient
inland vessels.

6.3 Government measures

At European Union level, policy actions have been initiated in a reaction to the hikes in oil
prices occurred along the 2008, and after the protests moved across Europe over the same
year. The EU has acted preparing both long term and short term policy responses, including
tax breaks for energy savings and increased transparency of oil inventories. These
measures are expected to be enacted in the near future within the green taxation package.

Most of the recent Governments’ responses have tried to protect the road freight transport
hauliers by the sudden increase of the diesel price, by earmarking such raises to the
transport prices (see for instance the “Diesel clause”) and introducing automatic
adjustment mechanism of transport tariffs on the basis of the diesel price. Lastly, it has
also to be stressed that on the whole EU countries have not implemented fuel tax relieves
or fiscal compensation during the last period of higher crude oil prices.

6.4 Future scenarios

In its last interim Economic Forecast Report of January 2009, the European Commission
has revised its economic forecast for 2009, predicting long-lasting recession: Europe GDP is
expected to shrink of 0.1% in 2009. Reflecting the impact of the fiscal packages and
monetary easing, economic growth is expected to turn positive in 2010, but remaining still
relatively subdued until the end of 2010 with an annual growth of only 0.4 %. In this
situation, pressures to reconsider strategies and EU priorities in investing in more energy
efficient transport system may emerge. Also, the downward trend in oil prices makes new
technologies less competitive than traditional ones. Indeed, the drop of oil prices and the
current economic crisis are already posing problems, for example, for the alternative
energy sector. As oil prices goes down, so do the incentives for people to buy more
expensive renewable energy.

On the other hand, facing the challenges of climate change and obtaining secure access to
diminishing resources of oil are still on the agenda of the European Union. At this regard,
spending in green technology and energy efficiency represents the opportunity to stimulate
the economy in short-term and being sustainable over the long-term.

85



Policy Department B: Structural and Cohesion Policies

This is crucial considering that in the mid to long term, oil prices may go up, (i) as oil
production has already peaked in many areas of the world, and (ii) oil price falls are
delaying the development of new fields and this can lead to more severe constraints on oil
supply in the future.

Another possible cause of oil supply shortages may be geopolitical tensions, which are
currently rising in Russia and the Ukraine and in the Middle-East. In a situation of low oil
production capacity, any peak of oil demand can create at least problems of volatility,
which would hamper any kind of investment, not only in the oil sector.

Box 6.1 Oil price development

The study has analysed the impact of oil price changes across transport modes by taking as
reference the continuous oil prices rises which occurred from 2003 until July 2008. Since
that date, oil prices started to sharply decline below 50 US$/barrel, due to the global
economic crisis and demand contractions. Many analysts warn that, as for any commodity
price crash, the oil price downturn carries the seeds of its own reversal and it may come
unexpectedly quickly this time. Indeed, low prices and tight credit are not only hurting
economically marginal projects, such as those related to unconventional oil (tar sands, oil
shales, etc.) — even some conventional deepwater oilfields no longer meet oil companies’
investment criteria. The International Energy Agency estimated that projects worth 100bn
US$ have been shelved in the last year. Different problems are being faced by renewable
energy companies, as most of these require high investment capital. A third element worth
mentioning is oil price volatility, which may temporarily reduce aggregate output because it
may delay business investment by raising uncertainty or inducing costly sectoral resource
reallocation. In brief, the short term relief of plunging oil prices is being provided at a cost
of serious long term harm. Indeed, there is a general consensus among the experts that an
increase in energy prices should be regarded as a structural condition and the latest World
Energy Outlook, prepared yearly by the IEA in Paris (IEA, 2008), assumes a 2030 reference
scenario of high oil prices.

The high oil price scenario simulations presented in Chapter Five suggest that future oil
price shocks will tend to reflect resource scarcities to a greater extent than the shocks of
the 1970s, which means that future oil price shocks may be more serious than the past
ones. Nevertheless, oil price shocks have less potential to influence the whole economy
because of the lower oil intensity of the economy and a higher potential for introducing
valid technological alternatives than in the past.

The impact of high oil prices on the economy may be relevant in the short-term but more
limited in the medium/long-term. Mitigating the impacts by investing in energy efficiency
and alternatives could even lead to a positive economic impact in the medium to long-term,
while a world recession or a situation with insufficient energy supply could multiply the
negative impacts by factors of five to ten.

Investments in energy efficiency and alternatives may be regarded as the key factor for
dampening the negative impacts of high oil prices as they may (i) directly provide a
positive stimulus for the economy as part of final demand, and (ii) indirectly help to reduce
the vulnerability of the economy to oil price increases by reducing energy demand.

Looking at the effects of high oil prices specifically on transport, the impact will be stronger
on personal mobility than on freight transport because of the higher rigidity of freight
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traffic, which is strictly linked to the behaviour of the economy. Transport cost increases
will provoke a slow down in trade but it is expected to be small because of less pronounced
impact of oil prices on transport costs. At the same time, high oil prices are expected to
have a different impact on economic sectors with increased production in sectors like
energy and construction, which generates significant amounts of bulk goods often travelling
over shorter distances. The result will be to shorten the average distance of transported
goods, but at the same time to increase the number of tons transported.

6.5 Suggested measures

The policy response to high oil price situations should be sufficiently prompt in order to
allow the EU economies to adapt to the new environment. To be effective, the policies
should cover all modes of transport and should include ambitious fuel-efficiency targets,
improved standards for vehicles and fuels, reductions in road and air transport activity
through pricing, logistics and behavioural changes. The three main mutually supporting
policies are:

e Technological improvement (use of new vehicle technologies and alternative fuels),
* Pricing and taxation (reform of road vehicle taxation, road pricing, Eurovignette),

e Soft and eco-friendly measures (ICT, transport demand management, logistics
measures) able to optimise the use of private vehicles, improve the use of public
transport as well as to promote behavioural changes.

The following table (6.3) indicates in more detail the main recommendations, showing how
and in which way the EU can contribute to the implementation of the measures.

Tab. 6.3 Recommended measures to improve energy efficiency

How can EU contribute

Best level to act

Measures

Compulsory targets for EU
CO, emissions of cars
and vans.

Community strategy to reduce CO, emissions from
light commercial vehicles.

Improve alternative
fuels and energy
efficiency.

Reform of road
taxation.

Road pricing for long
distance freight.

Information
Communication
Technology.

Improve efficiency in
logistics.

Eco-driving .

EU
Member States

EU
Member States

EU
Member States

EU
Member States

EU
Local

EU
Member states

Source:

Promotion of energy efficiency in all transport modes
Promotion of alternative fuels.

Redefinition of road vehicle registration tax and
annual circulation tax by linking taxation to CO,
emissions and energy consumption.

Toll differentiation according to vehicle weight and
environmental performance and extend it to the
entire interurban road network.

Promotion of ICT research and development
applications on freight transport services and
infrastructure management.

Support for cooperative logistics schemes
Support for city logistics schemes.

Promotion of European strategy for improving
driving behaviour for energy efficiency and traffic
safety.

Elaboration on TRT, 2007
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