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INTRODUCTION 
When it comes to CO2, the situation for vans (also known as light commercial vehicles or LCVs) is 

completely different to that for passenger cars. That’s why ACEA calls on the European 

Commission to pay special attention to the specificities of the LCV segment when setting future 

CO2 targets. Even though some of the key principles (such as using mass as the parameter and 

target calculation) can be shared with CO2 legislation for passenger cars, the ambition level for 

LCVs should be assessed separately. Moreover, LCV legislation should also cover some additional 

requirements. Most importantly, any future proposal should consider the specificities of multi-

stage vehicles, reflect the design constraints of LCVs and the individual modalities required to reach 

post-2021 CO2 targets. 

 

ACEA PROPOSAL 
ACEA and its members advocate the following key principles for a post-2021 CO2 framework 

focused on light commercial vehicles, some to be shared with CO2 legislation for passenger cars 

and others specifically applying to the LCV segment. 

 

KEY PRINCIPLES SHARED WITH PASSENGER CARS 

a) Keeping mass as the utility parameter and g CO2/km as the metric. Manufacturers’ tank-to-

wheel responsibility should be maintained, as tailpipe emissions are those that are under their 

control. ACEA is also a strong supporter of technology neutrality, as competition between 

various technologies will trigger the most cost-efficient solutions and will encourage 

innovation. 

 

b) A new CO2 target should be set for 2030, in line with the EU’s 2030 Climate and Energy Package 

that was adopted by the 28 heads of state in 2014. For the LCV sector, the 2030 timing is even 

more important due to the much longer development and production cycles of vans than those 

of passenger cars.  

 

c) The 2030 target should be conditional, based on a 2025 mid-term review.  The mid-term review 

must take into account the market uptake of the electrically-chargeable LCVs, based on 2024 

CO2 monitoring data. Given the fact that 96% of light commercial vehicles sold in 2016 run on 

diesel, the mid-term review should also assess the feasibility of the 2030 target with respect to 

the technology mix and the market share of diesel in 2025. 
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d) The 2030 target should be supported by a number of modalities, focusing on off-cycle credits, 

super credits (or similar measures supporting the market uptake of alternatively-powered 

vehicles), ITS applications and measures stimulating the use of low-carbon fuels. 

 

SPECIFIC PRINCIPLES APPLYING TO THE LCV SEGMENT 

1. Ambition level: -13% 

CO2 reductions from LCVs between 2021 and 2030 should be at a level of -13% (derived from the 

2021 WLTP baseline). This ambition level takes into account that the market uptake of 

alternatively-powered light commercial vehicles is negligible for the time being and that the LCV 

segment will thus remain much more dependent on diesel technology. 

Justification:  

The development and production cycles of LCVs are much longer than those of passenger cars, the 

latter typically taking 11 years while a van takes some 15 years. This limits the margin of 

improvement for LCVs. Consequently, further improvements to internal combustions engines for 

vans are estimated to be in the range o.6-0.8% per year. 

Additional CO2 reductions can be delivered through a higher share of alternatively-powered LCVs, 

but their uptake remains very limited in comparison to cars.  It must be also stressed that some 

technological solutions available for cars are not applicable to LCVs, for example because of their 

different usage patterns. Furthermore, the lower production volumes of LCVs do not allow for the 

same economies of scale. 

 
 

 

 

 

 

 

 

 

 
  

 
However, it should be understood that the -13% reduction target for LCVs (with a two-slope 

approach, see next page) is equal to the -20% ambition level for passenger cars in absolute terms.  
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2. Slope 

The 2030 baseline regression line will be derived from a market snapshot in 2021, based on the 

WLTP CO2 performance and WLTP test mass of all EU registrations. This is in line with the 

methodology proposed for passenger cars.  

The overall ambition level of -13% will be achieved through a limit function with two different 

slopes to reflect the variety of vehicles, their use and the necessity to adapt technologies to the 

specific needs and technical requirements of the LCV segment.  As the image below shows, the 

two-slope line setting the 2030 target is defined through two steps: first a parallel shift of the 

baseline regression line and then an adjustment of the slope for masses lower than the EU average. 

Concretely, this means that vehicles with a mass above the EU average will adopt a parallel shift to 

the baseline, while vehicles with a mass below the average will adopt the adjusted slope. The two-

slope limit function ensures that overall industry ambition level of -13% will be achieved. 
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Justification:  

Any future legislation should take into account that LCVs are designed to meet a wide variety of 

business needs by providing cost-effective transportation solutions that are adapted to specific 

load and volume requirements. In addition, the market for car-derived vans is extremely 

competitive; offering LCVs to business at affordable prices but also limiting the potential for 

increasing the technology content. Therefore, ACEA proposes a lower slope of the line for this part 

of the market. Large vans are the most efficient way of transporting goods given their volume and 

load capacity. However, the segment is also defined by specific architecture- and powertrain-

related choices, limiting CO2 improvements and thus justifying the parallel shift for this part of the 

market.  

Accordingly, the two-slope approach reflects the unique situation facing the LCV segment, having 

to combine customer demand for sufficient payload and volume with the major differences 

between the various vehicle classes. In conclusion, this approach: 

• Is fair to all LCV manufacturers. 

• Takes into consideration the existing differences within the LCV segment and 

differentiates between the specificities of the various sub-segments. 

• Considers that future technologies will be implemented differently in each sub-segment. 

• Reflects the high cost of new technology in the segment as well as the fact that 

improvements to conventional powertrains (for light vehicles) are expected to flatten out 

by 2030. 

• Recognises that LCVs have already been downsized considerably and that potential for 

further downsizing is limited. The frontal area of LCVs is 50-150% bigger than that of car-

derived vans. Moreover, the rolling resistance of heavier LCVs is greater due to specific 

tyres, higher road load and higher payload (ie the slope area right of the average mass). 

 

3. Conditionality 

A conditional 2030 target will help to reflect the real uptake of alternatively-powered vehicles as 

well as the development of the market share of diesel technology (on which the segment depends 

heavily, with 96% of all LCVs sold in 2016 running on diesel). The -13% target should be adjusted 

upwards or downwards by defined percentage points based on the real market share of electrically-

chargeable light commercial vehicles and with different adjustment parameters. 

  



 

 
 

 ACEA Position Paper: Post-2021 CO2 Regime for LCVs – September 2017 5 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

Justification:  

The infrastructure requirements for electrically-chargeable LCVs are different to those for 

passenger cars. Given that light commercial vehicles are used for professional purposes, they will 

mostly depend on privately-owned charging points for fleets. Hence, the conditionally principle for 

the LCV segment should solely focus on the real market uptake of ECVs, not including infrastructure 

(contrary to what is the case for passenger cars). The conditionality calculation method should 

reflect the market situation of the LCV segment (eg size of the fleet) and different customer 

behaviour profiles. For the time being the market uptake of alternatively-powered vehicles remains 

low, as those powertrains (currently) do not meet the customer requirements linked to business 

models and specific use cases. 

For LCVs, alternative powertrains are generally only applicable for city-centre distribution, and 

customers will only consider purchasing them if their cost and productivity (payload) are 

comparable to conventional engines. Total cost of ownership first has to become comparable to 

that of conventional technologies, ie diesel. 
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TECHNICAL SPECIFITIES OF THE LCV SEGMENT THAT 

SHOULD BE REFLECTED IN FUTURE CO2 LEGISLATION 

I. Keep heavy battery-electric LCVs in N1 category 

Battery-electric propulsion technology can have a big impact on the curb weight of an LCV, and so 

can other alternative powertrain options. Practice shows that businesses will not sacrifice payload 

for lower fuel consumption, so these vehicles (and their use) require special treatment in order to 

support market uptake: 

• N1 vehicles should remain part of the same category, even if their mass exceeds the 

maximum weight of 3.5 tonnes due to the use of alternative propulsion technology. 

• These vehicles also have to be integrated in the N1 CO2 monitoring process. If not, vehicles 

with alternative powertrains would be disadvantaged.  

• In several EU member states driving licences are directly linked to the permissible laden 

mass of a vehicle. In order to promote consumer acceptance, it should be guaranteed that 

N1 vehicles with an alternative powertrain can be operated without the need for a new 

driving licence. 

II. Treat van-derived cars (M1) as N1 

Light commercial vehicles can also be used to transport people, in which case they are treated as 

M-category passenger cars. Such van-derived cars are the most effective means to carry small 

groups of up to nine passengers. Given that the technology used is almost identical to that of LCVs, 

these M1 vehicles should be treated as N1 vehicles when setting CO2 targets. 

III. No interim mass adjustments 

Contrary to passenger cars, interim mass adjustments are not suitable for the LCV segment, given 

the long vehicle and architecture lifecycles (ie the ‘rolling’ changes to the M0 parameter are not 

appropriate for LCVs). Future legislation should only include a single adjustment of the M0 

parameter halfway through the 2030 target timeline (linked to the mid-term review in 2025). 

IV. Multi-stage vehicles 

Special attention should be paid to multi-stage vehicles (MSVs), which are completed by a body 

builder and registered after finalisation through the so-called multi-stage type approval process. 

The variety of these vehicles is huge. Post-2021 CO2 legislation should specifically address these 



 

 
 

 ACEA Position Paper: Post-2021 CO2 Regime for LCVs – September 2017 7 

 

MSVs, as they have a big impact on certain manufacturers. Fleet compliance must remain 

predictable, that means that a clear methodology for calculating and predicting the CO2 values of 

MSVs must be provided.   

V. Light weighting 

In the context of modalities, future CO2 legislation should include a dedicated correction 

mechanism for target compliance that supports the light weighting of LCVs. This could be done 

through a specific calculation mechanism or by including light weighting in the current eco-

innovation system. 

VI. Keeping N1 derogation and exemption 

ACEA would also suggest to keep the N1 derogation in force. It should apply to manufacturers 

selling lest than 22,000 units per annum and exempt manufacturers registering less than 1,000 units 

on a yearly basis. 
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ANNEX I: ADDITIONAL SPECIFICITIES OF THE LCV 

SEGMENT THAT SHOULD BE TAKEN INTO ACCOUNT 

I. LCVs are not just passenger cars 

Vans are key players in the logistics chain, enabling the ‘last mile’ delivery of goods in urban areas. 

Largely used by SMEs as business tools, vans power the European economy, helping businesses to 

thrive. Serving very different purposes, vans can thus not be easily replaced by other transport 

services, as they provide a tailor-made solution for each use case. 

Especially for small and medium-sized companies vans are nothing less than an essential tool that 

helps them to get their job done. Transport efficiency and the total cost of ownership are decisive 

purchasing factors for customers. 

 

II. LCVs require specific designs and technologies 

The (technical) design and construction of an LCV is influenced by the development processes and 

technologies of both passenger cars and (heavy) commercial vehicles. Small LCVs are often derived 

from passenger cars, while large LCVs can be based on truck technology. 

 
  

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 



 

 
 

 ACEA Position Paper: Post-2021 CO2 Regime for LCVs – September 2017 9 

 

Car technology  Car technology Car technology Truck technology 

Car body Specific body Truck-like frame Truck body 

    

eg Fiat Fiorino eg Opel Combo eg Renault Master eg Fuso Canter 

 

III. LCVs are designed with a specific purpose in mind, often serving SMEs 

Although LCVs sometimes share engines and transmissions with passenger cars, they still have 

very different engine calibrations and after-treatment systems. This is because LCVs carry a greater 

payload than cars, and also require more towing capacity and climbing ability. These requirements, 

in turn, need different and more robust designs, resulting in a higher structural weight of the 

vehicle. Moreover, volume and loading space height are maximised for LCVs, while some 

applications require a boxed design or wide cargo doors. As a result, the possibilities to optimise 

the aerodynamics of LCVs are limited.  

LCVs are used in particular by SMEs. Key criteria are both purchase costs and total cost of 

ownership, as they operate on tight margins. Small businesses often cannot afford costly new 

technologies that are available on the market. 

Light commercial vehicles enable a broad range of economic and social activities, including: 

• Construction and mobile workshops; 

• Postal and courier services; 

• Ambulances, as well as policing and rescue operations; 

• Social services, think for example of school buses or the transport of disabled people. 

 

 
  

 

 

IV. In the LCV segment, different vehicles are derived from one platform  

Consequently, vehicles of the same type are often classified according to different vehicle classes, 

https://www.google.de/imgres?imgurl=http://media.opel.de/content/media.suffiximg.w_270.maxw_270.jpg/content/dam/Media/images/INTL/opel/commercial-vehicles/new-combo/2016/driving-shots/Opel-Combo-286449.jpg/1471862725961.jpg&imgrefurl=http://media.opel.de/media/de/de/opel/vehicles/combocargo/2012.html&docid=Fv_opJDgc7QcDM&tbnid=fGxG2c07Bs7wQM:&vet=1&w=270&h=179&bih=606&biw=1366&q=kastenwagen mit hochdach&ved=0ahUKEwig_peGp9bSAhXCFiwKHZUZAJkQMwiIAShcMFw&iact=mrc&uact=8
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based on their intended use.  

 
  

 

 

 

 

 

 

 

 

 

 

 

 

For example, the Mercedes Sprinter platform is used to provide transport solutions in five different 

vehicle categories. From a panel van that comes in four different lengths and three roof heights to 

various solutions for passenger transport; ranging from six to 22 seats (eg for airport shuttles and 

car parks) – see below. 

 

 

 

 

 

   

 

V. LCVs are capital goods 

Markets and customers for LCVs are directly influenced by the state of the economy. The European 

LCV market collapsed after 2006, falling by 38% from 2 million registrations to 1.25 million in 2008, 

as a direct result of the economic crisis. Although the market is on the path of recovery again 

(almost two million vans were registered in the EU last year), sales figures remain low when 

compared to passenger cars. Also, the model cycles are longer – approximately 10 years. This limits 

the potential for fuel economy improvements compared to cars from both a technical and 

economic perspective. A shift from conventional engines to alternative powertrains, such as 

battery-electric vehicles, can only be expected over a longer time frame. The large fluctuations and 
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shifts between the classes within the LCV segment make it difficult to forecast compliance with 

fleet limits. 

 

VI. Multi-stage vehicles make up a significant part of the market 

Besides the different vehicle categories and classes within the LCV segment, our industry also 

provides incomplete vehicles, such as vehicle bodies and chassis, to bodybuilders for final 

completion. These vehicles are only registered after finalisation by the bodybuilder through a 

multi-stage type-approval process. Thousands of different build-ups are available to satisfy 

customer needs (for instance camper vans, outside broadcasting vans, freezer boxes, etc).  

 
 

  

 

Multi-stage vehicles represent a small but important part of the European LCV market, accounting 

for around 5% of all N1 registrations. As the image above shows, the possible configurations of 

multi-stage vehicles also include special purpose applications such as ambulances. Given that such 

vehicles have very specific usage patterns, they will employ the powertrain and after-treatment 

devices in a non-conventional manner. This may result in a different ageing process when 

compared to regular LCVs. 

As said, the overall number of multi-stage vehicles is relatively low, but for some manufacturers, 

these vehicles represent more than 50% of their yearly sales. It is also important to understand that 

the value chain of multi-stage LCVs covers a wide variety of suppliers and body manufacturers (see 

diagram on next page). 
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Today’s legislation treats these vehicles as a part of a manufacturer’s fleet by means of the so-called 

‘default added mass’ (DAM) approach. Concretely, this means that the manufacturer has to 

calculate CO2 values on the basis of the incomplete vehicle using a statistical mass mark-up and 

the increased inertia weight. Under the new WLTP emissions test, the CO2 emissions of an LCV will 

only be calculated after final completion by the body builder. In practice, the original manufacturer 

would only get the figures the year after the CO2 values were measured. This new approach makes 

it almost impossible for LCV manufacturers to properly monitor CO2 emissions or develop a 

corresponding compliance strategy.



 

 

 

 

 

 

 

 

 

ABOUT ACEA 

• ACEA represents the 15 Europe-based car, van, truck and bus manufacturers:  

BMW Group, DAF Trucks, Daimler, Fiat Chrysler Automobiles, Ford of Europe, 

Hyundai Motor Europe, Iveco, Jaguar Land Rover, Opel Group, PSA Group, Renault 

Group, Toyota Motor Europe, Volkswagen Group, Volvo Cars, and Volvo Group. 

• More information can be found on www.acea.be or @ACEA_eu. 

 

 

ABOUT THE EU AUTOMOBILE INDUSTRY 

• 12.6 million people – or 5.7% of the EU employed population – work in the sector. 

• The 3.3 million jobs in automotive manufacturing represent almost 11% of EU 

manufacturing employment. 

• Motor vehicles account for almost €396 billion in tax contributions in the EU15. 

• The sector is also a key driver of knowledge and innovation, representing Europe's 

largest private contributor to R&D, with more than €50 billion invested annually. 

• The automobile industry generates a trade surplus of about €90 billion for the EU. 

 

 

European Automobile Manufacturers' Association (ACEA) 
Avenue des Nerviens 85 | B-1040 Brussels | www.acea.be 
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