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Executive‌ ‌Summary‌ ‌ 

‌ 

‌ 
‌ 

Light‌‌commercial‌‌vehicles,‌‌or‌‌vans,‌‌account‌‌for‌‌13%‌‌of‌‌road‌‌transport‌‌CO‌2‌ ‌emissions‌‌and‌‌have‌‌been‌‌                               
the‌‌‌fastest‌‌growing‌‌road‌‌transport‌‌sector‌ ‌in‌‌the‌‌EU,‌‌where‌‌‌CO‌2‌ ‌emissions‌‌have‌‌grown‌‌58%‌‌since‌‌                               
1990‌ ‌and‌‌sales‌‌have‌‌risen‌‌by‌‌57%‌‌between‌‌2012‌‌and‌‌2019.‌‌For‌‌comparison,‌‌CO‌2‌ ‌emissions‌‌from‌‌cars‌‌                                 
and‌‌trucks‌‌have‌‌both‌‌increased‌‌by‌‌around‌‌20%‌‌since‌‌1990.‌‌With‌‌a‌‌surge‌‌in‌‌e-commerce‌‌post-Covid,‌‌                               
the‌‌van‌‌CO‌2‌ ‌problem‌‌will‌‌only‌‌get‌‌worse.‌‌As‌‌with‌‌cars,‌ ‌the‌‌new‌‌2020‌‌van‌‌CO‌2‌ ‌emission‌‌target‌‌entered‌‌                                     
into‌‌force‌‌in‌‌January‌‌2020.‌‌With‌‌EU‌‌van‌‌standards‌‌up‌‌for‌‌review‌‌this‌‌summer,‌‌T&E‌‌analyses‌‌the‌‌van‌‌                                   
makers’‌‌performance‌‌in‌‌the‌‌year‌‌2020‌‌and‌‌looks‌‌into‌‌what‌‌this‌‌means‌‌for‌‌Europe's‌‌van‌‌market‌‌and‌                                 
its‌ ‌electrification‌ ‌ambitions.‌ ‌ ‌   

The‌‌analysis‌‌shows‌‌that‌ ‌van‌‌CO‌2‌ ‌emissions‌‌of‌‌new‌‌registrations‌‌have‌‌stagnated‌‌since‌‌2017,‌‌and‌‌                             
the‌ ‌2020‌‌CO‌2‌ ‌targets‌‌did‌‌not‌‌have‌‌any‌‌impact‌‌on‌‌CO‌2‌ ‌emissions‌‌from‌‌new‌‌vans.‌ ‌‌This‌‌is‌‌mainly‌‌                                   
caused‌ ‌by‌ ‌weak‌ ‌CO‌2‌ ‌targets‌ ‌as‌ ‌well‌ ‌as‌ ‌generous‌ ‌flexibilities‌ ‌which‌ ‌have‌ ‌increased‌ ‌the‌ ‌official‌‌                             
147 gCO‌2‌/km‌‌target‌‌to‌‌an‌‌effective‌‌target‌‌of‌‌159‌‌gCO‌2‌/km.‌‌Preliminary‌‌data‌‌analysed‌‌by‌‌T&E‌‌suggest‌‌                             
that‌‌two‌‌van-makers‌‌-‌ ‌Ford-Volkswagen‌‌and‌‌Iveco‌‌-‌‌may‌‌still‌‌have‌‌exceeded‌‌the‌‌EU’s‌‌weak‌‌2020‌‌CO‌2‌ ‌                                 
van‌‌standards,‌‌while‌‌all‌ ‌others‌‌were‌‌barely‌‌compliant.‌‌Despite‌‌much‌‌economic‌‌potential‌‌to‌‌electrify‌‌                           
vans‌ ‌and‌ ‌a‌ ‌strong‌ ‌demand‌ ‌from‌ ‌cities‌ ‌and‌ ‌fleets,‌ ‌this‌ ‌highlights‌ ‌that‌ ‌the‌ ‌automotive‌ ‌industry‌                             
currently‌ ‌supplies‌ ‌the‌ ‌minimum‌ ‌amount‌ ‌of‌ ‌electric‌ ‌vans‌ ‌required‌ ‌by‌ ‌the‌ ‌van‌ ‌CO‌2‌‌ ‌regulation.‌ ‌ 

‌ 
Emissions‌ ‌from‌ ‌new‌ ‌vans‌ ‌and‌ ‌official‌ ‌CO‌2‌ ‌‌targets‌ ‌(EU27+UK+NO)‌ ‌ 

‌ 
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Current‌ ‌van‌ ‌CO‌2‌‌ ‌standards‌ ‌are‌ ‌too‌ ‌weak‌ ‌to‌ ‌drive‌ ‌electric‌ ‌van‌ ‌sales‌ ‌ 
The‌‌weak‌‌target‌‌is‌‌not‌‌compelling‌‌OEMs‌‌to‌‌sell‌‌electric‌‌vans:‌ ‌only‌‌2%‌‌of‌‌van‌‌sales‌‌were‌‌electric‌‌in‌‌                                     
2020‌ ‌(compared‌ ‌to‌ ‌almost‌ ‌11%‌ ‌for‌ ‌cars‌,‌ ‌also‌ ‌including‌ ‌plug-in‌ ‌hybrids‌)‌,‌ ‌and‌ ‌results‌ ‌in‌ ‌an‌‌                             
inadequate‌‌electric‌‌van‌‌offer:‌‌only‌‌6‌‌models‌‌with‌‌more‌‌than‌‌1,000‌‌sales,‌‌and‌‌17‌‌models‌‌with‌‌more‌‌                                 
than‌‌100‌‌sales‌‌were‌‌available‌‌in‌‌2020.‌‌This‌‌despite‌‌the‌‌business‌‌case‌‌and‌‌industry‌‌demand‌‌already‌‌                               
there.‌ ‌The‌ ‌total‌ ‌cost‌ ‌of‌ ‌ownership‌ ‌(TCO)‌‌of‌‌the‌‌vehicles‌‌is‌‌already‌‌favourable‌ ‌for‌‌smaller‌‌vans,‌‌                               
and‌ ‌TCO‌ ‌parity‌ ‌will‌ ‌be‌ ‌reached‌ ‌at‌ ‌the‌ ‌latest‌ ‌in‌ ‌2022‌ ‌and‌ ‌2023‌ ‌for‌ ‌medium‌ ‌and‌ ‌large‌ ‌vans.‌‌ ‌  

‌ 

Electric‌ ‌van‌ ‌sales‌ ‌vs‌ ‌electric‌ ‌car‌ ‌sales‌ ‌(EU27+UK+NO)‌ ‌ 

Weak‌ ‌post-2020‌ ‌CO‌2‌‌ ‌regulation‌ ‌will‌ ‌not‌ ‌drive‌ ‌any‌ ‌e-van‌ ‌uptake‌ ‌ ‌   
Because‌‌of‌‌weak‌‌2020‌‌targets‌‌(and‌‌therefore‌‌weak‌‌baseline‌‌for‌‌future‌‌targets),‌‌there‌‌remains‌‌much‌‌                             
untapped‌ ‌potential‌ ‌to‌ ‌reduce‌ ‌combustion‌ ‌van‌ ‌emissions.‌ ‌Without‌ ‌change,‌ ‌the‌‌low‌‌penetration‌‌of‌‌                         
zero-emission‌ ‌vans‌ ‌is‌ ‌set‌ ‌to‌ ‌continue‌ ‌in‌ ‌the‌‌2020s,‌‌with‌‌little‌‌prospect‌‌of‌‌any‌‌real‌‌impact‌‌from‌‌EU‌‌                                   
regulation‌ ‌until‌ ‌2029.‌‌ ‌  

In‌ ‌the‌ ‌worst‌ ‌case,‌ ‌‌the‌ ‌current‌ ‌-31%‌ ‌CO‌2‌ ‌reduction‌ ‌target‌ ‌for‌ ‌2030‌ ‌could‌ ‌be‌ ‌reached‌ ‌without‌‌                               
selling‌ ‌any‌ ‌electric‌ ‌vans‌ ‌by‌ ‌just‌ ‌exhausting‌ ‌cost‌ ‌efficient‌ ‌fuel‌ ‌efficiency‌ ‌improvements.‌ ‌Future‌‌                         
revised‌‌van‌‌CO‌2‌ ‌targets‌‌should‌‌take‌‌the‌‌weak‌‌baseline‌‌into‌‌account‌‌and‌‌should‌‌be‌‌ambitious‌‌enough‌‌                               
to‌‌push‌‌van‌‌makers‌‌to‌‌rapidly‌‌exhaust‌‌the‌‌remaining‌‌diesel‌‌van‌‌efficiency‌‌improvement‌‌(more‌‌than‌‌                             
20%‌ ‌based‌ ‌on‌ ‌the‌ ‌best‌ ‌in‌ ‌class‌ ‌models),‌ ‌while‌ ‌kick-starting‌‌the‌‌electric‌‌van‌‌revolution‌‌as‌‌soon‌‌as‌‌                                 
possible.‌‌T&E‌‌calculates‌‌that,‌‌under‌‌the‌‌current‌‌CO‌2‌ ‌targets,‌‌electric‌‌van‌‌sales‌‌would‌‌be‌‌between‌‌2%‌‌                               
and‌ ‌8%‌ ‌up‌ ‌to‌ ‌2029,‌ ‌with‌ ‌van‌ ‌makers‌ ‌only‌ ‌selling‌ ‌small‌ ‌numbers‌ ‌of‌ ‌e-vans‌ ‌at‌ ‌the‌ ‌last‌ ‌minute‌ ‌to‌‌                                     
comply‌ ‌with‌ ‌their‌ ‌targets.‌ ‌This‌ ‌is‌ ‌despite‌ ‌the‌ ‌recent‌ ‌Bloomberg‌ ‌NEF‌ ‌report‌ ‌showing‌ ‌that‌ ‌electric‌‌                             

‌ 
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vans‌ ‌would‌‌hit‌‌purchase‌‌price‌‌parity‌‌in‌‌2026‌‌at‌‌the‌‌latest,‌‌and‌‌the‌‌market‌‌potential‌‌of‌‌15%‌‌to‌‌17%‌‌                                     
e-van‌ ‌sales‌ ‌in‌ ‌2025‌ ‌and‌ ‌46%‌ ‌to‌ ‌73%‌ ‌in‌ ‌2030.‌ ‌ 

‌ 

Bloomberg‌ ‌NEF‌ ‌e-van‌ ‌forecasts‌ ‌and‌ ‌T&E’s‌ ‌recommendations‌ ‌vs‌ ‌current‌ ‌targets‌ ‌ 

Because‌ ‌of‌ ‌the‌ ‌high‌ ‌amount‌ ‌of‌ ‌untapped‌ ‌efficiency‌ ‌improvements‌ ‌due‌ ‌to‌ ‌the‌‌weak‌‌2020‌‌starting‌‌                             
point,‌ ‌and‌ ‌the‌ ‌need‌ ‌to‌ ‌drive‌ ‌electric‌ ‌van‌ ‌investments‌‌without‌‌further‌‌delay,‌‌an‌‌electric‌‌van‌‌target‌‌                               
should‌ ‌be‌ ‌proposed‌ ‌alongside‌ ‌the‌‌CO‌2‌ ‌reduction‌‌target.‌‌Indeed,‌‌a‌‌CO‌2‌ ‌target‌‌alone‌‌simply‌‌will‌ ‌not‌‌                               
sufficiently‌ ‌accelerate‌ ‌ZEV‌ ‌deployment‌ ‌in‌ ‌the‌ ‌2020s‌ ‌and‌ ‌a‌ ‌ZEV‌ ‌target‌ ‌is‌ ‌the‌ ‌most‌ ‌effective‌‌                             
mechanism‌ ‌given‌ ‌the‌ ‌weak‌ ‌starting‌ ‌point.‌ ‌ 

For‌‌effective‌‌climate‌‌and‌‌industrial‌‌strategies‌‌-‌ ‌as‌‌well‌‌as‌‌to‌‌meet‌‌Europe’s‌‌zero-pollution‌‌ambition‌‌                             
and‌‌clean‌‌up‌‌cities’‌‌air‌‌-‌ ‌‌ambitious‌‌post-2020‌‌van‌‌CO‌2‌ ‌standards‌,‌ ‌complemented‌‌by‌‌an‌‌‌effective‌‌                             
zero-emission‌ ‌vehicle‌ ‌sales‌ ‌target‌ ‌are‌ ‌needed.‌ ‌Reaching‌ ‌climate‌ ‌neutrality‌ ‌by‌‌2050‌‌means‌‌that‌‌                         
the‌‌last‌‌conventional‌‌vans‌‌must‌‌be‌‌sold‌‌by‌‌2035‌‌at‌‌the‌‌latest.‌‌The‌‌upcoming‌‌review‌‌of‌‌the‌‌van‌‌CO‌2‌ ‌                                     
standards‌‌is‌‌a‌‌unique‌‌opportunity‌‌to‌‌strengthen‌‌the‌‌targets,‌‌drive‌‌the‌‌uptake‌‌of‌‌zero-emission‌‌vans,‌‌                             
enable‌ ‌zero-emission‌ ‌cities,‌ ‌and‌ ‌align‌ ‌the‌ ‌sector‌ ‌with‌ ‌Europe's‌ ‌broader‌ ‌climate‌ ‌ambitions.‌‌ ‌  

‌ 
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1 ‌Reference‌‌mass‌‌is‌ ‌essentially‌ ‌unladen‌‌mass‌‌with‌‌standard‌‌allowances‌‌for‌ ‌a‌ ‌driver‌‌and‌‌fuel.‌‌1,760‌‌kg‌‌reference‌‌                                   
mass‌‌(RM)‌‌is‌ ‌the‌‌weight‌‌level‌ ‌which‌‌today‌‌separates‌‌Class‌‌II‌ ‌and‌‌III‌ ‌vans.‌ ‌T&E‌‌proposes‌‌1,760‌‌kg‌‌as‌‌the‌‌dividing‌‌                                         
line‌‌to‌‌form‌‌two‌‌van‌‌categories‌‌for‌‌future‌‌CO‌2‌ ‌regulatory‌‌purposes,‌‌i.e.‌‌all‌‌vans‌‌up‌‌to‌‌1,760‌‌kg‌‌RM‌‌fall‌‌into‌‌the‌‌first‌‌                                             
category,‌ ‌and‌ ‌all‌ ‌vans‌ ‌with‌ ‌a‌ ‌greater‌ ‌RM‌ ‌in‌ ‌the‌ ‌second‌ ‌category.‌ ‌ ‌   

‌ 

‌ 
‌ 

Recommendations‌ ‌for‌ ‌the‌ ‌2021‌ ‌review‌ ‌of‌ ‌the‌ ‌vans‌ ‌CO‌2‌‌ ‌regulation‌ ‌ 
The‌ ‌CO‌2‌‌ ‌targets‌ ‌should‌ ‌be‌ ‌revised‌ ‌as‌ ‌follows:‌ ‌ 

● 2025:‌ ‌‌drive‌ ‌the‌ ‌e-van‌ ‌market‌ ‌in‌ ‌the‌‌2020s‌‌by‌‌replacing‌‌the‌‌current‌‌-15%‌‌2025‌‌target‌‌with‌‌                               
-20%.‌‌  

● 2027:‌ ‌‌bring‌ ‌the‌ ‌current‌ ‌2030‌ ‌target‌ ‌(-31%)‌ ‌forward‌ ‌to‌ ‌2027.‌‌ ‌  
● 2030:‌ ‌increase‌‌the‌‌‌2030‌‌CO‌2‌ ‌target‌‌to‌‌at‌‌least‌‌-60%‌,‌‌thereby‌‌ensuring‌‌timely‌‌investment‌‌in‌‌                             

zero-emission‌‌van‌‌manufacturing.‌‌An‌‌additional‌‌target‌‌for‌‌2033‌‌of‌‌at‌‌least‌‌-86%‌‌would‌‌then‌‌                           
support‌ ‌a‌ ‌steady‌ ‌rise‌ ‌in‌ ‌e-van‌ ‌supply.‌ ‌ 

● 2035:‌‌phase-out‌‌sales‌‌of‌‌vans‌‌with‌‌an‌‌internal‌‌combustion‌‌engine‌‌by‌‌2035‌‌by‌‌setting‌‌a‌‌                             
100%‌ ‌CO‌2‌ ‌reduction‌ ‌target‌ ‌(0‌ ‌gCO‌2‌/km)‌ ‌in‌‌order‌‌to‌‌reach‌‌zero-emission‌‌road‌‌transport‌‌by‌‌                           
2050‌ ‌and‌ ‌meet‌ ‌the‌ ‌climate‌ ‌neutrality‌ ‌goal‌ ‌of‌ ‌the‌ ‌European‌ ‌Green‌ ‌Deal.‌‌ ‌  

The‌ ‌current‌ ‌zero-‌ ‌and‌ ‌low-‌ ‌emission‌ ‌vehicle‌ ‌benchmark‌ ‌should‌ ‌be‌ ‌converted‌ ‌into:‌ ‌ 
● A‌‌‌zero-emission‌‌vehicle‌‌target‌‌of‌‌15%‌‌of‌‌van‌‌sales‌‌in‌‌2025,‌‌25%‌‌in‌‌2027,‌‌at‌‌least‌‌50%‌‌in‌‌                                   

2030‌ ‌and‌ ‌80%‌ ‌in‌ ‌2033‌.‌ ‌ 

Turning‌ ‌to‌ ‌the‌ ‌regulatory‌ ‌design,‌ ‌it‌ ‌will‌ ‌be‌ ‌necessary‌ ‌to:‌‌ ‌  
● Avoid‌ ‌creating‌ ‌any‌ ‌‌PHEV‌ ‌loophole.‌ ‌PHEV‌ ‌vans‌ ‌are‌ ‌‌not‌ ‌expected‌ ‌to‌ ‌play‌ ‌a‌ ‌real‌ ‌role‌,‌‌                             

comprising‌ ‌2.5%‌ ‌of‌ ‌van‌ ‌production‌ ‌in‌ ‌2030.‌ ‌Regulation‌ ‌is‌ ‌best‌ ‌focused‌ ‌on‌ ‌the‌ ‌solution‌ ‌-‌‌                             
BEVs,‌‌and‌‌steer‌‌away‌‌from‌‌mechanisms‌‌with‌‌strong‌‌potential‌‌to‌‌be‌‌used‌‌to‌‌avoid‌‌real-world‌‌                             
compliance,‌ ‌i.e.‌ ‌PHEVs.‌ ‌ ‌   

● Distinguish‌ ‌‌two‌ ‌N1‌ ‌van‌ ‌categories‌,‌ ‌with‌ ‌the‌ ‌‌dividing‌ ‌line‌ ‌drawn‌ ‌at‌ ‌1,760kg‌ ‌reference‌‌                         
mass‌ ‌(RM)‌ ,‌ ‌and‌ ‌then‌ ‌apply‌ ‌‌emissions‌ ‌reduction‌ ‌and‌ ‌ZEV‌ ‌supply‌ ‌targets‌‌separately‌‌to‌‌                         1

both‌ ‌categories‌.‌ ‌This‌ ‌should‌ ‌‌replace‌ ‌the‌‌mass-adjustment‌‌factor,‌ ‌which‌‌has‌‌weakened‌‌                     
the‌ ‌2020-2024‌ ‌target‌ ‌by‌ ‌incentivising‌ ‌heavier‌ ‌and‌ ‌more‌ ‌polluting‌ ‌vehicles.‌‌ ‌  

● Consider‌ ‌a‌ ‌time-limited‌ ‌‌extra‌ ‌weight‌‌allowance‌‌of‌‌up‌‌to‌‌300‌‌kg‌‌for‌‌zero‌‌emission‌‌vans‌‌                             
until‌ ‌2030‌‌ ‌to‌ ‌support‌ ‌the‌ ‌electrification‌ ‌of‌ ‌heavier‌ ‌vans‌ ‌(above‌ ‌1,760‌ ‌kg‌ ‌RM).‌ ‌ 

Vans‌‌are‌‌often‌‌the‌‌neglected‌‌area‌‌of‌‌EU‌‌road‌‌transport‌‌policy‌‌despite‌‌their‌‌disproportionate‌‌impact,‌‌                             
especially‌ ‌in‌ ‌urban‌ ‌areas.‌ ‌The‌ ‌Commission‌ ‌can‌ ‌address‌ ‌the‌ ‌current‌‌van‌‌legislative‌‌loophole,‌‌and‌                           
deliver‌‌on‌‌the‌‌potential‌‌for‌‌electrification‌‌by‌‌making‌‌vans‌‌a‌‌big‌‌priority‌‌in‌‌the‌‌upcoming‌‌review‌‌of‌‌                                 
the‌ ‌cars‌ ‌and‌ ‌vans‌ ‌CO‌2‌‌ ‌emission‌ ‌standards.‌ ‌ 

‌ 
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Introduction‌ ‌ 

Light‌‌commercial‌‌vehicles,‌‌or‌‌vans,‌‌often‌‌slip‌‌through‌‌the‌‌passenger‌‌car‌‌and‌‌heavy‌‌duty‌‌vehicle‌‌gap‌‌of‌‌                                 
European‌‌legislation‌‌in‌‌terms‌‌of‌‌securing‌‌emissions‌‌reduction.‌‌Vans‌‌are‌‌a‌‌somewhat‌‌neglected‌‌area‌‌of‌‌                             
EU‌‌road‌‌transport‌‌policy‌‌and‌‌are‌‌often‌‌exempt‌‌from‌‌safety‌‌and‌‌environmental‌‌policy,‌‌such‌‌as‌‌driving‌‌                               
regulations‌‌or‌‌tolls,‌‌compared‌‌to‌‌trucks.‌‌This‌‌enhances‌‌the‌‌attractiveness‌‌of‌‌vans‌‌and,‌‌combined‌‌with‌‌                             
the‌ ‌surging‌ ‌demand‌ ‌for‌ ‌e-commerce‌‌and‌‌other‌‌services‌ ,‌ ‌explains‌‌why‌‌their‌‌sales‌‌and‌‌emissions‌‌are‌‌                             2

growing.‌‌ ‌  

Rising‌ ‌CO‌2‌‌ ‌emissions‌‌ ‌  
Vans‌ ‌accounted‌ ‌for‌ ‌13%‌ ‌of‌ ‌road‌ ‌transport‌ ‌CO‌2‌ ‌emissions‌ ‌in‌ ‌2019‌ ‌and‌ ‌van‌ ‌emissions‌ ‌are‌ ‌now‌ ‌58%‌‌                                 
higher‌‌than‌‌they‌‌were‌‌in‌‌1990‌‌(see‌‌Figure‌‌1),‌ ‌which‌‌makes‌‌them‌‌by‌‌far‌‌the‌‌road‌‌transport‌‌sector‌‌with‌‌                                     
the‌‌biggest‌‌emission‌‌increase‌‌[2].‌‌For‌‌comparison,‌‌car‌‌and‌‌truck‌‌emissions‌‌have‌‌increased‌‌by‌‌around‌‌                             
20%‌‌since‌‌1990.‌‌In‌‌absolute‌‌values,‌‌CO‌2‌ ‌emissions‌‌from‌‌vans‌‌in‌‌the‌‌EU27+UK‌‌were‌‌113.2‌‌Mt‌‌in‌‌2019‌‌(vs.‌‌                                     
71.5‌‌Mt‌‌in‌‌1990)‌‌and‌‌103.3‌‌Mt‌‌in‌‌2013‌‌(lowest‌‌post-financial‌‌crisis‌‌point).‌‌This‌‌is‌‌a‌‌10%‌‌increase‌‌in‌‌CO‌2‌ ‌                                       
emissions‌ ‌in‌ ‌six‌ ‌years.‌‌ ‌  

‌ 
Figure‌ ‌1:‌ ‌Evolution‌ ‌of‌ ‌CO‌2‌‌ ‌emissions‌ ‌from‌ ‌road‌ ‌transport‌ ‌in‌ ‌the‌ ‌EU27+UK‌ ‌(1990-2019)‌ ‌ 

2 ‌Total‌ ‌activity‌‌in‌‌terms‌‌of‌ ‌total‌‌LCV‌‌kilometres‌‌is‌‌projected‌‌to‌‌increase‌‌by‌‌12%‌‌between‌‌2020‌‌and‌‌2030,‌‌based‌‌on‌‌                                         
the‌ ‌EU‌ ‌Reference‌ ‌scenario‌ ‌2016‌ ‌[1].‌ ‌ 

‌ 

‌ 
‌ 
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Section‌‌1‌‌of‌‌this‌‌report‌‌gives‌‌an‌‌analysis‌‌of‌‌the‌‌historical‌‌trend‌‌in‌‌van‌‌sales‌‌and‌‌emissions‌‌and‌‌looks‌‌at‌‌                                       
2020‌ ‌compliance‌ ‌targets‌ ‌for‌ ‌major‌ ‌van‌ ‌makers.‌ ‌Then,‌ ‌Section‌ ‌2‌ ‌investigates‌ ‌the‌ ‌e-vans‌ ‌uptake‌ ‌in‌‌                             
Europe,‌ ‌looking‌ ‌at‌ ‌sales,‌ ‌van‌ ‌makers‌ ‌and‌ ‌models.‌ ‌Section‌ ‌3‌ ‌presents‌ ‌an‌‌analysis‌‌of‌‌van‌‌production‌‌                               
projections‌ ‌up‌ ‌to‌ ‌2030‌ ‌according‌ ‌to‌ ‌IHS‌ ‌Markit.‌ ‌Section‌ ‌4‌ ‌details‌ ‌T&E’s‌ ‌modelling‌ ‌of‌ ‌current‌ ‌van‌‌                               
policies‌ ‌and‌ ‌proposes‌ ‌trajectories‌ ‌for‌ ‌higher‌ ‌CO‌2‌ ‌reduction‌ ‌targets‌ ‌and‌ ‌higher‌ ‌zero-emissions‌ ‌vans‌‌                         
uptake.‌ ‌Finally,‌ ‌Section‌ ‌5‌ ‌lays‌ ‌out‌ ‌T&E’s‌ ‌policy‌ ‌recommendations‌ ‌to‌ ‌accelerate‌ ‌the‌ ‌deployment‌ ‌of‌‌                           
electric‌ ‌vans‌ ‌across‌ ‌the‌ ‌EU‌ ‌focusing‌ ‌on‌ ‌the‌ ‌revision‌ ‌of‌ ‌CO‌2‌ ‌standards.‌ ‌Additional‌ ‌methodological‌‌                           
details‌ ‌are‌ ‌presented‌ ‌in‌ ‌Section‌ ‌6,‌ ‌including‌ ‌national‌ ‌findings‌ ‌for‌ ‌6‌ ‌countries.‌ ‌ 

‌ 

1.‌ ‌Van‌ ‌emissions‌ ‌ 

In‌‌this‌‌section,‌‌T&E‌‌presents‌‌its‌‌analysis‌‌of‌‌van‌‌emissions‌‌between‌‌2012‌‌and‌‌2020‌‌based‌‌on‌‌historical‌‌                                 
data‌‌from‌‌the‌‌EEA‌‌monitoring‌‌of‌‌CO‌2‌ ‌(2012‌‌to‌‌2019)‌‌[3]‌‌and‌‌on‌‌2020‌‌preliminary‌‌van‌‌registration‌‌data‌                                   
from‌‌Dataforce‌‌[4].‌‌As‌‌defined‌‌in‌‌the‌‌EU‌‌regulation,‌‌this‌‌analysis‌‌has‌‌been‌‌broken‌‌down‌‌per‌‌van‌‌class‌‌                                   
(see‌ ‌info‌ ‌box‌ ‌below).‌ ‌ 

‌ 

‌ 

3 ‌Extension‌ ‌to‌ ‌vehicles‌‌which‌‌are‌‌registered‌‌in‌‌the‌‌Union‌‌for‌ ‌the‌‌first‌ ‌time‌‌and‌‌which‌‌have‌‌not‌‌previously‌‌been‌‌                                       
registered‌ ‌outside‌ ‌the‌ ‌Union.‌‌ ‌  
4 ‌The‌‌classes‌‌are‌‌used‌‌today‌‌for‌‌the‌‌purposes‌‌of‌‌regulating‌‌air‌‌pollutant‌‌emissions.‌‌Reference‌‌mass‌‌is‌‌essentially‌‌                                   
unladen‌ ‌mass‌ ‌with‌ ‌standard‌ ‌allowances‌ ‌for‌ ‌a‌ ‌driver‌ ‌and‌ ‌fuel.‌‌ ‌  

‌ 

‌ 
‌ 

Category‌ ‌N1‌ ‌vehicles‌ ‌and‌ ‌weight‌ ‌classes‌ ‌I‌ ‌-‌ ‌III‌ ‌ 

EU‌‌Regulation‌‌2019/631‌‌[5]‌‌on‌‌CO‌2‌ ‌emission‌‌performance‌‌standards‌‌applies‌‌to‌‌all‌‌motor‌‌vehicles‌‌of‌‌                             
category‌ ‌N1‌ ‌with‌ ‌a‌ ‌reference‌‌mass‌‌not‌‌exceeding‌‌2,610‌‌kg‌‌and‌‌to‌‌those‌‌vehicles‌‌of‌‌category‌‌N1‌‌to‌‌                                   
which‌ ‌type-approval‌ ‌is‌ ‌extended‌ ‌in‌ ‌accordance‌ ‌with‌ ‌Article‌ ‌2(2)‌ ‌of‌ ‌Regulation‌ ‌(EC)‌ ‌No‌ ‌715/2007‌ ‌[6].‌ ‌ 3

‌ 
Regulation‌ ‌715/2007‌ ‌on‌ ‌type-approval‌ ‌defines‌ ‌the‌ ‌category‌ ‌N1‌ ‌classes‌ ‌I‌ ‌to‌ ‌III‌ ‌based‌ ‌on‌ ‌their‌‌                             
reference‌ ‌mass‌ ‌(RM)‌ ‌as‌ ‌follows:‌ ‌ 4

‌ 

Table‌ ‌1:‌ ‌Van‌ ‌classes‌ ‌according‌ ‌to‌ ‌the‌ ‌EU‌ ‌Regulation‌ ‌ 

Class‌ ‌I‌ ‌  Class‌ ‌II‌ ‌  Class‌ ‌III‌ ‌ 

RM‌ ‌≤‌ ‌1,305‌ ‌kg‌ ‌  1,305‌ ‌kg‌ ‌<‌ ‌RM‌ ‌≤‌ ‌1,760‌ ‌kg‌ ‌  RM‌ ‌>‌ ‌1,760‌ ‌kg‌ ‌ 

‌ 
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‌ 

1.1.‌‌ ‌‌Sales‌ ‌and‌ ‌emissions‌ ‌trends‌ ‌ 

More‌ ‌heavy‌ ‌vans‌ ‌ 
Between‌ ‌2012‌ ‌and‌ ‌2019,‌ ‌van‌ ‌sales‌ ‌increased‌‌by‌‌more‌‌than‌‌57%‌‌from‌‌1.1‌‌to‌‌1.7‌‌million‌‌vehicles‌‌sold‌‌                                   
each‌‌year.‌‌This‌‌increase‌‌in‌‌sales‌‌has‌‌not‌‌been‌‌homogeneous‌‌among‌‌all‌‌van‌‌classes:‌‌while‌‌representing‌‌                               
just‌‌56%‌‌of‌‌sales‌‌in‌‌2015,‌‌Class‌‌III‌ ‌vans,‌‌the‌‌heaviest,‌‌accounted‌‌for‌‌about‌‌61%‌‌of‌‌all‌‌sales‌‌in‌‌2019‌‌and‌‌                                         
69%‌ ‌in‌ ‌2020‌ ‌(Figure‌ ‌2).‌ ‌ 

Given‌‌the‌‌higher‌‌average‌‌reference‌‌mass‌‌(2,131‌‌kg)‌‌in‌‌Class‌‌III‌‌compared‌‌to‌‌other‌‌classes‌‌(1,495‌‌kg‌‌for‌‌                                   
Class‌‌II,‌ ‌and‌‌1,205‌‌kg‌‌for‌‌Class‌‌I),‌ ‌the‌‌higher‌‌share‌‌of‌‌sales‌‌from‌‌Class‌‌III‌ ‌has‌‌driven‌‌an‌‌increase‌‌in‌‌the‌‌                                           
mass‌‌of‌‌the‌‌average‌‌van‌‌sold‌‌from‌‌1,748‌‌kg‌‌in‌‌2015‌‌to‌‌1,870‌‌kg‌‌in‌‌2019,‌‌and,‌‌based‌‌on‌‌preliminary‌‌data,‌‌                                         
1,886‌ ‌kg‌ ‌in‌ ‌2020.‌ ‌That’s‌ ‌an‌ ‌8%‌ ‌increase‌ ‌in‌ ‌5‌ ‌years.‌ ‌ ‌  5

‌ 
Figure‌ ‌2:‌ ‌Van‌ ‌sales‌ ‌per‌ ‌class‌ ‌(EU27+UK+NO)‌ ‌ 

5 ‌For‌‌comparison‌‌the‌‌average‌‌reference‌‌mass‌‌within‌‌each‌‌class‌‌has‌‌been‌‌much‌‌more‌‌constant:‌ ‌+1%‌‌for‌ ‌Class‌‌I,‌‌                                     
+0%‌ ‌for‌ ‌Class‌ ‌II‌ ‌and‌ ‌+3%‌ ‌for‌ ‌Class‌ ‌III‌ ‌ 

‌ 

‌ 
‌ 
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Looking‌‌at‌‌2020‌‌preliminary‌‌figures,‌‌van‌‌sales‌‌decreased‌‌by‌‌15%‌‌compared‌‌to‌‌2019‌‌while‌‌car‌‌and‌‌truck‌‌                                 
sales‌ ‌dropped‌ ‌by‌ ‌21%‌ ‌and‌ ‌26%‌ ‌respectively‌ ‌[7].‌ ‌While‌ ‌sales‌ ‌of‌ ‌Class‌‌I‌ ‌fell‌ ‌17%‌‌in‌‌2020,‌‌and‌‌sales‌‌of‌‌                                       
Class‌‌II‌ ‌dropped‌‌by‌‌one-third‌‌(-34%),‌‌sales‌‌of‌‌Class‌‌III‌‌hardly‌‌fell‌‌at‌‌all,‌‌slipping‌‌only‌‌6%‌‌-‌‌in‌‌spite‌‌of‌‌the‌‌                                           
COVID-19‌‌pandemic.‌‌Which‌‌means‌‌that‌‌sales‌‌of‌‌the‌‌heaviest‌‌vans‌‌weathered‌‌the‌‌crisis‌‌almost‌‌entirely,‌‌                             
with‌ ‌very‌ ‌little‌ ‌impact‌ ‌on‌ ‌sales‌ ‌numbers.‌ ‌ 

CO‌2‌‌ ‌emissions‌ ‌are‌ ‌stagnating‌ ‌ 
After‌ ‌having‌ ‌slightly‌ ‌decreased‌ ‌from‌ ‌2012‌ ‌to‌ ‌2017‌ ‌(-10%),‌ ‌average‌ ‌CO‌2‌ ‌emissions‌ ‌from‌ ‌new‌ ‌vans‌‌                             
increased‌ ‌slowly‌ ‌between‌ ‌2017‌ ‌and‌ ‌2019‌ ‌from‌ ‌157.6‌ ‌gCO‌2‌/km‌ ‌in‌ ‌2017‌ ‌to‌ ‌159.3‌ ‌gCO‌2‌/km‌ ‌(NEDC)‌ ‌in‌‌                               
2019,‌ ‌mainly‌ ‌due‌ ‌to‌ ‌an‌ ‌increase‌ ‌in‌ ‌sales‌ ‌of‌ ‌large‌ ‌vans.‌ ‌Looking‌ ‌at‌ ‌emissions‌ ‌from‌ ‌ICE‌ ‌vans‌ ‌only,‌‌                                   
emissions‌ ‌have‌ ‌increased‌ ‌from‌ ‌159.1‌ ‌gCO‌2‌/km‌ ‌in‌ ‌2017‌ ‌to‌ ‌161.8‌ ‌gCO‌2‌/km‌ ‌in‌ ‌2019.‌ ‌ ‌   

Preliminary‌ ‌data‌‌from‌‌2020‌‌suggest‌‌that‌‌van‌‌emissions‌‌slightly‌‌decreased‌‌to‌‌around‌‌158.8‌‌gCO‌2‌/km‌,‌‌                           6

which‌ ‌represents‌ ‌a‌ ‌0.3%‌ ‌emission‌ ‌reduction‌ ‌compared‌ ‌to‌ ‌2019.‌ ‌However,‌ ‌emissions‌ ‌from‌ ‌ICE‌ ‌vans‌‌                           
kept‌ ‌increasing‌ ‌with‌ ‌an‌ ‌average‌ ‌of‌ ‌162.4‌ ‌gCO‌2‌/km‌ ‌(NEDC)‌ ‌in‌ ‌2020‌ ‌(+0.4%‌ ‌compared‌ ‌to‌ ‌2019).‌ ‌ 

‌ 
Figure‌ ‌3:‌ ‌Emissions‌ ‌from‌ ‌new‌ ‌vans‌ ‌(2012-2020,‌ ‌EU27+UK+NO)‌ ‌ 

As‌ ‌it‌ ‌can‌ ‌be‌ ‌seen‌ ‌in‌ ‌Figure‌ ‌3,‌ ‌Class‌ ‌I‌ ‌emissions‌ ‌increased‌ ‌significantly‌ ‌between‌ ‌2015‌‌and‌‌2019,‌‌and‌‌                                   
even‌‌surpassed‌‌Class‌‌II‌ ‌emissions‌‌in‌‌2019.‌‌This‌‌is‌‌due‌‌to‌‌a‌‌major‌‌shift‌‌from‌‌diesel‌‌vans‌‌to‌‌petrol‌‌vans‌‌                                       

6 ‌Dataforce‌‌only‌‌provided‌‌NEDC‌‌or‌‌WLTP‌‌emissions‌‌values.‌‌That’s‌‌why‌‌a‌‌specific‌‌NEDC-WLTP‌‌uplift‌‌per‌‌model‌‌has‌‌                                   
been‌ ‌applied‌ ‌to‌ ‌convert‌ ‌all‌ ‌values‌‌to‌‌NEDC.‌‌This‌‌uplift‌‌has‌‌been‌‌calculated‌‌from‌‌2019‌‌EEA‌‌registrations‌‌having‌‌                                   
both‌ ‌NEDC‌ ‌and‌ ‌WLTP‌ ‌values‌ ‌(approximately‌ ‌30%‌ ‌of‌ ‌2019‌ ‌registrations).‌ ‌See‌ ‌Annex‌ ‌6.1‌ ‌for‌ ‌more‌ ‌information.‌ ‌ 

‌ 

‌ 
‌ 

‌ 
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(from‌ ‌89%‌ ‌in‌ ‌2015‌ ‌to‌ ‌57%‌ ‌in‌ ‌2019)‌‌following‌‌the‌‌Dieselgate‌‌scandal‌‌in‌‌2015,‌‌with‌‌Class‌‌I‌ ‌petrol‌‌vans‌‌                                     
emitting‌ ‌about‌ ‌30%‌ ‌more‌ ‌gCO‌2‌/km‌ ‌than‌ ‌diesel‌ ‌vans‌ ‌in‌ ‌2019.‌ ‌ 

Heavier‌ ‌vans,‌ ‌higher‌ ‌emissions‌ ‌ 
Compared‌ ‌to‌ ‌2019,‌ ‌2020‌ ‌van‌ ‌emissions‌ ‌decreased‌ ‌in‌ ‌all‌ ‌classes,‌ ‌reaching‌ ‌109‌ ‌gCO‌2‌/km‌ ‌in‌ ‌Class‌ ‌I‌‌                               
(-12%),‌‌124‌‌gCO‌2‌/km‌‌in‌‌Class‌‌II‌ ‌(-1.7%)‌‌and‌‌180‌‌gCO‌2‌/km‌‌(-2.6%),‌‌but‌‌only‌‌slightly‌‌decreasing‌‌by‌‌0.3%‌‌                                 
overall.‌ ‌This‌ ‌very‌ ‌small‌ ‌decrease‌ ‌can‌ ‌be‌ ‌mainly‌ ‌attributed‌ ‌to‌ ‌the‌ ‌continued‌ ‌relative‌ ‌increase‌ ‌in‌‌the‌‌                               
share‌ ‌of‌ ‌Class‌ ‌III‌ ‌vans‌ ‌sales‌ ‌following‌ ‌the‌ ‌COVID-19‌ ‌crisis‌ ‌(more‌ ‌than‌ ‌2‌ ‌out‌ ‌of‌ ‌3,‌ ‌or‌ ‌69%‌ ‌of‌ ‌all‌ ‌new‌ ‌vans).‌ ‌ 

This‌‌is‌‌even‌‌more‌‌explicit‌‌looking‌‌at‌‌ICE‌‌emissions‌‌per‌‌class.‌‌Class‌‌I‌ ‌ICE‌‌emissions‌‌decreased‌‌by‌‌13%,‌‌                                   
Class‌‌II‌‌ICE‌‌vans‌‌remained‌‌at‌‌the‌‌same‌‌level‌‌and‌‌Class‌‌III‌‌ICE‌‌declined‌‌by‌‌2%‌ ,‌‌but‌‌overall‌‌ICE‌‌emissions‌‌                                       7

increased‌ ‌from‌ ‌162‌ ‌to‌ ‌164‌ ‌gCO‌2‌/km.‌ ‌This‌ ‌follows‌ ‌the‌ ‌trend‌ ‌observed‌ ‌in‌ ‌previous‌ ‌years,‌ ‌with‌ ‌2020‌‌                               
emissions‌ ‌from‌ ‌ICE‌ ‌vans‌ ‌being‌ ‌the‌ ‌highest‌ ‌emissions‌ ‌since‌ ‌2017.‌ ‌ 

‌ 
Shift‌ ‌back‌ ‌from‌ ‌petrol‌ ‌to‌ ‌diesel‌ ‌ 
The‌ ‌emission‌ ‌decrease‌ ‌per‌ ‌class‌ ‌could‌ ‌be‌‌partly‌‌explained‌‌by‌‌a‌‌shift‌‌back‌‌from‌‌petrol‌‌vans‌‌to‌‌diesel‌‌                                   
vans:‌ ‌across‌ ‌all‌ ‌3‌ ‌van‌ ‌classes,‌ ‌diesel‌ ‌vans‌ ‌represented‌ ‌96.5%‌ ‌of‌ ‌new‌ ‌ICE‌ ‌vans‌ ‌in‌ ‌2019,‌ ‌but‌ ‌around‌‌                                   
97.5%‌ ‌in‌ ‌2020.‌ ‌Looking‌ ‌at‌ ‌sales,‌ ‌petrol-powered‌ ‌vans‌ ‌have‌ ‌indeed‌ ‌been‌ ‌hit‌ ‌the‌ ‌hardest‌ ‌by‌ ‌the‌‌                               
COVID-19‌ ‌crisis,‌ ‌with‌ ‌a‌ ‌40%‌ ‌drop‌ ‌compared‌ ‌to‌ ‌a‌ ‌15%‌ ‌drop‌ ‌for‌ ‌diesel-powered‌ ‌vans.‌‌ ‌  

The‌ ‌noticeable‌ ‌drop‌ ‌in‌ ‌Class‌ ‌I‌ ‌emissions‌‌can‌‌also‌‌be‌‌attributed‌‌to‌‌a‌‌major‌‌change‌‌in‌‌diesel‌‌vs‌‌petrol‌‌                                     
shares,‌‌with‌‌79%‌‌of‌‌Class‌‌I‌ ‌ICE‌‌vans‌‌being‌‌diesel‌‌in‌‌2020‌‌compared‌‌to‌‌57%‌‌in‌‌2019.‌‌Indeed,‌‌while‌‌Class‌‌                                       
I‌‌diesel‌‌van‌‌emissions‌‌were‌‌on‌‌average‌‌102‌‌gCO‌2‌/km‌‌in‌‌2020,‌‌petrol‌‌van‌‌emissions‌‌were‌‌on‌‌average‌‌117‌‌                                   
gCO‌2‌/km.‌ ‌ 

Finally,‌ ‌the‌ ‌slight‌ ‌overall‌ ‌emissions‌ ‌decrease‌ ‌(-0.5‌ ‌gCO‌2‌/km)‌ ‌between‌ ‌2019‌ ‌and‌ ‌2020‌ ‌can‌ ‌also‌ ‌be‌‌                             
explained‌‌by‌‌the‌‌very‌‌few‌‌electric‌‌vans‌‌sold‌‌in‌‌2020‌‌(about‌‌2%‌‌of‌‌all‌‌van‌‌sales).‌‌This‌‌will‌‌be‌‌described‌‌                                       
in‌ ‌greater‌ ‌detail‌ ‌in‌ ‌Section‌ ‌2.‌ ‌ 

‌ 

1.2.‌‌ ‌‌CO‌2‌‌ ‌emissions‌ ‌per‌ ‌country‌ ‌ 

Regarding‌ ‌the‌ ‌van‌ ‌emissions‌ ‌per‌ ‌country,‌ ‌2020‌ ‌preliminary‌ ‌data‌ ‌suggest‌ ‌that‌ ‌only‌ ‌3‌ ‌countries‌ ‌saw‌‌                             
their‌‌emissions‌‌decrease‌‌compared‌‌to‌‌2019:‌‌Germany,‌‌France‌‌and‌‌the‌‌United‌‌Kingdom‌‌with‌‌-1.6%,‌‌-3%‌‌                             
and‌‌-3.1%‌‌emissions‌‌reductions‌‌respectively.‌‌As‌‌shown‌‌in‌‌‌Figure‌‌4,‌‌the‌‌least‌‌emitting‌‌countries‌‌were‌‌in‌‌                               
2020:‌‌France‌‌(147‌‌gCO‌2‌/km),‌‌Croatia‌‌(149‌‌gCO‌2‌/km),‌‌Spain‌‌(153‌‌gCO‌2‌/km),‌‌Norway‌‌(154‌‌gCO‌2‌/km)‌‌and‌‌                           
Denmark‌ ‌(156‌ ‌gCO‌2‌/km).‌ ‌On‌ ‌the‌ ‌other‌ ‌hand,‌ ‌Slovakia‌ ‌(175‌ ‌gCO‌2‌/km),‌ ‌Poland‌ ‌(174‌ ‌gCO‌2‌/km),‌ ‌Latvia‌‌                           
(174‌‌gCO‌2‌/km),‌‌Austria‌‌(172‌‌gCO‌2‌/km)‌‌and‌‌Czech‌‌Republic‌‌(172‌‌gCO‌2‌/km)‌‌sold‌‌the‌‌most‌‌emitting‌‌vans‌‌                             
in‌‌2020.‌‌While‌‌the‌‌best‌‌performing‌‌countries‌‌have‌‌Class‌‌III‌‌shares‌‌between‌‌50%‌‌and‌‌60%,‌‌these‌‌heavy‌‌                                 

7 ‌Class‌‌I‌ ‌ICE-only‌‌emissions‌‌decreased‌‌from‌‌125‌‌gCO‌2‌/km‌‌to‌‌109‌‌gCO‌2‌/km,‌‌Class‌‌II‌‌remained‌‌at‌‌124‌‌gCO‌2‌/km‌‌and‌‌                                     
Class‌ ‌III‌ ‌emissions‌ ‌declined‌ ‌from‌ ‌184‌ ‌gCO‌2‌/km‌ ‌to‌ ‌180‌ ‌gCO‌2‌/km.‌ ‌ 

‌ 

‌ 
‌ 
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vans‌‌represent‌‌between‌‌70%‌‌and‌‌80%‌‌of‌‌sales‌‌in‌‌the‌‌least‌‌performing‌ ‌countries,‌‌showing‌‌again‌‌how‌‌                               
Class‌ ‌III‌ ‌vans‌ ‌weigh‌ ‌heavily‌ ‌on‌ ‌new‌ ‌vans‌ ‌emissions.‌ ‌ 

‌ 
Figure‌ ‌4:‌ ‌Emissions‌ ‌per‌ ‌country‌ ‌from‌ ‌new‌ ‌vans‌ ‌sold‌ ‌in‌ ‌2020‌ ‌ 

‌ 

1.3.‌‌ ‌‌Sales‌ ‌and‌ ‌CO‌2‌‌ ‌emissions‌ ‌per‌ ‌van‌ ‌maker‌ ‌ 

Overall‌ ‌sales‌ ‌figures‌ ‌ 
Looking‌‌at‌‌the‌‌main‌‌van‌‌makers,‌‌Nissan’s‌‌sales‌‌dropped‌‌the‌‌most‌‌following‌‌the‌‌COVID-19‌‌crisis‌‌in‌‌2020‌‌                                 
(-27%‌ ‌compared‌ ‌to‌ ‌2019),‌‌followed‌‌by‌‌Fiat‌‌(-24%)‌‌and‌‌Volkswagen‌‌(-20%).‌‌On‌‌the‌‌other‌‌hand,‌ ‌MAN,‌‌                               
Toyota‌ ‌and‌ ‌Daimler‌ ‌saw‌ ‌their‌ ‌sales‌ ‌increase‌ ‌by‌ ‌60%‌,‌ ‌7%‌ ‌and‌ ‌6%,‌ ‌while‌ ‌Iveco‌ ‌doubled‌ ‌its‌ ‌sales‌‌                                 8

compared‌ ‌to‌ ‌2019.‌ ‌Nevertheless,‌ ‌globally‌ ‌the‌ ‌top‌ ‌van‌ ‌sellers‌‌ranking‌‌did‌‌not‌‌change‌‌with‌‌PSA,‌‌Ford‌‌                               

8 ‌MAN‌ ‌only‌ ‌started‌ ‌to‌ ‌sell‌ ‌vans‌ ‌a‌ ‌few‌ ‌years‌ ‌ago‌ ‌and‌ ‌released‌ ‌its‌ ‌new‌ ‌TGE‌ ‌model‌ ‌(a‌ ‌rebadged‌ ‌version‌ ‌of‌‌                                         
Volkswagen’s‌ ‌Crafter)‌ ‌at‌ ‌the‌ ‌end‌ ‌of‌ ‌2019,‌ ‌which‌ ‌explains‌ ‌the‌ ‌high‌ ‌growth‌ ‌rate.‌ ‌ 

‌ 

‌ 
‌ 

‌ 
A‌ ‌study‌ ‌by‌‌ ‌   15‌ ‌ 



‌ 

and‌ ‌Renault‌ ‌still‌ ‌leading‌ ‌the‌ ‌EU‌ ‌van‌ ‌market‌ ‌(even‌ ‌with‌ ‌-16%,‌ ‌-13%‌‌and‌‌-17%‌‌van‌‌sales‌‌respectively‌‌                                 
between‌‌2019‌‌and‌‌2020).‌‌Announced‌‌at‌‌the‌‌end‌‌of‌‌2020‌‌and‌‌resulting‌‌from‌‌the‌‌merger‌‌of‌‌PSA‌‌and‌‌FCA,‌‌                                     
Stellantis‌ ‌would‌ ‌represent‌ ‌more‌ ‌than‌ ‌30%‌ ‌of‌ ‌the‌ ‌2020‌ ‌van‌ ‌market.‌ ‌ 

‌ 

‌ 
Figure‌ ‌5:‌ ‌Top‌ ‌10‌ ‌van‌ ‌sellers‌ ‌in‌ ‌2020‌ ‌(EU27+UK+NO)‌ ‌ 

Preliminary‌ ‌data‌ ‌shows‌ ‌that‌ ‌Iveco,‌ ‌MAN,‌ ‌Daimler‌ ‌and‌ ‌Volkswagen‌ ‌sold‌ ‌the‌ ‌least‌ ‌Class‌‌I‌ ‌and‌‌Class‌‌II‌‌                                 
vans‌‌in‌‌2020‌‌(0%‌‌for‌‌Iveco‌‌and‌‌MAN,‌‌5%‌‌for‌‌Daimler‌‌and‌‌25%‌‌for‌‌Volkswagen),‌‌and‌‌thus‌‌they‌‌had‌‌the‌‌                                       
highest‌‌emission‌‌average‌‌with‌‌vehicles‌‌emitting‌‌respectively‌‌205,‌‌198,‌‌185‌ ‌and‌‌180‌‌gCO‌2‌/km‌‌(NEDC).‌‌                           
Ford,‌‌Fiat‌‌and‌‌Toyota‌‌are‌‌closer‌‌to‌‌the‌‌average‌‌emission‌‌per‌‌kilometer‌‌with‌‌respectively‌‌166,‌‌162‌‌and‌‌                                 
157‌ ‌gCO‌2‌/km‌ ‌(NEDC).‌‌ ‌  

Finally,‌ ‌Nissan,‌ ‌Renault‌ ‌and‌ ‌PSA‌ ‌were‌ ‌the‌ ‌best‌ ‌performers‌ ‌with‌ ‌147,‌ ‌145‌ ‌and‌ ‌135‌ ‌gCO‌2‌/km‌ ‌(NEDC)‌‌                               
respectively‌ ‌from‌‌their‌‌vans‌‌sold‌‌in‌‌2020.‌‌This‌‌can‌‌be‌‌attributed‌‌to‌‌the‌‌fact‌‌that‌‌they‌‌sell‌‌lighter‌‌vans‌‌                                     
than‌‌the‌‌average‌‌(respectively‌‌29%,‌‌39%‌‌and‌‌62%‌‌of‌‌vans‌‌sold‌‌by‌‌these‌‌OEMs‌‌were‌‌Class‌‌I‌‌or‌‌Class‌‌II)‌‌                                       
and‌ ‌by‌ ‌their‌ ‌higher‌ ‌electrification‌ ‌rate‌ ‌(this‌ ‌will‌ ‌be‌ ‌detailed‌ ‌further‌ ‌in‌ ‌the‌ ‌report).‌ ‌ 

‌ 

‌ 
‌ 
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‌ 
Figure‌ ‌6:‌ ‌2020‌ ‌average‌ ‌emissions‌ ‌per‌ ‌van‌ ‌maker‌ ‌(EU27+UK+NO)‌ ‌ 

Comparing‌‌2020‌‌to‌‌2019‌‌data‌‌for‌‌each‌‌OEM‌‌shows‌‌that‌‌average‌‌emissions‌‌decreased‌‌for‌‌most‌‌of‌‌them,‌‌                                 
with‌ ‌MAN,‌ ‌Nissan,‌ ‌Toyota‌ ‌and‌ ‌Ford‌ ‌having‌ ‌the‌ ‌highest‌ ‌decrease,‌ ‌as‌ ‌presented‌ ‌in‌ ‌Figure‌ ‌7.‌‌                             
Nevertheless,‌ ‌Volkswagen‌ ‌and‌ ‌Fiat‌ ‌saw‌ ‌their‌ ‌emissions‌ ‌increase.‌ ‌This‌ ‌increase‌ ‌seems‌ ‌to‌ ‌be‌ ‌mainly‌‌                           
attributable‌ ‌to‌ ‌changes‌ ‌in‌ ‌the‌ ‌distribution‌ ‌of‌ ‌the‌‌different‌‌models‌‌sold‌‌by‌‌these‌‌OEMs.‌‌For‌‌instance,‌                               
looking‌‌more‌‌closely‌‌at‌‌Volkswagen’s‌‌sales,‌‌the‌‌Caddy,‌‌one‌‌of‌‌its‌‌least‌‌emitting‌‌vans‌‌with‌‌133‌‌gCO‌2‌/km‌‌                                 
(NEDC),‌ ‌dropped‌ ‌from‌ ‌29%‌ ‌of‌ ‌the‌ ‌OEM’s‌ ‌sales‌ ‌in‌ ‌2019‌ ‌to‌ ‌24%,‌ ‌giving‌ ‌space‌ ‌to‌ ‌heavier‌ ‌and‌ ‌more‌‌                                   
emitting‌ ‌vans‌ ‌such‌ ‌as‌ ‌the‌ ‌Crafter‌ ‌(which‌‌sales‌‌increased‌‌from‌‌26%‌‌to‌‌29%‌‌of‌‌all‌ ‌Volkswagen’s‌‌sales)‌‌                                 
and‌‌the‌‌Transporter‌‌(from‌‌37%‌‌in‌‌2019‌‌to‌‌40%‌‌of‌‌sales‌‌in‌‌2020).‌‌Similarly,‌‌Fiat‌‌saw‌‌its‌‌Class‌‌III‌‌Ducato‌‌                                       
sales‌‌increasing‌‌from‌‌35%‌‌in‌‌2019‌‌to‌‌45%‌‌in‌‌2020,‌‌leading‌‌to‌‌Class‌‌III‌‌sales‌‌reaching‌‌60%‌‌of‌‌the‌‌OEM’s‌‌                                       
sales‌ ‌in‌ ‌2020,‌ ‌compared‌ ‌to‌ ‌50%‌ ‌in‌ ‌2019.‌ ‌Sales‌ ‌of‌ ‌new‌ ‌larger‌ ‌vans‌ ‌are‌ ‌displacing‌ ‌small‌ ‌vans.‌ ‌Any‌‌                                   
emissions‌‌reductions‌‌within‌‌each‌‌class‌‌are‌‌being‌‌overshadowed‌‌by‌‌the‌‌shift‌‌to‌‌larger‌‌vans,‌‌with‌‌overall‌‌                               
emissions‌ ‌rising‌ ‌as‌ ‌a‌ ‌result.‌‌ ‌  
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‌ 
Figure‌ ‌7:‌ ‌Emissions‌ ‌variation‌ ‌between‌ ‌2019‌ ‌and‌ ‌2020‌ ‌ 

‌ 

1.4.‌ ‌Compliance‌ ‌with‌ ‌the‌ ‌2020‌ ‌target‌ ‌ 

Ford-Volkswagen‌ ‌and‌ ‌Iveco‌ ‌fail‌ ‌EU‌ ‌van‌ ‌CO‌2‌‌ ‌standards‌‌ ‌  
Thanks‌‌to‌‌2020‌‌preliminary‌‌data‌‌from‌‌Dataforce,‌‌it‌‌has‌‌been‌‌possible‌‌to‌‌estimate‌‌the‌‌2020‌‌target‌‌per‌‌                                 
van‌ ‌makers‌ ‌pools.‌ ‌These‌ ‌pools‌ ‌are‌ ‌based‌ ‌on‌ ‌the‌ ‌official‌ ‌N1‌ ‌pooling‌ ‌list‌ ‌as‌ ‌described‌ ‌in‌ ‌Article‌ ‌6‌‌of‌‌                                     
Regulation‌ ‌(EU)‌ ‌2019/631‌ ‌[5]‌ ‌and‌ ‌are‌ ‌detailed‌ ‌in‌ ‌Annex‌ ‌6.2.‌ ‌ 

Overall,‌ ‌2020‌ ‌preliminary‌ ‌data‌ ‌suggest‌ ‌that‌ ‌most‌ ‌OEMs‌ ‌were‌ ‌compliant‌ ‌with‌ ‌their‌ ‌2020‌ ‌target,‌ ‌as‌‌                             
shown‌ ‌in‌ ‌Figure‌ ‌8,‌ ‌apart‌ ‌from‌ ‌Ford-Volkswagen‌ ‌and‌ ‌Iveco.‌ ‌These‌ ‌two‌ ‌van‌ ‌makers‌ ‌were‌ ‌2.4‌ ‌and‌ ‌1.5‌‌                                 
gCO‌2‌/km‌‌above‌‌their‌‌target‌‌respectively.‌‌While‌‌the‌‌other‌‌OEMs‌‌made‌‌it‌‌with‌‌less‌‌than‌‌1‌‌gCO‌2‌/km,‌‌only‌‌                                 
Toyota‌ ‌significantly‌ ‌reduced‌ ‌its‌ ‌emissions‌ ‌and‌ ‌got‌ ‌7‌ ‌gCO‌2‌/km‌ ‌below‌ ‌its‌ ‌own‌ ‌target.‌‌ ‌  
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‌ 
Figure‌ ‌8:‌ ‌OEMs‌ ‌and‌ ‌their‌ ‌2020‌ ‌compliance‌ ‌targets‌ ‌(EU27+UK+NO)‌ ‌ 

In‌ ‌contrast‌ ‌to‌ ‌cars,‌ ‌the‌ ‌new‌ ‌2020‌ ‌CO‌2‌ ‌emission‌ ‌target‌ ‌for‌ ‌vans‌ ‌is‌ ‌too‌ ‌weak‌ ‌to‌ ‌drive‌ ‌either‌ ‌real‌ ‌CO‌2‌ ‌                                       
reduction‌‌or‌‌sales‌‌of‌‌electric‌‌vans.‌‌While‌‌the‌‌2017‌‌target‌‌of‌‌175‌‌gCO‌2‌/km‌‌(NEDC)‌‌was‌‌reached‌‌EU-wide‌‌                                 
in‌ ‌2013,‌‌most‌‌van‌‌makers‌‌have‌‌been‌‌close‌‌to‌‌the‌‌2020‌‌target‌‌for‌‌years,‌‌without‌‌making‌‌more‌‌efforts.‌‌                                   
These‌‌estimates‌‌of‌‌van‌‌makers'‌‌compliance‌‌with‌‌their‌‌2020‌‌targets‌‌may‌‌have‌‌some‌‌uncertainty‌‌as‌‌they‌‌                               
are‌ ‌based‌ ‌on‌ ‌preliminary‌ ‌data‌ ‌and‌ ‌do‌ ‌not‌ ‌include‌ ‌eco-innovation‌ ‌factors.‌‌ ‌  

A‌ ‌generous‌ ‌mass-adjustment‌ ‌ 
As‌‌defined‌‌in‌‌the‌‌EU‌‌regulation‌‌and‌‌as‌‌presented‌‌above,‌‌each‌‌OEM‌‌pool‌‌has‌‌a‌‌specific‌‌target‌‌for‌‌2020‌‌                                     
CO‌2‌ ‌van‌‌standards.‌‌These‌‌targets‌‌are‌‌calculated‌‌based‌‌on‌‌the‌‌average‌‌mass‌‌in‌‌running‌‌order‌ ‌per‌‌pool‌‌                                 9

and‌ ‌a‌ ‌factor‌ ‌commonly‌ ‌named‌ ‌“mass-adjustment”:‌ ‌ 

‌O2   CO2    ᐧ (M )  C target per pool =   overall target + a − M 0  

Where:‌ ‌ 

is‌ ‌the‌ ‌2020‌ ‌overall‌ ‌van‌ ‌CO‌2‌‌ ‌target,‌ ‌O2   47 gCO km (NEDC)  C overall target = 1 2/  

9 ‌The‌ ‌mass‌ ‌in‌ ‌running‌ ‌order‌ ‌is‌ ‌essentially‌ ‌unladen‌ ‌mass‌ ‌with‌ ‌standard‌ ‌allowances‌ ‌for‌ ‌a‌ ‌driver‌ ‌and‌ ‌fuel.‌ ‌ 
‌ 

‌ 
‌ 
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 ‌is‌ ‌the‌ ‌mass-adjustment‌ ‌factor‌ ‌.096 gCO kg  a = 0 2/  10

 ‌is‌ ‌the‌ ‌average‌ ‌mass‌ ‌in‌ ‌running‌ ‌order‌ ‌for‌ ‌each‌ ‌pool‌ ‌M  

is‌ ‌the‌ ‌mass‌ ‌in‌ ‌running‌ ‌order‌ ‌used‌ ‌as‌ ‌a‌ ‌reference‌ ‌to‌ ‌adjust‌ ‌the‌ ‌2020‌ ‌target‌ ‌for‌ ‌each‌ ‌pool‌ ‌766.4 kgM 0 = 1  

This‌ ‌methodology‌ ‌is‌ ‌meant‌ ‌to‌ ‌give‌ ‌less‌ ‌stringent‌ ‌targets‌ ‌for‌ ‌OEMs‌ ‌selling‌ ‌heavier‌ ‌vehicles‌ ‌than‌‌the‌‌                               
others.‌ ‌This‌ ‌explains‌ ‌why‌ ‌Iveco‌ ‌and‌ ‌Daimler‌ ‌have‌ ‌for‌ ‌instance‌ ‌higher‌ ‌targets‌ ‌than‌ ‌other‌ ‌van‌ ‌makers.‌ ‌ 

Even‌ ‌though‌ ‌the‌ ‌overall‌ ‌target‌ ‌was‌ ‌meant‌ ‌to‌ ‌be‌‌147‌‌gCO‌2‌/km‌‌(NEDC)‌‌for‌‌new‌‌vans‌‌sold‌‌in‌‌2020,‌‌the‌‌                                     
actual‌‌target‌‌calculated‌‌according‌‌to‌‌the‌‌above‌‌methodology‌‌has‌‌been‌‌increasing‌‌because‌‌of‌‌a‌‌higher‌‌                             
average‌ ‌van‌‌mass‌‌(see‌‌‌Figure‌‌2‌‌in‌‌Section‌‌1.1).‌‌Thanks‌‌to‌‌a‌‌generous‌‌mass-adjustment,‌‌in‌‌reality‌‌the‌‌                                 
2020‌‌market‌‌average‌‌target‌‌is‌‌158.5‌‌gCO‌2‌/km,‌‌or‌‌8%‌‌higher‌‌than‌‌the‌‌official‌‌target‌‌of‌‌147‌‌gCO‌2‌/km‌‌on‌‌                                   
paper‌‌in‌‌the‌‌regulation.‌‌This‌‌means‌‌that‌‌in‌‌current‌‌policies,‌‌the‌‌bigger‌‌and‌‌heavier‌‌vans‌‌get,‌‌the‌‌higher‌ ‌                                   
is‌ ‌the‌ ‌CO‌2‌ ‌‌target‌ ‌per‌ ‌van‌ ‌maker.‌ ‌ ‌   

‌ 

2.‌ ‌E-vans’‌ ‌laggard‌ ‌supply‌ ‌ 

In‌ ‌this‌ ‌section,‌ ‌T&E‌ ‌investigates‌ ‌the‌ ‌battery-electric‌ ‌van‌‌market,‌‌looking‌‌at‌‌2020‌‌and‌‌historical‌‌sales‌‌                             
per‌ ‌OEM,‌ ‌per‌ ‌member‌ ‌state‌ ‌and‌ ‌analysing‌ ‌e-van‌ ‌models‌ ‌sold.‌ ‌ 

2.1.‌ ‌E-vans‌ ‌trend‌ ‌analysis‌ ‌ 

While‌ ‌electric‌ ‌car‌ ‌sales‌ ‌soared‌ ‌from‌ ‌2.2%‌ ‌of‌ ‌registrations‌ ‌in‌ ‌2019‌‌to‌‌11.4%‌‌in‌‌2020‌‌[8]‌ ,‌ ‌electric‌‌van‌‌                                   11

sales‌ ‌only‌ ‌slightly‌ ‌increased‌ ‌from‌ ‌1.4%‌ ‌of‌ ‌sales‌ ‌in‌ ‌2019‌ ‌to‌ ‌2%‌ ‌in‌ ‌2020,‌ ‌after‌ ‌a‌ ‌decade‌ ‌of‌ ‌very‌ ‌slow‌‌                                       
growth.‌ ‌ 

Looking‌ ‌at‌ ‌the‌ ‌2020‌ ‌absolute‌ ‌sales‌ ‌figures,‌ ‌e-vans‌ ‌survived‌ ‌the‌‌COVID-19‌‌crisis‌‌better‌‌than‌‌their‌‌ICE‌‌                               
counterparts‌ ‌with‌ ‌an‌ ‌overall‌ ‌22%‌ ‌increase‌ ‌in‌ ‌EU27+UK+NO‌ ‌from‌ ‌2019:‌ ‌30,100‌ ‌e-vans‌ ‌were‌ ‌sold‌ ‌in‌‌                             
EU27+UK+NO‌ ‌in‌ ‌2020‌ ‌(23,100‌ ‌e-vans‌ ‌in‌ ‌EU27)‌ ‌compared‌ ‌to‌ ‌24,600‌ ‌in‌ ‌2019‌ ‌(19,600‌ ‌in‌ ‌EU27).‌‌                             
Nevertheless,‌‌this‌‌increase‌‌in‌‌e-vans‌‌sales‌‌is‌‌not‌‌homogenous‌‌among‌‌classes:‌‌on‌‌one‌‌hand‌‌Class‌‌I‌‌and‌‌                                 
Class‌ ‌II‌ ‌e-van‌ ‌sales‌ ‌decreased‌ ‌by‌ ‌22%‌ ‌and‌ ‌3%,‌ ‌and‌ ‌on‌ ‌the‌ ‌other‌ ‌hand‌ ‌Class‌ ‌III‌ ‌e-vans‌‌increased‌‌by‌‌                                     
250%.‌ ‌ 

10 ‌The‌ ‌mass‌ ‌adjustment‌ ‌factor‌ ‌and‌ ‌the‌‌reference‌‌mass‌‌are‌‌stated‌‌in‌‌the‌‌Regulation‌‌and‌‌are‌‌calculated‌‌every‌‌3‌‌                                     
years‌ ‌based‌ ‌on‌ ‌van‌ ‌sales,‌ ‌and‌ ‌will‌ ‌be‌ ‌updated‌ ‌every‌ ‌2‌ ‌years‌ ‌in‌ ‌the‌ ‌post-2020‌ ‌Regulation.‌ ‌ 
11 ‌Including‌ ‌5.2%‌ ‌battery-electric‌ ‌cars‌ ‌and‌ ‌6.2%‌ ‌plug-in‌ ‌hybrid‌ ‌cars‌ ‌in‌ ‌2020‌ ‌in‌ ‌the‌ ‌EU27+UK+NO.‌ ‌ 
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Figure‌ ‌9:‌ ‌Battery-electric‌ ‌vans‌ ‌sales‌ ‌between‌ ‌2012‌ ‌and‌ ‌2020‌ ‌(EU27+UK+NO)‌ ‌ 

As‌‌shown‌‌in‌‌Figure‌‌9,‌‌despite‌‌the‌‌decrease‌‌of‌‌Class‌‌I‌‌and‌‌Class‌‌II‌‌electric‌‌vans‌‌sales‌‌and‌‌because‌‌of‌‌the‌‌                                         
overall‌‌drop‌‌of‌‌vans‌‌sales,‌‌the‌‌share‌‌of‌‌Class‌‌I‌ ‌e-vans‌‌reached‌‌1.3%‌‌of‌‌registrations‌‌in‌‌2020‌‌(from‌‌1.4%‌‌                                     
in‌‌2019)‌‌and‌‌e-van‌‌share‌‌of‌‌sales‌‌in‌‌Class‌‌II‌‌kept‌‌increasing‌‌and‌‌represented‌‌5.3%‌‌of‌‌sales‌‌(from‌‌3.6%‌‌in‌‌                                       
2019).‌‌Class‌‌III‌‌shares‌‌reached‌‌0.7%‌‌in‌‌2020,‌‌a‌‌rise‌‌in‌‌heavier‌‌electric‌‌vans‌‌which‌‌only‌‌represented‌‌0.2%‌‌                                   
of‌ ‌Class‌ ‌III‌ ‌sales‌ ‌in‌ ‌2019.‌‌Put‌‌another‌‌way,‌‌these‌‌new‌‌Class‌‌III‌ ‌e-vans‌‌on‌‌the‌‌market‌‌now‌‌account‌‌for‌‌                                       
22%‌ ‌of‌ ‌electric‌ ‌vans‌ ‌sales‌ ‌whereas‌ ‌they‌ ‌only‌ ‌represented‌ ‌8%‌ ‌in‌ ‌2019.‌ ‌ 

‌ 

2.2.‌‌ ‌‌E-vans‌ ‌sales‌ ‌per‌ ‌OEM‌ ‌and‌ ‌model‌ ‌ 

While‌ ‌Renault‌ ‌and‌ ‌Nissan‌ ‌were‌ ‌leading‌ ‌the‌ ‌e-van‌ ‌european‌ ‌market‌ ‌in‌ ‌2019,‌ ‌accounting‌ ‌for‌ ‌65%‌‌                             
battery-electric‌‌vans‌‌sales,‌‌they‌‌represented‌‌a‌‌bit‌‌less‌‌than‌‌half‌‌of‌‌e-vans‌‌sold‌‌in‌‌2020‌‌(49%,‌‌or‌‌14,900‌‌                                   
e-vans‌ ‌in‌ ‌EU27+UK+NO).‌‌Indeed,‌‌Renault‌‌and‌‌Nissan‌‌are‌‌being‌‌challenged‌‌by‌‌other‌‌van‌‌makers‌‌such‌‌                             
as‌ ‌Daimler‌ ‌and‌ ‌Volkswagen‌ ‌which‌‌respectively‌‌multiplied‌‌their‌‌e-van‌‌sales‌‌by‌‌5‌‌and‌‌9‌‌between‌‌2019‌‌                               
and‌ ‌2020.‌ ‌ 

Nevertheless,‌ ‌looking‌ ‌at‌ ‌e-van‌ ‌shares‌ ‌per‌ ‌OEM‌ ‌puts‌ ‌these‌ ‌high‌ ‌growth‌‌rates‌‌into‌‌perspective:‌‌While‌‌                             
about‌ ‌1‌ ‌out‌ ‌of‌ ‌5‌ ‌vans‌ ‌sold‌ ‌by‌ ‌Nissan‌ ‌was‌ ‌electric‌ ‌in‌ ‌2020,‌ ‌4%‌ ‌of‌ ‌Renault’s‌ ‌sales‌‌were‌‌electric.‌‌PSA,‌‌                                       
Daimler‌ ‌and‌ ‌Volskwagen‌‌sold‌‌respectively‌‌370,000,‌‌170,000‌‌and‌‌160,000‌‌vans‌‌in‌‌2020‌‌but‌‌only‌‌2,100,‌‌                             
4,200‌ ‌and‌ ‌2,400‌ ‌e-vans,‌ ‌representing‌ ‌0.6%,‌ ‌2.4%‌ ‌and‌ ‌1.5%‌ ‌of‌ ‌their‌ ‌sales.‌ ‌On‌ ‌the‌ ‌other‌ ‌hand,‌ ‌while‌‌                                 
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Toyota‌ ‌and‌ ‌Fiat‌ ‌sold‌ ‌a‌ ‌few‌ ‌battery-electric‌ ‌vans‌ ‌in‌ ‌2020‌ ‌(having‌ ‌respectively‌ ‌0.4%,‌ ‌0.04%‌ ‌of‌ ‌e-van‌‌                               
shares),‌ ‌Iveco‌ ‌and‌ ‌Ford‌ ‌did‌ ‌not‌ ‌sell‌ ‌any‌ ‌e-vans‌ ‌at‌ ‌all.‌ ‌ 

‌ 
Figure‌ ‌10:‌ ‌Battery-electric‌ ‌van‌ ‌sales‌ ‌per‌ ‌OEM‌ ‌in‌ ‌2020‌ ‌(EU27+UK+NO)‌ ‌ 

From‌‌the‌‌model‌‌perspective,‌‌about‌‌30‌‌e-vans‌‌models‌‌could‌‌be‌‌identified‌‌in‌‌the‌‌2020‌‌preliminary‌‌data.‌‌                               
Among‌‌these‌‌models,‌‌only‌‌6‌‌made‌‌it‌‌above‌‌1,000‌‌sales:‌‌Renault’s‌‌Kangoo‌‌(8,600‌‌sales),‌‌Nissan’s‌‌NV200‌‌                               
(6,200),‌‌Streetscooter’s‌‌Work‌‌low‌‌(3,500),‌‌Daimler’s‌‌Vito‌‌(2,300)‌‌and‌‌Sprinter‌‌(1,800)‌‌and‌‌Volkswagen’s‌‌                         
Crafter‌‌(1,000).‌‌Furthermore,‌‌13‌‌of‌‌these‌‌models‌‌were‌‌identified‌‌as‌‌Class‌‌III,‌‌12‌‌as‌‌Class‌‌II‌‌and‌‌3‌‌as‌‌Class‌‌                                       
I,‌ ‌but‌ ‌only‌ ‌3‌ ‌Class‌ ‌III‌ ‌models‌ ‌totalled‌ ‌more‌ ‌than‌ ‌1,000‌ ‌sales‌ ‌as‌ ‌shown‌ ‌in‌ ‌Figure‌ ‌11.‌ ‌ 
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‌ 
Figure‌ ‌11:‌ ‌Top‌ ‌e-vans‌ ‌sold‌ ‌in‌ ‌2020‌ ‌(EU27+UK+NO)‌ ‌ 
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StreetScooter:‌ ‌an‌ ‌exception‌ ‌to‌ ‌the‌ ‌traditional‌ ‌OEMs‌ ‌ 

StreetScooter‌ ‌is‌ ‌an‌ ‌‌electric‌ ‌vehicle‌ ‌manufacturer‌‌located‌‌in‌‌‌Aachen‌,‌ ‌Germany‌‌and‌‌owned‌‌by‌‌‌Deutsche‌‌                           
Post‌ ‌DHL‌ ‌Group‌ ‌since‌ ‌2014.‌ ‌StreetScooter’s‌ ‌Work‌ ‌e-vans‌ ‌were‌ ‌first‌ ‌produced‌ ‌to‌ ‌progressively‌ ‌replace‌‌                           
DHL’s‌ ‌delivery‌ ‌vans‌ ‌in‌ ‌Germany,‌ ‌since‌ ‌none‌ ‌of‌ ‌the‌ ‌traditional‌ ‌van‌‌makers‌‌were‌‌selling‌‌enough‌‌e-vans.‌‌                               
Since‌ ‌2014,‌ ‌approximately‌ ‌13k‌ ‌e-vans‌ ‌have‌ ‌been‌ ‌produced‌ ‌and‌ ‌sold,‌ ‌mostly‌ ‌in‌ ‌Germany.‌ ‌In‌ ‌2020,‌‌                             
StreetScooter‌ ‌accounted‌ ‌for‌ ‌40%‌ ‌of‌ ‌all‌ ‌battery-electric‌ ‌vans‌ ‌sold‌ ‌in‌ ‌Germany,‌ ‌thus‌ ‌challenging‌ ‌the‌‌                           
traditional‌‌OEMs.‌‌The‌‌previous‌‌year‌‌DHL‌‌announced‌‌its‌‌intention‌‌to‌‌move‌‌away‌‌from‌‌manufacturing‌‌and‌‌                             
thus‌‌to‌‌sell‌‌StreetScooter,‌‌but‌‌finally‌‌extended‌‌the‌‌StreetScooter‌‌production‌‌until‌‌at‌‌least‌‌the‌‌end‌‌of‌‌2022‌‌                                 
because‌ ‌of‌ ‌the‌ ‌high‌ ‌demand‌ ‌for‌ ‌electric‌ ‌delivery‌ ‌vehicles‌ ‌within‌ ‌the‌ ‌group‌ ‌[9]‌‌ ‌[10]‌‌ ‌.‌‌ ‌  
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2.3.‌ ‌E-vans‌ ‌sales‌ ‌per‌ ‌country‌ ‌ 

With‌ ‌about‌ ‌8,300‌ ‌battery-electric‌ ‌vans‌ ‌sold‌ ‌in‌ ‌2020,‌‌Germany‌‌is‌‌leading‌‌the‌‌European‌‌e-van‌‌market,‌‌                             
followed‌ ‌by‌ ‌France‌‌and‌‌the‌‌United-Kingdom‌‌with‌‌respectively‌‌about‌‌6,400‌‌and‌‌4,700‌‌e-vans‌‌sold‌‌the‌‌                             
same‌‌year.‌‌However,‌‌Germany‌‌has‌‌been‌‌leading‌‌the‌‌e-van‌‌market‌‌thanks‌‌to‌‌StreetScooter‌‌which‌‌made‌‌                             
40%‌ ‌of‌ ‌its‌ ‌e-van‌ ‌sales‌ ‌(see‌ ‌Info‌ ‌box‌ ‌above),‌ ‌doing‌ ‌far‌ ‌better‌ ‌than‌ ‌traditional‌ ‌van‌ ‌makers.‌ ‌ 

Looking‌‌at‌‌sales‌‌shares,‌‌Norway‌‌and‌‌Sweden‌‌are‌‌far‌‌ahead‌‌of‌‌other‌‌countries‌‌with‌‌e-vans‌‌representing‌‌                               
9.2%‌ ‌and‌ ‌6%‌ ‌of‌ ‌their‌ ‌sales‌ ‌in‌ ‌2020,‌ ‌while‌‌Germany‌‌had‌‌3.1%,‌‌France‌‌1.9%‌‌and‌‌the‌‌UK‌‌1.7%.‌‌On‌‌the‌‌                                       
other‌ ‌hand,‌ ‌countries‌ ‌such‌ ‌as‌ ‌Portugal,‌ ‌Belgium‌ ‌or‌ ‌Poland‌ ‌only‌ ‌sold‌ ‌a‌ ‌couple‌ ‌of‌ ‌hundred‌ ‌e-vans,‌‌                               
making‌ ‌0.9%,‌ ‌0.6%‌ ‌and‌ ‌0.4%‌ ‌of‌ ‌their‌ ‌2020‌ ‌sales.‌ ‌ 

‌ 
Figure‌ ‌12:‌ ‌Battery-electric‌ ‌vans‌ ‌per‌ ‌country‌ ‌and‌ ‌main‌ ‌OEMs‌‌ ‌  
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2.4.‌‌ ‌‌Hybrid‌ ‌vans‌ ‌ 

While‌ ‌battery-electric‌ ‌vans‌ ‌appeared‌ ‌some‌ ‌years‌ ‌ago‌ ‌on‌ ‌the‌ ‌European‌ ‌market,‌ ‌hybrid‌ ‌vans‌ ‌only‌‌                           
accounted‌‌for‌‌a‌‌few‌‌hundred‌‌vehicles‌‌in‌‌total‌‌in‌‌2019.‌‌From‌‌less‌‌than‌‌0.01%‌‌of‌‌all‌‌sales‌‌in‌‌2019,‌‌plug-in‌‌                                       
hybrid‌‌sales‌‌jumped‌‌to‌‌0.06%‌‌of‌‌sales‌‌in‌‌2020‌‌with‌‌about‌‌800‌‌vehicles‌‌sold.‌‌Looking‌‌at‌‌all‌‌hybrid‌‌types‌‌                                     
(not‌ ‌only‌ ‌plug-in)‌ ‌8,200‌ ‌hybrid‌ ‌vans‌ ‌have‌ ‌been‌ ‌sold‌ ‌in‌ ‌2020‌‌making‌‌0.6%‌‌of‌‌sales,‌‌with‌‌only‌‌10%‌‌of‌‌                                     
these‌‌being‌‌plug-in‌‌hybrids.‌‌This‌‌means‌‌that‌‌90%‌‌of‌‌hybrid‌‌vans‌‌currently‌‌sold‌‌are‌‌full‌‌hybrids‌‌which‌‌                                 
cannot‌ ‌be‌ ‌plugged‌ ‌in‌ ‌and‌ ‌have‌ ‌their‌ ‌battery‌ ‌recharged‌ ‌by‌ ‌an‌‌internal‌‌combustion‌‌engine‌‌(petrol‌‌or‌‌                               
diesel‌ ‌powered).‌ ‌ 

Looking‌‌at‌‌emissions,‌‌hybrid‌‌vans‌‌emit‌‌on‌‌average‌‌140‌‌gCO‌2‌/km‌‌in‌‌2020,‌‌which‌‌is‌‌14%‌‌better‌‌than‌‌the‌‌                                   
average‌‌ICE‌‌van.‌‌Plug-in‌‌hybrids‌‌have‌‌much‌‌lower‌‌test‌‌emissions‌‌with‌‌on‌‌average‌‌63‌‌gCO‌2‌/km‌‌(NEDC),‌‌                               
but‌‌still‌ ‌far‌‌from‌‌zero-emissions‌‌vehicles‌‌(and‌‌this‌‌although‌‌PHEV‌‌cars‌‌and‌‌vans‌‌benefit‌‌from‌‌generous‌‌                               
accounting‌ ‌methods‌ ‌under‌ ‌NEDC‌ ‌and‌ ‌WLTP‌ ‌test,‌ ‌namely‌ ‌on‌ ‌the‌ ‌assumed‌ ‌share‌ ‌of‌ ‌electric‌ ‌driven‌‌                             
kilometers).‌ ‌ 

‌ 
Figure‌ ‌13:‌ ‌Hybrid‌ ‌van‌ ‌sales‌ ‌distribution‌ ‌per‌ ‌European‌ ‌country‌ ‌ 

Furthermore,‌‌looking‌‌at‌‌geographical‌‌distribution‌‌of‌‌hybrid‌‌vans,‌‌it‌‌can‌‌be‌‌seen‌‌in‌‌Figure‌‌13‌‌that‌‌more‌‌                                 
than‌‌half‌‌of‌‌these‌‌vans‌‌have‌‌been‌‌sold‌‌in‌‌Italy‌‌and‌‌Spain‌‌in‌‌2020‌‌(making‌‌2%‌‌of‌‌Italy’s‌‌sales‌‌and‌‌3%‌‌of‌‌                                           
Spain’s‌ ‌sales),‌ ‌the‌ ‌same‌ ‌countries‌ ‌where‌ ‌battery-electric‌ ‌vans‌ ‌appear‌ ‌to‌ ‌be‌ ‌below‌ ‌the‌ ‌European‌‌                           
average‌ ‌(0.7%‌ ‌in‌ ‌Italy‌ ‌and‌ ‌1.7%‌ ‌in‌ ‌Spain).‌‌ ‌  
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Finally,‌‌preliminary‌‌data‌‌from‌‌2020‌‌shows‌‌that‌‌only‌‌two‌‌main‌‌OEMs‌‌are‌‌selling‌‌these‌‌hybrid‌‌vans:‌‌Ford‌‌                                 
and‌ ‌Fiat,‌‌with‌‌Ford‌‌making‌‌88%‌‌of‌‌the‌‌hybrid‌‌van‌‌sales‌‌and‌‌Fiat‌‌7%.‌‌This‌‌represented‌‌2.8%‌‌of‌‌Ford’s‌‌                                     
sales‌‌and‌‌0.5%‌‌of‌‌Fiat’s‌‌sales,‌‌while‌‌both‌‌these‌‌van‌‌makers‌‌almost‌‌did‌‌not‌‌sell‌‌any‌‌battery-electric‌‌vans‌‌                                   
at‌‌all.‌‌Looking‌‌at‌‌hybrid‌‌models,‌‌they‌‌are‌‌mostly‌‌Class‌‌III‌‌vans‌‌given‌‌that‌‌Ford’s‌‌Transit‌‌made‌‌87%‌‌of‌‌all‌‌                                       
hybrid‌‌sales‌‌and‌‌98%‌‌of‌‌plug-in‌‌hybrid‌‌sales.‌‌While‌‌this‌‌Class‌‌III‌‌van‌‌was‌‌the‌‌most‌‌sold‌‌van‌‌in‌‌2020‌‌with‌‌                                         
about‌ ‌170,000‌ ‌models‌ ‌sold,‌ ‌these‌ ‌7,100‌ ‌hybrid‌ ‌versions‌ ‌only‌ ‌accounted‌ ‌for‌ ‌4.2%‌ ‌of‌ ‌all‌ ‌Transit‌‌vans‌‌                               
sold.‌ ‌In‌ ‌addition,‌ ‌these‌ ‌Transit‌ ‌hybrids‌ ‌can‌ ‌reduce‌ ‌emissions‌ ‌from‌ ‌235‌ ‌gCO‌2‌/km‌ ‌to‌ ‌146‌ ‌gCO‌2‌/km‌‌                             
(NEDC),‌ ‌far‌ ‌from‌ ‌zero-emissions‌ ‌needed.‌‌ ‌  

‌ 

2.5.‌ ‌E-vans’‌ ‌total‌ ‌cost‌ ‌of‌ ‌ownership‌ ‌ 

A‌ ‌study‌ ‌commissioned‌ ‌by‌ ‌T&E‌ ‌and‌ ‌undertaken‌ ‌by‌ ‌consultancy‌ ‌CE‌ ‌Delft‌ ‌in‌ ‌2017‌ ‌[11]‌ ‌analysed‌ ‌the‌‌                               
European‌ ‌van‌ ‌market‌ ‌and‌ ‌quantified‌ ‌the‌ ‌potential‌ ‌total‌ ‌cost‌ ‌of‌ ‌ownership‌ ‌(TCO)‌ ‌of‌ ‌battery‌ ‌electric‌‌                             
vans.‌‌As‌‌vans‌‌are‌‌predominantly‌‌owned‌‌or‌‌operated‌‌by‌‌businesses‌‌(see‌‌analysis‌‌of‌‌van‌‌uses‌‌in‌‌Annex‌‌                                 
6.3),‌‌they‌‌tend‌‌to‌‌act‌‌as‌‌more‌‌economically‌‌rational‌‌operators‌‌than‌‌passenger‌‌car‌‌buyers.‌‌Therefore,‌‌as‌‌                               
TCO‌ ‌affects‌ ‌the‌ ‌bottom‌ ‌line‌ ‌of‌ ‌a‌ ‌business,‌ ‌it‌ ‌plays‌ ‌an‌ ‌important‌ ‌role‌ ‌in‌ ‌van‌ ‌purchase‌ ‌decisions.‌‌ ‌  

The‌ ‌CE‌ ‌Delft‌ ‌analysis‌ ‌looked‌ ‌at‌‌the‌‌van‌‌market‌‌as‌‌well‌‌as‌‌emission‌‌reduction‌‌technologies‌‌and‌‌their‌‌                                 
costs.‌‌Amid‌‌rapidly‌‌decreasing‌‌battery‌‌costs,‌‌CE‌‌Delft‌‌showed‌‌that‌‌electric‌‌vans‌‌in‌‌the‌‌smaller‌‌segment‌‌                               
reached‌‌cost‌‌parity‌‌with‌‌diesel‌‌models‌‌in‌‌2018.‌‌The‌‌TCO‌‌parity‌‌would‌‌be‌‌reached‌‌at‌‌the‌‌latest‌‌in‌‌2022‌‌                                     
and‌ ‌2023‌ ‌for‌ ‌medium‌ ‌and‌ ‌large‌ ‌vans‌ .‌ ‌Already‌ ‌today‌ ‌there‌ ‌is‌ ‌evidence‌ ‌of‌ ‌e-van‌ ‌leasing‌ ‌contracts‌‌                               12

offered‌‌for‌‌less‌‌than‌‌the‌‌cost‌‌of‌‌the‌‌equivalent‌‌diesel‌‌van‌‌[12]‌‌[13].‌ ‌This‌‌means‌‌that‌‌electric‌‌vans‌‌have‌‌                                     
huge‌‌potential‌‌to‌‌be‌‌purchased‌‌in‌‌large‌‌numbers‌‌now,‌‌or‌‌very‌‌soon,‌‌but‌‌the‌‌key‌‌barrier‌‌remains‌‌a‌‌lack‌‌                                     
of‌ ‌appropriate‌ ‌supply.‌ ‌The‌ ‌update‌ ‌of‌ ‌the‌ ‌total‌ ‌cost‌ ‌of‌ ‌ownership‌ ‌of‌ ‌e-vans‌ ‌will‌ ‌be‌ ‌the‌ ‌focus‌ ‌of‌ ‌a‌‌                                     
forthcoming‌ ‌publication‌ ‌by‌ ‌T&E.‌ ‌ 

Finally,‌ ‌a‌ ‌recent‌ ‌study‌‌by‌‌Bloomberg‌‌NEF‌‌[14]‌‌quantified‌‌the‌‌(pre-tax)‌‌upfront‌‌costs‌‌of‌‌both‌‌ICE‌‌vans‌‌                                 
and‌‌e-vans,‌‌with‌‌a‌‌split‌‌between‌‌light‌‌and‌‌heavy‌‌vans‌ .‌‌As‌‌shown‌‌in‌‌Figure‌‌14,‌‌this‌‌analysis‌‌resulted‌‌in‌‌                                     13

upfront‌‌costs‌‌parity‌‌between‌‌ICE‌‌vans‌‌and‌‌e-vans‌‌in‌‌2025‌‌for‌‌light‌‌vans‌‌and‌‌2026‌‌for‌‌heavy‌‌vans.‌‌This‌‌                                     
can‌ ‌be‌ ‌mainly‌ ‌explained‌ ‌by‌ ‌economies‌ ‌of‌ ‌scale‌ ‌associated‌ ‌with‌ ‌electric‌ ‌vans‌ ‌production‌ ‌and‌ ‌by‌‌                             
expected‌ ‌battery‌ ‌technology‌ ‌improvements.‌ ‌As‌ ‌upfront‌ ‌costs‌ ‌correspond‌ ‌to‌ ‌purchase‌ ‌costs‌ ‌before‌‌                       
taxation,‌ ‌these‌ ‌results‌ ‌seem‌ ‌to‌ ‌be‌ ‌aligned‌‌with‌‌CE‌‌Delft’s‌‌TCO‌‌results‌‌presented‌‌above:‌‌first‌‌the‌‌TCO‌‌                                 
parity‌ ‌will‌ ‌be‌ ‌reached,‌ ‌while‌ ‌the‌ ‌upfront‌ ‌cost‌ ‌parity‌ ‌will‌ ‌come‌ ‌slightly‌ ‌later‌ ‌(3‌ ‌years‌ ‌later‌ ‌for‌ ‌heavy‌‌                                   
vans).‌ ‌ 

12 ‌Given‌ ‌strong‌ ‌reduction‌ ‌of‌ ‌battery‌ ‌costs‌ ‌since‌ ‌2017,‌ ‌the‌ ‌low‌ ‌battery‌ ‌cost‌ ‌scenario‌ ‌was‌ ‌considered.‌‌ ‌  
13 ‌In‌ ‌this‌ ‌study,‌ ‌light‌‌vans’‌ ‌weight‌‌was‌‌1,300‌‌kg‌‌for‌ ‌ICEs‌‌and‌‌1,500‌‌kg‌‌for‌‌BEVs‌‌(e.g.‌ ‌Renault’s‌‌Kangoo)‌‌and‌‌heavy‌‌                                           
vans’‌ ‌weight‌‌was‌‌2,000‌‌kg‌‌for‌‌ICEs‌‌and‌‌2,300‌‌kg‌‌for‌‌BEVs‌‌(e.g.‌‌Ford’s‌‌Transit)‌‌to‌‌account‌‌for‌‌the‌‌additional‌‌battery‌‌                                         
weight‌ ‌ 
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‌ 

Figure‌ ‌14:‌ ‌Bloomberg‌ ‌NEF’s‌ ‌upfront‌ ‌costs‌ ‌forecasts‌ ‌for‌ ‌light‌ ‌and‌ ‌heavy‌ ‌vans‌ ‌ 
‌ 

3.‌ ‌Van‌ ‌market‌ ‌forecasts‌ ‌(IHS‌ ‌Markit)‌ ‌ 

Thanks‌ ‌to‌ ‌production‌ ‌forecasts‌ ‌produced‌ ‌by‌ ‌IHS‌ ‌Markit‌ ‌[15],‌ ‌an‌ ‌analysis‌ ‌of‌ ‌the‌ ‌expected‌ ‌van‌‌                             
production‌ ‌in‌ ‌the‌ ‌decade‌ ‌has‌ ‌been‌ ‌conducted.‌ ‌These‌ ‌projections‌ ‌are‌ ‌based‌ ‌on‌ ‌current‌ ‌OEMs’‌‌                           
production‌ ‌plans‌ ‌and‌ ‌reflect‌ ‌what‌ ‌type‌ ‌of‌ ‌vehicles‌ ‌van‌ ‌makers‌ ‌are‌‌planning‌‌today‌‌with‌‌the‌‌policies‌‌                               
currently‌‌in‌‌place.‌‌Given‌‌the‌‌weakness‌‌of‌‌these‌‌current‌‌policies,‌‌these‌‌projections‌‌are‌‌considered‌‌to‌‌be‌‌                               
conservative.‌ ‌ 

First‌ ‌of‌‌all,‌ ‌according‌‌to‌‌IHS‌‌Markit’s‌‌projections,‌‌11.8%‌‌of‌‌vans‌‌produced‌‌in‌‌the‌‌EU27+UK+NO‌‌would‌‌                               
be‌‌battery-electric‌‌in‌‌2025‌‌and‌‌19.3%‌‌in‌‌2030.‌‌Looking‌‌at‌‌the‌‌van‌‌electrification‌‌rate‌‌per‌‌class‌‌in‌‌2030,‌‌                                   
Class‌ ‌I‌ ‌e-vans‌ ‌are‌ ‌estimated‌ ‌to‌ ‌reach‌ ‌10%,‌ ‌Class‌ ‌II‌ ‌26%‌‌and‌‌Class‌‌III‌ ‌14%.‌‌Compared‌‌to‌‌IHS‌‌Markit’s‌‌                                     
projections‌ ‌for‌ ‌cars‌ ‌(23%‌‌battery-electric‌‌cars‌‌in‌‌2025‌‌and‌‌48%‌‌in‌‌2030),‌‌the‌‌above‌‌e-van‌‌production‌‌                               
seems‌ ‌very‌ ‌low.‌ ‌As‌ ‌shown‌ ‌in‌ ‌‌Figure‌‌15,‌‌plug-in‌‌hybrids‌‌(PHEV)‌ ‌and‌‌fuel-cell‌‌electric‌‌vans‌‌(FCEV)‌‌are‌‌                                 
expected‌‌to‌‌play‌‌a‌‌minor‌‌role‌‌in‌‌the‌‌next‌‌decade‌‌with‌‌2.5%‌‌of‌‌vans‌‌produced‌‌in‌‌2030‌‌being‌‌PHEV‌‌and‌‌                                       
0.9%‌ ‌FCEV,‌ ‌with‌ ‌the‌ ‌first‌ ‌models‌ ‌available‌ ‌in‌ ‌2025.‌ ‌ 
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‌ 
Figure‌ ‌15:‌ ‌Production‌ ‌shares‌ ‌of‌ ‌battery-electric,‌ ‌plug-in‌ ‌hybrid‌ ‌and‌ ‌fuel-cell‌ ‌electric‌ ‌vans‌ ‌in‌ ‌2030‌‌ 

(EU27+UK+NO)‌ ‌ 
‌ 

3.1.‌ ‌Evolution‌ ‌of‌ ‌e-van‌ ‌sales‌ ‌per‌ ‌van‌ ‌maker‌ ‌ 

Most‌‌OEMs‌‌are‌‌expected‌‌to‌‌produce‌‌between‌‌14%‌‌and‌‌25%‌‌of‌‌e-vans‌‌in‌‌2030.‌‌Nissan‌‌is‌‌the‌‌exception‌‌                                   
with‌‌almost‌‌7‌‌vans‌‌out‌‌of‌‌10‌‌being‌‌battery-electric.‌‌According‌‌to‌‌these‌‌projections,‌‌PSA‌‌would‌‌lead‌‌the‌‌                                 
e-van‌ ‌market‌ ‌accounting‌ ‌for‌ ‌33%‌ ‌of‌ ‌all‌ ‌production‌ ‌(the‌ ‌newly‌ ‌formed‌ ‌Stellantis‌ ‌would‌ ‌account‌ ‌for‌‌                             
40%),‌ ‌followed‌ ‌by‌ ‌Renault‌ ‌with‌ ‌19%‌ ‌and‌ ‌Daimler‌ ‌with‌ ‌14%.‌ ‌ 
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Figure‌ ‌16:‌ ‌E-vans‌ ‌production‌ ‌forecasts‌ ‌per‌ ‌OEM‌ ‌in‌ ‌2030‌ ‌(EU27+UK+NO)‌ ‌ 

‌ 
Furthermore,‌ ‌PHEVs‌ ‌are‌ ‌expected‌ ‌to‌ ‌be‌ ‌almost‌ ‌completely‌ ‌produced‌ ‌by‌ ‌three‌ ‌OEMs:‌ ‌Volkswagen,‌‌                         
Daimler‌‌and‌‌Ford,‌‌each‌‌of‌‌them‌‌producing‌‌respectively‌‌48%,‌‌42%‌‌and‌‌8%‌‌of‌‌all‌‌plug-in‌‌hybrid‌‌vans‌‌in‌‌                                   
2030.‌ ‌These‌ ‌plug-in‌ ‌hybrid‌ ‌vans‌ ‌would‌ ‌account‌ ‌for‌ ‌11%‌ ‌of‌ ‌Volkswagen’s‌‌vans,‌‌8%‌‌of‌‌Daimler’s‌‌vans‌‌                               
and‌ ‌4%‌ ‌of‌ ‌Ford’s‌ ‌vans‌ ‌in‌ ‌2030.‌ ‌ 

Finally,‌ ‌in‌ ‌2030,‌ ‌hydrogen-powered‌ ‌vans‌ ‌would‌ ‌only‌ ‌represent‌ ‌about‌ ‌20,000‌ ‌vehicles‌ ‌out‌ ‌of‌ ‌the‌ ‌2‌‌                             
million‌ ‌vans‌ ‌being‌ ‌produced‌ ‌in‌ ‌Europe‌ ‌each‌ ‌year.‌ ‌More‌ ‌precisely,‌ ‌these‌ ‌few‌ ‌fuel-cell‌ ‌electric‌ ‌vans‌‌                             
would‌ ‌be‌ ‌mainly‌ ‌produced‌ ‌by‌ ‌PSA‌ ‌(54%)‌ ‌and‌ ‌Daimler‌ ‌(24%),‌ ‌followed‌ ‌by‌ ‌Renault‌ ‌(12%)‌ ‌and‌ ‌Fiat‌‌                               14

(10%)‌‌for‌‌which‌‌they‌‌would‌‌respectively‌‌account‌‌for‌‌1.5%‌‌of‌‌Daimler’s‌‌production,‌‌1.4%‌‌of‌‌PSA’s,‌‌0.6%‌‌                               
of‌ ‌Renault’s‌ ‌and‌ ‌1%‌ ‌of‌ ‌Fiat’s‌ ‌production.‌ ‌ 

‌ 

14 ‌As‌ ‌announced‌ ‌by‌ ‌Stellantis‌ ‌recently,‌ ‌it‌ ‌could‌ ‌be‌ ‌an‌ ‌hybrid‌ ‌between‌ ‌battery‌ ‌and‌ ‌fuel-cell‌ ‌technologies‌ ‌[16]‌ ‌ 
‌ 

‌ 
‌ 
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3.2.‌ ‌E-van‌ ‌models‌ ‌availability‌ ‌ 

Looking‌‌at‌‌the‌‌evolution‌‌of‌‌e-van‌‌models,‌‌according‌‌to‌‌IHS‌‌Markit‌‌the‌‌number‌‌of‌‌battery‌‌electric‌‌van‌‌                                 
models‌ ‌produced‌ ‌in‌ ‌Europe‌ ‌is‌ ‌expected‌ ‌to‌ ‌increase‌ ‌from‌ ‌17‌ ‌in‌ ‌2020‌ ‌to‌ ‌30‌ ‌in‌ ‌2025‌ ‌and‌ ‌35‌ ‌in‌ ‌2030‌‌                                       15

(Figure‌‌17).‌‌In‌‌comparison,‌‌between‌‌40‌‌and‌‌50‌‌ICE‌‌van‌‌models‌‌are‌‌projected‌‌to‌‌be‌‌produced‌‌in‌‌Europe‌‌                                   
in‌ ‌2030.‌ ‌Which‌ ‌means‌ ‌that‌ ‌most‌ ‌van‌ ‌models‌ ‌would‌ ‌be‌ ‌electrified‌ ‌at‌ ‌the‌ ‌end‌ ‌of‌ ‌the‌ ‌decade.‌ ‌ 

‌ 
Figure‌ ‌17:‌ ‌Number‌ ‌of‌ ‌battery‌ ‌electric‌ ‌vans‌ ‌models‌ ‌produced‌ ‌in‌ ‌Europe‌ ‌ 

More‌‌specifically,‌‌Renault’s‌‌Kangoo‌‌is‌‌expected‌‌to‌‌keep‌‌leading‌‌the‌‌e-van‌‌market‌‌with‌‌62,000‌‌vehicles‌‌                             
produced‌ ‌in‌ ‌2030,‌ ‌followed‌ ‌by‌ ‌Volkswagen’s‌ ‌Caddy‌ ‌(44,000),‌ ‌Ford’s‌ ‌Transit‌ ‌Custom‌ ‌(28,000),‌ ‌PSA’s‌‌                         
Vivaro‌ ‌and‌ ‌Expert‌ ‌(28,000‌ ‌and‌ ‌27,000‌ ‌respectively)‌ ‌and‌ ‌Nissan’s‌ ‌NV250‌ ‌(27,000).‌‌On‌‌the‌‌other‌‌hand,‌‌                             
newcomers‌‌such‌‌as‌‌Arrival‌‌are‌‌expected‌‌to‌‌produce‌‌some‌‌significant‌‌part‌‌of‌‌the‌‌overall‌‌e-vans‌‌market‌‌                               
(about‌ ‌7,000‌ ‌e-vans‌ ‌would‌ ‌be‌ ‌produced‌ ‌by‌ ‌Arrival‌ ‌in‌ ‌2030‌ ‌according‌ ‌to‌ ‌IHS’s‌ ‌forecasts).‌ ‌ 

15 ‌This‌‌number‌‌of‌ ‌models‌‌produced‌‌in‌‌2020‌‌appears‌‌lower‌‌than‌‌the‌‌actual‌‌number‌‌of‌‌models‌‌sold‌‌in‌‌2020.‌‌It‌‌can‌‌                                         
be‌ ‌explained‌ ‌by‌ ‌several‌ ‌reasons,‌ ‌including‌ ‌the‌ ‌fact‌ ‌that‌ ‌IHS‌ ‌Markit’s‌ ‌projections‌ ‌only‌‌look‌‌at‌ ‌production‌‌(not‌‌                                 
sales)‌ ‌and‌ ‌that‌ ‌some‌ ‌small‌ ‌van‌ ‌makers‌ ‌were‌ ‌not‌ ‌seen‌ ‌in‌ ‌these‌ ‌projections‌ ‌(e.g.‌ ‌Goupil).‌‌ ‌  

‌ 

‌ 
‌ 

‌ 
A‌ ‌study‌ ‌by‌‌ ‌   30‌ ‌ 
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On‌ ‌the‌ ‌other‌ ‌hand,‌ ‌8‌ ‌plug-in‌ ‌hybrids‌ ‌vans‌ ‌models‌ ‌are‌ ‌expected‌ ‌in‌ ‌2030,‌ ‌according‌ ‌to‌ ‌IHS‌ ‌Markit’s‌‌                                 
projections.‌‌Ford‌‌will‌‌be‌‌leading‌‌with‌‌3‌‌models‌‌(Transit,‌‌Transit‌‌Connect‌‌and‌‌Transit‌‌Custom),‌‌followed‌‌                             
by‌ ‌Volkswagen‌ ‌with‌ ‌3‌‌models‌‌as‌‌well‌‌(Bulli,‌ ‌Caddy‌‌and‌‌Crafter)‌‌and‌‌Daimler‌‌with‌‌2‌‌models‌‌(Vito‌‌and‌‌                                   
Sprinter).‌ ‌ 

Finally,‌‌on‌‌the‌‌fuel-cell‌‌electric‌‌vans‌‌side,‌‌7‌‌models‌‌are‌‌planned‌‌to‌‌be‌‌produced‌‌in‌‌Europe‌‌in‌‌2030.‌‌PSA‌‌                                     
will‌ ‌be‌‌first‌‌with‌‌3‌‌models‌‌(Boxer,‌‌Vivaro‌‌and‌‌Jumpy),‌‌followed‌‌by‌‌Daimler‌‌with‌‌2‌‌models‌‌(Sprinter‌‌and‌‌                                   
Vito),‌ ‌Renault‌ ‌with‌ ‌its‌ ‌Kangoo‌ ‌and‌ ‌Fiat‌ ‌with‌ ‌its‌ ‌Talento.‌ ‌ 

‌ 

3.3.‌ ‌Producing‌ ‌countries‌ ‌ 

According‌ ‌to‌ ‌IHS‌ ‌Markit’s‌ ‌projections,‌‌about‌‌43%‌‌battery‌‌electric‌‌vans‌‌produced‌‌in‌‌Europe‌‌would‌‌be‌‌                             
produced‌‌in‌‌France‌‌(186,000‌‌e-vans‌‌produced‌‌in‌‌2030),‌‌which‌‌can‌‌be‌‌explained‌‌by‌‌the‌‌fact‌‌that‌‌French‌‌                                 
van‌‌makers‌‌(PSA‌‌and‌‌Renault)‌‌are‌‌expected‌‌to‌‌produce‌‌50%‌‌of‌‌e-vans‌‌in‌‌2030.‌‌As‌‌shown‌‌in‌‌Figure‌‌18,‌‌                                     
Spain‌‌follows‌‌with‌‌15%‌‌of‌‌the‌‌production,‌‌Germany‌‌with‌‌14%‌‌and‌‌then‌‌the‌‌United‌‌Kingdom‌‌with‌‌9%.‌‌                                 
This‌ ‌means‌ ‌that‌ ‌31%‌ ‌of‌ ‌the‌ ‌van‌ ‌production‌ ‌based‌ ‌in‌ ‌France‌ ‌would‌ ‌be‌ ‌battery-electric,‌ ‌and‌ ‌13%‌ ‌of‌‌                                 
Spain’s‌ ‌production,‌ ‌24%‌ ‌of‌ ‌Germany’s‌ ‌and‌ ‌44%‌ ‌of‌ ‌the‌ ‌UK’s.‌ ‌ 

On‌‌the‌‌PHEV‌‌side,‌‌only‌‌three‌‌countries‌‌would‌‌produce‌‌these‌‌vehicles:‌‌Germany‌‌would‌‌host‌‌46%‌‌of‌‌the‌‌                                 
production‌ ‌(26,000‌ ‌plug-in‌ ‌hybrid‌ ‌vehicles),‌ ‌Spain‌ ‌27%‌ ‌(16,000)‌ ‌and‌ ‌Poland‌ ‌26%‌ ‌(15,000).‌ ‌ 

Finally,‌‌three‌‌quarters‌‌of‌‌fuel-cell‌‌electric‌‌vans‌‌are‌‌expected‌‌to‌‌be‌‌produced‌‌in‌‌France‌‌in‌‌2030‌‌(15,000‌‌                                 
vehicles),‌ ‌while‌ ‌Spain‌ ‌and‌ ‌Germany‌ ‌would‌ ‌produce‌ ‌the‌ ‌rest‌ ‌(13%‌ ‌and‌ ‌11%‌ ‌respectively).‌ ‌ 

‌ 

‌ 
‌ 
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‌ 
Figure‌ ‌18:‌ ‌Geographical‌ ‌distribution‌ ‌of‌ ‌e-van‌ ‌production‌ ‌in‌ ‌Europe‌ ‌in‌ ‌2030‌ ‌ 

‌ 

4.‌ ‌Post-2020‌ ‌targets‌ ‌modelling‌ ‌ 

Under‌ ‌the‌ ‌current‌ ‌adopted‌ ‌van‌ ‌CO‌2‌ ‌target,‌ ‌the‌ ‌EU‌ ‌regulation‌ ‌will‌ ‌continue‌ ‌to‌ ‌fail‌ ‌to‌‌deliver‌‌electric‌‌                                 
vans‌ ‌up‌ ‌to‌ ‌the‌ ‌late‌ ‌2020s.‌ ‌This‌ ‌is‌ ‌because‌ ‌the‌ ‌2025‌ ‌and‌ ‌2030‌ ‌targets‌ ‌are‌ ‌far‌ ‌too‌ ‌low‌ ‌to‌ ‌drive‌                                       
electrification.‌‌Without‌‌significant‌‌reform,‌‌the‌‌small‌‌amount‌‌of‌‌CO‌2‌ ‌reduction‌‌needed‌‌will‌‌be‌‌achieved‌‌                           
through‌ ‌marginal‌ ‌ICE‌ ‌fuel‌ ‌efficiency‌ ‌improvements.‌ ‌In‌ ‌effect,‌ ‌vans‌ ‌will‌ ‌be‌ ‌used‌ ‌to‌ ‌write‌ ‌off‌ ‌old‌‌                               
generation‌ ‌diesel‌ ‌technologies‌ ‌from‌ ‌the‌ ‌passenger‌ ‌car‌ ‌segment.‌‌ ‌  

‌ 

4.1.‌ ‌Targets‌ ‌can‌ ‌be‌ ‌achieved‌ ‌without‌ ‌any‌ ‌electrification‌ ‌at‌ ‌all‌ ‌ 

According‌‌to‌‌the‌‌2016‌‌ICCT‌‌study‌‌on‌‌cost‌‌curves‌‌for‌‌CO‌2‌ ‌reduction‌‌technology‌‌[17],‌‌van‌‌CO‌2‌ ‌emissions‌‌                                 
could‌‌be‌‌reduced‌‌to‌‌100‌‌gCO‌2‌/km‌‌(NEDC)‌‌with‌‌no‌‌EV‌‌sales‌ .‌ ‌This‌‌would‌‌cost‌‌less‌‌than‌‌around‌‌€2,500‌‌                                   16

per‌ ‌van‌ ‌in‌ ‌2025‌ ‌(and‌ ‌less‌ ‌by‌ ‌2030).‌‌ ‌  

16 ‌This‌ ‌is‌ ‌under‌ ‌the‌ ‌lower‌ ‌bound‌ ‌scenario‌ ‌which‌ ‌includes‌ ‌the‌ ‌following‌ ‌assumption:‌ ‌eco-innovation‌ ‌credits,‌‌                             
positive‌ ‌contribution‌ ‌of‌ ‌mass‌ ‌adjustment,‌ ‌test‌ ‌flexibility‌ ‌exploitation‌‌and‌‌performance-based‌‌CO‌2‌ ‌adjustment.‌‌                       
Also‌ ‌includes‌ ‌technology‌‌co-benefits‌ ‌on‌‌performance,‌ ‌noise,‌ ‌durability,‌ ‌safety‌‌(ie‌ ‌split‌ ‌costs).‌ ‌Under‌‌the‌‌higher‌                             
bound‌ ‌scenario,‌ ‌the‌ ‌CO‌2‌‌ ‌emissions‌ ‌of‌ ‌vans‌ ‌could‌ ‌go‌ ‌down‌ ‌to‌ ‌120‌ ‌gCO‌2‌/km‌ ‌in‌ ‌2025.‌ ‌ 

‌ 

‌ 
‌ 
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In‌ ‌other‌ ‌words,‌ ‌‌the‌ ‌-31%‌ ‌CO‌2‌ ‌reduction‌ ‌target‌ ‌for‌ ‌2030,‌ ‌can‌ ‌be‌ ‌reached‌ ‌without‌ ‌selling‌ ‌any‌‌                               
electric‌ ‌vans‌ ‌and‌ ‌by‌ ‌exhausting‌ ‌cost-efficient‌ ‌fuel‌ ‌efficiency‌ ‌improvements‌‌for‌‌diesel‌‌vans‌ ‌(the‌‌                         
2020‌ ‌baseline‌ ‌is‌ ‌147‌‌gCO‌2‌/km;‌‌reducing‌‌this‌‌by‌‌31%‌‌gives‌‌an‌‌NEDC‌‌target‌‌of‌‌101.4‌‌gCO‌2‌/km‌‌in‌‌2030).‌‌                                   
This‌ ‌demonstrates‌ ‌that‌ ‌there‌ ‌is‌ ‌significant-to-high‌ ‌remaining‌ ‌cost-efficient‌ ‌potential‌ ‌to‌ ‌improve‌‌ICE‌‌                       
vans.‌ ‌ 

Figure‌ ‌19‌ ‌shows‌ ‌the‌ ‌cost‌ ‌curve‌ ‌for‌‌van‌‌CO‌2‌ ‌emissions‌‌reduction‌‌where‌‌the‌‌cost-efficient‌‌potential‌‌to‌‌                               
reduce‌ ‌CO‌2‌ ‌emissions‌ ‌from‌ ‌ICEs‌ ‌is‌ ‌first‌‌exhausted‌‌(ExhICE‌‌strategy),‌‌as‌‌calculated‌‌by‌‌ICCT.‌ ‌The‌‌solid‌‌                               
lines‌‌show‌‌the‌‌costs‌‌associated‌‌with‌‌given‌‌levels‌‌of‌‌CO‌2‌ ‌reductions‌‌achieved‌‌in‌‌2030‌‌(y-axis‌‌on‌‌the‌‌left).‌‌                                   
The‌ ‌dotted‌ ‌lines‌ ‌show‌ ‌the‌ ‌share‌ ‌of‌ ‌EV‌ ‌sales‌ ‌linked‌ ‌with‌ ‌each‌ ‌level‌ ‌of‌ ‌CO‌2‌ ‌emissions‌ ‌(y-axis‌ ‌on‌ ‌the‌‌                                     
right).‌‌For‌‌each‌‌level‌‌of‌‌CO‌2‌ ‌emissions‌‌(x-axis),‌‌there‌‌is‌‌a‌‌corresponding‌‌cost‌‌(y-axis‌‌on‌‌the‌‌left)‌‌and‌‌EV‌‌                                     
sales‌ ‌(y-axis‌ ‌on‌ ‌the‌ ‌right).‌ ‌ 

‌ 

‌ 
Figure‌ ‌19:‌ ‌ICCT‌ ‌2030‌ ‌NEDC‌ ‌CO‌2‌‌ ‌cost‌ ‌curve‌ ‌for‌ ‌vans‌ ‌(ExhICE‌ ‌Strategy)‌ ‌ 

‌ 
The‌‌lower‌‌bound‌‌(LB)‌‌costs‌‌should‌‌be‌‌considered‌‌instead‌‌of‌‌the‌‌upper‌‌bound‌‌(UB)‌‌costs,‌‌and‌‌this‌‌for‌‌                                   
several‌ ‌reasons:‌ ‌ 

● First,‌ ‌the‌ ‌ICCT‌ ‌underlines‌ ‌that‌ ‌the‌ ‌study‌ ‌“likely‌ ‌results‌ ‌in‌ ‌an‌ ‌underestimate‌ ‌of‌ ‌ICE‌ ‌CO‌2‌ ‌                             
reduction‌ ‌potential‌ ‌and‌ ‌an‌ ‌overestimate‌ ‌of‌ ‌reduction‌ ‌costs”‌ ‌as‌ ‌it‌‌does‌‌not‌‌capture‌‌redesign‌‌                           
and‌ ‌improvement‌ ‌of‌ ‌technologies,‌ ‌new‌ ‌technology‌ ‌developments,‌ ‌and‌ ‌emissions-reduction‌‌                 
technology‌ ‌is‌ ‌evaluated‌ ‌on‌ ‌a‌ ‌constant‌ ‌performance‌ ‌basis.‌ ‌“Given‌ ‌these‌ ‌limitations,‌‌the‌‌cost‌‌                         
curves‌‌presented‌‌in‌‌this‌‌paper‌‌are‌‌expected‌‌to‌‌be‌‌more‌‌reflective‌‌of‌‌the‌‌upper‌‌bound‌‌of‌‌actual‌‌                                 
future‌‌costs,‌‌and‌‌that‌‌the‌‌real‌‌costs‌‌for‌‌meeting‌‌potential‌‌CO‌2‌ ‌emission‌‌targets‌‌are‌‌likely‌‌to‌‌be‌‌                                 
lower.”‌ ‌ 

‌ 

‌ 
‌ 
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● Second,‌ ‌only‌ ‌the‌ ‌lower‌ ‌bound‌ ‌scenario‌ ‌considered‌ ‌regulatory‌ ‌flexibilities,‌ ‌which‌ ‌play‌ ‌an‌‌                       
important‌‌-‌ ‌and‌‌often‌‌underestimated‌‌-‌‌role‌‌in‌‌EU‌‌CO‌2‌ ‌regulation.‌‌For‌‌example,‌‌T&E‌‌has‌‌shown‌‌                               
that‌ ‌in‌ ‌the‌ ‌car‌ ‌CO‌2‌‌ ‌regulation‌ ‌flexibilities‌ ‌close‌ ‌half‌ ‌of‌ ‌the‌ ‌2020‌ ‌CO‌2‌‌ ‌compliance‌ ‌gap‌ ‌[18].‌ ‌ 

● Thirdly,‌‌higher‌‌bound‌‌assumptions‌‌include‌‌high‌‌battery‌‌costs,‌‌which‌‌are‌‌not‌‌in‌‌line‌‌with‌‌strong‌‌                             
market‌ ‌developments‌ ‌since‌ ‌2016‌ ‌and‌ ‌future‌ ‌cost‌ ‌reduction‌ ‌perspectives‌ ‌for‌ ‌the‌ ‌2020s.‌ ‌ 

● Lastly,‌‌none‌‌of‌‌these‌‌scenarios‌‌consider‌‌the‌‌impact‌‌of‌‌the‌‌NEDC-WLTP‌‌uplift‌‌which‌‌is‌‌likely‌‌to‌‌                               
reduce‌ ‌the‌ ‌stringency‌ ‌of‌ ‌the‌ ‌target‌ ‌further‌ ‌still.‌‌ ‌  

Below‌‌100‌‌gCO‌2‌/km‌‌(NEDC),‌‌EV‌‌sales‌‌are‌‌necessary‌‌to‌‌further‌‌reduce‌‌CO‌2‌ ‌emissions.‌‌‌If‌‌the‌‌regulation‌‌                               
prompts‌ ‌van‌ ‌makers‌ ‌to‌ ‌increase‌ ‌sales‌ ‌of‌ ‌electric‌ ‌vehicles‌ ‌-‌ ‌rather‌ ‌than‌ ‌exhaust‌ ‌all‌ ‌the‌ ‌cost‌‌                               
efficient‌ ‌potential‌ ‌to‌ ‌reduce‌ ‌ICE‌ ‌emissions‌ ‌-‌ ‌then‌ ‌the‌ ‌overall‌ ‌compliance‌ ‌cost‌ ‌would‌ ‌be‌ ‌reduced.‌ ‌ 

This‌ ‌is‌ ‌shown‌ ‌in‌ ‌the‌ ‌‘Non-ICE’‌ ‌strategy‌ ‌in‌ ‌the‌ ‌ICCT‌ ‌cost‌ ‌curve‌‌in‌‌Figure‌‌20,‌‌where‌‌OEMs‌‌start‌‌selling‌‌                                     
electric‌ ‌vans‌ ‌as‌ ‌soon‌ ‌as‌ ‌they‌ ‌make‌ ‌sense‌ ‌to‌ ‌reduce‌ ‌compliance‌ ‌costs.‌ ‌For‌ ‌example,‌ ‌under‌ ‌this‌‌                               
scenario,‌‌the‌‌100‌‌gCO‌2‌/km‌‌(NEDC)‌‌is‌‌reached‌‌with‌‌an‌‌average‌‌additional‌‌cost‌‌of‌‌around‌‌€1,000.‌‌These‌‌                               
differences‌‌‌underline‌‌the‌‌need‌‌for‌‌a‌‌separate‌‌ZEV‌‌target‌‌‌or‌‌benchmark‌‌to‌‌go‌‌hand‌‌in‌‌hand‌‌with‌‌the‌‌                                   
CO‌2‌‌ ‌reduction‌ ‌target‌ ‌(see‌ ‌Section‌ ‌4.3).‌ ‌ 

‌ 

‌ 
Figure‌ ‌20:‌ ‌ICCT‌ ‌2030‌ ‌NEDC‌ ‌CO‌2‌‌ ‌cost‌ ‌curve‌ ‌for‌ ‌vans‌ ‌(Non-ICE‌ ‌Strategy)‌ ‌ 

‌ 
Targets‌ ‌can‌ ‌be‌ ‌achieved‌ ‌with‌ ‌existing‌ ‌ICE‌ ‌vans‌ ‌ 
The‌ ‌OEM‌ ‌with‌ ‌the‌ ‌lowest‌‌2020‌‌ICE‌‌emissions‌‌was‌‌PSA,‌‌with‌‌135.9‌‌gCO‌2‌/km,‌‌and‌‌with‌‌only‌‌38%‌‌of‌‌its‌‌                                     
vans‌‌sold‌‌being‌‌Class‌‌III‌ ‌compared‌‌to‌‌69%‌‌across‌‌all‌ ‌sales.‌‌Considering‌‌the‌‌best‌‌performing‌‌OEMs‌‌per‌‌                                 
class‌‌the‌‌results‌‌are:‌‌91.1‌‌gCO‌2‌/km‌‌for‌‌Class‌‌I‌‌(PSA),‌‌112.8‌‌gCO‌2‌/km‌‌for‌‌Class‌‌II‌‌(Volkswagen),‌‌and‌‌161.7‌‌                                   
gCO‌2‌/km‌‌for‌‌Class‌‌III‌ ‌PSA).‌‌Combining‌‌these‌‌best-in-class‌‌averages‌‌gives‌‌a‌‌market‌‌weighted‌‌average‌‌of‌‌                             

‌ 

‌ 
‌ 

‌ 
A‌ ‌study‌ ‌by‌‌ ‌   34‌ ‌ 



‌ 

145‌ ‌gCO‌2‌/km,‌ ‌which‌ ‌is‌ ‌10%‌ ‌lower‌ ‌than‌ ‌the‌ ‌current‌ ‌ICE‌ ‌average.‌ ‌Looking‌ ‌at‌‌the‌‌best‌‌performing‌‌ICE‌‌                                 
models‌‌in‌‌each‌‌class,‌‌the‌‌weighted‌‌average‌‌decreases‌‌to‌‌116.7‌‌gCO‌2‌/km‌ ,‌‌which‌‌is‌‌28%‌‌lower‌‌than‌‌the‌‌                                 17

current‌ ‌ICE‌ ‌average‌ ‌(or‌‌27%‌‌lower‌‌than‌‌the‌‌overall‌‌average),‌‌and‌‌can‌‌already‌‌be‌‌reached‌‌today.‌‌This‌‌                                 
average‌ ‌is‌ ‌also‌ ‌14%‌ ‌below‌ ‌the‌ ‌current‌ ‌2025-2029‌ ‌emissions‌ ‌target‌ ‌even‌ ‌though‌ ‌it‌ ‌excludes‌ ‌any‌‌                             
contribution‌‌from‌‌e-vans.‌‌This‌‌indicates‌‌that‌‌with‌‌today’s‌‌technology‌‌and‌‌low‌‌uptake‌‌of‌‌zero-emission‌‌                           
vehicles,‌ ‌significantly‌ ‌lower‌ ‌fleet‌ ‌emissions‌ ‌can‌ ‌be‌ ‌obtained.‌ ‌This‌ ‌once‌ ‌again‌ ‌highlights‌ ‌the‌‌                         
inadequacy‌‌of‌‌the‌‌current‌‌targets‌‌that‌‌are‌‌not‌‌driving‌‌any‌‌technology‌‌improvement‌‌or‌‌change,‌‌but‌‌are‌‌                               
arguably‌ ‌years‌ ‌behind‌ ‌the‌ ‌market.‌ ‌ 

‌ 

4.2.‌ ‌T&E‌ ‌modelling‌ ‌of‌ ‌current‌ ‌targets‌ ‌ 

Based‌‌on‌‌current‌‌policies,‌‌we‌‌modelled‌‌the‌‌battery‌‌electric‌‌van‌‌output‌‌in‌‌2025‌‌and‌‌2030‌‌with‌‌different‌‌                                 
scenarios:‌ ‌central‌ ‌scenario,‌ ‌high‌ ‌contribution‌ ‌of‌ ‌flexibilities,‌ ‌no‌ ‌flexibilities‌ ‌at‌ ‌all,‌ ‌and‌ ‌high‌ ‌ICE‌ ‌fuel‌‌                             
efficiency‌ ‌improvements‌.‌‌ ‌  

These‌ ‌flexibilities‌ ‌include‌ ‌eco-innovation‌ ‌credits‌ ‌for‌ ‌fitting‌ ‌technology‌ ‌that‌ ‌delivers‌ ‌emissions‌‌                     
reductions‌‌on‌‌the‌‌road‌‌but‌‌not‌‌during‌‌the‌‌official‌‌test‌‌and‌‌mass-adjusted‌‌targets‌‌(a‌‌specific‌‌CO‌2‌‌‌target‌‌                                 
applies‌ ‌for‌ ‌each‌ ‌OEM,‌ ‌based‌ ‌on‌ ‌the‌ ‌average‌ ‌mass‌ ‌of‌ ‌new‌ ‌vans‌ ‌registered,‌ ‌see‌ ‌Section‌ ‌1‌ ‌for‌ ‌more‌‌                                   
information).‌‌The‌‌uplift‌‌between‌‌NEDC‌‌and‌‌WLTP‌‌test‌‌emissions‌‌can‌‌also‌‌be‌‌a‌‌source‌‌of‌‌flexibility‌‌for‌‌                                 
van‌‌makers:‌‌they‌‌can‌‌artificially‌‌inflate‌‌the‌‌NEDC-WLTP‌‌gap‌‌in‌‌order‌‌to‌‌reach‌‌more‌‌easily‌‌CO‌2‌ ‌targets‌‌by‌‌                                   
deflating‌ ‌this‌ ‌gap‌ ‌in‌ ‌the‌ ‌future.‌ ‌ 

The‌ ‌assumptions‌ ‌for‌ ‌each‌ ‌scenario‌ ‌are‌ ‌summarized‌ ‌below‌ ‌in‌ ‌Table‌ ‌2.‌ ‌ 
‌ 

17 ‌Class‌‌I‌ ‌ICE‌‌2020:‌ ‌Ford‌‌Fiesta‌‌van,‌ ‌89.7‌‌gCO‌2‌/km;‌‌Class‌‌II‌‌ICE‌‌2020:‌‌Citroen‌‌Berlingo,‌‌109.1‌‌gCO‌2‌/km;‌‌Class‌‌III‌‌ICE‌‌                                         
2020:‌ ‌Ford‌ ‌Connect,‌ ‌121,4‌ ‌gCO‌2‌/km‌ ‌ 
18 ‌Based‌ ‌on‌ ‌2019‌ ‌value‌‌ ‌  

‌ 

‌ 
‌ 

Scenario‌ ‌  ICE‌ ‌improvement‌ ‌  Flexibilities‌ ‌  ZEV‌ ‌shares‌ ‌ 

Central‌ ‌  2%‌ ‌per‌ ‌year‌ ‌  -‌ ‌1.5‌ ‌gCO‌2‌/km‌ ‌eco-innovation‌ ‌credits‌ ‌in‌ ‌2025‌ 
(2‌ ‌gCO‌2‌/km‌ ‌in‌ ‌2030)‌ ‌ 

-‌ ‌3‌ ‌g/km‌ ‌as‌ ‌the‌ ‌overall‌ ‌contribution‌ ‌of‌ ‌the‌ 
mass-adjustment‌ ‌in‌ ‌2025‌ ‌(2‌ ‌gCO‌2‌/km‌ ‌in‌‌ 

2030)‌‌ ‌  
-‌ ‌WLTP-NEDC‌ ‌uplift‌ ‌reduced‌ ‌to‌ ‌21%‌ ‌in‌ ‌2025‌‌ 

from‌ ‌27%‌ ‌in‌ ‌2020‌ ‌ 18

8%‌ ‌in‌ ‌2025‌ ‌and‌ ‌17%‌‌ 
in‌ ‌2030‌ ‌ 

High‌ ‌flexibility‌ ‌  Same‌ ‌as‌ ‌central‌‌ ‌   -‌ ‌3‌ ‌gCO‌2‌/km‌ ‌eco-innovation‌ ‌credits‌ ‌in‌ ‌2025‌ ‌(4‌‌ 
gCO‌2‌/km‌ ‌in‌ ‌2030)‌ ‌ 

2%‌ ‌in‌ ‌2025‌ ‌and‌ ‌12%‌‌ 
in‌ ‌2030‌ ‌ 

‌ 
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‌ 
Table‌ ‌2:‌ ‌Assumptions‌ ‌used‌ ‌in‌ ‌T&E’s‌ ‌modelling‌ ‌of‌ ‌current‌ ‌policies‌ ‌ 

‌ 
As‌‌explained‌‌previously,‌‌the‌‌2%‌‌annual‌‌improvement‌‌is‌‌realistic‌‌given‌‌the‌‌high‌‌potential‌‌to‌‌reduce‌‌ICE‌‌                               
emissions.‌‌This‌‌assumption‌‌results‌‌in‌‌average‌‌ICE‌‌emissions‌‌of‌‌147‌‌gCO‌2‌/km‌‌in‌‌2025‌‌and‌‌133‌‌gCO‌2‌/km‌‌                               
(NEDC)‌‌in‌‌2030.‌‌The‌‌ICCT‌‌cost‌‌curves‌‌show‌‌this‌‌to‌‌be‌‌a‌‌reasonable‌‌assumption,‌‌as‌‌133‌‌gCO‌2‌/km‌‌can‌‌be‌‌                                     
reached‌ ‌easily‌ ‌with‌ ‌no‌ ‌electrification‌ ‌and‌ ‌for‌ ‌approximately‌ ‌€250‌ ‌per‌ ‌vehicle.‌ ‌The‌ ‌4%‌ ‌annual‌ ‌ICE‌‌                             
improvement‌‌scenario‌‌is‌‌less‌‌than‌‌what‌‌has‌‌been‌‌observed‌‌for‌‌most‌‌car‌‌OEMs‌‌from‌‌2019‌‌to‌‌2020‌‌[18]‌‌                                   
and‌ ‌leads‌ ‌to‌ ‌131‌ ‌gCO‌2‌/km‌ ‌NEDC‌ ‌in‌ ‌2025‌ ‌and‌ ‌106‌ ‌gCO‌2‌/km‌ ‌in‌ ‌2030‌‌without‌‌any‌‌e-vans.‌‌It‌‌should‌‌be‌‌                                     
noted‌ ‌here‌ ‌that‌ ‌ICEs‌ ‌also‌ ‌include‌ ‌hybrids‌ ‌(mild‌ ‌and‌ ‌full),‌ ‌which‌ ‌means‌ ‌that‌ ‌hybridisation‌ ‌is‌ ‌an‌‌                               
important‌ ‌driver‌ ‌to‌ ‌increase‌ ‌ICE‌ ‌fuel‌ ‌efficiency‌ ‌in‌ ‌this‌ ‌scenario.‌ ‌The‌ ‌scenario‌ ‌variants‌ ‌are‌ ‌shown‌ ‌in‌‌                               
Figure‌ ‌21.‌‌ ‌  

‌ 
Figure‌ ‌21:‌ ‌Minimum‌ ‌BEV‌ ‌van‌ ‌sales‌ ‌under‌ ‌EU‌ ‌Current‌ ‌Policies‌ ‌ 

‌ 

‌ 
‌ 

-‌ ‌5‌ ‌g/km‌ ‌as‌ ‌the‌ ‌overall‌ ‌contribution‌ ‌of‌ ‌the‌ 
mass-adjustment‌ ‌in‌ ‌2025‌ ‌(2‌ ‌gCO‌2‌/km‌ ‌in‌‌ 

2030)‌‌ ‌  
-‌ ‌WLTP-NEDC‌ ‌uplift‌ ‌reduced‌ ‌to‌ ‌16%‌ ‌in‌ ‌2025‌‌ 

from‌ ‌27%‌ ‌in‌ ‌2020‌ ‌ 

No‌ ‌flexibility‌ ‌  Same‌ ‌as‌ ‌central‌‌ ‌   No‌ ‌flexibilities‌ ‌(idealistic‌ ‌scenario‌ ‌for‌‌ 
indicative‌ ‌purposes)‌ ‌ 

14%‌ ‌in‌ ‌2025‌ ‌and‌‌ 
22%‌ ‌in‌ ‌2030‌ ‌ 

High‌ ‌ICE‌‌ 
improvement‌ ‌ 

4%‌ ‌per‌ ‌year‌ ‌  Same‌ ‌as‌ ‌central‌‌ ‌   No‌ ‌ZEVs‌ ‌needed‌ ‌ 

‌ 
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As‌ ‌shown‌ ‌above,‌ ‌current‌ ‌van‌ ‌CO‌2‌ ‌targets‌ ‌do‌ ‌not‌ ‌increase‌ ‌e-van‌ ‌supply‌ ‌beyond‌ ‌business-as-usual‌‌                           
market‌‌forecasts.‌‌In‌‌fact,‌‌‌e-van‌‌output‌‌under‌‌the‌‌central‌‌scenario‌‌is‌‌limited‌‌to‌‌‌8%‌‌BEVs‌‌in‌‌2025‌‌and‌‌                                   
17%‌ ‌in‌ ‌2030‌,‌ ‌2%‌ ‌behind‌ ‌the‌ ‌19.3%‌ ‌forecasted‌ ‌2030‌ ‌e-van‌‌output‌‌from‌‌IHS‌‌Markit‌‌(see‌‌Section‌‌4.1).‌‌                                 
Because‌‌of‌‌step-wise‌‌targets‌‌which‌‌are‌‌5‌‌years‌‌apart,‌‌van‌‌OEMs‌‌do‌‌not‌‌need‌‌to‌‌increase‌‌their‌‌sales‌‌of‌‌                                     
electric‌ ‌vans‌ ‌between‌ ‌2021‌ ‌and‌ ‌2024‌ ‌and‌ ‌between‌‌2025‌‌and‌‌2029.‌‌As‌‌a‌‌consequence,‌‌the‌‌minimum‌‌                               
e-van‌ ‌sales‌ ‌required‌ ‌are‌ ‌constant‌ ‌between‌ ‌the‌ ‌targeted‌ ‌periods.‌ ‌Indeed,‌ ‌CO‌2‌ ‌‌targets‌ ‌are‌ ‌typically‌‌                           
reached‌ ‌thanks‌ ‌to‌ ‌last‌ ‌minute‌ ‌efforts,‌ ‌as‌ ‌it‌ ‌has‌ ‌been‌ ‌the‌ ‌case‌ ‌for‌ ‌cars‌ ‌with‌ ‌the‌ ‌2020‌ ‌car‌ ‌CO‌2‌ ‌target‌‌                                       
compliance.‌ ‌ 

‌ 

4.3.‌ ‌T&E‌ ‌proposal‌ ‌for‌ ‌new‌ ‌post-2020‌ ‌targets‌ ‌ 

Higher‌ ‌CO‌2‌‌ ‌targets‌ ‌ 
In‌‌its‌‌previous‌‌modelling‌‌of‌‌the‌‌EU‌‌-55%‌‌emissions‌‌reduction‌‌target‌‌in‌‌2030‌‌[19],‌‌T&E‌‌showed‌‌that‌‌at‌‌                                   
least‌‌50%‌‌of‌‌new‌‌vans‌‌need‌‌to‌‌be‌‌zero-emissions‌‌in‌‌2030,‌‌increasing‌‌to‌‌100%‌‌in‌‌2035.‌‌Assuming‌‌2%‌‌ICE‌‌                                     
improvement‌ ‌per‌ ‌year‌ ‌and‌ ‌2‌ ‌gCO‌2‌/km‌ ‌eco-innovation‌ ‌credits‌ ‌in‌ ‌2030‌ ‌as‌ ‌in‌ ‌the‌ ‌Central‌ ‌scenario‌‌                             
described‌ ‌in‌ ‌the‌ ‌previous‌ ‌Section,‌ ‌‌T&E‌ ‌calculates‌ ‌that‌ ‌50%‌ ‌zero-emissions‌ ‌vans‌ ‌can‌ ‌only‌ ‌be‌‌                           
achieved‌‌with‌‌a‌‌CO‌2‌ ‌target‌‌of‌‌-60%‌‌for‌‌new‌‌vans‌‌sold‌ ‌in‌‌2030‌.‌‌As‌‌shown‌‌in‌‌Figure‌‌22,‌‌this‌‌is‌‌almost‌‌3‌‌                                           
times‌ ‌the‌ ‌expected‌ ‌e-van‌ ‌output‌ ‌under‌ ‌current‌ ‌policies‌ ‌in‌ ‌2030.‌ ‌ 

‌ 
Figure‌ ‌22:‌ ‌T&E‌ ‌modelling‌ ‌of‌ ‌e-van‌ ‌sales‌ ‌according‌ ‌to‌ ‌its‌ ‌proposal‌ ‌for‌ ‌new‌ ‌CO‌2‌‌ ‌targets‌ ‌ 

‌ 

‌ 
‌ 

‌ 
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‌ 

What‌‌Figure‌‌23‌‌‌shows‌‌most‌‌clearly‌‌is‌‌that‌‌e-van‌‌output‌‌can‌‌be‌‌increased‌‌in‌‌a‌‌more‌‌step-wise‌‌way‌‌with‌‌                                     
higher‌ ‌post-2020‌ ‌targets.‌ ‌Without‌ ‌a‌ ‌step-by-step‌ ‌approach‌ ‌in‌‌the‌‌2020s,‌‌very‌‌large‌‌production‌‌leaps‌‌                           
would‌‌be‌‌needed‌‌in‌‌the‌‌period‌‌2030‌‌-‌‌2035‌‌for‌‌the‌‌EU‌‌to‌‌reach‌‌its‌‌decarbonisation‌‌objectives.‌‌In‌‌terms‌‌                                     
of‌ ‌effective‌ ‌emission‌ ‌reductions,‌ ‌a‌ ‌further‌ ‌delay‌ ‌of‌ ‌e-van‌ ‌deployment‌ ‌would‌ ‌also‌ ‌lead‌ ‌to‌ ‌increased‌‌                             
accumulated‌ ‌emissions‌ ‌over‌ ‌time‌ ‌and‌ ‌would,‌ ‌thereby,‌ ‌make‌ ‌it‌ ‌more‌ ‌difficult‌ ‌to‌ ‌reach‌ ‌a‌ ‌more‌‌                             
ambitious‌ ‌2030‌ ‌target.‌ ‌Clearly,‌ ‌it‌ ‌makes‌ ‌more‌ ‌sense,‌ ‌and‌ ‌is‌ ‌more‌ ‌realistic,‌ ‌to‌ ‌better‌ ‌spread‌ ‌e-van‌‌                               
production‌‌growth‌‌over‌‌the‌‌2021‌‌to‌‌2030/2035‌‌period,‌‌with‌‌different‌‌intermediate‌‌targets‌‌in‌‌2027‌‌and‌‌                             
2033‌ ‌in‌ ‌order‌ ‌to‌ ‌reach‌ ‌0‌ ‌gCO‌2‌/km‌ ‌in‌ ‌2035.‌ ‌ 

‌ 
Figure‌ ‌23:‌ ‌Van‌ ‌CO‌2‌‌ ‌reduction‌ ‌targets‌ ‌in‌ ‌T&E‌ ‌scenario‌ ‌compared‌ ‌with‌ ‌current‌ ‌regulation‌ ‌ 

‌ 
Two‌ ‌separate‌ ‌categories‌ ‌with‌ ‌no‌ ‌mass‌ ‌adjustment‌ ‌ 
As‌ ‌shown‌‌in‌‌Section‌‌1,‌‌the‌‌average‌‌mass‌‌of‌‌vans‌‌sold‌‌in‌‌2020‌‌was‌‌120‌‌kg‌‌above‌‌the‌‌official‌‌reference‌‌                                       
mass‌‌(1886‌‌kg‌‌vs.‌‌1766‌‌kg)‌‌used‌‌for‌‌the‌‌mass-adjusted‌‌CO‌2‌ ‌target.‌‌This‌‌means‌‌that‌‌the‌‌actual‌‌average‌‌                                   
target‌ ‌for‌ ‌2020‌ ‌is‌ ‌expected‌ ‌to‌ ‌be‌ ‌11.5‌ ‌gCO‌2‌/km‌ ‌above‌ ‌the‌ ‌official‌ ‌target:‌ ‌‌158.5‌ ‌gCO‌2‌/km‌ ‌vs‌ ‌147‌‌                                 
gCO‌2‌/km.‌ ‌If‌ ‌we‌‌extrapolate‌‌the‌‌increasing‌‌mass‌‌trend,‌‌the‌‌average‌‌mass‌‌would‌‌be‌‌1914‌‌kg‌‌in‌‌2021‌ ,‌‌                                 19

and‌ ‌be‌ ‌equivalent‌ ‌to‌ ‌an‌ ‌average‌ ‌target‌ ‌of‌ ‌‌161‌ ‌gCO‌2‌/km‌ ‌(NEDC)‌ ‌in‌ ‌2021‌.‌ ‌ 

The‌‌distribution‌‌of‌‌the‌‌mass‌‌of‌‌vans‌‌sold‌‌in‌‌the‌‌EU‌‌shows‌‌three‌‌peaks,‌‌corresponding‌‌to‌‌the‌‌three‌‌van‌‌                                     
classes.‌‌Given‌‌the‌‌shape‌‌of‌‌the‌‌distribution‌‌(Figure‌‌24),‌‌we‌‌see‌‌that‌‌two‌‌van‌‌categories‌‌are‌‌necessary‌‌to‌‌                                   
subdivide‌ ‌van‌ ‌sales‌ ‌and‌ ‌that‌ ‌most‌‌sales‌‌within‌‌one‌‌class‌‌have‌‌a‌‌similar‌‌mass.‌‌This‌‌supports‌‌the‌‌fact‌‌                                   
that‌ ‌there‌ ‌is‌ ‌no‌ ‌need‌ ‌to‌ ‌have‌ ‌a‌ ‌continuous‌ ‌mass-adjustment‌ ‌formula‌ ‌as‌ ‌if‌ ‌van‌ ‌sales‌ ‌were‌‌                               

19 ‌Linear‌ ‌interpolation‌ ‌based‌ ‌on‌ ‌2015-2020‌ ‌data.‌ ‌ 
‌ 

‌ 
‌ 

‌ 
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homogeneously‌‌distributed‌‌(i.e.‌‌if‌ ‌the‌‌graph‌‌below‌‌would‌‌show‌‌horizontal‌‌lines).‌ ‌Therefore,‌‌van‌‌sales‌‌                           
could‌ ‌be‌ ‌divided‌ ‌into‌ ‌two‌ ‌categories:‌ ‌Category‌ ‌1‌ ‌including‌ ‌Class‌ ‌I‌ ‌and‌ ‌Class‌ ‌II‌ ‌vans‌ ‌and‌‌Category‌‌2‌‌                                   
including‌ ‌Class‌ ‌III‌ ‌vans.‌‌ ‌  

‌ 

Figure‌ ‌24:‌ ‌Mass‌ ‌distribution‌ ‌of‌ ‌vans‌ ‌in‌ ‌2019‌ ‌(EU27+UK+NO)‌ ‌ 

Finally,‌‌the‌‌analysis‌‌of‌‌the‌‌historic‌‌evolution‌‌of‌‌the‌‌average‌‌diesel‌‌van‌‌mass‌‌shows‌‌that‌‌the‌‌mass‌‌has‌‌                                   
stayed‌‌relatively‌‌constant‌‌for‌‌each‌‌class‌‌over‌‌time.‌‌Between‌‌2012‌‌and‌‌2019,‌‌the‌‌dispersion‌‌(measuring‌‌                             
the‌‌extent‌‌to‌‌which‌‌a‌‌distribution‌‌is‌‌stretched‌‌or‌‌squeezed)‌‌of‌‌average‌‌diesel‌‌mass‌‌values‌‌was‌‌4%‌‌for‌‌                                   
the‌‌overall‌‌mass,‌‌but‌‌only‌‌2%,‌‌0%‌‌and‌‌1%‌‌within‌‌each‌‌respective‌‌class,‌‌meaning‌‌that‌‌diesel‌‌van‌‌mass‌‌                                   
does‌‌not‌‌change‌‌much‌‌within‌‌one‌‌class‌‌over‌‌the‌‌years‌‌-‌‌but‌‌rather‌‌there‌‌is‌‌some‌‌movement‌‌in‌‌the‌‌split‌‌                                       
between‌ ‌classes.‌‌ ‌  

‌ 

4.4.‌ ‌Fleet-wide‌ ‌van‌ ‌emissions‌ ‌reductions‌ ‌ 

Based‌ ‌on‌ ‌T&E’s‌‌European‌‌Transportation‌‌Roadmap‌‌Model‌‌(EUTRM)‌‌[20],‌‌the‌‌overall‌‌emission‌‌saving‌‌                         
potential‌‌of‌‌current‌‌policies‌‌and‌‌T&E’s‌‌recommendations‌‌have‌‌been‌‌calculated.‌‌This‌‌modelling‌‌looked‌‌                         

‌ 

‌ 
‌ 

‌ 
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at‌ ‌three‌ ‌scenarios‌ ‌:‌ ‌Current‌ ‌policies‌ ‌-‌ ‌central‌‌(same‌‌as‌‌above),‌‌Current‌‌policies‌‌with‌‌higher‌‌2030‌‌CO‌2‌‌                                 

target‌ ‌only‌ ‌and‌ ‌T&E’s‌ ‌scenario‌ .‌ ‌ 20

As‌ ‌shown‌ ‌in‌ ‌Figure‌ ‌25,‌ ‌these‌ ‌scenarios‌ ‌would‌ ‌lead‌ ‌to‌ ‌EU27‌ ‌2030‌ ‌van‌ ‌emissions‌ ‌of‌ ‌75‌ ‌MtCO‌2‌ ‌in‌ ‌the‌‌                                     
Current‌ ‌policies‌ ‌central‌ ‌scenario,‌ ‌73‌ ‌MtCO‌2‌ ‌in‌ ‌the‌ ‌Current‌ ‌policies‌ ‌higher‌ ‌2030‌ ‌CO‌2‌ ‌‌scenario‌ ‌and‌ ‌69‌‌                               
MtCO‌2‌ ‌in‌‌T&E’s‌‌scenario.‌‌Which‌‌means‌‌that‌‌in‌‌2030‌‌van‌‌emissions‌‌would‌‌be‌‌21%,‌‌23%‌‌and‌‌27%‌‌below‌‌                                   
2019‌ ‌van‌ ‌emissions‌ ‌respectively,‌ ‌but‌ ‌still‌ ‌25%,‌ ‌22%‌ ‌and‌ ‌16%‌ ‌above‌ ‌1990‌ ‌EU27‌ ‌van‌ ‌emissions‌‌                             
respectively.‌‌That’s‌‌why,‌‌in‌‌order‌‌for‌‌vans‌‌to‌‌play‌‌their‌‌fair‌‌share‌‌towards‌‌reaching‌‌the‌‌EU‌‌2030‌‌climate‌‌                                   
objective,‌‌it‌‌is‌‌crucial‌‌to‌‌increase‌‌the‌‌CO‌2‌ ‌emissions‌‌reduction‌‌targets‌‌for‌‌vans‌‌before‌‌2030:‌‌higher‌‌2030‌‌                                 
CO‌2‌‌ ‌only‌ ‌won’t‌ ‌be‌ ‌enough.‌ ‌ 

These‌‌results‌‌slightly‌‌differ‌‌from‌‌T&E’s‌‌previous‌‌modelling‌‌of‌‌the‌‌-55%‌‌CO‌2‌ ‌reduction‌‌target‌‌by‌‌2030‌‌as‌‌                                 
part‌‌of‌‌the‌‌official‌‌European‌‌Green‌‌Deal’s‌‌climate‌‌ambition.‌‌That‌‌modelling‌‌also‌‌resulted‌‌in‌‌69‌‌MtCO‌2‌ ‌                               
emissions‌ ‌in‌ ‌2030‌ ‌but‌ ‌for‌ ‌the‌ ‌EU28.‌ ‌This‌ ‌is‌ ‌because‌ ‌e-van‌ ‌sales‌ ‌were‌ ‌modelled‌ ‌with‌ ‌a‌ ‌progressive‌‌                                 
uptake,‌ ‌whereas‌ ‌here‌ ‌e-vans‌ ‌sales‌ ‌have‌ ‌been‌ ‌modelled‌ ‌with‌ ‌a‌ ‌step-wise‌ ‌uptake,‌ ‌following‌ ‌the‌ ‌CO‌2‌ ‌                             
targets.‌‌This‌‌more‌‌realistic‌‌step-wise‌‌uptake‌‌results‌‌in‌‌less‌‌CO‌2‌ ‌potential‌‌savings‌‌as‌‌van‌‌makers‌‌wait‌‌for‌‌                                 
the‌ ‌last‌ ‌minute‌ ‌to‌ ‌reach‌ ‌their‌ ‌targets.‌ ‌ 

‌ 

Figure‌ ‌25:‌ ‌Overall‌ ‌potential‌ ‌CO‌2‌ ‌‌savings‌ ‌based‌ ‌on‌ ‌the‌ ‌EUTRM‌ ‌(EU27)‌ ‌ 

20 ‌Current‌ ‌policies‌ ‌-‌ ‌central:‌ ‌8%‌ ‌e-van‌ ‌sales‌ ‌in‌ ‌2025,‌ ‌17%‌ ‌in‌ ‌2030,‌ ‌Current‌ ‌policies‌ ‌-‌ ‌higher‌ ‌2030‌ ‌CO‌2‌ ‌‌target:‌ ‌8.1%‌ ‌in‌‌ 
2025‌ ‌and‌ ‌50%‌ ‌in‌ ‌2030,‌ ‌T&E’s‌ ‌scenario:‌ ‌15%‌ ‌in‌ ‌2025,‌ ‌25%‌ ‌in‌ ‌2027‌ ‌and‌ ‌50%‌ ‌in‌ ‌2030.‌ ‌ 

‌ 

‌ 
‌ 

‌ 
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4.5.‌ ‌Comparison‌ ‌with‌ ‌Bloomberg‌ ‌NEF‌ ‌forecasts‌ ‌ 

A‌ ‌recent‌ ‌techno-economic‌ ‌analysis‌ ‌of‌ ‌the‌ ‌battery‌ ‌electric‌ ‌vans‌ ‌uptake‌ ‌in‌ ‌Europe‌ ‌published‌ ‌by‌‌                           
Bloomberg‌ ‌NEF‌ ‌and‌ ‌commissioned‌ ‌by‌ ‌T&E‌ ‌[14]‌ ‌shows‌ ‌that‌ ‌the‌ ‌business-as-usual‌ ‌electric‌ ‌van‌‌sales‌‌                           
trajectory‌ ‌(only‌ ‌driven‌ ‌by‌ ‌the‌ ‌market‌ ‌and‌ ‌the‌ ‌economics‌ ‌of‌ ‌the‌ ‌technology)‌ ‌would‌‌be‌‌15%‌‌in‌‌2025,‌‌                                 
26%‌ ‌in‌ ‌2027‌ ‌and‌ ‌46%‌ ‌in‌ ‌2030‌ ‌(Figure‌ ‌26),‌ ‌which‌ ‌is‌ ‌in‌ ‌line‌ ‌with‌ ‌T&E‌ ‌recommendations‌ ‌to‌ ‌reduce‌‌                                   
emissions‌ ‌by‌ ‌20%‌ ‌from‌ ‌2025,‌ ‌31%‌ ‌from‌ ‌2027‌ ‌and‌ ‌60%‌ ‌from‌ ‌2030.‌‌ ‌  

However,‌ ‌BNEF‌ ‌analysis‌ ‌shows‌ ‌we‌ ‌should‌ ‌be‌ ‌going‌ ‌even‌ ‌faster‌ ‌for‌ ‌an‌ ‌optimal‌ ‌2035‌ ‌phase-out‌‌                             
trajectory‌‌with‌‌average‌‌electric‌‌van‌‌sales‌‌reaching‌‌17%‌‌in‌‌2025,‌‌36%‌‌in‌‌2027,‌‌73%‌‌in‌‌2030,‌‌95%‌‌in‌‌2033‌‌                                     
and‌ ‌finally‌ ‌100%‌ ‌in‌ ‌2035.‌ ‌The‌ ‌corresponding‌ ‌CO‌2‌ ‌reduction‌ ‌targets‌ ‌would‌ ‌therefore‌ ‌also‌ ‌be‌‌slightly‌‌                             
higher‌‌than‌‌the‌‌ones‌‌presented‌‌above.‌‌Indeed,‌‌to‌‌follow‌‌BNEF’s‌‌ICE‌‌phase-out‌‌trajectory,‌‌the‌‌following‌‌                             
van‌‌CO‌2‌ ‌reduction‌‌targets‌‌should‌‌be‌‌set:‌‌22%‌‌reduction‌‌from‌‌2025,‌‌42%‌‌reduction‌‌from‌‌2027‌‌and‌‌78%‌‌                                 
in‌ ‌2030‌ ‌before‌ ‌going‌ ‌for‌ ‌100%‌ ‌emission‌ ‌reduction‌ ‌in‌ ‌2035.‌ ‌ 

‌ 

Figure‌ ‌26:‌ ‌E-vans‌ ‌uptake:‌ ‌comparison‌ ‌between‌ ‌Bloomberg‌ ‌NEF’s‌ ‌techno-economic‌  ‌forecasts,‌‌ 
T&E’s‌ ‌recommendations‌ ‌and‌ ‌current‌ ‌policies‌ ‌ 
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5.‌ ‌Policy‌ ‌recommendations‌ ‌ 

To‌ ‌reach‌ ‌the‌ ‌European‌ ‌Green‌ ‌Deal’s‌‌climate‌‌ambition‌‌of‌‌carbon‌‌neutrality‌‌in‌‌2050‌‌and‌‌contribute‌‌as‌‌                               
much‌ ‌as‌ ‌possible‌ ‌to‌ ‌the‌ ‌overall‌ ‌-55%‌ ‌CO‌2‌ ‌reduction‌ ‌target‌ ‌by‌ ‌2030,‌ ‌‌T&E‌ ‌modelling‌ ‌shows‌ ‌that‌ ‌at‌‌                                 
least‌ ‌50%‌ ‌of‌ ‌vans‌ ‌sold‌ ‌in‌ ‌2030‌ ‌need‌ ‌to‌ ‌be‌ ‌zero-emission,‌ ‌rising‌ ‌to‌ ‌100%‌ ‌in‌ ‌2035‌ ‌‌[19]‌ ‌[21].‌ ‌This‌‌                                     
would‌ ‌lead‌ ‌to‌ ‌van‌ ‌emissions‌ ‌of‌ ‌69‌ ‌Mt‌ ‌CO‌2e‌‌ ‌in‌ ‌2030,‌ ‌compared‌ ‌to‌ ‌95‌ ‌Mt‌ ‌CO‌2e‌‌ ‌in‌ ‌2019‌ ‌in‌ ‌the‌ ‌EU27.‌‌ ‌  

More‌ ‌ambitious‌ ‌CO‌2‌ ‌‌van‌ ‌standards‌ ‌alongside‌ ‌the‌ ‌implementation‌ ‌of‌ ‌ZEV‌ ‌sales‌ ‌targets‌ ‌are‌‌                         
essential‌ ‌to‌ ‌put‌ ‌vans‌ ‌back‌ ‌on‌ ‌track‌ ‌‌and‌ ‌deliver‌ ‌the‌ ‌needed‌ ‌emission‌ ‌reductions.‌ ‌ 

‌ 

5.1.‌ ‌Higher‌ ‌CO‌2‌‌ ‌reduction‌ ‌ambition‌ ‌ 

As‌ ‌shown‌ ‌in‌ ‌Section‌ ‌1,‌ ‌the‌ ‌2021‌ ‌starting‌ ‌point‌ ‌(i.e.‌‌baseline)‌‌for‌‌vans‌‌is‌‌very‌‌high‌‌compared‌‌to‌‌cars,‌‌                                     
where‌‌the‌‌2020‌‌target‌‌has‌‌been‌‌strong‌‌enough‌‌to‌‌significantly‌‌increase‌‌EV‌‌sales.‌‌In‌‌order‌‌to‌‌correct‌‌and‌‌                                   
compensate‌‌for‌‌this,‌‌the‌‌relative‌‌CO‌2‌ ‌emission‌‌reduction‌‌target‌‌must‌‌be‌‌significantly‌‌higher‌‌to‌‌deliver‌‌                             
e-vans‌ ‌to‌ ‌the‌ ‌market‌ ‌and‌ ‌reduce‌ ‌emissions‌ ‌quickly.‌ ‌ 

Increase‌ ‌2030‌ ‌CO‌2‌‌ ‌target‌ ‌to‌ ‌-60%‌‌ ‌  
Based‌ ‌on‌ ‌T&E‌ ‌calculations,‌ ‌a‌ ‌‌60%‌ ‌CO‌2‌ ‌reduction‌ ‌target‌ ‌is‌‌needed‌‌for‌‌2030,‌‌alongside‌‌a‌‌50%‌‌ZEV‌‌                                 
sales‌ ‌target‌ ‌‌(see‌ ‌Section‌ ‌5.2‌ ‌below)‌.‌ ‌‌The‌ ‌two‌ ‌go‌ ‌hand-in-hand:‌ ‌the‌ ‌CO‌2‌-specific‌ ‌target‌ ‌means‌ ‌the‌‌                             
stated‌ ‌reduction‌ ‌must‌ ‌be‌ ‌achieved,‌ ‌while‌ ‌the‌ ‌ZEV‌ ‌sales‌ ‌target‌ ‌ensures‌ ‌a‌ ‌proportional‌ ‌allocation‌ ‌of‌‌                             
effort‌‌between‌‌more‌‌efficient‌‌ICEs‌‌on‌‌the‌‌one‌‌hand,‌‌and‌‌higher‌‌supply‌‌of‌‌e-vans‌‌on‌‌the‌‌other.‌‌This‌‌to‌‌                                     
ensure‌ ‌the‌ ‌EU‌ ‌can‌ ‌reach‌ ‌100%‌ ‌ZEV‌ ‌sales‌ ‌by‌ ‌2035.‌ ‌ ‌   

Driving‌ ‌the‌ ‌e-van‌ ‌market‌ ‌faster‌ ‌in‌ ‌the‌ ‌2020s‌ ‌ 
There‌ ‌is‌ ‌a‌‌great‌‌potential‌‌for‌‌OEMs‌‌to‌‌reduce‌‌van‌‌CO‌2‌ ‌emissions‌‌in‌‌the‌‌2020s,‌‌in‌‌particular‌‌given‌ ‌the‌‌                                     
weak‌ ‌baseline,‌ ‌which‌ ‌leaves‌ ‌ample‌ ‌room‌ ‌for‌ ‌improvement‌ ‌of‌ ‌ICE‌ ‌emissions,‌ ‌and‌ ‌e-van‌ ‌cost‌‌                           
effectiveness.‌ ‌Thus‌ ‌‌it‌ ‌is‌ ‌possible‌ ‌to‌ ‌drive‌ ‌the‌ ‌electric‌ ‌van‌ ‌market‌ ‌faster‌ ‌in‌ ‌the‌ ‌2020s,‌ ‌and‌ ‌it‌ ‌is‌‌                                   
crucial‌ ‌to‌ ‌do‌ ‌so‌ ‌with‌ ‌higher‌ ‌intermediate‌ ‌CO‌2‌ ‌targets‌.‌ ‌Regulation‌ ‌should‌ ‌push‌ ‌the‌ ‌market,‌ ‌not‌‌                             
follow‌ ‌it.‌‌ ‌  

If‌ ‌the‌ ‌level‌ ‌of‌ ‌ambition‌‌is‌‌not‌‌significantly‌‌raised‌‌in‌‌the‌‌2020s,‌‌van‌‌makers‌‌will‌ ‌be‌‌able‌‌to‌‌keep‌‌e-van‌‌                                       
sales‌‌as‌‌low‌‌as‌‌8%‌‌up‌‌to‌‌2029‌‌and‌‌would‌‌wait‌‌until‌‌the‌‌last‌‌minute‌‌to‌‌ramp‌‌up‌‌the‌‌sales‌‌of‌‌electric‌‌vans‌‌                                             
for‌ ‌the‌ ‌2030‌ ‌target‌ ‌even‌ ‌though‌ ‌this‌ ‌brings‌ ‌many‌ ‌risks‌ ‌(see‌ ‌Section‌ ‌4.3).‌ ‌This‌ ‌has‌ ‌indeed‌ ‌been‌‌                                 
witnessed‌‌with‌‌cars‌‌where‌‌carmakers‌‌like‌‌Ford,‌‌JLR‌‌and‌‌Volkswagen‌‌waited‌‌for‌‌the‌‌second‌‌half‌‌of‌‌2020‌‌                                 
to‌‌push‌‌the‌‌sales‌‌of‌‌PHEVs‌‌but‌‌unexpected‌‌last-minute‌‌technical‌‌problems‌‌on‌‌these‌‌models‌‌exposed‌‌                             
them‌ ‌to‌ ‌risks‌ ‌of‌ ‌non-compliance,‌ ‌or‌ ‌pushed‌ ‌them‌ ‌to‌ ‌form‌ ‌pools‌ ‌with‌ ‌better-performing‌ ‌OEMs.‌‌                           
Furthermore,‌ ‌from‌ ‌a‌ ‌climate,‌ ‌air‌ ‌pollution‌‌and‌‌techno-economic‌‌perspective,‌‌early‌‌action‌‌should‌‌be‌‌                         
preferred‌ ‌over‌ ‌delayed‌ ‌and‌ ‌more‌ ‌risky‌ ‌last-minute‌ ‌action.‌‌ ‌  
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Increase‌ ‌2025‌ ‌CO‌2‌ ‌‌target‌ ‌to‌ ‌-20%‌‌ ‌  
To‌ ‌compensate‌ ‌for‌ ‌the‌ ‌very‌ ‌weak‌ ‌2021‌ ‌baseline‌ ‌and‌ ‌the‌ ‌existing‌ ‌untapped‌ ‌potential‌ ‌for‌ ‌ICE‌‌                             
improvements,‌ ‌the‌ ‌2025‌‌target‌‌should‌‌be‌‌increased‌‌from‌‌-15%‌‌to‌‌-20%.‌‌As‌‌shown‌‌in‌‌Section‌‌4.3‌,‌ ‌‌the‌‌                                 
current‌‌2025‌‌target‌‌of‌‌-15%‌‌CO‌2‌ ‌can‌‌be‌‌achieved‌‌by‌‌only‌‌selling‌‌around‌‌8%‌‌BEVs,‌‌whereas‌‌with‌‌a‌‌-20%‌‌                                     
reduction‌‌target,‌‌15%‌‌BEV‌‌sales‌‌should‌‌be‌‌seen.‌‌To‌‌ensure‌‌certainty,‌‌the‌‌15%‌‌ZEV‌‌sales‌‌target‌‌should‌‌                                 
be‌‌legislated‌‌separately‌‌to‌‌guarantee‌‌that‌‌stepwise‌‌increase‌‌in‌‌e-van‌‌output,‌‌as‌‌outlined‌‌above‌‌and‌‌in‌‌                               
Section‌ ‌4.3‌ ‌ 

Current‌ ‌-31%‌ ‌CO‌2‌‌ ‌reduction‌ ‌target‌ ‌brought‌ ‌forward‌ ‌to‌ ‌2027‌‌ ‌  
To‌ ‌plan‌ ‌most‌ ‌effectively‌‌for‌‌the‌‌phase-in‌‌of‌‌the‌‌2030‌‌CO‌2‌ ‌reduction‌‌target,‌‌intermediate‌‌targets‌‌must‌‌                               
be‌ ‌set‌ ‌between‌ ‌the‌ ‌-20%‌ ‌CO‌2‌‌ ‌reduction‌ ‌target‌ ‌proposed‌ ‌for‌ ‌2025‌ ‌and‌ ‌the‌ ‌-60%‌ ‌target‌ ‌for‌ ‌2030.‌‌ ‌  

T&E‌ ‌recommends‌ ‌that‌ ‌the‌ ‌previous‌ ‌-31%‌ ‌2030‌ ‌target‌ ‌should‌ ‌be‌ ‌brought‌ ‌forward‌ ‌to‌ ‌2027,‌ ‌and‌ ‌an‌‌                               
intermediate‌ ‌target‌ ‌of‌ ‌-45%‌ ‌should‌ ‌be‌ ‌set‌ ‌for‌ ‌the‌ ‌average‌ ‌over‌ ‌2028‌ ‌and‌ ‌2029.‌‌ ‌  

‌ 

5.2.‌ ‌ZEV‌ ‌sales‌ ‌target‌ ‌ 

A‌‌ZEV‌‌target‌‌is‌‌the‌‌most‌‌effective‌‌mechanism‌‌to‌‌build‌‌up‌‌an‌‌output‌‌of‌‌ZEVs‌‌in‌‌Europe‌‌and‌‌ensure‌‌the‌‌                                       
transition‌ ‌to‌ ‌e-mobility‌ ‌is‌ ‌made‌ ‌swiftly‌ ‌and‌ ‌effectively,‌ ‌while‌ ‌guaranteeing‌ ‌the‌ ‌international‌‌                       
competitiveness‌‌of‌‌European‌‌van‌‌makers.‌‌For‌‌historic‌‌reasons‌‌outlined‌‌in‌‌this‌‌paper‌‌(i.e.‌‌weak‌‌targets,‌‌                             
and‌‌the‌‌NEDC-WLTP‌‌uplift)‌‌the‌‌baseline‌‌is‌‌elevated‌‌leaving‌‌much‌‌untapped‌‌potential‌‌for‌‌CO‌2‌ ‌emission‌‌                             
reduction.‌‌ ‌  

CO‌2‌ ‌targets‌ ‌alone‌ ‌simply‌ ‌would‌ ‌not‌ ‌drive‌ ‌e-van‌ ‌roll-out‌ ‌at‌ ‌a‌ ‌rate‌ ‌that‌ ‌comes‌ ‌close‌ ‌to‌ ‌the‌‌                                 
deployment‌‌potential‌ ‌-‌ ‌unless‌‌these‌‌targets‌‌were‌‌set‌‌at‌‌a‌‌level‌‌that‌‌would‌‌not‌‌be‌‌politically‌‌palatable‌‌                                 
(e.g.‌‌a‌‌CO‌2‌ ‌reduction‌‌greater‌‌than‌‌70%‌‌by‌‌2030).‌‌Therefore,‌‌both‌‌robust‌‌CO‌2‌ ‌targets‌‌on‌‌the‌‌one‌‌hand,‌‌                                   
and‌‌ZEV‌‌targets‌‌on‌‌the‌‌other,‌‌are‌‌needed‌‌to‌‌ensure‌‌a‌‌stepwise‌‌increase‌‌in‌‌the‌‌supply‌‌of‌‌e-vans‌‌over‌‌the‌‌                                       
next‌‌15‌‌years,‌‌and‌‌critically,‌‌ensure‌‌that‌‌all‌ ‌output‌‌is‌‌fully‌‌electric‌‌by‌‌2035.‌ ‌Put‌‌another‌‌way,‌‌ZEV‌‌sales‌‌                                     
targets,‌‌in‌‌addition‌‌to‌‌CO‌2‌ ‌reduction‌‌targets,‌‌guard‌‌against‌‌the‌‌risk‌‌of‌‌van-makers‌‌leaving‌‌themselves‌‌                             
too‌ ‌much‌ ‌to‌ ‌do‌ ‌coming‌ ‌up‌ ‌to‌ ‌2035.‌‌ ‌  

This‌‌ZEV‌‌target‌‌can‌‌take‌‌the‌‌form‌‌of‌‌a‌‌binding‌‌minimum‌‌ZEV‌‌target‌‌to‌‌be‌‌reached‌,‌‌or‌‌can‌‌convert‌‌the‌‌                                       
existing‌‌EU‌‌ZLEV‌‌benchmark‌‌into‌‌a‌‌target‌‌by‌‌adding‌‌a‌‌malus‌‌to‌‌the‌‌existing‌‌bonus‌‌and‌‌increasing‌‌the‌‌                                   
ambition‌ ‌level.‌ ‌If‌ ‌the‌ ‌malus‌ ‌is‌ ‌not‌ ‌added,‌ ‌the‌ ‌benchmark‌ ‌is‌ ‌a‌ ‌mere‌ ‌voluntary‌ ‌one,‌ ‌with‌ ‌the‌ ‌bonus‌‌                                   
mechanism‌ ‌only‌ ‌creating‌ ‌additional‌ ‌risks‌ ‌to‌ ‌weaken‌ ‌the‌ ‌CO‌2‌ ‌reduction‌ ‌target,‌ ‌without‌ ‌anything‌ ‌in‌‌                           
return.‌ ‌Importantly,‌ ‌a‌ ‌ZEV‌ ‌target‌ ‌should‌ ‌be‌ ‌‌focused‌ ‌exclusively‌ ‌on‌ ‌zero-emission‌ ‌vehicles‌,‌ ‌thus‌‌                         
excluding‌ ‌hybrids‌ ‌from‌ ‌the‌ ‌scope;‌ ‌see‌ ‌also‌ ‌Section‌ ‌5.6‌ ‌ ‌‘Avoid‌ ‌the‌ ‌hybrid‌ ‌loophole’‌.‌‌ ‌  

The‌‌overall‌‌ambition‌‌of‌‌the‌‌‌ZEV‌‌target‌‌should‌‌be‌‌at‌‌least‌‌15%‌‌in‌‌2025,‌‌25%‌‌in‌‌2027,‌‌50%‌‌in‌‌2030,‌‌                                       
80%‌ ‌in‌ ‌2033,‌ ‌and‌ ‌reach‌ ‌100%‌ ‌in‌ ‌2035‌.‌‌ ‌  
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Both‌ ‌T&E’s‌ ‌CO‌2‌ ‌‌and‌ ‌ZEV‌ ‌targets‌ ‌for‌ ‌the‌ ‌decade‌ ‌to‌ ‌come‌ ‌are‌ ‌summarized‌ ‌in‌ ‌Table‌ ‌3‌ ‌below:‌ ‌ 

‌ 
Table‌ ‌3:‌ ‌T&E‌ ‌CO‌2‌‌ ‌and‌ ‌ZEV‌ ‌targets‌ ‌vs‌ ‌current‌ ‌policies‌ ‌ 

Addressing‌ ‌the‌ ‌regulatory‌ ‌van‌ ‌gap‌ ‌ 
Vans‌‌with‌‌a‌‌reference‌‌mass‌‌of‌‌more‌‌than‌‌2,610‌‌kg‌‌and‌‌a‌‌TPMLM‌‌of‌‌less‌‌than‌‌3,500‌‌kg‌‌fall‌ ‌outside‌‌the‌‌                                         
scope‌‌of‌‌the‌‌current‌‌van‌‌CO‌2‌ ‌regulation‌‌and‌‌therefore‌‌pose‌‌a‌‌risk‌‌of‌‌shifting‌‌emissions,‌‌as‌‌van‌‌makers‌‌                                   
could‌ ‌be‌ ‌incentivised‌ ‌to‌ ‌make‌ ‌heavier,‌ ‌high‌ ‌polluting‌ ‌vans‌ ‌which‌ ‌would‌ ‌not‌ ‌be‌ ‌regulated.‌‌  

Vans‌‌(Category‌‌N1,‌‌i.e.‌‌below‌‌3,500kg‌‌TPMLM‌‌),‌ ‌are‌‌covered‌‌by‌‌the‌‌chassis‌‌dynamometer‌‌test‌‌or‌‌WLTP‌‌                                 
under‌ ‌Regulation‌ ‌715/2007‌ ‌when‌ ‌the‌ ‌reference‌ ‌mass‌ ‌(of‌ ‌the‌ ‌completed‌ ‌vehicle)‌ ‌is‌ ‌below‌ ‌2,610‌ ‌kg.‌‌                             
Above‌ ‌this‌ ‌reference‌ ‌mass‌ ‌limit,‌ ‌the‌ ‌vehicles‌ ‌are‌ ‌approved‌ ‌based‌ ‌on‌ ‌the‌ ‌engine‌ ‌test‌ ‌(Regulation‌‌                             
595/2009‌‌[22])‌ .‌ ‌Given‌‌that‌‌the‌‌certification‌‌regulation‌‌for‌‌new‌‌heavy-duty‌‌vehicles‌‌is‌‌currently‌‌limited‌‌                           21

to‌‌vehicles‌‌with‌‌a‌‌TPMLM‌‌above‌‌3,500‌‌kg,‌‌vehicles‌‌with‌‌a‌‌reference‌‌mass‌‌above‌‌2,610‌‌kg‌‌and‌‌a‌‌TPMLM‌‌                                     
below‌ ‌3,500‌ ‌kg‌ ‌are‌ ‌currently‌ ‌neither‌ ‌covered‌ ‌by‌ ‌the‌ ‌light-‌ ‌nor‌ ‌heavy-duty‌ ‌regulations.‌‌ ‌  

To‌ ‌address‌‌part‌‌of‌‌this‌‌gap,‌‌the‌‌van‌‌ZEV‌‌target‌‌or‌‌benchmark‌‌should‌‌include‌‌vehicles‌‌above‌‌2,610‌‌kg‌‌                                   
(reference‌‌mass)‌‌and‌‌below‌‌3,500‌‌kg‌‌(TPMLM)‌‌in‌‌the‌‌scope‌‌of‌‌the‌‌Category‌‌2‌‌for‌‌the‌‌ZEV‌‌target.‌‌In‌‌other‌‌                                       
words,‌ ‌for‌ ‌the‌ ‌purpose‌ ‌of‌ ‌the‌ ‌ZEV‌ ‌sales‌ ‌target,‌ ‌Category‌ ‌2‌ ‌vans‌ ‌are‌ ‌vans‌ ‌from‌ ‌1,760‌ ‌kg‌ ‌to‌ ‌2,610‌‌kg‌‌                                       
reference‌ ‌mass‌ ‌and‌ ‌the‌ ‌vans‌ ‌which‌ ‌are‌ ‌more‌ ‌than‌ ‌2,610‌ ‌reference‌ ‌mass‌ ‌and‌ ‌less‌ ‌than‌ ‌3,500‌ ‌kg‌ ‌TPMLM.‌ ‌ 

‌ 

5.3.‌ ‌Phase-out‌ ‌the‌ ‌sales‌ ‌of‌ ‌ICE‌ ‌vans‌ ‌by‌ ‌2035‌ ‌ 

To‌ ‌reach‌ ‌zero‌ ‌emission‌ ‌transport‌ ‌by‌ ‌2050‌ ‌and‌ ‌meet‌ ‌the‌ ‌goals‌ ‌of‌ ‌the‌ ‌European‌ ‌Green‌ ‌Deal,‌ ‌which‌‌                                 
promises‌‌a‌‌path‌‌“towards‌‌zero‌‌emissions‌‌mobility‌‌from‌‌2025‌‌onwards”‌‌for‌‌light-duty‌‌vehicles,‌‌the‌‌pace‌‌                             
of‌ ‌CO‌2‌ ‌reduction‌ ‌needs‌ ‌to‌ ‌be‌ ‌maintained‌ ‌after‌ ‌2030.‌ ‌For‌ ‌the‌ ‌entire‌ ‌van‌ ‌fleet‌ ‌to‌ ‌be‌ ‌zero‌‌emission‌‌in‌‌                                     
2050,‌‌‌the‌‌last‌‌new‌‌van‌‌with‌‌any‌‌CO₂‌‌emitting‌‌engine‌‌must‌‌be‌‌sold‌‌no‌‌later‌‌than‌‌2035‌.‌‌This‌‌means‌‌                                     

21 ‌Some‌ ‌extensions‌ ‌of‌ ‌the‌ ‌chassis‌ ‌dyno‌ ‌test‌ ‌to‌ ‌variants‌ ‌below‌ ‌2,840‌ ‌kg‌ ‌reference‌‌mass‌‌exist‌ ‌at‌ ‌the‌‌request‌‌of‌‌                                       
manufacturers.‌ ‌Some‌‌extension‌‌of‌ ‌engine‌‌testing‌‌can‌‌be‌‌done‌‌for‌‌variants‌‌of‌‌completed‌‌vehicles‌‌above‌‌2,380‌‌kg‌‌                                 
at‌ ‌the‌ ‌request‌ ‌of‌ ‌the‌ ‌manufacturer.‌ ‌ 

‌ 

‌ 
‌ 

‌ 
A‌ ‌study‌ ‌by‌‌ ‌   44‌ ‌ 



‌ 

that‌ ‌not‌ ‌only‌ ‌diesel‌ ‌and‌ ‌petrol‌ ‌cars,‌ ‌but‌ ‌gas-powered,‌‌hybrid‌‌and‌‌plug-in‌‌hybrid‌‌models‌‌need‌‌to‌‌be‌‌                                 
phased-out.‌ ‌ 

In‌‌other‌‌words,‌‌the‌‌revised‌‌van‌‌CO‌2‌ ‌regulation‌‌should‌‌set‌‌a‌‌phase-out‌‌date‌‌for‌‌the‌‌sales‌‌of‌‌vans‌‌with‌‌an‌‌                                       
internal‌‌combustion‌‌engine‌‌by‌‌2035‌‌which‌‌means‌‌setting‌‌a‌‌100%‌‌CO‌2‌ ‌reduction‌‌target‌‌in‌‌2035,‌‌along‌‌                               
with‌‌an‌‌intermediate‌‌2033‌‌target‌‌of‌‌86%‌‌CO‌2‌ ‌emissions‌‌reduction‌‌(corresponding‌‌to‌‌80%‌‌BEV‌‌sales‌‌in‌‌                               
2033,‌‌in‌‌line‌‌with‌‌a‌‌linear‌‌trajectory‌‌from‌‌2030‌‌and‌‌2035).‌‌Such‌‌post-2030‌‌targets‌‌are‌‌crucial‌‌to‌‌provide‌‌                                   
much‌ ‌needed‌ ‌investment‌‌certainty‌‌to‌‌manufacturers,‌‌transport‌‌companies,‌‌alongside‌‌local,‌‌national‌‌                     
and‌ ‌international‌ ‌authorities.‌‌ ‌  

This‌ ‌is‌ ‌aligned‌ ‌with‌ ‌recent‌ ‌techno-economic‌ ‌analysis‌ ‌of‌ ‌the‌ ‌battery‌ ‌electric‌ ‌vans‌ ‌uptake‌ ‌in‌ ‌Europe‌‌                             
published‌‌by‌‌Bloomberg‌‌NEF‌‌and‌‌commissioned‌‌by‌‌T&E‌‌[14].‌‌As‌‌shown‌‌in‌‌Section‌‌4.5,‌‌BNEF‌‌forecasts‌‌                               
at‌ ‌least‌ ‌15%‌ ‌e-van‌ ‌sales‌ ‌in‌ ‌2025,‌ ‌26%‌ ‌in‌ ‌2027‌ ‌and‌ ‌46%‌ ‌in‌ ‌2030‌ ‌in‌ ‌its‌ ‌base-case‌ ‌scenario,‌ ‌but‌ ‌also‌‌                                       
highlights‌‌that‌‌for‌‌an‌‌optimal‌‌2035‌‌phase-out‌‌trajectory,‌‌average‌‌electric‌‌van‌‌sales‌‌should‌‌reach‌‌17%‌‌                             
in‌ ‌2025,‌ ‌36%‌ ‌in‌ ‌2027,‌ ‌73%‌ ‌in‌ ‌2030,‌ ‌95%‌ ‌in‌ ‌2033‌ ‌and‌ ‌finally‌ ‌100%‌ ‌in‌ ‌2035.‌ ‌The‌ ‌corresponding‌ ‌CO‌2‌ ‌                                     
reduction‌ ‌targets‌ ‌would‌ ‌therefore‌ ‌also‌ ‌be‌ ‌slightly‌ ‌higher‌ ‌than‌ ‌the‌ ‌ones‌ ‌presented‌ ‌above.‌ ‌ 

If‌ ‌EU‌ ‌van‌ ‌CO‌2‌ ‌targets‌ ‌are‌ ‌left‌ ‌untouched‌ ‌in‌ ‌the‌ ‌2020s,‌ ‌van‌ ‌makers‌ ‌would‌ ‌choose‌ ‌to‌ ‌delay‌ ‌the‌‌                                   
investment‌ ‌and‌ ‌introduction‌ ‌of‌ ‌new‌ ‌electric‌ ‌models‌ ‌leading‌ ‌to‌ ‌suboptimal‌ ‌electric‌ ‌technology‌‌                       
deployment‌‌and‌‌adoption.‌‌As‌‌a‌‌result‌‌the‌‌electric‌‌van‌‌market‌‌would‌‌not‌‌reach‌‌the‌‌necessary‌‌scale‌‌to‌‌                                 
kick‌ ‌start‌ ‌a‌ ‌wider‌ ‌market‌ ‌adoption,‌ ‌costs‌ ‌would‌ ‌remain‌ ‌high‌ ‌and‌ ‌ICE‌ ‌phase-out‌ ‌within‌ ‌the‌ ‌2035‌‌                               
timeframe‌‌would‌‌slip‌‌out‌‌of‌‌reach,‌‌thus‌‌seriously‌‌jeopardising‌‌climate‌‌targets.‌‌On‌‌the‌‌other‌‌hand‌‌if‌‌the‌‌                                 
van‌ ‌CO‌2‌ ‌reduction‌ ‌targets‌ ‌are‌ ‌made‌ ‌more‌ ‌ambitious‌ ‌in‌ ‌the‌ ‌2020s,‌ ‌the‌ ‌market‌ ‌would‌ ‌take‌ ‌the‌ ‌right‌‌                                 
direction‌ ‌and‌ ‌follow‌ ‌the‌ ‌most‌ ‌cost-effective‌ ‌market‌ ‌uptake‌ ‌trajectory.‌ ‌ 

As‌ ‌shown‌ ‌by‌ ‌BNEF,‌ ‌ICE‌ ‌phase-out‌ ‌for‌ ‌vans‌ ‌is‌ ‌feasible‌ ‌and‌ ‌desirable,‌ ‌but‌ ‌early‌ ‌action‌ ‌is‌ ‌needed‌ ‌to‌‌                                   
achieve‌ ‌later‌ ‌volume.‌ ‌This‌ ‌is‌ ‌all‌ ‌the‌ ‌more‌ ‌important‌ ‌for‌ ‌the‌ ‌uptake‌ ‌of‌ ‌electric‌ ‌vans‌ ‌given‌ ‌that‌ ‌van‌‌                                   
makers‌ ‌are‌ ‌currently‌ ‌not‌ ‌planning‌ ‌any‌ ‌effective‌ ‌electrification‌ ‌strategy‌ ‌and‌ ‌there‌ ‌is‌ ‌risk‌ ‌that‌ ‌the‌‌                             
transition‌ ‌to‌ ‌electric‌ ‌vans‌ ‌would‌ ‌be‌ ‌delayed‌ ‌beyond‌ ‌what‌ ‌would‌ ‌be‌ ‌most‌ ‌effective‌ ‌from‌ ‌a‌‌                             
techno-economic‌ ‌point‌ ‌of‌ ‌view‌ ‌without‌ ‌stringent‌ ‌CO‌2‌‌ ‌targets.‌‌ ‌  

Because‌ ‌of‌ ‌the‌ ‌smaller‌ ‌scale‌ ‌in‌ ‌van‌ ‌production‌‌compared‌‌to‌‌cars,‌‌the‌‌transition‌‌to‌‌electric‌‌vans‌‌can‌‌                                 
happen‌‌much‌‌more‌‌rapidly.‌‌Indeed‌‌it‌‌will‌‌likely‌‌be‌‌costly‌‌to‌‌maintain‌‌a‌‌flexible‌‌platform‌‌manufacturing‌‌                               
approach‌ ‌(i.e.‌ ‌producing‌ ‌both‌ ‌diesel‌ ‌and‌ ‌electric‌ ‌vans‌ ‌on‌ ‌the‌ ‌same‌ ‌platform)‌ ‌which‌ ‌will‌ ‌eventually‌‌                             
push‌ ‌van‌ ‌makers‌ ‌to‌ ‌transition‌ ‌the‌ ‌limited‌‌number‌‌of‌‌production‌‌platforms‌‌to‌‌dedicated‌‌electric‌‌van‌‌                             
production‌ ‌(which‌ ‌would‌ ‌also‌ ‌greatly‌ ‌increase‌ ‌the‌ ‌performance‌ ‌and‌ ‌economics‌ ‌of‌ ‌electric‌ ‌vans).‌ ‌ 
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5.4.‌ ‌Separate‌ ‌categories‌ ‌with‌ ‌no‌ ‌mass-adjustment‌ ‌ 

Initial‌ ‌observation‌ ‌ 
Under‌‌the‌‌current‌‌regulation,‌‌there‌‌is‌‌a‌‌damaging‌‌design‌‌flaw‌‌in‌‌the‌‌form‌‌of‌‌the‌‌mass-adjusted‌‌target‌‌                                 
as‌ ‌it‌ ‌disincentives‌ ‌lightweighting,‌ ‌and‌ ‌drives‌‌the‌‌market‌‌towards‌‌heavier‌‌vans‌‌given‌‌that‌‌OEMs‌‌have‌‌                             
less‌ ‌stringent‌ ‌targets‌ ‌when‌ ‌they‌ ‌sell‌ ‌heavy‌ ‌vans.‌‌ ‌  

Indeed,‌‌as‌‌shown‌‌in‌‌Section‌‌1,‌‌because‌‌of‌‌the‌‌increasing‌‌average‌‌mass‌‌trend,‌‌the‌‌actual‌‌average‌‌2020‌‌                                 
mass-adjusted‌ ‌target‌ ‌is‌ ‌expected‌ ‌to‌‌be‌‌11.5‌‌gCO‌2‌/km‌‌above‌‌the‌‌official‌‌target‌‌(158.5‌‌gCO‌2‌/km‌‌vs‌‌147‌‌                               
gCO‌2‌/km).‌ ‌ 

Solution:‌ ‌two‌ ‌separate‌ ‌categories‌ ‌with‌ ‌no‌ ‌mass-adjustment‌ ‌within‌ ‌each‌ ‌category‌ ‌ 
The‌‌sales‌‌of‌‌vans‌‌should‌‌be‌‌divided‌‌into‌‌two‌‌categories:‌‌Category‌‌1‌‌including‌‌small‌‌and‌‌medium‌‌vans‌‌                                 
(equivalent‌ ‌to‌ ‌category‌ ‌N1‌ ‌Classes‌ ‌I‌ ‌and‌ ‌II),‌ ‌and‌ ‌Category‌ ‌2‌ ‌including‌ ‌large‌ ‌vans‌ ‌(Class‌ ‌III).‌ ‌With‌‌                                 22

regard‌ ‌to‌ ‌CO‌2‌ ‌targets,‌ ‌the‌ ‌post-2020‌ ‌targets‌ ‌(-20%‌ ‌in‌ ‌2025,‌ ‌-31%‌ ‌in‌ ‌2027,‌‌and‌‌-60%‌‌in‌‌2030,‌‌-86%‌‌in‌‌                                     
2033,‌ ‌and‌ ‌-100%‌ ‌in‌ ‌2035,‌ ‌as‌ ‌proposed‌ ‌here)‌ ‌should‌ ‌be‌ ‌applied‌ ‌to‌ ‌each‌ ‌of‌ ‌the‌ ‌two‌ ‌categories‌                                 
separately,‌ ‌working‌ ‌from‌ ‌a‌ ‌category-specific‌ ‌baseline‌ ‌in‌ ‌2021.‌‌ ‌  

The‌ ‌absence‌ ‌of‌ ‌mass‌ ‌adjustment‌ ‌within‌ ‌each‌ ‌category‌ ‌would‌ ‌incentivise‌ ‌OEMs‌ ‌to‌ ‌make‌ ‌light‌ ‌vans‌‌                             
within‌ ‌each‌ ‌of‌ ‌those‌ ‌categories‌ ‌and‌ ‌prevent‌ ‌any‌ ‌ongoing‌ ‌increasing‌ ‌mass‌ ‌trends‌ ‌contributing‌ ‌to‌‌                           
weakening‌ ‌the‌ ‌targets,‌ ‌as‌ ‌described‌ ‌above.‌ ‌This‌ ‌design‌ ‌ensures‌ ‌a‌ ‌more‌ ‌harmonised‌ ‌CO‌2‌ ‌reduction‌‌                           
across‌ ‌van‌ ‌output,‌ ‌small/medium‌ ‌and‌ ‌large.‌ ‌But‌ ‌it‌ ‌also‌ ‌requires‌ ‌that‌ ‌the‌ ‌European‌ ‌Commission‌‌                           
distinguishes‌ ‌the‌ ‌two‌ ‌category-specific‌ ‌baselines‌ ‌used‌ ‌for‌ ‌the‌ ‌targets‌ ‌from‌ ‌2025.‌‌ ‌  

‌ 

5.5.‌ ‌Avoid‌ ‌hybrid‌ ‌loopholes‌ ‌ 

For‌ ‌the‌ ‌moment‌ ‌PHEV‌ ‌van‌ ‌sales‌ ‌are‌‌virtually‌‌non-existent‌‌while‌‌they‌‌make‌‌up‌‌around‌‌half‌‌of‌‌the‌‌EV‌‌                                   
sales‌‌for‌‌passenger‌‌cars‌‌where‌‌it’s‌‌clear‌‌PHEVs‌‌are‌‌being‌‌exploited‌‌by‌‌car‌‌OEMs‌‌as‌‌a‌‌compliance‌‌tool,‌‌                                   
while‌‌having‌‌questionable‌‌benefits‌‌on‌‌the‌‌road‌‌(PHEV‌‌passenger‌‌car‌‌emissions‌‌are‌‌two‌‌to‌‌eight‌‌times‌‌                               
higher‌ ‌in‌ ‌real‌ ‌world‌ ‌than‌ ‌in‌ ‌official‌ ‌laboratory‌ ‌tests‌ ‌[23]).‌ ‌ 

In‌‌contrast‌‌to‌‌BEVs,‌‌PHEV‌‌vans‌‌are‌‌not‌‌expected‌‌to‌‌play‌‌a‌‌role,‌‌‌comprising‌‌2.5%‌‌of‌‌van‌‌production‌‌in‌‌                                     
2030‌‌(only‌‌56,000‌‌units‌‌produced‌‌in‌‌2030‌‌according‌‌to‌‌IHS‌‌Markit‌).‌ ‌Regulation‌‌is‌‌best‌‌focused‌‌on‌‌                               
the‌ ‌solution‌ ‌-‌ ‌BEVs,‌ ‌and‌ ‌steer‌ ‌away‌ ‌from‌ ‌mechanisms‌ ‌with‌ ‌strong‌ ‌potential‌ ‌to‌ ‌be‌ ‌used‌ ‌to‌ ‌avoid‌‌                                 
real-world‌ ‌compliance,‌ ‌i.e.‌ ‌PHEVs.‌ ‌ ‌   

22 ‌Regulation‌‌2019/631‌‌does‌‌not‌‌foresee‌‌differentiated‌‌monitoring‌‌and‌‌reporting‌‌based‌‌on‌‌category‌‌N1‌‌classes.‌‌                             
However,‌ ‌the‌ ‌N1‌ ‌classes‌ ‌I‌ ‌-‌ ‌III‌ ‌are‌ ‌already‌ ‌defined‌ ‌in‌ ‌Regulation‌ ‌715/2007‌ ‌on‌ ‌which‌ ‌basis‌ ‌vehicles‌ ‌could‌ ‌be‌‌                                     
allocated‌ ‌to‌ ‌the‌ ‌Category‌ ‌1‌ ‌(Classes‌ ‌I‌ ‌and‌ ‌II)‌ ‌and‌ ‌2‌ ‌(Class‌ ‌III)‌ ‌respectively.‌ ‌ 
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Currently‌‌the‌‌van‌‌regulation‌‌offers‌‌the‌‌same‌‌treatment‌‌of‌‌PHEVs‌‌(as‌‌for‌‌cars)‌‌under‌‌the‌‌WLTP‌‌tests‌‌but‌‌                                   
it‌ ‌is‌‌key‌‌that‌‌the‌‌new‌‌regulation‌‌does‌‌not‌‌introduce‌‌any‌‌kind‌‌of‌‌additional‌‌PHEV‌‌incentive‌‌which‌‌would‌‌                                   
have‌ ‌the‌ ‌adverse‌ ‌effect‌ ‌of‌ ‌driving‌ ‌the‌ ‌market‌ ‌towards‌ ‌compliance‌ ‌with‌ ‌“fake‌ ‌EVs”‌ ‌which‌ ‌are‌ ‌not‌‌                               
charged,‌ ‌like‌ ‌we‌ ‌have‌ ‌seen‌ ‌for‌ ‌cars.‌ ‌ 

In‌ ‌practice,‌ ‌the‌ ‌van‌ ‌regulation‌ ‌should‌ ‌avoid‌ ‌adding‌ ‌an‌ ‌additional‌ ‌PHEV‌ ‌incentive‌ ‌as‌ ‌part‌ ‌of‌ ‌a‌ ‌ZEV‌‌                                 
target.‌ ‌Indeed,‌‌in‌‌the‌‌passenger‌‌car‌‌CO‌2‌ ‌regulation,‌‌the‌‌credit‌‌value‌‌of‌‌PHEV‌‌is‌‌inflated‌‌(the‌‌so-called‌‌                                 
‘0.7‌‌multiplier’).‌ ‌With‌‌regards‌‌to‌‌vans,‌‌the‌‌ZEV‌‌target‌‌should‌‌focus‌‌on‌‌incentivising‌‌ZEVs‌‌only‌‌given‌‌that‌‌                                 
LEVs‌ ‌(or‌ ‌PHEVs)‌ ‌are‌ ‌already‌ ‌treated‌ ‌very‌ ‌generously‌ ‌in‌ ‌their‌ ‌emissions‌ ‌test.‌ ‌We‌ ‌recommend‌ ‌a‌ ‌ZEV‌‌                               
target‌ ‌and‌ ‌if‌ ‌LEVs‌ ‌were‌ ‌to‌ ‌be‌ ‌included,‌ ‌very‌ ‌important‌ ‌safeguards‌ ‌should‌ ‌be‌ ‌preserved:‌ ‌no‌‌                             
multiplication‌ ‌factor‌ ‌should‌ ‌be‌ ‌added‌ ‌for‌ ‌PHEVs‌ ‌and‌ ‌the‌ ‌threshold‌ ‌for‌ ‌LEV‌ ‌should‌ ‌be‌ ‌kept‌ ‌at‌ ‌a‌‌                                 
maximum‌ ‌of‌ ‌50‌ ‌g/km.‌ ‌And‌ ‌their‌‌real-world‌‌emissions‌‌and‌‌fuel‌‌consumption‌‌must‌‌be‌‌reported‌‌using‌‌                             
on-board‌ ‌fuel‌ ‌consumption‌ ‌meters,‌ ‌including‌ ‌for‌ ‌setting‌ ‌OEM-specific‌ ‌utility‌ ‌factors‌ ‌to‌ ‌be‌ ‌used‌ ‌for‌‌                           
WLTP‌ ‌CO‌2‌‌ ‌value‌ ‌calculation.‌ ‌ 

Given‌ ‌the‌ ‌technology‌‌and‌‌cost‌‌superiority‌‌of‌‌BEVs‌‌over‌‌PHEVs,‌‌the‌‌revised‌‌van‌‌CO‌2‌ ‌standards‌‌should‌‌                               
keep‌‌away‌‌from‌‌unjustified‌‌PHEV‌‌loopholes‌‌risking‌‌that‌‌they‌‌would‌‌be‌‌used‌‌for‌‌compliance‌‌purposes‌‌                             
only‌ ‌by‌ ‌OEMs‌ ‌while‌ ‌delaying‌ ‌the‌ ‌mass‌ ‌adoption‌ ‌of‌ ‌zero‌ ‌emission‌ ‌vans.‌ ‌ 

‌ 

5.6.‌ ‌Zero‌ ‌emission‌ ‌van‌ ‌extra-weight‌ ‌allowance‌ ‌ 

Because‌‌of‌‌battery‌‌weight,‌‌electrification‌‌will,‌ ‌at‌‌least‌‌in‌‌the‌‌early‌‌2020s,‌‌continue‌‌to‌‌push‌‌the‌‌vehicle‌‌                                 
weight‌ ‌slightly‌ ‌upwards,‌ ‌further‌ ‌relaxing‌ ‌the‌ ‌targets.‌ ‌For‌ ‌example,‌ ‌in‌‌2019‌‌the‌‌average‌‌mass‌‌of‌‌ICEs‌‌                               
Class‌‌II‌ ‌was‌‌1491‌‌kg,‌‌while‌‌it‌‌was‌‌1585‌‌kg‌‌for‌‌Class‌‌II‌ ‌BEVs‌‌(6%‌‌higher,‌‌which‌‌would‌‌correspond‌‌to‌‌an‌‌                                         
increased‌ ‌target‌ ‌of‌ ‌1‌ ‌gCO‌2‌/km‌ ‌for‌ ‌every‌ ‌additional‌ ‌11%‌ ‌BEV‌ ‌sales).‌‌ ‌  

Zero‌‌emission‌‌vans‌‌currently‌‌do‌‌not‌‌get‌‌an‌‌extra‌‌weight‌‌allowance‌‌to‌‌take‌‌into‌‌account‌‌the‌‌impact‌‌of‌‌                                   
the‌ ‌additional‌ ‌weight‌ ‌from‌ ‌the‌ ‌battery‌ ‌pack‌ ‌on‌ ‌the‌ ‌maximum‌ ‌payload‌ ‌of‌ ‌the‌ ‌vehicle.‌ ‌Heavy-duty‌‌                             
vehicles‌‌currently‌‌benefit‌‌from‌‌an‌‌up‌‌to‌‌2t‌‌extra‌‌weight‌‌allowance‌‌under‌‌the‌‌Weights‌‌and‌‌Dimensions‌‌                               
Directive‌ ‌[24],‌ ‌which‌ ‌is‌ ‌considered‌ ‌to‌ ‌be‌ ‌an‌ ‌important‌ ‌enabler‌ ‌for‌ ‌electrifying‌ ‌heavy-duty‌ ‌vehicles.‌‌                           
Allowing‌ ‌for‌ ‌a‌ ‌similar‌ ‌flexibility‌‌for‌‌the‌‌heavier‌‌class‌‌III‌ ‌vans‌‌would‌‌provide‌‌favourable‌‌conditions‌‌for‌‌                               
the‌ ‌electrification‌ ‌of‌ ‌heavier‌ ‌(light-duty)‌ ‌vans.‌ ‌Hence,‌ ‌T&E‌ ‌supports‌ ‌giving‌ ‌a‌ ‌limited‌ ‌‌extra‌ ‌weight‌‌                           
allowance‌ ‌of‌ ‌up‌ ‌to‌ ‌300‌ ‌kg‌ ‌for‌ ‌zero‌ ‌emission‌ ‌vans‌ ‌sold‌ ‌up‌ ‌to‌ ‌2030‌.‌ ‌ 

An‌ ‌additional‌ ‌weight‌ ‌allowance‌ ‌of‌ ‌up‌ ‌to‌ ‌300‌ ‌kg‌ ‌is‌‌justified‌‌by‌‌the‌‌fact‌‌that‌‌this‌‌is‌‌approximately‌‌the‌‌                                     
weight‌‌of‌‌the‌‌battery‌‌of‌‌the‌‌most‌‌sold‌‌van:‌‌the‌‌Renault‌‌e-Kangoo‌‌has‌‌a‌‌battery‌‌of‌‌33‌‌kWh‌‌with‌‌a‌‌total‌‌                                         
weight‌ ‌of‌ ‌260‌ ‌kg‌ ‌(127‌ ‌Wh/kg)‌ ‌[25].‌ ‌It‌ ‌is‌ ‌expected‌ ‌that‌ ‌the‌ ‌battery‌ ‌density‌ ‌will‌ ‌improve‌ ‌by‌‌at‌‌least‌‌a‌‌                                       
factor‌‌of‌‌two‌‌in‌‌the‌‌2020s‌‌(according‌‌to‌‌Ricardo’s‌‌low‌‌battery‌‌pack‌‌density‌‌assumptions:‌‌183‌‌Wh/kg‌‌in‌‌                                 
2020,‌‌245‌‌Wh/kg‌‌in‌‌2025‌‌and‌‌318‌‌Wh/kg‌‌[26])‌‌which‌‌will‌ ‌allow‌‌for‌‌large‌‌100‌‌kWh‌‌batteries‌‌to‌‌be‌‌fitted‌‌                                       
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with‌ ‌no‌ ‌extra‌ ‌weight‌ ‌penalty‌ ‌up‌ ‌until‌ ‌2030‌ ‌(100‌ ‌kWh‌ ‌*‌ ‌0.318‌ ‌Wh/kg‌ ‌=‌ ‌318‌ ‌kg).‌ ‌This‌ ‌extra‌ ‌weight‌‌                                     
allowance‌ ‌should‌ ‌be‌ ‌discontinued‌ ‌after‌ ‌2030.‌‌ ‌  

It‌ ‌is‌‌essential‌‌that‌‌PHEVs‌‌(or‌‌low‌‌emission‌‌vehicles)‌‌do‌‌not‌‌benefit‌‌from‌‌this‌‌extra‌‌weight‌‌allowance‌‌as‌‌                                   
this‌ ‌would‌ ‌create‌ ‌an‌‌unjustified‌‌and‌‌harmful‌‌loophole,‌‌which‌‌would‌‌push‌‌the‌‌market‌‌towards‌‌heavy‌‌                             
PHEV‌ ‌vans‌ ‌for‌ ‌compliance‌ ‌purposes‌ ‌only‌ ‌and‌ ‌thus‌ ‌slow‌ ‌down‌ ‌the‌ ‌adoption‌ ‌of‌ ‌BEV‌ ‌vans.‌‌ ‌  

‌ 

5.7.‌ ‌“Hot‌ ‌air”‌ ‌from‌ ‌WLTP-NEDC‌ ‌uplift‌ ‌ 

The‌‌calculations‌‌presented‌‌in‌‌Section‌‌4.3‌‌include‌‌a‌‌limited‌‌level‌‌of‌‌manipulation‌‌of‌‌the‌‌WLTP‌‌test‌‌from‌‌                                 
the‌ ‌‘hot‌ ‌air’‌ ‌created‌ ‌by‌ ‌inflating‌ ‌the‌ ‌WLTP-NEDC‌ ‌gap.‌‌ ‌  

For‌‌cars,‌‌half‌‌of‌‌the‌‌progress‌‌in‌‌emissions‌‌reduction‌‌since‌‌2008‌‌is‌‌due‌‌to‌‌NEDC‌‌test‌‌optimisation.‌‌While‌‌                                   
this‌‌is‌‌separate‌‌to‌‌the‌‌issues‌‌now‌‌arising‌‌from‌‌moving‌‌from‌‌NEDC‌‌to‌‌WLTP,‌‌it‌‌highlights‌‌the‌‌background‌‌                                   
and‌ ‌the‌ ‌risks‌ ‌at‌ ‌stake‌ ‌with‌ ‌future‌ ‌optimisation‌ ‌and‌ ‌manipulation‌ ‌of‌ ‌the‌ ‌WLTP‌ ‌test.‌‌ ‌  

Van-makers‌‌regrettably‌‌had‌‌an‌‌incentive‌‌to‌‌inflate‌‌the‌‌WLTP-NEDC‌‌gap‌‌in‌‌2020,‌‌i.e.‌‌artificially‌‌increase‌‌                             
WLTP‌‌test‌‌values‌‌while‌‌achieving‌‌the‌‌NEDC‌‌targets,‌‌as‌‌the‌‌difference‌‌between‌‌the‌‌two‌‌tests‌‌in‌‌2020‌‌is‌‌                                   
being‌‌used‌‌in‌‌the‌‌calculation‌‌of‌‌the‌‌2021‌‌WLTP‌‌baseline‌‌for‌‌the‌‌post-2020‌‌targets.‌‌Plus‌‌OEMs‌‌had‌‌the‌‌                                   
possibility‌‌to‌‌double‌‌test‌‌vehicles‌‌until‌‌end‌‌2020‌‌(the‌‌year‌‌where‌‌the‌‌gap‌‌is‌‌monitored)‌‌under‌‌both‌‌the‌‌                                   
NEDC‌ ‌and‌ ‌WLTP.‌ ‌Thanks‌ ‌to‌ ‌this‌ ‌artificially‌ ‌inflated‌ ‌baseline,‌ ‌rather‌ ‌than‌ ‌seek‌ ‌real‌ ‌world‌ ‌emission‌‌                             
reductions‌ ‌in‌ ‌the‌ ‌2020s,‌ ‌OEMs‌ ‌would‌ ‌seek‌ ‌to‌ ‌reduce‌‌WLTP‌‌emissions‌‌via‌‌test‌‌manipulation,‌‌thereby‌‌                             
ostensibly‌ ‌presenting‌ ‌high‌ ‌emissions‌ ‌reductions‌ ‌(in‌ ‌%)‌ ‌and‌ ‌thus‌ ‌compliance,‌ ‌but‌ ‌failing‌ ‌to‌ ‌achieve‌‌                           
equivalent‌ ‌reductions‌ ‌on‌ ‌the‌ ‌road.‌‌ ‌  

As‌ ‌a‌ ‌result,‌ ‌the‌ ‌gap‌ ‌between‌ ‌the‌ ‌real‌ ‌world‌ ‌and‌ ‌WLTP‌ ‌is‌ ‌likely‌ ‌to‌ ‌increase‌ ‌from‌ ‌2021‌‌onwards.‌‌The‌‌                                     
larger‌‌the‌‌gap‌‌in‌‌2020,‌‌the‌‌more‌‌‘hot‌‌air’‌‌is‌‌created‌‌for‌‌test‌‌manipulation,‌‌with‌‌CO‌2‌ ‌reductions‌‌achieved‌‌                                   
on‌‌paper‌‌but‌‌not‌‌on‌‌the‌‌road.‌‌In‌‌2020‌‌the‌‌NEDC-WLTP‌‌uplift‌‌for‌‌vans‌‌was‌‌already‌‌much‌‌higher‌‌than‌‌for‌‌                                       
passenger‌‌cars‌‌(26%‌‌vs.‌‌21%‌‌according‌‌to‌‌Dataforce‌‌market‌‌data),‌‌thus‌‌highlighting‌‌the‌‌particular‌‌risks‌‌                             
of‌ ‌weakening‌ ‌for‌ ‌the‌ ‌van‌ ‌sector.‌ ‌To‌ ‌prevent‌ ‌the‌ ‌2021‌ ‌WLTP‌ ‌baseline‌ ‌from‌ ‌being‌ ‌unduly‌ ‌weakened,‌‌                               
correction‌ ‌mechanisms‌ ‌will‌ ‌need‌ ‌to‌ ‌be‌ ‌applied.‌‌ ‌  

The‌ ‌solution‌ ‌is‌ ‌to‌ ‌‌measure‌ ‌real-world‌ ‌fuel‌ ‌efficiency‌ ‌using‌ ‌fuel‌ ‌consumption‌‌meters‌ ‌(FCMs)‌‌and‌‌                           
use‌‌this‌‌data‌‌to‌‌catch‌‌test‌‌manipulation‌‌and‌‌improve‌‌the‌‌enforcement‌‌of‌‌the‌‌CO‌2‌ ‌emission‌‌limits.‌‌With‌‌                                 
this,‌ ‌car‌‌and‌‌van-makers‌‌would‌‌be‌‌required‌‌to‌‌ensure‌‌that‌‌the‌‌gap‌‌between‌‌their‌‌fleet‌‌average‌‌WLTP‌‌                                 
values‌ ‌and‌‌fleet‌‌average‌‌real-world‌‌emissions‌‌(measured‌‌using‌‌fuel‌‌consumption‌‌meters)‌‌is‌‌constant‌‌                         
or‌‌reduces‌‌(but‌‌cannot‌‌increase‌‌-‌‌or‌‌the‌‌remedy‌‌action‌‌is‌‌required).‌‌By‌‌doing‌‌this‌‌the‌‌WLTP‌‌real-world‌‌                                   
gap‌ ‌would‌ ‌be‌ ‌either‌ ‌constant‌ ‌or‌ ‌decrease.‌ ‌Such‌ ‌a‌ ‌solution‌ ‌will‌ ‌need‌ ‌to‌ ‌be‌ ‌provided‌ ‌for‌ ‌in‌ ‌the‌‌                                   
forthcoming‌ ‌legislative‌ ‌revision.‌‌ ‌  

‌ 

‌ 

‌ 
‌ 
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6.‌ ‌Annexes‌ ‌ 
6.1.‌ ‌Methodology‌ ‌for‌ ‌the‌ ‌2020‌ ‌van‌ ‌emissions‌ ‌calculation‌ ‌ 

As‌ ‌described‌ ‌in‌ ‌Section‌ ‌1,‌ ‌the‌ ‌analysis‌ ‌of‌ ‌2020‌ ‌van‌ ‌emissions‌ ‌have‌ ‌been‌ ‌conducted‌ ‌based‌ ‌on‌‌                               
preliminary‌ ‌van‌ ‌registration‌ ‌data‌ ‌from‌ ‌Dataforce.‌ ‌Unfortunately,‌ ‌the‌ ‌database‌ ‌obtained‌ ‌did‌ ‌not‌‌                       
provide‌‌both‌‌NEDC‌‌and‌‌WLTP‌‌emission‌‌values‌‌-‌‌i.e.‌‌for‌‌each‌‌van‌‌registration‌‌only‌‌one‌‌type‌‌of‌‌emissions‌‌                                   
was‌ ‌available,‌ ‌requiring‌ ‌a‌ ‌conversion‌ ‌from‌ ‌WLTP‌ ‌to‌ ‌NEDC‌‌-‌‌making‌‌it‌‌more‌‌challenging‌‌to‌ ‌compare‌‌                               
emissions‌ ‌with‌ ‌historical‌ ‌trends.‌ ‌ 

The‌‌conversion‌‌from‌‌WLTP‌‌to‌‌NEDC‌‌values‌‌is‌‌based‌‌on‌‌an‌‌analysis‌‌of‌‌the‌‌2019‌‌van‌‌models‌‌registered‌‌in‌‌                                     
the‌‌EEA‌‌database,‌‌for‌‌which‌‌more‌‌than‌‌30%‌‌of‌‌registrations‌‌had‌‌both‌‌NEDC‌‌and‌‌WLTP‌‌emissions‌‌and‌‌                                 
gave‌‌an‌‌average‌‌27%‌‌WLTP-NEDC‌‌gap.‌‌Therefore,‌‌for‌‌each‌‌model‌‌a‌‌specific‌‌WLTP-NEDC‌‌gap‌‌has‌‌been‌‌                               
identified‌ ‌from‌ ‌the‌ ‌2019‌ ‌EEA‌‌data,‌‌and‌‌applied‌‌to‌‌the‌‌van‌‌models‌‌registered‌‌with‌‌WLTP‌‌emissions‌‌in‌‌                                 
the‌ ‌Dataforce‌ ‌database.‌ ‌ 

For‌‌statistical‌‌precautions,‌‌minor‌‌adjustments‌‌have‌‌been‌‌made‌‌for‌‌van‌‌models‌‌having‌‌less‌‌than‌‌10%‌‌of‌‌                               
their‌‌2019‌‌registrations‌‌with‌‌both‌‌NEDC‌‌and‌‌WLTP‌‌values.‌‌For‌‌these‌‌very‌‌few‌‌models‌‌(about‌‌2%‌‌of‌‌2019‌‌                                   
registrations),‌ ‌the‌ ‌2019‌ ‌average‌ ‌gap‌ ‌per‌ ‌van‌ ‌maker‌ ‌has‌‌been‌‌used.‌‌However‌‌the‌‌difference‌‌between‌‌                             
this‌‌method‌‌and‌‌the‌‌more‌‌simple‌‌method‌‌of‌‌applying‌‌specific‌‌gaps‌‌for‌‌all‌‌models‌‌is‌‌really‌‌low‌‌(27.2%‌‌                                   
vs‌ ‌27.0%‌ ‌average‌ ‌gap).‌ ‌Table‌ ‌4‌ ‌summarizes‌ ‌the‌ ‌average‌‌WLTP-NEDC‌‌gap‌‌per‌‌van‌‌maker‌‌and‌‌Table‌‌X‌‌                                 
presents‌ ‌the‌ ‌average‌ ‌gap‌ ‌for‌ ‌the‌ ‌most‌ ‌sold‌ ‌vans‌ ‌in‌ ‌2019.‌ ‌ 

Table‌ ‌4:‌ ‌WLTP-NEDC‌ ‌gap‌ ‌per‌ ‌OEM‌ ‌based‌ ‌on‌ ‌2019‌ ‌EEA‌ ‌van‌ ‌registrations‌ ‌ 

‌ 

‌ 
‌ 

OEMs‌ ‌  2019‌ ‌van‌ ‌registrations‌ ‌  2019‌ ‌WLTP-NEDC‌ ‌gap‌ ‌ 

PSA‌ ‌  432,000‌ ‌  36%‌ ‌ 

Ford‌ ‌  302,000‌ ‌  23%‌ ‌ 

Renault‌ ‌  279,000‌ ‌  29%‌ ‌ 

Volkswagen‌ ‌  202,000‌ ‌  16%‌ ‌ 

Daimler‌ ‌  162,000‌ ‌  19%‌ ‌ 

Fiat‌ ‌  141,000‌ ‌  23%‌ ‌ 

Nissan‌ ‌  46,000‌ ‌  27%‌ ‌ 

Toyota‌ ‌  41,000‌ ‌  32%‌ ‌ 

Iveco‌ ‌  24,000‌ ‌  40%‌ ‌ 
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Table‌ ‌5:‌‌ ‌ ‌WLTP-NEDC‌ ‌gap‌ ‌for‌ ‌top‌ ‌models‌ ‌based‌ ‌on‌ ‌2019‌ ‌EEA‌ ‌van‌ ‌registrations‌ ‌ 
‌ 
‌ 
‌ 
‌ 

‌ 

‌ 
‌ 

Van‌ ‌models‌ ‌  OEM‌ ‌  2019‌ ‌registrations‌ ‌  2019‌ ‌WLTP-NEDC‌ ‌gap‌ ‌ 

Transit‌ ‌  Ford‌ ‌  247,000‌ ‌  24%‌ ‌ 

Sprinter‌ ‌  Daimler‌ ‌  88,000‌ ‌  22%‌ ‌ 

Kangoo‌ ‌  Renault‌ ‌  81,000‌ ‌  26%‌ ‌ 

Partner‌ ‌  PSA‌ ‌  76,000‌ ‌  35%‌ ‌ 

Master‌ ‌  Renault‌ ‌  66,000‌ ‌  44%‌ ‌ 

Berlingo‌ ‌  PSA‌ ‌  66,000‌ ‌  35%‌ ‌ 

Trafic‌ ‌  Renault‌ ‌  62,000‌ ‌  24%‌ ‌ 

Transporter‌ ‌  Volkswagen‌ ‌  55,000‌ ‌  7%‌ ‌ 

Caddy‌ ‌  Volkswagen‌ ‌  55,000‌ ‌  12%‌ ‌ 

Ducato‌ ‌  Fiat‌ ‌  53,000‌ ‌  35%‌ ‌ 

Crafter‌ ‌  Volkswagen‌ ‌  52,000‌ ‌  27%‌ ‌ 

Vito‌ ‌  Daimler‌ ‌  51,000‌ ‌  12%‌ ‌ 

Expert‌ ‌  PSA‌ ‌  51,000‌ ‌  33%‌ ‌ 

Boxer‌ ‌  PSA‌ ‌  47,000‌ ‌  52%‌ ‌ 

Ranger‌ ‌  Ford‌ ‌  42,000‌ ‌  18%‌ ‌ 

Doblo‌ ‌  Fiat‌ ‌  41,000‌ ‌  18%‌ ‌ 

Vivaro‌ ‌  PSA‌ ‌  39,000‌ ‌  36%‌ ‌ 

Combo‌ ‌  PSA‌ ‌  32,000‌ ‌  35%‌ ‌ 

Jumper‌ ‌  PSA‌ ‌  31,000‌ ‌  53%‌ ‌ 

Jumpy‌ ‌  PSA‌ ‌  30,000‌ ‌  33%‌ ‌ 
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6.2.‌ ‌N1‌ ‌pooling‌ ‌list‌ ‌ 

The‌‌official‌‌2020‌‌van‌‌maker‌‌pools‌‌pursuant‌‌to‌‌Article‌‌6‌‌of‌‌Regulation‌‌(EU)‌‌2019/631‌‌[27]‌‌are‌‌presented‌‌                                 
in‌ ‌Table‌ ‌6‌ ‌below:‌ ‌ 

‌ 

Table‌ ‌6:‌ ‌2020‌ ‌N1‌ ‌pooling‌ ‌list‌ ‌ 
‌ 

6.3.‌ ‌Van‌ ‌uses‌ ‌ 

Because‌‌they‌‌fall‌ ‌between‌‌cars‌‌and‌‌trucks‌‌and‌‌thus‌‌are‌‌not‌‌used‌‌just‌‌for‌‌freight‌‌or‌‌just‌‌for‌‌passengers,‌‌                                     
vans‌‌are‌‌not‌‌properly‌‌regulated.‌‌That’s‌‌why,‌‌when‌‌looking‌‌at‌‌vans,‌‌one‌‌crucial‌‌aspect‌‌to‌‌keep‌‌in‌‌mind‌‌                                   
is‌‌how‌‌diverse‌‌are‌‌their‌‌uses.‌‌From‌‌deliveries‌‌to‌‌construction‌‌works‌‌or‌‌services‌‌and‌‌from‌‌SMEs‌‌to‌‌large‌‌                                   
companies,‌ ‌vans‌ ‌are‌ ‌today‌ ‌used‌ ‌in‌ ‌all‌ ‌economic‌ ‌sectors‌ ‌and‌ ‌by‌ ‌all‌ ‌kinds‌ ‌of‌ ‌companies‌ ‌and‌‌                               
organisations.‌‌ ‌  

Since‌ ‌it‌ ‌has‌ ‌not‌ ‌been‌ ‌possible‌ ‌to‌ ‌find‌ ‌aggregated‌ ‌data‌ ‌of‌ ‌van‌ ‌uses‌ ‌across‌ ‌the‌ ‌EU,‌ ‌some‌ ‌national‌‌                                   
statistics‌‌have‌‌been‌‌investigated‌‌in‌‌order‌‌to‌‌have‌‌a‌‌better‌‌understanding‌‌of‌‌how‌‌vans‌‌are‌‌used.‌‌These‌‌                                 
uses‌ ‌are‌ ‌summarized‌ ‌in‌ ‌the‌ ‌Infobox‌ ‌below.‌ ‌ 

‌ 

‌ 

‌ 
‌ 

Pool‌ ‌name‌ ‌  OEMs‌ ‌ 

FCA-PSA‌ ‌ 

Alfa‌ ‌Romeo‌ ‌ 

Citroën‌ ‌ 

Peugeot‌ ‌ 

FCA‌ ‌(Fiat‌ ‌and‌ ‌Chrystler)‌ ‌ 

Opel‌ ‌ 

Ford-Volkswagen‌ ‌ 
Ford‌ ‌ 

Volkswagen‌ ‌ 

Renault-Mitsubishi‌ ‌ 

Renault‌ ‌ 

Mitsubishi‌ ‌ 

Nissan‌ ‌ 

Dacia‌ ‌ 
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‌ 
‌ 
‌ 
‌ 

‌ 

‌ 
‌ 

How‌ ‌vans‌ ‌are‌ ‌being‌ ‌used?‌ ‌ 

Looking‌ ‌at‌ ‌van‌ ‌uses‌ ‌in‌ ‌three‌ ‌different‌ ‌countries‌ ‌(France,‌ ‌Netherlands‌ ‌and‌ ‌Germany),‌ ‌it‌ ‌can‌ ‌be‌‌                             
observed‌‌that‌‌vans‌‌used‌‌for‌‌private‌‌purposes‌‌can‌‌account‌‌for‌‌a‌‌significant‌‌share‌‌of‌‌all‌‌van‌‌uses‌‌(up‌‌                                   
to‌ ‌46%‌‌in‌‌France).‌‌More‌‌precisely,‌‌these‌‌uses‌‌can‌‌be‌‌done‌‌by‌‌independent‌‌workers‌‌using‌‌their‌‌van‌‌                                 
for‌ ‌both‌ ‌professional‌ ‌and‌ ‌private‌ ‌uses.‌ ‌From‌ ‌the‌ ‌economic‌ ‌sectors‌ ‌perspective,‌ ‌it‌ ‌seems‌ ‌that‌‌                           
construction‌‌works,‌‌trade‌‌and‌‌diverse‌‌services‌‌make‌‌the‌‌greater‌‌share‌‌of‌‌light‌‌commercial‌‌vehicles.‌‌                           
Purely‌‌transport-related‌‌uses,‌‌such‌‌as‌‌postal‌‌services‌‌or‌‌deliveries,‌‌seem‌‌to‌‌make‌‌less‌‌than‌‌10%‌‌of‌‌                               
all‌ ‌van‌‌uses‌‌in‌‌the‌‌three‌‌countries‌‌where‌‌data‌‌could‌‌be‌‌found.‌‌Nevertheless,‌‌this‌‌broad‌‌distribution‌‌                               
of‌ ‌van‌ ‌uses‌‌only‌‌gives‌‌general‌‌trends‌‌as‌‌the‌‌data‌‌scope‌‌of‌‌each‌‌country‌‌could‌‌be‌‌slightly‌‌different,‌‌                                   
and‌ ‌some‌ ‌categories‌ ‌such‌ ‌as‌ ‌“other‌ ‌services”‌ ‌could‌ ‌take‌ ‌into‌ ‌account‌ ‌different‌ ‌uses.‌ ‌ 

 
Figure‌ ‌27:‌ ‌Distribution‌ ‌of‌ ‌van‌ ‌uses‌ ‌per‌ ‌sector‌ ‌ 
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6.4.‌ ‌National‌ ‌fiches‌ ‌ 

6.4.1.‌ ‌France‌ ‌ 

With‌‌more‌‌than‌‌6.2‌‌million‌‌vehicles‌‌in‌‌its‌‌van‌‌fleet,‌‌France‌‌has‌‌by‌‌far‌‌the‌‌largest‌‌fleet‌‌in‌‌Europe‌‌(20%‌‌of‌‌                                         
the‌‌EU27+UK‌‌fleet).‌‌Vans‌‌accounted‌‌for‌‌20%‌‌of‌‌France’s‌‌road‌‌transport‌‌emissions‌‌(vs‌‌13%‌‌on‌‌average‌‌                               
in‌ ‌the‌ ‌EU)‌‌with‌‌25.1‌‌MtCO‌2‌ ‌emitted‌‌in‌‌2019.‌‌These‌‌vehicles‌‌represented‌‌the‌‌second‌‌largest‌‌emissions‌‌                               
increase‌ ‌in‌ ‌road‌ ‌transport‌ ‌after‌ ‌2-wheelers‌ ‌with‌ ‌a‌ ‌30%‌ ‌CO‌2‌‌ ‌increase‌ ‌between‌ ‌1990‌ ‌and‌ ‌2019.‌ ‌ 

While‌‌van‌‌sales‌‌increased‌‌by‌‌48%‌‌between‌‌2012‌‌and‌‌2019,‌‌sales‌‌only‌‌slightly‌‌decreased‌‌(-1%)‌‌between‌‌                               
2019‌‌and‌‌2020‌‌following‌‌the‌‌COVID-19‌‌crisis‌‌compared‌‌to‌‌the‌‌average‌‌trend‌‌in‌‌Europe‌‌(-15%‌‌van‌‌sales‌‌                                 
between‌ ‌2019‌ ‌and‌ ‌2020,‌ ‌see‌ ‌Section‌ ‌1).‌ ‌ 

French‌‌vans‌‌appear‌‌to‌‌be‌‌lighter‌‌than‌‌the‌‌EU‌‌average,‌‌with‌‌only‌‌55%‌‌of‌‌its‌‌sales‌‌being‌‌Class‌‌III‌‌in‌‌2020‌‌                                         
(compared‌ ‌to‌ ‌69%‌ ‌in‌ ‌the‌ ‌EU),‌ ‌translating‌ ‌in‌ ‌1,810‌ ‌kg‌ ‌average‌ ‌weight‌ ‌compared‌ ‌to‌ ‌1,886‌ ‌kg‌ ‌for‌ ‌all‌‌                                   
countries.‌‌But‌‌Class‌‌III‌ ‌vans‌‌are‌‌growing,‌‌noting‌‌they‌‌only‌‌represented‌‌42%‌‌of‌‌sales‌‌in‌‌2015,‌‌meaning‌‌                                 
an‌ ‌increase‌ ‌of‌ ‌weight‌ ‌of‌ ‌10%‌ ‌between‌ ‌2015‌ ‌and‌ ‌2020‌ ‌(Figure‌ ‌28).‌ ‌ 

‌ 
Figure‌ ‌28:‌ ‌Van‌ ‌sales‌ ‌evolution‌ ‌in‌ ‌France‌ ‌ 

‌ 

‌ 
‌ 
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Looking‌‌at‌‌emissions,‌‌vans‌‌sold‌‌in‌‌France‌‌were‌‌8%‌‌less‌‌emitting‌‌than‌‌the‌‌average‌‌for‌‌the‌‌EU‌‌and‌‌UK.‌‌As‌‌                                       
shown‌ ‌in‌ ‌Figure‌ ‌29,‌ ‌with‌ ‌146.7‌ ‌gCO‌2‌/km‌ ‌(NEDC)‌‌according‌‌to‌‌2020‌‌preliminary‌‌data,‌‌emissions‌‌from‌‌                             
new‌ ‌vans‌ ‌sold‌ ‌in‌ ‌France‌ ‌decreased‌ ‌by‌ ‌3%‌ ‌between‌ ‌2019‌ ‌and‌ ‌2020‌ ‌(compared‌ ‌to‌ ‌-0.3%‌ ‌EU‌ ‌wide),‌‌                                 
making‌ ‌France‌ ‌one‌ ‌of‌ ‌the‌ ‌best‌ ‌performing‌ ‌countries,‌ ‌while‌‌they‌‌decreased‌‌by‌‌12%‌‌for‌‌cars‌‌over‌‌the‌‌                                 
same‌ ‌period.‌ ‌ 

‌ 
Figure‌ ‌29:‌ ‌Emissions‌ ‌of‌ ‌new‌ ‌vans‌ ‌sold‌ ‌in‌ ‌France‌ ‌ 

‌ 
On‌‌the‌‌van‌‌maker‌‌side,‌‌Renault‌‌and‌‌PSA‌‌made‌‌35%‌‌and‌‌33%‌‌of‌‌van‌‌sales‌‌respectively,‌‌followed,‌‌with‌‌a‌‌                                     
significant‌‌gap,‌‌by‌‌Ford‌‌(7.4%)‌‌and‌‌Daimler‌‌(6.5%).‌‌The‌‌two‌‌French‌‌van‌‌makers‌‌have‌‌quite‌‌low‌‌average‌‌                                 
emissions‌‌(135‌‌gCO‌2‌/km‌‌and‌‌145‌‌gCO‌2‌/km‌‌for‌‌PSA‌‌and‌‌Renault‌‌respectively,‌‌see‌‌Section‌‌1.3),‌‌and‌‌this‌‌                               
explains‌ ‌why‌ ‌the‌ ‌average‌ ‌emissions‌ ‌in‌ ‌France‌ ‌are‌ ‌so‌ ‌low‌ ‌compared‌ ‌to‌ ‌other‌ ‌EU‌ ‌countries.‌ ‌ 

Even‌‌though‌‌battery‌‌electric‌‌vans‌‌sold‌‌in‌‌France‌‌represented‌‌more‌‌than‌‌20%‌‌of‌‌all‌‌EU‌‌e-vans,‌‌they‌‌only‌                                   
made‌‌up‌‌1.9%‌‌of‌‌van‌‌sales‌‌in‌‌France,‌‌just‌‌below‌‌the‌‌EU‌‌average‌‌of‌‌2%.‌‌However,‌‌compared‌‌to‌‌e-cars,‌‌                                     
for‌‌which‌‌new‌‌sales‌‌soared‌‌from‌‌2.6%‌‌in‌‌2019‌‌to‌‌11.3%‌‌in‌‌2020,‌‌sales‌‌of‌‌new‌‌e-vans‌‌stagnated‌‌between‌‌                                     
2019‌ ‌and‌ ‌2020‌ ‌in‌ ‌France,‌ ‌staying‌ ‌under‌ ‌2%‌ ‌(Figure‌ ‌30).‌ ‌ 

‌ 

‌ 

‌ 
‌ 

‌ 
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‌ 
Figure‌ ‌30:‌ ‌E-vans‌ ‌vs‌ ‌e-cars‌ ‌in‌ ‌France‌ ‌ 

Looking‌ ‌at‌ ‌van‌ ‌makers,‌‌Renault‌‌led‌‌by‌‌far‌‌with‌‌60%‌‌of‌‌the‌‌overall‌‌French‌‌e-van‌‌sales‌‌(of‌‌which‌‌more‌‌                                     
than‌‌99%‌‌were‌‌e-Kangoos).‌‌On‌‌the‌‌other‌‌hand,‌‌the‌‌other‌‌main‌‌French‌‌van‌‌maker,‌‌PSA,‌‌sold‌‌more‌‌than‌‌                                   
110,000‌ ‌vans‌ ‌but‌ ‌only‌ ‌760‌ ‌e-vans,‌ ‌as‌ ‌seen‌ ‌in‌ ‌Figure‌ ‌31‌ ‌below.‌ ‌ 

‌ 
Figure‌ ‌31:‌ ‌2020‌ ‌battery‌ ‌electric‌ ‌van‌ ‌sales‌ ‌in‌ ‌France‌ ‌ 

‌ 

‌ 
‌ 
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6.4.2.‌ ‌Germany‌ ‌ 

With‌‌2.7‌‌million‌‌vehicles‌‌in‌‌its‌‌van‌‌fleet,‌‌Germany‌‌has‌‌the‌‌5th‌‌largest‌‌van‌‌fleet‌‌in‌‌Europe,‌‌emitting‌‌7%‌‌                                     
of‌ ‌its‌ ‌road‌ ‌transport‌‌emissions‌‌in‌‌2019‌‌(11.4‌‌MtCO‌2‌).‌ ‌German‌‌vans‌‌had‌‌the‌‌fastest‌‌growing‌‌emissions‌‌                               
compared‌‌to‌‌other‌‌road‌‌vehicles,‌‌with‌‌a‌‌110%‌‌emissions‌‌increase‌‌between‌‌1990‌‌and‌‌2019‌‌(vs‌‌-15%‌‌for‌‌                                 
cars).‌ ‌ 

As‌ ‌shown‌ ‌in‌ ‌Figure‌ ‌32,‌ ‌van‌ ‌sales‌ ‌increased‌ ‌steadily‌ ‌over‌ ‌the‌ ‌past‌ ‌decade‌ ‌(+45%‌ ‌between‌ ‌2012‌‌and‌‌                                 
2019)‌‌but‌‌slightly‌‌decreased‌‌by‌‌5%‌ ‌between‌‌2019‌‌and‌‌2020‌‌following‌‌the‌‌COVID-19‌‌crisis.‌‌Looking‌‌at‌‌                               
the‌‌class‌‌distribution,‌‌Class‌‌III‌ ‌vans‌‌represented‌‌80%‌‌of‌‌van‌‌sales‌‌in‌‌2020‌‌(slightly‌‌higher‌‌than‌‌in‌‌2012‌‌                                   
when‌ ‌Class‌ ‌III‌ ‌vans‌ ‌made‌ ‌77%‌ ‌of‌ ‌sales),‌ ‌which‌ ‌explains‌ ‌why‌‌vans‌‌sold‌‌in‌‌Germany‌‌were‌‌on‌‌average‌‌                                   
1,953‌ ‌kg‌ ‌in‌ ‌2020‌ ‌(4%‌ ‌above‌ ‌the‌ ‌EU‌ ‌average).‌ ‌ 

‌ 
Figure‌ ‌32:‌ ‌Van‌ ‌sales‌ ‌evolution‌ ‌in‌ ‌Germany‌ ‌ 

Looking‌‌at‌‌emissions,‌‌this‌‌high‌‌average‌‌mass‌‌explains‌‌why‌‌emissions‌‌from‌‌new‌‌vans‌‌are‌‌so‌‌high:‌‌168.9‌‌                                 
gCO‌2‌/km‌‌(NEDC)‌‌in‌‌2020,‌‌or‌‌6%‌‌above‌‌the‌‌EU‌‌average‌‌or‌‌15%‌‌above‌‌the‌‌official‌‌2020‌‌EU‌‌target‌‌of‌‌147‌‌                                       

‌ 

‌ 
‌ 

‌ 
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gCO‌2‌/km.‌‌Nevertheless,‌‌new‌‌vans‌‌in‌‌Germany‌‌were‌‌slightly‌‌less‌‌emitting‌‌with‌‌a‌‌2%‌‌reduction‌‌between‌‌                             
2019‌ ‌and‌ ‌2020‌ ‌(Figure‌ ‌33),‌ ‌while‌ ‌car‌ ‌emissions‌ ‌decreased‌ ‌by‌ ‌12%‌ ‌over‌ ‌the‌ ‌same‌ ‌period.‌ ‌ 

‌ 
Figure‌ ‌33:‌ ‌Emissions‌ ‌of‌ ‌new‌ ‌vans‌ ‌sold‌ ‌in‌ ‌Germany‌ ‌ 

In‌ ‌2020,‌ ‌Daimler,‌ ‌Volkswagen‌ ‌and‌ ‌Ford‌ ‌were‌ ‌leading‌ ‌the‌ ‌van‌ ‌market‌ ‌with‌ ‌25%,‌ ‌18%‌ ‌and‌‌17%‌‌sales‌‌                                 
shares‌‌respectively.‌‌These‌‌van‌‌makers‌‌sell‌‌mainly‌‌heavy‌‌vans‌‌and‌‌with‌‌the‌‌Ford-Volkswagen‌‌pool‌‌not‌‌                             
being‌‌compliant‌‌according‌‌to‌‌2020‌‌preliminary‌‌data‌‌(see‌‌Section‌‌1.3),‌‌this‌‌explains‌‌why‌‌new‌‌vans‌‌sold‌‌                               
in‌ ‌Germany‌ ‌are‌ ‌high‌ ‌emitting‌ ‌(see‌ ‌Section‌ ‌1.2)‌ ‌and‌ ‌lagging‌ ‌behind‌ ‌best‌ ‌performing‌ ‌countries.‌ ‌ 

Battery‌ ‌electric‌ ‌van‌ ‌sales‌ ‌represented‌ ‌3.1%‌ ‌of‌ ‌all‌ ‌van‌ ‌sales‌ ‌in‌ ‌2020,‌ ‌making‌ ‌Germany‌‌the‌‌3rd‌‌e-van‌‌                                 
market‌‌in‌‌terms‌‌of‌‌percentage‌‌sales,‌‌after‌‌Norway‌‌(9%)‌‌and‌‌Sweden‌‌(6%).‌‌Taking‌‌the‌‌8,000‌‌e-vans‌‌sold‌‌                                 
in‌‌2020,‌‌4,500‌‌have‌‌been‌‌sold‌‌by‌‌traditional‌‌van‌‌makers‌‌and‌‌3,500‌‌sold‌‌by‌‌StreetScooter,‌‌a‌‌firm‌‌owned‌‌                                   
by‌ ‌DHL‌ ‌to‌ ‌compensate‌ ‌for‌ ‌the‌ ‌lack‌ ‌of‌ ‌e-van‌ ‌supply‌ ‌from‌ ‌other‌ ‌main‌ ‌manufacturers‌ ‌(see‌ ‌Infobox‌ ‌in‌‌                                 
Section‌ ‌2.2).‌ ‌However,‌ ‌while‌ ‌e-cars‌ ‌jumped‌ ‌from‌ ‌3%‌ ‌to‌ ‌13.5%‌ ‌between‌ ‌2019‌ ‌and‌ ‌2020,‌‌e-vans‌‌only‌‌                               
increased‌ ‌from‌ ‌2.2%‌ ‌to‌ ‌3.2%‌ ‌over‌ ‌the‌ ‌same‌ ‌period‌ ‌in‌ ‌Germany‌ ‌(Figure‌ ‌34).‌ ‌ 
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Figure‌ ‌34:‌ ‌E-vans‌ ‌vs‌ ‌e-cars‌ ‌in‌ ‌Germany‌ ‌ 

As‌‌shown‌‌in‌‌Figure‌‌35,‌‌among‌‌the‌‌main‌‌OEMs,‌‌Daimler‌‌led‌‌with‌‌about‌‌1,600‌‌e-vans‌‌sold,‌‌followed‌‌by‌‌                                   
Renault‌ ‌with‌ ‌1,200‌ ‌vehicles‌ ‌sold.‌ ‌While‌‌the‌‌two‌‌main‌‌German‌‌van‌‌makers,‌‌Daimler‌‌and‌‌Volkswagen,‌‌                             
sold‌ ‌69,000‌ ‌and‌ ‌49,000‌ ‌vans‌ ‌in‌ ‌2020‌ ‌respectively,‌ ‌their‌ ‌e-van‌ ‌sales‌ ‌only‌ ‌reached‌ ‌1,600‌ ‌and‌ ‌620‌ ‌vehicles.‌ ‌ 

‌ 
Figure‌ ‌35:‌ ‌2020‌ ‌battery‌ ‌electric‌ ‌van‌ ‌sales‌ ‌in‌ ‌Germany‌ ‌ 
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6.4.3.‌ ‌Italy‌ ‌ 

With‌ ‌4.1‌ ‌million‌ ‌vehicles‌ ‌in‌ ‌its‌ ‌van‌ ‌fleet,‌ ‌Italy‌‌has‌‌the‌‌4th‌‌largest‌‌fleet‌‌in‌‌Europe.‌‌Vans‌‌accounted‌‌for‌‌                                     
11%‌ ‌of‌ ‌Italy’s‌ ‌road‌ ‌transport‌ ‌emissions‌ ‌with‌ ‌10.5‌ ‌MtCO‌2‌ ‌emitted‌ ‌in‌ ‌2019,‌ ‌making‌ ‌vans‌ ‌the‌ ‌second‌‌                               
largest‌‌emissions‌‌increase‌‌in‌‌road‌‌transport‌‌with‌‌+10%‌‌CO‌2‌ ‌emitted‌‌between‌‌1990‌‌and‌‌2019‌‌(after‌‌cars‌‌                               
which‌ ‌emissions‌ ‌increased‌ ‌by‌ ‌19%‌ ‌over‌ ‌the‌ ‌same‌ ‌period).‌ ‌ 

While‌‌van‌‌sales‌‌increased‌‌by‌‌58%‌‌between‌‌2012‌‌and‌‌2019,‌‌sales‌‌decreased‌‌by‌‌21%‌‌between‌‌2019‌‌and‌‌                                 
2020‌ ‌following‌ ‌the‌ ‌COVID-19‌ ‌crisis‌ ‌(compared‌ ‌to‌ ‌the‌ ‌15%‌ ‌observed‌ ‌on‌ ‌average‌ ‌across‌ ‌the‌ ‌EU‌ ‌and‌ ‌UK).‌ ‌ 

In‌ ‌Italy,‌ ‌heavy‌ ‌Class‌ ‌III‌ ‌vans‌ ‌represented‌ ‌60%‌ ‌of‌ ‌all‌ ‌van‌‌sales‌‌in‌‌2020,‌‌compared‌‌to‌‌36%‌‌in‌‌2015‌‌and‌‌                                       
47%‌‌in‌‌2019.‌‌As‌‌shown‌‌in‌‌Figure‌‌36,‌‌this‌‌explains‌‌the‌‌significant‌‌weight‌‌increase‌‌from‌‌1,554‌‌kg‌‌in‌‌2015‌‌                                     
to‌ ‌1,801‌ ‌kg‌ ‌in‌ ‌2020‌ ‌(+16%).‌ ‌ 

‌ 
Figure‌ ‌36:‌ ‌Van‌ ‌sales‌ ‌evolution‌ ‌in‌ ‌Italy‌ ‌ 

Looking‌‌at‌‌emissions,‌‌this‌‌significant‌‌mass‌‌increase‌‌over‌‌the‌‌past‌‌few‌‌years‌‌resulted‌‌in‌‌more‌‌emissions‌‌                               
from‌‌new‌‌vans‌‌sold‌‌in‌‌Italy.‌‌From‌‌147‌‌gCO‌2‌/km‌‌(NEDC)‌‌in‌‌2017,‌‌emissions‌‌increased‌‌to‌‌152.3‌‌gCO‌2‌/km‌‌                                 
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in‌ ‌2019‌ ‌and‌ ‌even‌ ‌160‌ ‌gCO‌2‌/km‌ ‌in‌ ‌2020‌ ‌as‌ ‌preliminary‌ ‌data‌ ‌suggest‌ ‌(Figure‌‌37),‌‌while‌‌car‌‌emissions‌‌                                 
decreased‌ ‌by‌ ‌8%.‌ ‌This‌ ‌is‌ ‌1%‌ ‌above‌ ‌the‌ ‌EU‌ ‌average‌ ‌or‌ ‌9%‌ ‌above‌ ‌the‌ ‌official‌ ‌2020‌ ‌EU‌ ‌target‌ ‌of‌ ‌147‌‌                                       
gCO‌2‌/km.‌ ‌ 

‌ 
Figure‌ ‌37:‌‌ ‌‌Emissions‌ ‌of‌ ‌new‌ ‌vans‌ ‌sold‌ ‌in‌ ‌Italy‌ ‌ 

On‌ ‌the‌ ‌van‌ ‌maker‌ ‌side,‌‌Fiat‌‌led‌‌the‌‌market‌‌in‌‌2020‌‌with‌‌about‌‌29%‌‌of‌‌all‌ ‌van‌‌sales,‌‌followed‌‌by‌‌PSA‌‌                                         
(19%)‌ ‌and‌ ‌Ford‌ ‌(15%).‌ ‌The‌ ‌Italian‌ ‌van‌ ‌maker‌‌has‌‌seen‌‌its‌‌emissions‌‌increasing‌‌in‌‌2020‌‌compared‌‌to‌‌                                 
2019‌ ‌(from‌ ‌157‌ ‌gCO‌2‌/km‌ ‌in‌ ‌2019‌ ‌to‌ ‌162‌ ‌gCO‌2‌/km,‌ ‌see‌ ‌Section‌ ‌1.3),‌ ‌this‌ ‌explains‌ ‌why‌‌van‌‌emissions‌‌                                 
kept‌ ‌increasing‌ ‌overall‌ ‌in‌ ‌Italy.‌ ‌ 

Battery‌ ‌electric‌ ‌vans‌ ‌only‌ ‌reached‌ ‌0.7%‌‌of‌‌all‌ ‌van‌‌sales,‌‌far‌‌below‌‌the‌‌EU‌‌average‌‌of‌‌2%.‌‌While‌‌e-car‌‌                                     
sales‌ ‌rose‌ ‌from‌ ‌0.9%‌ ‌to‌ ‌4.3%‌‌between‌‌2019‌‌and‌‌2020,‌‌e-van‌‌sales‌‌increased‌‌from‌‌0.4%‌‌to‌‌0.6%‌‌over‌‌                                   
the‌ ‌same‌ ‌period.‌ ‌ 
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‌ 
Figure‌ ‌38:‌ ‌E-vans‌ ‌vs‌ ‌e-cars‌ ‌in‌ ‌Italy‌ ‌ 

Over‌‌the‌‌980‌‌e-van‌‌sales,‌‌Renault‌‌and‌‌Daimler‌‌led‌‌with‌‌only‌‌260‌‌and‌‌240‌‌vehicles‌‌sold‌‌respectively.‌‌On‌‌                                   
the‌ ‌other‌ ‌hand,‌ ‌the‌ ‌Italian‌ ‌van‌ ‌maker,‌ ‌Fiat,‌ ‌sold‌ ‌almost‌ ‌40,000‌ ‌vans‌ ‌but‌ ‌only‌ ‌14‌ ‌e-vans,‌ ‌as‌ ‌seen‌ ‌in‌‌                                     
Figure‌ ‌39‌ ‌below.‌‌ ‌  

‌ 

‌ 
Figure‌ ‌39:‌ ‌2020‌ ‌battery‌ ‌electric‌ ‌van‌ ‌sales‌ ‌in‌ ‌Italy‌ ‌ 
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6.4.4.‌ ‌Poland‌ ‌ 

With‌ ‌2.6‌ ‌million‌ ‌vehicles‌ ‌in‌ ‌its‌ ‌van‌ ‌fleet,‌ ‌Poland‌ ‌emitted‌ ‌8.5‌ ‌MtC‌2‌ ‌in‌ ‌2019,‌‌13%‌‌of‌‌its‌‌road‌‌transport‌‌                                     
emissions.‌ ‌Polish‌ ‌van‌ ‌emissions‌ ‌almost‌ ‌doubled‌ ‌between‌ ‌1990‌ ‌and‌ ‌2019‌ ‌with‌ ‌a‌ ‌95%‌ ‌increase.‌ ‌ 

As‌‌shown‌‌in‌‌Figure‌‌40,‌‌van‌‌sales‌‌increased‌‌by‌‌88%‌‌over‌‌the‌‌past‌‌decade‌‌(between‌‌2012‌‌and‌‌2019)‌‌and‌‌                                     
even‌ ‌kept‌ ‌increasing‌ ‌during‌ ‌the‌ ‌COVID-19‌ ‌pandemic‌ ‌with‌ ‌4%‌ ‌more‌ ‌sales‌ ‌between‌ ‌2020‌ ‌and‌ ‌2019.‌‌                             
Looking‌ ‌at‌ ‌the‌ ‌class‌ ‌distribution,‌ ‌Class‌ ‌III‌ ‌vans‌ ‌represented‌‌80%‌‌of‌‌van‌‌sales‌‌in‌‌2020,‌‌higher‌‌than‌‌in‌‌                                   
2019‌ ‌(66%‌ ‌of‌ ‌all‌ ‌sales),‌ ‌and‌ ‌than‌ ‌in‌ ‌2012‌ ‌(55%‌ ‌of‌ ‌all‌ ‌sales),‌‌which‌‌explains‌‌why‌‌vans‌‌sold‌‌in‌‌Poland‌‌                                       
have‌ ‌been‌ ‌increasing‌ ‌by‌ ‌8%‌ ‌between‌ ‌2012‌ ‌and‌ ‌2019‌ ‌(from‌ ‌1,778‌ ‌kg‌ ‌to‌ ‌1,918‌ ‌kg)‌ ‌and‌ ‌even‌ ‌by‌ ‌4%‌‌                                     
between‌ ‌2019‌ ‌and‌ ‌2020‌ ‌(from‌ ‌1,918‌ ‌kg‌ ‌to‌ ‌1,997‌ ‌kg).‌ ‌ 

‌ 
Figure‌ ‌40:‌ ‌Van‌ ‌sales‌ ‌evolution‌ ‌in‌ ‌Poland‌ ‌ 

Emissions‌ ‌from‌ ‌new‌ ‌vans‌ ‌sold‌ ‌in‌‌Poland‌‌have‌‌only‌‌been‌‌decreasing‌‌by‌‌10‌‌gCO‌2‌/km‌‌(NEDC)‌‌between‌‌                               
2012‌ ‌and‌ ‌2019‌ ‌(vs‌ ‌-17‌ ‌gCO‌2‌/km‌ ‌in‌ ‌Europe‌ ‌in‌ ‌average).‌ ‌After‌ ‌having‌ ‌reached‌ ‌164‌ ‌gCO‌2‌/km‌ ‌in‌ ‌2017,‌‌                                 
emissions‌‌increased‌‌again,‌‌following‌‌the‌‌mass‌‌increase‌‌trend,‌‌and‌‌reached‌‌169.8‌‌gCO‌2‌/km‌‌in‌‌2019‌‌and‌‌                             
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even‌‌173.6‌‌gCO‌2‌/km‌‌in‌‌2020‌‌according‌‌to‌‌preliminary‌‌data‌‌(+2%‌‌between‌‌2019‌‌and‌‌2020).‌‌As‌‌shown‌‌in‌‌                                 
Figure‌‌41,‌‌this‌‌is‌‌9%‌‌above‌‌the‌‌current‌‌EU‌‌average‌‌and‌‌18%‌‌above‌‌the‌‌official‌‌EU‌‌target‌‌of‌‌147‌‌gCO‌2‌/km‌‌                                       
(NEDC)‌ ‌in‌ ‌2020.‌ ‌ 

‌ 
Figure‌ ‌41:‌‌ ‌‌Emissions‌ ‌of‌ ‌new‌ ‌vans‌ ‌sold‌ ‌in‌ ‌Poland‌ ‌ 

In‌‌2020,‌‌Renault‌‌and‌‌PSA‌‌led‌‌the‌‌van‌‌market‌‌with‌‌18%‌‌and‌‌17%‌‌of‌‌sales‌‌respectively,‌‌followed‌‌by‌‌Fiat‌‌                                     
and‌ ‌Ford‌ ‌with‌ ‌13.8%‌ ‌and‌ ‌13.6%‌ ‌sales.‌ ‌ 

Battery‌‌electric‌‌van‌‌sales‌‌represented‌‌0.4%‌‌of‌‌all‌ ‌van‌‌sales‌‌in‌‌2020,‌‌far‌‌below‌‌the‌‌European‌‌average‌‌of‌‌                                   
2%.‌‌Comparing‌‌vans‌‌and‌‌cars,‌‌e-cars‌‌stepped‌‌up‌‌from‌‌0.4%‌‌in‌‌2019‌‌to‌‌1.2%‌‌in‌‌2020,‌‌while‌‌e-vans‌‌only‌‌                                     
increased‌ ‌from‌ ‌0.2%‌ ‌to‌ ‌0.4%‌ ‌(Figure‌ ‌42).‌ ‌ 
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‌ 

Figure‌ ‌42:‌ ‌E-vans‌ ‌vs‌ ‌e-cars‌ ‌in‌ ‌Poland‌ ‌ 

For‌‌the‌‌200‌‌e-vans‌‌sold‌‌in‌‌2020‌‌in‌‌Poland,‌‌Nissan‌‌and‌‌MAN‌‌led‌ ‌with‌‌about‌‌79‌‌and‌‌70‌‌e-vans‌‌sold.‌‌While‌‌                                         
Renault‌‌and‌‌PSA‌‌sold‌‌more‌‌than‌‌10,000‌‌vans‌‌each‌‌in‌‌2020,‌‌they‌‌only‌‌sold‌‌18‌‌and‌‌5‌‌e-vans‌‌respectively‌‌                                     
(Figure‌ ‌43).‌ ‌ 

‌ 
Figure‌ ‌43:‌ ‌2020‌ ‌battery‌ ‌electric‌ ‌van‌ ‌sales‌ ‌in‌ ‌Poland‌ ‌ 
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6.4.5.‌ ‌Spain‌ ‌ 

With‌‌more‌‌than‌‌4.6‌‌million‌‌vehicles‌‌in‌‌its‌‌van‌‌fleet,‌‌Spain‌‌has‌‌the‌‌second‌‌largest‌‌fleet‌‌in‌‌Europe.‌‌Vans‌‌                                     
accounted‌ ‌for‌ ‌6%‌ ‌of‌ ‌Spain’s‌ ‌road‌ ‌transport‌ ‌emissions‌ ‌(vs‌ ‌13%‌ ‌in‌ ‌average‌ ‌in‌ ‌the‌‌EU)‌‌with‌‌5.2‌‌MtCO‌2‌ ‌                                   
emitted‌‌in‌‌2019.‌‌These‌‌vehicles‌‌saw‌‌their‌‌emissions‌‌increase‌‌by‌‌46%‌‌emitted‌‌between‌‌1990‌‌and‌‌2019‌‌                               
(compared‌ ‌to‌ ‌a‌ ‌73%‌ ‌increase‌ ‌in‌ ‌cars‌ ‌emissions‌ ‌over‌ ‌the‌ ‌same‌ ‌period).‌ ‌ 

While‌‌van‌‌sales‌‌increased‌‌by‌‌36%‌‌between‌‌2012‌‌and‌‌2019,‌‌sales‌‌decreased‌‌by‌‌14%‌‌between‌‌2019‌‌and‌‌                                 
2020‌‌following‌‌the‌‌COVID-19‌‌crisis,‌‌quite‌‌close‌‌to‌‌the‌‌average‌‌trend‌‌in‌‌Europe‌‌(-15%‌‌van‌‌sales‌‌between‌‌                                 
2019‌ ‌and‌ ‌2020,‌ ‌see‌ ‌Section‌ ‌1).‌ ‌ 

From‌‌2012‌‌to‌‌2019,‌‌Spanish‌‌vans‌‌appeared‌‌to‌‌be‌‌lighter‌‌than‌‌the‌‌EU‌‌average,‌‌with‌‌only‌‌46%‌‌of‌‌its‌‌sales‌‌                                       
being‌ ‌Class‌‌III‌ ‌in‌‌2019‌‌(compared‌‌to‌‌69%‌‌in‌‌the‌‌EU).‌‌However,‌‌between‌‌2019‌‌and‌‌2020,‌‌Class‌‌III‌ ‌sales‌‌                                     
increased‌‌by‌‌10%,‌‌reaching‌‌59%‌‌of‌‌all‌ ‌van‌‌sales.‌‌Therefore,‌‌the‌‌average‌‌mass‌‌increased‌‌from‌‌1,660‌‌kg‌‌                                 
in‌ ‌2015‌ ‌to‌ ‌1,748‌ ‌kg‌ ‌in‌ ‌2019‌ ‌and‌ ‌1,823‌ ‌kg‌ ‌in‌ ‌2020‌ ‌(Figure‌ ‌44).‌ ‌ 

‌ 
Figure‌ ‌44:‌ ‌Van‌ ‌sales‌ ‌evolution‌ ‌in‌ ‌Spain‌ ‌ 
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Looking‌‌at‌‌emissions,‌‌this‌‌significant‌‌mass‌‌increase‌‌over‌‌the‌‌past‌‌few‌‌years‌‌resulted‌‌in‌‌more‌‌emissions‌‌                               
from‌‌new‌‌vans‌‌sold‌‌in‌‌Spain.‌‌From‌‌138‌‌gCO‌2‌/km‌‌(NEDC)‌‌in‌‌2018,‌‌emissions‌‌increased‌‌to‌‌149‌‌gCO‌2‌/km‌‌                                 
in‌ ‌2019‌ ‌and‌ ‌even‌ ‌153‌ ‌gCO‌2‌/km‌ ‌in‌ ‌2020‌ ‌as‌ ‌preliminary‌ ‌data‌ ‌suggest‌ ‌(Figure‌ ‌45),‌ ‌while‌ ‌new‌ ‌car‌‌                                 
emissions‌‌decreased‌‌by‌‌8%.‌‌This‌‌is‌‌3%‌‌below‌‌the‌‌EU‌‌average‌‌but‌‌4%‌‌above‌‌the‌‌official‌‌2020‌‌EU‌‌target‌‌                                     
of‌ ‌147‌ ‌gCO‌2‌/km.‌ ‌ 

‌ 
Figure‌ ‌45:‌‌ ‌‌Emissions‌ ‌of‌ ‌new‌ ‌vans‌ ‌sold‌ ‌in‌ ‌Spain‌ ‌ 

In‌‌2020,‌‌PSA,‌‌Renault‌‌and‌‌Ford‌‌led‌‌the‌‌van‌‌market‌‌with‌‌27%,‌‌19%‌‌and‌‌16%‌‌of‌‌sales‌‌shares‌‌respectively.‌‌                                     
From‌‌38%‌‌and‌‌35%‌‌sales‌‌shares‌‌respectively‌‌in‌‌2019,‌‌Renault‌‌and‌‌PSA‌‌lost‌‌van‌‌shares‌‌to‌‌van‌‌makers‌‌                                   
such‌ ‌as‌ ‌Ford,‌ ‌Daimler‌ ‌or‌ ‌Volkswagen‌ ‌selling‌ ‌heavier‌ ‌and‌ ‌more‌ ‌emitting‌ ‌vans,‌ ‌which‌ ‌explains‌ ‌why‌‌                             
emissions‌ ‌from‌ ‌new‌ ‌vans‌ ‌increased‌ ‌significantly‌ ‌over‌ ‌the‌ ‌past‌ ‌few‌ ‌years‌ ‌in‌ ‌Spain.‌ ‌ 

Battery‌‌electric‌‌van‌‌sales‌‌represented‌‌1.7%‌‌of‌‌all‌‌van‌‌sales‌‌in‌‌2020,‌‌just‌‌below‌‌the‌‌European‌‌average‌‌of‌‌                                   
2%.‌‌While‌‌e-cars‌‌jumped‌‌from‌‌1.3%‌‌to‌‌4.9%‌‌between‌‌2019‌‌and‌‌2020,‌‌e-vans‌‌only‌‌increased‌‌from‌‌1.5%‌‌                                 
to‌ ‌1.7%‌ ‌over‌ ‌the‌ ‌same‌ ‌period‌ ‌(Figure‌ ‌36).‌ ‌ 
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‌ 

Figure‌ ‌46:‌ ‌E-vans‌ ‌vs‌ ‌e-cars‌ ‌in‌ ‌Spain‌ ‌ 

As‌ ‌shown‌ ‌in‌ ‌Figure‌ ‌47,‌ ‌among‌ ‌the‌ ‌main‌ ‌OEMs,‌ ‌Renault‌ ‌led‌ ‌with‌‌about‌‌700‌‌e-vans‌‌sold,‌‌followed‌‌by‌‌                                   
Nissan‌‌and‌‌PSA.‌‌While‌‌Volkswagen‌‌only‌‌sold‌‌a‌‌few‌‌e-vans‌‌in‌‌2020‌‌in‌‌Spain,‌‌Ford,‌‌Iveco,‌‌Fiat‌‌and‌‌Toyota‌‌                                     
did‌ ‌not‌ ‌sell‌ ‌any‌ ‌e-vans‌ ‌at‌ ‌all‌ ‌the‌ ‌same‌ ‌year.‌ ‌ 

‌ 
Figure‌ ‌47:‌ ‌2020‌ ‌battery‌ ‌electric‌ ‌van‌ ‌sales‌ ‌in‌ ‌Spain‌ ‌ 
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6.4.6.‌ ‌United‌ ‌Kingdom‌ ‌ 

With‌‌4.4‌‌million‌‌vehicles‌‌in‌‌its‌‌van‌‌fleet,‌‌the‌‌United‌‌Kingdom‌‌has‌‌the‌‌3rd‌‌largest‌‌fleet‌‌in‌‌Europe.‌‌Vans‌‌                                     
accounted‌‌for‌‌17%‌‌of‌‌the‌‌UK’s‌‌road‌‌transport‌‌emissions‌‌with‌‌25.1‌‌MtCO‌2‌emitted‌‌in‌‌2019,‌‌making‌‌vans‌‌                               
the‌ ‌largest‌ ‌emissions‌ ‌increase‌ ‌in‌ ‌road‌ ‌transports‌ ‌with‌ ‌+61%‌ ‌CO‌2‌‌ ‌emitted‌ ‌between‌ ‌1990‌ ‌and‌ ‌2019.‌ ‌ 

While‌‌van‌‌sales‌‌increased‌‌by‌‌43%‌‌between‌‌2012‌‌and‌‌2019,‌‌sales‌‌decreased‌‌by‌‌16%‌‌between‌‌2019‌‌and‌‌                                 
2020‌ ‌following‌ ‌the‌ ‌COVID-19‌ ‌crisis.‌‌ ‌  

In‌‌the‌‌UK,‌‌heavy‌‌Class‌‌III‌ ‌vans‌‌represented‌‌77%‌‌of‌‌all‌ ‌van‌‌sales‌‌in‌‌2020,‌‌compared‌‌to‌‌60%‌‌in‌‌2012.‌‌As‌‌                                         
shown‌ ‌in‌ ‌Figure‌ ‌48,‌ ‌this‌ ‌explains‌‌the‌‌significant‌‌weight‌‌increase‌‌from‌‌1,714‌‌kg‌‌in‌‌2012‌‌to‌‌1,938‌‌kg‌‌in‌‌                                     
2020‌ ‌(+13%),‌ ‌3%‌ ‌above‌ ‌the‌ ‌EU‌ ‌average.‌ ‌ 

‌ 

‌ 
Figure‌ ‌48:‌ ‌Van‌ ‌sales‌ ‌evolution‌ ‌in‌ ‌the‌ ‌United‌ ‌Kingdom‌ ‌ 

Looking‌ ‌at‌ ‌emissions,‌ ‌with‌‌158.4‌‌gCO‌2‌/km‌‌(NEDC)‌‌vans‌‌sold‌‌in‌‌the‌‌United‌‌Kingdom‌‌were‌‌for‌‌the‌‌first‌‌                                 
time‌ ‌below‌ ‌the‌ ‌Europe‌ ‌average‌ ‌in‌ ‌2020‌ ‌(0.3%‌ ‌below).‌ ‌As‌ ‌shown‌ ‌in‌ ‌Figure‌ ‌49,‌ ‌according‌ ‌to‌ ‌2020‌‌                                 
preliminary‌ ‌data,‌ ‌emissions‌ ‌from‌ ‌new‌ ‌vans‌ ‌sold‌ ‌in‌ ‌the‌ ‌United‌ ‌Kingdom‌ ‌decreased‌ ‌by‌ ‌3%‌ ‌between‌‌                             
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2019‌ ‌and‌ ‌2020‌ ‌(compared‌ ‌to‌ ‌-0.3%‌ ‌EU‌ ‌wide),‌ ‌while‌ ‌new‌ ‌car‌ ‌emissions‌ ‌decreased‌ ‌by‌ ‌12%.‌‌                             
Nevertheless,‌ ‌vans‌ ‌were‌ ‌still‌ ‌8%‌ ‌above‌ ‌the‌ ‌official‌ ‌EU‌ ‌target‌ ‌of‌ ‌147‌ ‌gCO‌2‌/km‌ ‌(NEDC)‌ ‌in‌ ‌2020.‌ ‌ 

‌ 
Figure‌ ‌49:‌ ‌Emissions‌ ‌of‌ ‌new‌ ‌vans‌ ‌sold‌ ‌in‌ ‌the‌ ‌United‌ ‌Kingdom‌ ‌ 

On‌‌the‌‌van‌‌maker‌‌side,‌‌Ford‌‌led‌‌the‌‌market‌‌with‌‌34%‌‌of‌‌van‌‌sales‌‌in‌‌2020,‌‌followed‌‌by‌‌PSA‌‌with‌‌28%‌‌                                         
and‌ ‌to‌ ‌a‌ ‌smaller‌ ‌extent‌ ‌Daimler‌ ‌with‌ ‌11%.‌ ‌ 

In‌‌total,‌‌e-vans‌‌reached‌‌1.7%‌‌of‌‌vans‌‌sold‌‌in‌‌the‌‌UK,‌‌below‌‌the‌‌2%‌‌EU‌‌average.‌‌While‌‌electric‌‌car‌‌sales‌‌                                       
soared‌‌from‌‌3.2%‌‌to‌‌11.2%‌‌between‌‌2019‌‌and‌‌2020,‌‌e-van‌‌sales‌‌only‌‌increased‌‌from‌‌0.9%‌‌to‌‌1.7%‌‌over‌‌                                   
the‌ ‌same‌ ‌period‌ ‌(Figure‌ ‌50).‌ ‌ 
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Figure‌ ‌50:‌ ‌E-vans‌ ‌vs‌ ‌e-cars‌ ‌in‌ ‌the‌ ‌United‌ ‌Kingdom‌ ‌ 

Finally,‌ ‌Nissan‌ ‌and‌ ‌Daimler‌ ‌were‌ ‌the‌ ‌only‌ ‌van‌ ‌makers‌ ‌selling‌ ‌more‌‌than‌‌1,000‌‌battery‌‌electric‌‌vans,‌‌                               
with‌‌2,200‌‌and‌‌1,200‌‌e-van‌‌sales‌‌respectively‌‌in‌‌2020.‌‌While‌‌Ford‌‌and‌‌PSA‌‌sold‌‌95,000‌‌and‌‌78,000‌‌vans‌‌                                   
in‌‌2020‌‌respectively,‌‌Ford‌‌did‌‌not‌‌sell‌‌any‌‌e-vans‌‌at‌‌all‌‌and‌‌PSA‌‌only‌‌sold‌‌about‌‌400‌‌electric‌‌vehicles,‌‌as‌‌                                       
shown‌ ‌in‌ ‌Figure‌ ‌51.‌ ‌ 

‌ 
Figure‌ ‌51:‌ ‌2020‌ ‌battery‌ ‌electric‌ ‌van‌ ‌sales‌ ‌in‌ ‌the‌ ‌United‌ ‌Kingdom‌ ‌ 
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