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FOREWORD BY THE CONTENT OFFICERS
Hello everybody! My first MEUS experience was not too long ago 
- March 2019 - and my freshly-gained impressions motivated me 
to support MEUS 2020 right away. I really enjoyed researching 
this topic! Every day, we read about polluted air, everyone 
wonders  how they can adapt individually, courts are issuing 
driving bans... Even though we, young people, have already 
started making our voices heard in terms of climate change, 
it is important to develop a differentiated opinion and this is 
best done through debates and discussions like MEUs! May this 
guide lead you through the various technical and legal aspects 
and shed some light on the work of European policy. Enjoy this 
experience to the fullest, it is a unique chance!

Good day, fellow participant! My name is Marco and one year 
ago I was exactly in your position. I am now honoured to present 
you this very important topic, along with the wonderful MEUS 
team. The environment is an everyday subject for our generation 
and eventually, it made its way to the political scene with a never-
before-seen force. However, the political debate always seems to 
water it down and never satisfy the expectations of the people. 
My wish for you is to understand the system difficulties and to 
overcome them, thanks to your unique knowledge coupled with  
this guide! Finally, do not forget to have fun, meet new people 
and enjoy the marvelous city that is Strasbourg. And mind the 
memes!

Hi! My name is Selin and I am a Content Officer for MEUS 
2020. Though I had been taking part in political simulations 
for a while, it was only after participating in MEUS 2019 that 
I realised a simulation could be fun and realistic at the same 
time. As a participant, I learned so much more about the EU 
than I ever had in classes and also ended up making a bunch of 
friends. I wanted to provide a similarly enjoyable and authentic 
experience for other people, so I decided to join the team! 
Hopefully, this topic guide will be a gateway to you having a 
great experience during your time as a participant by helping 
you prepare enough to enjoy the debates on a topic particularly 
relevant these days. I hope you have as great a time as I did!

JORINDE

MARCO

SELIN
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2. While the transport sector has considerably reduced its emissions of air pollutants in the 
EU over the last decades, it remains the largest contributor to NOx emissions, the strongest 
air pollutant particles5. This way, this proposal sets cost-effective CO2 emission reduction 
targets for new light-duty vehicles up to 2030 combined with a dedicated incentive 
mechanism to increase the share of zero/low-emission vehicles, which vastly reduce this 
type of emissions. NOx are mainly emitted by diesel vehicles, while their percentage for 
petrol vehicles is lower and zero for electric vehicles.

This will ensure that the EU automotive industry maintains its technological leadership, thus 
strengthening its competitiveness. At the same time, the incentive mechanism to increase 
the share of zero/low-emission vehicles will in particular contribute to the reduction of air 
pollutants and in turn increase air quality with public health benefits at urban, regional, and 
national level.

3. New dedicated governance mechanisms intending to ensure that during the assessment 
of CO2 emission and fuel average consumption values remain true to those on the road. 
The proposal also ensures that efforts among the manufacturers are fairly distributed, thus 
increasing and not reducing the effectiveness of European industries.

2. LEGAL PROPOSAL AND CONTENTIOUS POINTS
2.1. CONTENT OF THE PROPOSAL
The proposal pertains to the EU fleet-wide CO2 emission targets for new passenger cars and 
vans for 2020, 2025 and 2030. It contains a number of overarching elements, namely about 
the targets that are set, the distribution of effort, incentive mechanisms for zero- and low-
emission vehicles (ZLEV), elements for cost-effective implementation (such as rules on pooling, 
derogations, and eco-innovations), and governance.

In regards to the targets that are set, the proposal contains targets based on the existing ‘new 
European driving cycle’ (NEDC) standard6 for 2020 of 95 g/km of CO2 for cars7 and 147 g/km 
for vans8. For reference, the average emissions of new cars registered in the EU in 2018 was 
120.4 g CO2/km and 158.1 g CO2/km for vans. Additionally, the proposal has new targets for 
2025 and 2030. From 2021 onwards, the specific emission targets would be based on the new 
‘World Harmonised Light Vehicle Test Procedure’ (WLTP). The WLTP-based fleet-wide targets 
for 2025 and 2030 would be expressed as percentage reductions - i.e. 15% reduction from 
2025 onwards, and a 30% reduction from 2030 onwards - in relation to the average of each 
manufacturer’s specific emission targets for 2021. 

The distribution of effort related to the reduction of CO2 would be done among manufacturers 
on the basis of the average mass of the vehicle fleet over a certain period. Currently, a ‘limit-
value-curve’ is in use to pinpoint the specific emission targets for individual manufacturers. 
This ‘curve’, which is an upward sloping line, sets the relationship between CO2 emissions 
and the vehicle mass, where it leads to heavier cars being permitted to emit more CO2 than 
lighter cars. However, the overall average target of 95 g CO2/km is still taken into account and 
5 NOx. A term for nitric oxide (NO) and nitrogen dioxide (NO2), gasses which contribute to the 
creation of smog and acid rain. A greenhouse gas, possibly impacting the ozone layer. See more 
here: World Health Organisation: Health and sustainable development (2019)
6 It should be noted that this standard is now seen as rather inaccurate in assessing real-world 
emission levels, which is why the proposal intends to use the WLTP from 2021.
7 Approx. 4.1 litres/100 km of petrol and 3.6 litres/100 km of diesel. 
8 Approx. 5.5 litres/100 km of diesel.

1. TOPICAL BACKGROUND
Since scepticism on climate change is steadily reducing, NGOs and activists have been raising 
awareness on the issue by targeting more and more specific sectors, especially those with 
the greatest impact. Among them, transportation plays a remarkable role as the fastest-
growing contributor to climate emissions. In fact, even if it represented just 14% of the global 
Greenhouse Gas (GHG) emissions in 2014, almost all (95%) of the world’s transportation energy 
comes from petroleum-based fuels, largely gasoline and diesel1. Aeroplanes and cruise ships 
are the biggest contributors per kilometre. Science is yet to deliver efficient ways to drastically 
reduce emissions from those means of transportation. Globally speaking, however,  the biggest 
contributor to polluting emissions resulting from transport is of land transportation, amounting 
at 72,1% of European Union emissions (2018). Light-Duty Vehicles (LDV) - in other words, 
passenger cars and vans - are considered to be the biggest cause2.

Year after year, the Union is developing a comprehensive policy towards the environment, 
which includes a number of directives and regulations intending to reduce climate emissions 
and pave the path to a carbon-neutral continent. In the sector of LDV, the EU policy on CO2 
emission standards valid until 2020/2021 have contributed significantly to reduce emissions. 
There has indeed been a strong push for innovation and investments in low carbon and zero-
emission technologies.

However, many concerns have appeared in the context. Firstly, in the absence of tighter standards 
for the period beyond 2020, the EU risks losing its technological leadership in particular with 
respect to zero/low emission vehicles3.  Secondly, the Paris Agreement of 2015 confirmed the 
commitment of the global community to limit global warming below 2°C. In order to play its 
part in achieving this target, the EU must reframe the relevant legal acts. In fact, the current 
implemented policies on greenhouse gas emissions are not expected to sufficiently decrease 
to reach the target of at least 40% emission reduction compared to 1990 that the EU Member 
States have agreed on4. Road transport was responsible for 22% of EU greenhouse emissions 
in 2015 with a steady increase in this share since 1990. Passenger cars and vans accounted 
for 72,1% of road transport greenhouse emissions in 2018. Thirdly, it has been found that the 
current emission evaluation systems do not show the real average emissions. In fact, new light-
duty vehicles are polluting more than what the EU standards would allow for new models. In 
other words, car buyers have been misled and more greenhouse gases have been released. 

The EU’s policy on CO2 and light-duty vehicles wishes to address these concerns and intends 
to fix them.

1. It aims to provide a clear signal to the industrial sector in order to increase investments, 
stimulate employment, foster innovation and competitiveness in the global market. 
Moreover, it wishes to accelerate the deployment of zero/low-emission vehicles and the 
development of fuel-efficient technologies in the EU; reducing costs for the European 
citizens in result, who would then be more willing to buy a new less polluting car.

1 United States Environmental Protection Agency: Global Greenhouse Gas Emissions Data (2019)
2 European Environment Agency: Greenhouse gas emissions from transport in Europe (2019)
3 European Commission: Proposal for a REGULATION OF THE EUROPEAN PARLIAMENT AND OF 
THE COUNCIL setting emission performance standards for new passenger cars  and  for new light 
commercial vehicles as part of the Union’s integrated approach to reduce emissions from light-
duty vehicles and amending Regulation (EC) No 715/2007 (recast) (2017)
4 European Commission: Average emissions from new light-duty vehicles registered in Europe in-
creased in 2018, requiring significant future emission reductions to meet upcoming 2020 and 2021 
targets (2019)

https://www.who.int/sustainable-development/transport/health-risks/climate-impacts/en/
https://www.epa.gov/ghgemissions/global-greenhouse-gas-emissions-data#Trends
https://www.eea.europa.eu/data-and-maps/indicators/transport-emissions-of-greenhouse-gases/transport-emissions-of-greenhouse-gases-11
https://eur-lex.europa.eu/legal-content/EN/TXT/?uri=CELEX%3A52017PC0676R%2801%29
https://eur-lex.europa.eu/legal-content/EN/TXT/?uri=CELEX%3A52017PC0676R%2801%29
https://eur-lex.europa.eu/legal-content/EN/TXT/?uri=CELEX%3A52017PC0676R%2801%29
https://eur-lex.europa.eu/legal-content/EN/TXT/?uri=CELEX%3A52017PC0676R%2801%29
https://ec.europa.eu/clima/news/average-co2-emissions-new-light-duty-vehicles-registered-europe-increased-2018-requiring_en
https://ec.europa.eu/clima/news/average-co2-emissions-new-light-duty-vehicles-registered-europe-increased-2018-requiring_en
https://ec.europa.eu/clima/news/average-co2-emissions-new-light-duty-vehicles-registered-europe-increased-2018-requiring_en
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the effort to reduce emissions is distributed equally among manufacturers, with every kind of 
vehicle needing to reduce emissions by a certain percentage.

The proposal also includes an incentive mechanism for zero- and low-emission vehicles, with the 
aim of getting more people to switch to these kinds of vehicles. Zero-emission vehicles include 
battery, electric, or fuel-cell vehicles. Low-emission vehicles with tailpipe CO2 emissions of less 
than 50 g/km are mainly plug-in hybrid vehicles equipped with both a conventional and an 
electric engine. More lenient CO2 targets would be granted to those manufacturers that have 
a proportion of ZLEV greater than the proposed benchmark levels of 15% in 2025 and 30% 
in 2030. While determining that proportion, the emission performance of the vehicles would 
be considered, so that a zero-emission vehicle would be weighted more heavily, and thus 
incentivised more than a low-emission vehicle.

Several measures are also present in the proposal with regards to elements for cost-effective 
implementation. The stipulation on super credits would remain the same and would be applied 
until the end of 2022. The excess emissions premium for manufacturers that surpass their 
targets would also be preserved. The Commission would be empowered to formulate the 
specifics for pooling arrangements between independent manufacturers, especially when it 
comes to competition rules.

Niche manufacturers of cars (defined as those that register between 10,000-300,000 new 
vehicles), would no longer be able to benefit from a derogation from the 95 g CO2/km target 
after 2025; nonetheless, small volume manufacturers (defined as those that register between 
1,000-10,000 vehicles for cars, and 1,000-22,000 vehicles for vans) would still be able to apply 
for a derogation from their specific emissions targets. Manufacturers would also maintain the 
ability to benefit from reduced average emissions by equipping their vehicles with approved 
eco-innovations. To account for the eco-innovation savings that may take place due to the 
change in the regulatory test procedure, the Commission, after 2025, would be empowered 
to modify the 7 g CO2/km limit in place on the CO2 savings that a manufacturer can include. 
The criteria for eco-innovations to be considered eligible would stay the same until the end 
of 2024. From 2025 onwards, air-conditioning equipment would  also become eligible for 
consideration as an eco-innovation.

Finally, the governance - taken within the context of this proposal - refers to two specific 
elements that have been newly introduced so as to strengthen the efficacy of this Regulation. 
The first new element is that which relates to the verification of CO2 emissions of vehicles 
in-service. Essentially, in-service verification refers to checking the conformity between the 
vehicles placed on the market and the reference vehicles tested at ‘type approval’. Type 
approval authorities would need to report any detected differences to the Commission, who 
would then need to consider the differences when checking manufacturers’ compliance with 
their targets. The previously mentioned authorities would also need to check whether or not 
any strategies artificially improving the vehicle’s performance in the type-approval tests are 
present.

The second element is that of measures to ensure the emission test procedure results 
are representative of real-world emissions. In order to keep the difference between 
emissions tested in the lab and real-world emissions as low as possible, the Commission, 
starting in 2021, would regularly gather data on the real-world CO2 emissions and 
energy consumption of cars and vans using the on-board fuel consumption monitoring 
devices (OBFCM). This would essentially be a fuel consumption meter that is equipped 
in all cars  Thus, the general stipulations on the monitoring of CO2 data would be 
maintained, but with a reinforced obligation on Member States to guarantee high 
quality data and work in tandem with the Commission.

2.2. CONTENTIOUS POINTS
There are inevitably a number of points of contention within this proposal. One of the main 
points is that relating to the general level of ambition regarding the 2025 and 2030 targets 
and the ZLEV incentive mechanism, in terms of the proposal being both overly ambitious and 
insufficiently so according to different groups. Though there is an overall agreement for the 
necessity to decarbonize transport, there is also debate over the pace of such a transition. This 
debate is mainly focused on the impacts on competitiveness, jobs, and consumers, as well as 
how these impacts may differ between each Member State. It should be noted that a significant 
amount of Member States wish to increase their ambition level, arguing that it is needed to 
meet the national targets outlined in the Effort Sharing Regulation, the objectives of the Paris 
Agreement, and that it would make sure that the sector stays innovative and competitive 
in the longer term. Nonetheless, there are still divergences in the group of Member States 
vying for greater ambition. Several Member States wish to increase both the 2025 and 2030 
targets, while others just wishes to maintain the 2030 target. Some support treating cars and 
vans differently while others prefer to have the same targets for cars and vans. A number of 
Member States would like to strengthen the ZLEV incentives mechanism by increasing the ZLEV 
benchmarks (which refer to the share of ZLEV beyond which the specific CO2 emissions target 
of a manufacturer will be relaxed) even more and adding a “malus”, in which not reaching the 
ZLEV benchmarks results in higher CO2 targets, or by favoring zero-emission vehicles in the 
mechanism. Conversely, a number of Member States have called for ambitious, but realistic 
and achievable targets, taking into account other aspects like jobs, competitiveness and costs 
for consumers. In general, these Member States opposing higher ambition have been against 
the addition of a “malus” in the ZLEV-incentives mechanism.

Moreover, the question of the mass utility parameter has been tied to the level of ambition 
by some Member States who wish to remove it in its totality, while others only for cars. The 
remaining ones are against it being deleted, supporting the Commission proposal and arguing 
that the issue of mass is instead tied to competition between manufacturers. Again related 
to ambition levels, some Member States continue to voice their wish to maintain the niche 
derogation after 2025.

Besides Member States, several different stakeholders have also voiced their opposition to 
different parts of the proposal. Some stakeholder groups have argued that a more multifaceted 
approach to road transport emissions is necessary, which they claim can lower emissions more 
effectively than just concentrating on emissions from newly registered vehicles. Another point 
of contention is based on the assertion that despite the proposal not favoring any particular 
technology in principle, it does advantage electric vehicles in practice. The argument for this 
goes that different technologies, including internal combustion engines, can attain the emission 
reductions being aimed for, in conjunction with lower-carbon liquid fuels; the proponents of 
this argument deride the text as it stands now for overlooking the life cycle performance of 
cars, batteries, electricity or fuels.

On the other hand, there has also been opposition directed at the proposal by consumer 
organizations for not imposing a binding market share for electric vehicles, arguing that this 
would promote the entry of electric cars into the market more quickly and lower costs for 
consumers. Environmental groups, besides criticizing the proposal for insufficient ambition, 
also contend that the target for zero-emission vehicles is mostly ineffective since there are no 
penalties.
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2.3. KEY DEFINITIONS
Here you can find definitions that are crucial to understand the proposal but are not clearly 
defined within the legislative text you will be debating.

Term Explanation

Light commercial 
vehicles

Vehicles designed and constructed for the carriage of goods and 
having a maximum mass not exceeding 3,5 tonnes.

NEDC The ‘new European driving cycle’ is a driving cycle designed for the 
assessment of emission levels of car engines and fuel economy in 
passenger cars. A driving cycle is a set of data points representing 
the speed of a vehicle versus time.

Passenger cars Vehicles designed and constructed for the carriage of passengers 
and comprising no more than eight seats in addition to the driver’s 
seat.

Super credits Super credits refers to the way in which vehicles with CO2 emissions 
lower than 50 g/km will count more towards reaching the average 
CO2 emissions target, in comparison to vehicles that emit more 
than 50 g/km, that an individual manufacturer has. This system will 
only be in place between 2020-2022 with the incentive for such 
zero- and low-emission vehicles decreasing each year. A vehicle 
emitting less than 50 g/km will count as 2 vehicles in 2020, 1.67 in 
2021, and 1.33 in 2022. What this means in practice is explained 
below.
For instance, without the super credits, if a manufacturer sold 1 
vehicle emitting less than 50 g/km and one above, the average 
would be taken and should be in accordance with the target they 
have. 
With super credits, the manufacturer sells 1 vehicle emitting less 
than 50 g/km but it will count as if they sold 2 of these vehicles 
(in 2020). So, they will then be able to sell vehicles that emit more 
while still meeting their targets since the target is an average of the 
emissions. This incentive would slowly decrease to 1 sale of a low-
emitting vehicle counting as 1.67 vehicles in 2021 and 1.33 in 2022.

Excess emissions 
premium

If the average CO2 emissions of a manufacturer’s vehicle fleet is 
more than the target which they were given in a certain year, then 
that manufacturer must pay for the extra CO2. This fee is €95 for 
every g/km of CO2 emitted that fell above the target.

Type-approval The procedure whereby a Member State certifies that a type of 
vehicle, system, component or separate technical unit satisfies the 
relevant administrative provisions and technical requirements.

Term Explanation

Mass utility 
parameter

The “utility” of the vehicle refers to the purpose of the vehicle, since 
there is no one type of vehicle. Vehicles with different purposes are 
produced by different manufacturers that have different targets 
for their emissions. The “mass utility parameter” is then the way in 
which it was decided to measure the purpose of the vehicle based 
on its mass, as opposed to, for example, on its footprint. Thus, the 
targets for individual manufacturers that vary based on the utility 
of the vehicle are calculated by comparisons of the average weight 
of the vehicles they produce.

Multi-stage 
type-approval

The procedure whereby one or more Member States certify that, 
depending on the state of completion, an incomplete or completed 
type of vehicle satisfies the relevant administrative provisions and 
technical requirements of the Directive 2007/46/EC.

Non-ETS sector It covers those sectors that are outside the EU Emissions Trading 
Scheme and includes agriculture, transport, residential, commercial, 
waste, and non-energy intensive industry.

OBFCM On-board fuel consumption monitoring devices.

WLTP The Worldwide Harmonised Light Vehicle Test Procedure. A 
global, harmonized standard procedure to determine the levels 
of pollutants, CO2 emissions and fuel consumption of traditional, 
hybrid and electric cars.
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2.4. KEY ARTICLES
Here you can find the most important (and contentious) provisions for you to understand within the legislative text. While it is important for you to go over all articles within the text and there can be other 
contentious provisions in articles that have not been mentioned here, this can help you with which parts of the text you could particularly focus on.

Key provision Explanation / Points for discussion

Art.
1

1. This Regulation establishes CO2 emissions performance requirements for new passenger cars 
and for new light commercial vehicles in order to ensure the proper functioning of the internal 
market.

2. From 1 January 2020, this Regulation sets an EU fleet-wide target of 95 g CO2/km for the 
average emissions of new passenger cars and an EU fleet-wide target of 147 g CO2/km for the 
average emissions of new light commercial vehicles registered in the Union, as measured until 31 
December 2020 in accordance with Regulation (EC) No 692/2008 together with Implementing 
Regulations (EU) 2017/1152 and (EU) 2017/1153, and, from 1 January 2021 measured in accordance 
with Regulation (EU) 2017/1151.

3. This Regulation will until 31 December 2024 be complemented by additional measures 
corresponding to a reduction of 10 g CO2/km as part of the Union’s integrated approach 
referred to in the 2007 Communication from the Commission to the Council and the European 
Parliament.

4. From 1 January 2025 the following EU fleet-wide targets shall apply:

(a)  for the average emissions of the new passenger car fleet, an EU fleet-wide target equal 
to a 15% reduction of the average of the specific emissions targets in 2021 determined in 
accordance with point 6.1.1 of Part A of Annex I;

(b)  for the average emissions of the new light commercial vehicles fleet, an EU fleet-wide 
target equal to a 15% reduction of the average of the specific emissions targets in 2021 
determined in accordance with point 6.1.1 of Part B of Annex I;

5. From 1 January 2030 the following targets shall apply:

(a)  for the average emissions of the new passenger car fleet, an EU fleet-wide target equal 
to a 30% reduction of the average of the specific emissions targets in 2021 determined in 
accordance with point 6.1.2 of Part A of Annex I;

(b)  for the average emissions of the new light commercial vehicles fleet, an EU fleet- wide 
target equal to a 30% reduction of the average of the specific emissions targets in 2021 
determined in accordance with point 6.1.2 of Part B of Annex I.

This Article lays down the objectives of this regulation namely the EU fleet-wide CO2 emissions 
standards for new passenger cars and new light commercial vehicles. Its targets are graduated 
over the time between 2020, 2025 and 2030 in order to ensure a coherent transition. This Article 
encourages discussion as to whether the proposed objectives are ambitious enough or whether 
they can be met in practice at all, taking into consideration to strike the right balance in terms 
of providing an adequate contribution to reducing CO2 emissions and ensuring European jobs 
and growth and competitiveness of the European automotive industry. It may also be questioned 
whether the timetable is realistic and feasible.
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Key provision Explanation / Points for discussion

Art.
4

1. The manufacturer shall ensure that its average specific emissions of CO2 do not exceed the 
following specific emissions targets:

(a)  for calendar year 2020, the specific emissions target determined in accordance with 
points 1 and 2 of Part A of Annex I in the case of passenger cars, or points 1 and 2 of Part 
B of Annex I in the case of light commercial vehicles, or where a manufacturer is granted a 
derogation under Article 10, in accordance with that derogation;

(b)  for each calendar year from 2021 until 2024, the specific emissions target determined 
in accordance with points 3 and 4 of Parts A or B of Annex I as appropriate or, where a 
manufacturer is granted a derogation under Article 10, in accordance with that derogation 
and point 5 of Parts A or B of Annex I;

(c)  for each calendar year, starting from 2025, the specific emissions targets determined in 
accordance with point 6.3 of Parts A or B of Annex I.
In the case of light commercial vehicles, where the specific emissions of the completed vehicle 
are not available, the manufacturer of the base vehicle shall use the specific emissions of the 
base vehicle for determining its average specific emissions of CO2.
For the purposes of determining each manufacturer’s average specific emissions of CO2, the 
following percentages of each manufacturer’s new passenger cars registered in the relevant 
year shall be taken into account:

–  95 % in 2020,
–  100 % from 2021 onwards.

This Article specifies that manufacturers are generally obliged to ensure that the average CO2 
emissions of its fleet of newly registered vehicles do not exceed its annual specific emission 
targets. These targets are specific for every manufacturer and based on a calculated function 
laid out in Annex I. Starting from 2025 the specific emission targets will be calculated taking into 
account the share of zero- and low-emission vehicles in the manufacturer’s fleet.
While this article is relatively technical, participants may debate about whether it adds another 
layer of efficiency to this regulation, considering that it takes into account the individuality of 
manufacturers.

Art.
8

1. In respect of each calendar year, the Commission shall impose an excess emissions premium 
on a manufacturer or pool manager, as appropriate, where a manufacturer’s average specific 
emissions of CO2 exceed its specific emissions target.
The excess emissions premium under paragraph 1 shall be calculated using the following formula:
(Excess emissions × EUR 95) × number of newly registered vehicles.
For the purposes of this Article the following definitions shall apply:

–  ‘excess emissions’ means the positive number of grams per kilometre by which a 
manufacturer’s average specific emissions of CO2, taking into account CO2 emissions 
reductions due to innovative technologies approved in accordance with Article 11, exceeded 
its specific emissions target in the calendar year or part thereof to which the obligation under 
Article 4 applies, rounded to the nearest three decimal places, and
–  ‘number of newly registered vehicles’ means the number of new passenger cars or new 
light commercial vehicles counted separately of which it is the manufacturer and which were 
registered in that period according to the phase-in criteria as set out in Article 4(3).
The Commission shall determine the means for collecting excess emissions premiums under 
paragraph 1 by means of implementing acts. Those implementing acts shall be adopted in 
accordance with the examination procedure referred to in Article 15(2).
The amounts of the excess emissions premium shall be considered as revenue for the general 
budget of the Union.

This Article specifies the financial penalties (excess emissions premium) imposed on manufacturers 
in cases of non-compliance with the regulations specific emissions targets (exceeding). This is 
exciting to discuss about, as parties and states certainly disagree on how high these sanctions 
should be and whether they are effective enough to bind manufacturers to compliance. Further, 
it may be interesting to debate about what the amounts of the excess emissions premium are 
used for (see para. 4).



14 15

Key provision Explanation / Points for discussion

Art.
10

1. An application for a derogation from 
the specific emissions target calculated 
in accordance with Annex I may be made 
by a manufacturer of fewer than 10 000 
new passenger cars or 22 000 new light 
commercial vehicles registered in the 
Union per calendar year, and which:

(a)  is not part of a group of connected 
manufacturers; or

(b)  is part of a group of connected 
manufacturers that is responsible 
in total for fewer than 10 000 new 
passenger cars or 22 000 new light 
commercial vehicles registered in the 
Union per calendar year; or

(c) is part of a group of connected 
manufacturers but operates its own 
production facilities and design 
centre.

[…]

This Article concerns small volume 
manufacturers who can apply for 
a derogation from their specific 
emissions targets. It may certainly be 
up to debate whether these provisions 
should exist at all or to what extent 
niche manufacturers of cars should be 
“favoured”.

3. ADDITIONAL READING
1. European Parliament: Post 2020 CO2 emission targets for cars and vans: the right 

level of ambition? Workshop Proceedings (2018)

2. International Council on Clean Transportation: CO2 Emission standards for passenger 
cars and light-commercial vehicles in the European Union (2019)

3. Deutsche Bank Research: New CO2 emission standards for passenger cars Will car 
buyers play to the tune? (2017)

4. European Automobile Manufacturers Association: Environment and Sustainability 
(2019)

5. European Parliament: EU Legislation in Progress Briefing: CO2 standards for new 
cars and vans (2019)

6. European Commission: Driving Clean Mobility: Questions & Answers on the initiatives 
that protect the planet, empower its consumers, and defend its industry and workers 
(2017), specifically Section 2

4. POSITIONS
4.1. EU MEMBER STATES

AUSTRIA
Due to the recent elections, coalition talks between the ÖVP (EPP) and the Grünen (Green/
EFA) are currently (12/2019) ongoing. 

The previous government of Austria released the Climate and Energy Strategy #mission2030 
in May 2018, which describes in detail how Austria aims to achieve its climate and energy 
goals. In its context, Austria has supported the replacement of fossil fuels by switching to 
zero-emission vehicles and to energy from renewable sources. The strategy points out that 
in addition to electricity, sustainable biofuels or hydrogen produced from renewable energy 
can be used for applications that do not lend themselves to electrification.

BELGIUM
Coalition talks for the formation of the Belgian federal government are currently (12/2019) 
ongoing. In the meantime, the previous minority government acts in interim. It consists of 
the Walloon liberal MR (RE), the Flemish liberal Open VLD (RE) and the Flemish Christian 
democratic CD&V (EPP). 

Belgium has welcomed the proposal by the Commission and expressed its necessity of a 
higher level of ambition regarding target reductions. They were to be technically feasible 
and would bring many benefits to the EU’s economy, as well as its industrial policy. They 
also urge to accelerate the pace of transition to zero and low emission vehicles in Europe. 

BULGARIA
The current government of Bulgaria is composed of the Citizens for European Development 
of Bulgaria (EPP) and the United Patriots (ECR), a coalition of three far-right parties.

Bulgaria has not been in favour of increasing the targets for reduction of CO2 emissions. 
Currently, based on the most recent available data from 2017, Bulgarian new passenger 
cars emissions are above the EU average. Bulgaria also has a very low level of zero- or low-
emissions vehicles within its national fleet.

CROATIA
The Croatian Democratic Union (EPP), the biggest party in Croatia, has been ruling via a 
coalition with several smaller parties since the snap elections in 2016 (though there seems 
to be some volatility in the coalition, so it is recommended to stay up to date with any 
potential developments).

Currently (based on the most recent available data) Croatia has recorded new 
passenger cars emissions notably below the EU average. Its new lightweight 
commercial vehicles emissions are also below the EU average. However, between 
2016 and 2017, there has been an increase in emissions of new passenger cars, 
while still achieving moderate reductions in the emissions of new lightweight 
vehicles.  

https://www.europarl.europa.eu/RegData/etudes/STUD/2018/618992/IPOL_STU(2018)618992_EN.pdf
https://www.europarl.europa.eu/RegData/etudes/STUD/2018/618992/IPOL_STU(2018)618992_EN.pdf
https://theicct.org/sites/default/files/publications/EU-LCV-CO2-2030_ICCTupdate_201901.pdf
https://theicct.org/sites/default/files/publications/EU-LCV-CO2-2030_ICCTupdate_201901.pdf
https://www.dbresearch.com/PROD/RPS_EN-PROD/PROD0000000000457483/New_CO2_emission_standards_for_passenger_cars%3A_Wil.PDF
https://www.dbresearch.com/PROD/RPS_EN-PROD/PROD0000000000457483/New_CO2_emission_standards_for_passenger_cars%3A_Wil.PDF
https://www.acea.be/industry-topics/tag/category/environment-and-sustainability
https://www.europarl.europa.eu/RegData/etudes/BRIE/2018/614689/EPRS_BRI(2018)614689_EN.pdf
https://www.europarl.europa.eu/RegData/etudes/BRIE/2018/614689/EPRS_BRI(2018)614689_EN.pdf
https://ec.europa.eu/commission/presscorner/detail/en/MEMO_17_4243
https://ec.europa.eu/commission/presscorner/detail/en/MEMO_17_4243
https://www.bmnt.gv.at/service/publikationen/umwelt/mission-2030-austrian-climate-and-energy-strategy.html
https://www.bmnt.gv.at/service/publikationen/umwelt/mission-2030-austrian-climate-and-energy-strategy.html
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CYPRUS
The Cypriot government is led by the Democratic Rally (EPP), which is a conservative, centre-
right party, embracing policies common to parties with Christian, democratic orientation.

Cyprus is not only failing to reduce CO2 emissions; it tops the EU list for the highest use of 
petrol-powered cars with just 1% of vehicles running on alternative fuels such as electricity, 
natural gas and biofuels. According to estimates made by the Cyprus Greens, the Cypriot 
taxpayer will pay at least €40 million a year’s worth of fines. Cyprus has not introduced 
incentives for people to change their petrol-fuelled cars.

CZECHIA
The government of the Czechia is formed by a minority coalition between the ANO (RE) 
and the Czech Social Democratic Party (S&D).The Czech government is currently facing the 
biggest protests since the fall of the Iron Curtain.

The automotive industry based in the Czechia is one of its most important industry and one 
of the most effective drivers of the economy. Czechia hosts one of the highest concentrations 
of automotive-related manufacturing and design activity in the world. Many investors have 
already begun the modernisation of the factories to welcome the production of electric 
vehicles.

DENMARK
The parliamentary monarchy in Denmark is being led by a minority social democratic 
government. It relies on the votes in parliament from the Red–Green Alliance (GUE/NGL), 
the Socialist People’s Party (Greens/EFA), and the Social Liberal Party (RE).

Denmark’s Minister of Climate, Energy and Utilities expressed that the EU needs more 
ambitious reduction targets to prevent the EU manufacturing industry from losing 
momentum at a time when the industry worldwide is on the brink of transformative change. 
The government called for an EU wide strategy to phase out diesel and petrol cars, including 
an allowance on restriction of sales at Member State level, intending to put in force its own 
national ban by 2030.

ESTONIA
The Estonian government is headed by the left-leaning Center Party (RE), which is in a 
coalition with the eurosceptic EKRE (ID) and the conservative Fatherland party (EPP). 

Estonia has the highest emissions for new passenger cars in the EU. It is also the only 
Member State with new passenger cars emitting more CO2 than the EU target that has been 
set. Estonia’s emissions from new light-weight commercial vehicles are very slightly below 
the EU average. Despite these high figures, Estonia has achieved reductions in emissions of 
new passenger car emissions and light-weight commercial vehicles.

FINLAND
The Finnish Government is composed of a coalition between the Social Democratic Party 
(S&D), the Centre Party (RE), the Green League (Greens/EFA), the Left Alliance (GUE/NGL) 
and the Swedish People’s Party of Finland (RE).

Finland’s newly registered passenger cars are slightly below the EU average for new 
registrations, achieving the highest decrease in emissions from new passenger cars. 
However, its new light-weight commercial vehicles emissions are above the EU average. 
Finland is performing well in the arena of zero- and low-emission vehicles, with it having 
the third highest share across the EU when it comes to electric vehicles as a proportion 
of the national car fleet (2.6%).

FRANCE
The French government is led by La République en Marche (RE). It is a  pro-European, 
liberal party which has been founded by France’s president Emmanuel Macron prior to his 
election in 2017.

Transport is among the principal sources of air pollution in France, being responsible for 
53% of the nitrogen oxides emissions alone. France, with the National Low-Carbon Strategy 
and the Multi-Year Energy Program, aims to achieve a 50% intermediate reduction in CO2 
emissions from new cars in 2030 compared to 2021. The measures are seen as an ambitious 
but incomplete and ineffective policies by the Gillets Jaune movements which originally 
started to protest against the government’s plan to implement a tax on fossil fuels (such as 
Diesel).

GERMANY
The German government is led by Angela Merkel’s CDU (EPP) in coalition with the CSU 
(EPP) and the SPD (S&D).

In the aftermath of the diesel emission scandal and following car bans in cities, Germany has 
been concerned with the question of how pollutant emissions and climate-impacting CO2 
emissions from vehicles can be controlled. The automotive sector is a controversial topic, as 
it contributes to economic upswing, but only extensive electrification of means of transport 
can meet emission targets. However, politicians remain split, and the Federal Ministry for 
the Environment requests more ambitious targets as opposed to the Industry and Transport 
Ministry.

GREECE
The Greek government is formed by the New Democracy party (EPP), positioned on centre-
right wing of the political spectrum.

Amid strong demand for automotive vehicles, several domestic and foreign Original 
Equipment Manufacturers are planning to expand their production bases in Greece. Greece 
prioritizes the automotive segment as a key revenue generator and is encouraging the flow 
of foreign investments in the automotive industry. Passenger cars and light commercial 
vehicles are witnessing a steady increase in demand. Greek authorities are expected to roll 
out tax incentives in only for units with low emissions, such as electric and hybrid cars.

HUNGARY
The Hungarian government is composed of the national-conservative, right-wing populist 
party Fidesz (EPP, suspended) and its satellite Christian Democratic People’s Party. The head 
of the government, Viktor Orbán, is well-known for his Eurosceptic and nationalist views.

Hungary was the first member state to ratify the Paris Agreement. Although it often states 
the environment should be protected, it is often criticised for, for example, keeping taxation 
on solar panels in place. The country hosts production plants from Audi and Suzuki. However, 
there are no signs of incentives for the purchase of new less polluting cars. Hungary has 
met its Kyoto and EU obligations in greenhouse gas reductions, but at the same time is an 
advocate of non-binding measures, being in favour of recommendations instead of strict 
rules.
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IRELAND
The Irish minority government is led by the liberal conservative Fine Gael Party (EPP) in 
coalition with independent members of the Irish Parliament.

Ireland has called for an electrification of mobility systems, moving to new technologies 
such as electric vehicles and introduction of electric and hybrid traction systems for 
public transport fleets. With the “Project Ireland 2040”, it has proposed an ambitious 
decarbonisation plan: Public bus fleets in the cities are no longer allowed to buy diesel 
buses, and the charging infrastructure will be expanded so that half a million electric vehicles 
will be on Ireland’s roads by 2030. From this point onwards, only purely electric vehicles will 
be able to be newly registered. The Irish government wishes to ban all fossil fuel-powered 
vehicles from 2045 onwards.

ITALY
The current government is based on a coalition formed by the anti-establishment Five Star 
Movement (non-affiliated), Partito Democratico (S&D), and a number of minor parties.

Italy promotes the purchase of new light-duty vehicles powered by alternative fuels or 
electricity and the sales have risen by 120% since last year. The recent merging agreement 
between PSA (Citroën, DS, Opel, Peugeot and Vauxhall) and Fiat, the main car manufacturer, 
aims at sharing technologies to produce more green vehicles. However, as the government 
is shifting its focus on electric vehicles, Fiat has not pursued alternative mobility. In fact, 
it has been mainly researching vehicles running on condensed natural gas due to Italy’s 
promotion of methane.

LATVIA
Latvia has a centre-right government formed by the New Unity party (EPP), the New 
Conservative Party, Development/For! (RE), KPV LV and the National Alliance (ECR).

In recent years Latvia has reduced greenhouse gas emissions and is on track to meet its 
2020 target outside the European Union Emissions Trading System. The approval of the 
Alternative Fuel Development Plan 2017-2020 aims to increase the use of alternative fuels 
in transport sectors in order to reduce emissions. Reductions in transport-sectors emissions 
have also been achieved thanks to the improvement in the infrastructure for recharging of 
electric vehicles.

LITHUANIA
The current government was formed between the Lithuanian Farmers and Greens Union 
(Greens/EFA) and the Social Democrats (S&D).

Lithuania shares the trend of most of the lower GDP per capita Member States with respect 
to the car market. These countries have little to zero electric cars. Lithuania in particular has 
seen the purchase of only 143 electric cars in the last year, which is 0,4% of the overall car 
sales. As such, Lithuania is below the EU 2020 target of 10% for renewable energy share in 
transport, with just 4.6% in 2015.

LUXEMBOURG
The government is led by the Liberal Democratic Party (RE) in coalition with the Luxembourg 
Socialist Workers’ Party (S&D) and the Greens (Greens/EFA).

The is one of the Member States with the highest reduction targets in the non-ETS sectors 
by 2030. They are also pioneers of agri-environmental measures in agriculture. The transport 
sector accounts for 64% of non-ETS emissions. This is why Luxembourg pushed for more 
ambitious targets than the 30% set by the Commission. Furthermore, they have expressed 
that the only way to achieve this objective would be to switch to electromobility, but only if 
this electricity is produced sustainably.

MALTA
The government is controlled by the centre-left Labour Party (S&D group). The party is 
currently holding internal elections to select the new party leader and, as a result, the new 
Prime Minister.

Malta’s aims to shift to emission-free cars gradually and over a number of years so as to 
not have a negative impact on the market due to higher prices for electric vehicles and the 
infrastructure situation which does not allow for an adoption of this kind of mobility. Next 
year, the government wishes to announce the date on which Malta will halt the importation 
and sale of fossil fuel powered cars. Prime Minister Joseph Muscat stated he wants Malta 
to be one of the first countries in Europe to switch its vehicles to electric, suggesting a 
changeover over the next 10 or 20 years.

NETHERLANDS
The conservative liberal VDD (RE) leads the current Dutch government in coalition with the 
CDA (EPP), D66 (RE) and Christian Union (EPP).

In November 2019 the Dutch government announced to adopt a package of measures in 
order to take new steps to reduce nitrogen-based pollution and cope with the impact of 
PFAS contamination in soil and sludge. One of these measures is to reduce the maximum 
speed limit for driving during the day on all motorways to 100 km/h. These relatively drastic 
steps underline the will for serious policies on vehicles necessary to deliver cuts in emissions 
to deliver on Paris commitments. The measures in the reduction of the national speed limit 
is, however, one of the most contentious points of the Dutch package and some consider 
it a ‘rotten rule’.

POLAND
The Polish ruling party is the conservative PiS (ECR), which is famous for its 
eurosceptic and Catholic-nationalist rhetoric. Poland is currently (12/2019) under 
Article 7 proceedings for alleged rule of law breaches.

Despite having one of the highest decreases in the registration of new vehicles 
across the EU, those vehicles that are registered in Poland are third in the EU 
in terms of the amount of CO2 they emit. Additionally, its emissions for new 
lightweight commercial vehicles are above the EU average, but it has achieved 
reductions in this area. Polandt has in place a sustainable development strategy 
detailing a number of regulations which have the objective of promoting the rise of 
zero- and low-emission vehicles. Moreover, the Polish government has established 
the Low-Emission Transport Fund to support its clean transport package.

https://www.gov.ie/en/campaigns/09022006-project-ireland-2040/
https://www.dutchnews.nl/news/2019/11/speed-limit-cut-is-a-rotten-rule-but-necessary-to-build-homes-rutte-says/
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PORTUGAL
The government is led by the centre-left Socialist Party (S&D). Nonetheless, they lack the 
majority to govern by a small margin, thus coalition negotiations are being conducted but 
are not finalized as of yet (12/2019). 

On average, Portugal was home to the sale of the most efficient cars across the EU, 
with its new passenger car emissions being the lowest in the EU. It also had some of the 
lowest emitting lightweight commercial vehicles. Additionally, Portugal saw decreases for 
emissions of passenger cars and lightweight commercial vehicles between 2016-2017. It 
also considerably increased the amount of registrations of ZLEV vehicles between 2018-
2019. Portugal favours this proposal, given its worries about meeting the 2030 goals if 
ambition is not increased. It also believes that the EU must keep up with the transition to 
ZLEV in order to maintain its competitiveness.

ROMANIA
The centrist National Liberal Party (EPP), rules in Romania with a minority coalition composed 
of a plethora of different parties.

Romania has not been in favor of increasing the targets for reduction of CO2 emissions. 
Its new light-duty vehicle emissions are slightly above the EU average. Nonetheless, it 
has still achieved the second highest decrease in emissions of newly registered passenger 
cars, as well as the second highest absolute decrease and a high decrease in emissions of 
lightweight commercial vehicles. Romania has achieved an emissions reduction greater than 
10 g CO2/km; this had to do with the increased efficiency of diesel vehicles. Romania has 
also expressed concern over how to enable access to ZLEVs for consumers from less wealthy 
Member States, noting its wish for specific measures to make sure that all consumers will be 
able to fully benefit from an incentives mechanism for such vehicles.

SLOVAKIA
The government is formed by a coalition of three parties: Direction – Social Democracy 
(S&D), SNS (formerly EFDD) and Most–Híd (EPP).

Slovakia has the highest per-capita car production in the world; however, it continues 
to drive in the slow lane of low-emission mobility. The highly internationalised Slovak 
automotive industry finds the EU’s proposed emission targets “extremely hard to meet” 
or even “unrealistic”. The government and electromotive association are satisfied with the 
current situation that allows Slovak economy to grow. That is why the government did not 
agree with binding quotas on emissions.

SLOVENIA
The LMŠ party has achieved a coalition deal with the Social Democrats (S&D), the SMC, the 
DeSUS, the SAB (all RE), and the Left (GUE/NGL).

Slovenia experienced the third largest increase in new vehicle registrations across 
the EU, after Sweden and Czechia. Its new car emissions were slightly above the EU 
average; the same was true for its new light-weight commercial vehicles emissions. 
Nonetheless, Slovenia was a strong proponent of bigger ambitions, saying that action 
must be taken to meet the Paris Agreement goals as well as to safeguard the future 
of European industry. The latter statement refers to the worry that if Europe is too 
slow in switching to ZLEV due to insufficiently ambitious goals, this will also stunt the 
development of the EU manufacturing industry. 

SPAIN
A coalition is in place between the Spanish Socialist Workers Party (S&D) and Unidas 
Podemos (Greens/EFA and GUE/NGL). This coalition currently (12/2019) has not been 
approved by the Parliament, so further developments on this matter should be rechecked.

In 2017, Spain constituted the fifth highest percentage of the total EU fleet. Though it has 
had decreases in the amount of newly registered cars since 2007, this number has began to 
rise once more. Spain’s emissions from newly registered passenger cars were notably below 
the EU average, but witnessed a slight increase since 2016. In Spain this low level is as a 
result of the light diesel fleet. Its emissions from newly registered lightweight commercial 
vehicles in 2017 were, nonetheless, above the EU average, though they did see a slight 
decrease.

SWEDEN
Sweden is being ruled by a minority government composed of the Green Party (Greens/
EFA) and the Social Democratic Party (S&D).

The country has introduced a CO2 tax as early as 1991. It imposed levies on the energy 
sector, industry and all consumers of fossil fuels. In the years that followed, emissions fell 
while the economy grew. The climate protection law introduced by Löfven in early 2018 
aims to make the Kingdom the world’s first “fossil-free welfare state” by 2045. By 2030, 
emissions are to be reduced by 70% below the 2010 level. From 2030, no new cars with 
diesel or petrol engines will be sold. The acceptance of the Swedes is considerable, and 
there is no remarkable resistance from the economy.
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4.2. EUROPEAN PARLIAMENT POLITICAL GROUPS
EUROPEAN CONSERVATIVES AND REFORMISTS (ECR)
The Group has argued for ‘sensible and sustainable 
measures’ that refrain from imposing unnecessary and 
costly burdens on businesses and the Member States, 
preferring instead an ambitious, incremental, and sensible 
approach that can be backed by all Member States. It 
argues that targets which are not realistic will simply 
never be met nor applied correctly.

The ECR generally takes the position of backing a ‘right balance’ between addressing the 
dangers of climate change and making sure this is not at the expense of citizens and businesses. 
It tends to couple environmental targets with economic objectives, such as with how it strongly 
supported ambitious air pollution targets in 2016 due to its heavy human toll and environmental 
harm as well as its economic consequences with regard to the reduction of labour productivity.

With regards to the issue of new commercial and lightweight vehicles in particular, the ECR 
believes that raising targets it already considers ambitious above what was proposed by the 
Commission would be unrealistic and irresponsible, threatening the EU’s car industry jobs and 
the competitiveness of the sector. As the ECR environment spokesman Boleslaw Piecha stated, 
“Everyone wants to see more zero and lower emission vehicles on the streets but we have 
a duty to protect industry and jobs which means that unachievable targets combined with 
punitive fines and penalties is not a workable way forward.” The group argues for preserving 
the measures in the proposal that protect manufacturers, and particularly small and medium-
sized manufacturers. 

EUROPEAN PEOPLE’S PARTY (EPP)
Members of the EPP welcomed the proposal by the 
Commission and agree with its specific emissions 
reduction targets of 30% from 2030. In this context, 
they warn against overshooting the target with overly 
ambitious benchmarks. The EPP fears that the penalty 
system for zero- and low-emission vehicles will not only 
bear immense costs, which will ultimately be a financial 
burden on consumers, but also cost thousands of people their jobs. Consensus within the 
EPP is that these measures are neither appropriate nor in accordance with the principle of 
technological neutrality.

The EPP was against the introduction of an electrical quota, as this is a dangerous 
self-restriction. EPP accuses the left-wing politicians of giving a technical direction 
without assessing the consequences for rare-earth elements, sufficient infrastructure 
or disposal mechanisms. EPP stands for ambitious targets to be defined, the climate 
to be protected and at the same time the competitiveness of European industry to be 
strengthened in order to safeguard jobs in Europe. This does not require ideology, but 
only openness, innovation and technological neutrality.

GREENS–EUROPEAN FREE ALLIANCE (GREENS/EFA)
Members of the Greens-EFA recognise the need for this 
proposal. At the same time, they accuse the Commission 
of not seriously working on the implementation of the Paris 
Agreement. The Commission had only submitted a CO2 
reduction target for the automotive industry of 30 % by 2030 
whereas experts reported that these must be at least 60 % 
by 2030. High targets are very desperately needed in order 
to start innovation in the automotive sector.

According to the Greens-EFA, climate protection must above all be pursued in those areas 
where it is practically feasible: the automotive industry. For there are appropriate technologies 
available in Europe that should be used immediately. In this context, it feels that the other 
groups fail to recognise that European industry will be left behind on the market if it does not 
commit itself ambitiously and consistently to innovation, climate protection and environmentally 
friendly vehicles. The argument of job losses is seen by the Greens-EFA as a mere manipulative 
panic-mongering by right-wing parties over climate protection. On the one hand, such losses 
will be caused in the foreseeable future by digitalisation and increased productivity in any case. 
On the other hand, the group reports that the restructuring of the automotive industry will 
create thousands of new jobs.
  

CONFEDERAL GROUP OF THE EUROPEAN UNITED LEFT/NORDIC GREEN LEFT (GUE/NGL)
The group supported a broad and comprehensive climate 
change policies leading to fulfilment of the Paris Climate 
Agreement obligations. This includes a pledge for a zero-
emissions economy until 2050. In its opinion the EU law is 
too often watered down under pressure of large industries 
protecting their interest. The GUE/NGL group sees the radical 
transformation of the economy as the only way to secure 
actual reduction of greenhouse gas emissions. No sector and 
no industry should be exempt from the effort. The transition 
to a green economy must be just; workers and regions currently heavily reliant on non-alternative 
car industry must receive support throughout the process. Funds need to be secured for training 
schemes for those most affected, to make up the job losses related to green transition.

In the spirit of decentralisation and enhanced efficiency, GUE/NGL notices the untapped 
potential of cities and regions, that should be empowered to carry out actions against climate 
change. The group urges the Parliament to support developing countries in their transition 
towards a low-carbon society, to make them more sustainable and more secure. But the 
Institutions must stop serving the markets and start to serve people. Until there is a change in 
the model of economic growth, there will be no way to alleviate the environmental deterioration 
of the planet. There is a need for profound change in the productive system.
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IDENTITY AND DEMOCRACY (ID)
The Regulation is, in the group’s opinion, a serious breach of the 
principle of sovereignty of the Member States, and an attempt 
of the European Commission to impose itself in the leading 
role in the governance of the car market and take over car 
manufacturer’s prerogatives in determining their development 
plans. The perceived real aim of the Regulation is deepening the 
European integration, which the group opposes, rather than a 
genuine attempt at tackling climate change. The group considers 
subsidies for green technologies counterproductive and wasteful. 
In its opinion climate-friendly legislation and strict regulations of 
carbon emissions and energy efficiency hamper EU’s competitiveness vis-à-vis those states 
which are not so much concerned about the environmental impact of their economies, for 
example those with large LDVs manufacturers. Notwithstanding their harmfulness, high targets 
in any aspect of the GHG, NOx and CO2 emission reduction cannot realistically be implemented 
anyway. Any rigid governance rules in that area are a way to cripple the industry and undermine 
the Union’s economy.

This group attempts to derail every proposal concerning environmental policies if it concerns 
binding quotas and a larger European integration. It opposes any of these measures and seeks 
to either block or limit the scope of the regulation to bare minimum. In fact, many in the group 
reject not only the choice of policies aimed at climate change mitigation, but also the whole 
rationale behind of debating the topic at all. A majority of the group believes that the current 
climate change, is entirely natural and cyclical.

RENEW EUROPE (RE)
Protection of the environment does not originally 
belong to the priorities of Renew Europe, which does 
not mean that it does not support climate and energy 
policies of the EU. In the car manufacturing sector, Renew 
believes that technology will play a key role in reducing 
our environmental impact as well as EU externalities. 
This will, however, require a collective effort, involving both private and public players. Car 
manufacturers, insurers, investors, consumers, public authorities and decision-makers must 
receive a clear signal that fossil fuels are the energy of the past. Renew supports this view of a 
‘Green Europe’ that can boost investments in renewable energy technologies and drive down 
the prices while improving energy efficiency. The group reckons that Investment in research 
and production capacities can secure a leadership position of European manufacturers in the 
global market for light-duty vehicles.

Energy efficiency is a point of special consideration for Renew. It is considered to be the most 
cost-effective and market-friendly measure in cutting down the emissions. The proposal could 
benefit from stricter and more clearly defined goals. Profound changes are needed to the 
way people and goods move today to reduce greenhouse gas emissions. Through integrated, 
efficient and effective policies local authorities can continue to be key enablers of clean 
technology through sustainable transport and mobility systems.

SOCIALISTS AND DEMOCRATS (S&D)
The MEPs of this group are strong supporters 
of clean mobility and the decarbonisation 
of the transportation sector in order to 
guarantee compliance with the Paris Climate 
Agreement. The group is a vocal proponent 
of the EU setting ambitious targets, boasting 
of having been able to get much more ambitious targets for 2030 than those first pledged 
by the EU in the scope of the clean energy package. In the context of this Proposal, it also 
expressed the willingness and desire to increase the 2030 reduction targets.

S&D MEP Miriam Dalli has expressed the views of her Group: “Some see a trade-off between 
jobs and the environment. I see them as complementary to one another: if we don’t make sure 
that Europe is able to produce clean cars within a reasonable time frame, we will not only miss 
our Paris Climate Change targets but the European car industry will lag behind in the global 
market and jobs will be lost.”

In a similar legislation on heavy duty vehicles, it voiced the need for incentivizing zero and 
low-emission vehicles in a way that would be technology-neutral. The S&D MEP Damiano 
Zoffoli expressed that novel approaches to monitor and collect data on fuel consumption and 
CO2 emissions were necessary and would contribute towards averting any inconsistencies in 
emissions tests, as well as helping avoid any potential scandals reminiscent of “Dieselgate”. 
Nonetheless, the group also shares the concerns of trade unions regarding job loss in the EU 
automotive sector. Thus, it believes the addition of a fair transition fund is necessary to reach a 
climate-neutral economy while avoiding the social costs that may come with it.
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