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Glossary and definitions 
 

BEV:  Battery-Electric Vehicle 

EFFV:  Environmentally Friendly Freight Vehicle 

EC:   European Commission  

EU:   European Union 

GHG:  Green-House Gas 

ICE:   Internal Combustion Engine 

ICEV:  Internal Combustion Engines Vehicle 

IWT:   Inland Waterways Transport 

LEZ:  Low Emission Zone 

NBGD:  Non-Binding Guidance Document 

SULP:  Sustainable Urban Logistics Plan 

SUMP:  Sustainable Urban Mobility Plan 

TCO:  Total Cost of Ownership 

UCC:  Urban Consolidation Centres 

ZEZ:  Zero Emission Zone 
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Chapter 1 Introduction 

Non-Binding Guidance Documents  

This document is one of a series of six Non-Binding Guidance Documents (NBGDs) prepared 
within the scope of the Study on Urban Mobility - Preparation of EU guidance on Urban Logistics 

(MOVE/C1/2014-370) as commissioned by the European Commission. The documents aim to 

help stakeholders understand the challenges brought about by logistics activities in an urban 
context, and identify the most suitable measures and actions to overcome these challenges. 

This non-binding guidance document (N° 5 out of 6) covers the issue of “The use of 
Environmentally Friendly Freight Vehicles (EFFVs)”. It provides the user with an overview on 

technical and operational properties of EFFVs, and on policy measures to promote their 
utilisation in the context of urban logistics.  

Utilisation of EFFVs in urban logistics 

Following the European Union (EU) strategic orientations, the European Commission (EC) has 
been promoting a shift towards sustainable urban freight logistics. The Communication A 

European Strategy for Low-Emission Mobility (COM(2016)501final) presents an action plan 
aimed at i) achieving a higher efficiency of the transport system, ii) fostering low-emission 

alternative energy for transport, and (3) promoting low- and zero emission vehicles. It builds on 

the objectives described in the 2011 White Paper on Transport (COM(2011)144 final): i) 
achieving essentially CO2-free city logistics in major urban centres by 2030, ii) by mid-century, 

greenhouse gas emissions from transport should be at least 60% lower than in 1990, iii) 
encouraging the exchange of best practices and the development of integrated strategies, and 

iv) improving public procurement procedures. Other Relevant publications include the Green 
Public Procurement (COM(2008)400final), the Clean Vehicle Directive (Directive 2009/33/EC), 

or the 2013 Urban Mobility Package (COM(2013)913 final). 

Internal Combustion Engine Vehicles (ICEV), such as motorbikes, vans or trucks, are primarily 

used in distribution and logistics operations. Overall, urban freight traffic is estimated to 

account for about 10-15% of kilometres travelled, and for approximately 25% of urban 
transport related Green-House Gas (GHG) emissions (e.g.: CO2) and 30 to 50% of other 

transport related pollutants (particulate matter, nitrogen oxide)[1]. These figures are expected to 
increase in the coming decades, as a consequence of continuous urbanisation and development 

of e-commerce and home deliveries, among other trends [1].  

Increased deployment of Road EFFVs can curb this trend. An EFFV is a vehicle that produces 

less harmful impacts to the environment than comparable conventional ICEV running on 
gasoline or diesel, or ones that use alternative fuels1. Hence, a technological transition towards 

road EFFVs could materially contribute to alleviate the production of greenhouse gas emissions 

and other pollutants. There are currently four main alternative energy carriers2 and propulsion 
technologies for EFFVs available, in different stages of market maturity: 

 battery-electric vehicles and hybrid-electric vehicles with plug-in,  

 hydrogen and fuel cells, 

 biofuels, with priority for 2nd generation biofuels, 

 natural gas pure or blended with biomethane. 

                                          
1 In accordance with Directive on the Deployment of Alternative Fuels Infrastructure (Directive 

2014/94/EU) , alternative fuel include, inter alia: electricity, hydrogen, biofuels, synthetic and 

paraffinic fuels, natural gas, or liquefied petroleum gas.  
2 Energy carrier is either a substance or phenomenon that contains energy which will be 

converted into mechanical energy to move a vehicle. Examples: electricity, fuel, hydrogen. 
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Among these, market momentum for Battery-Electric Freight Vehicles (BEV) has increased most 
over the years.[2]. Key advantages include zero tailpipe emissions, or reduced energy 

consumption and noise emissions. The sales of light commercial BEVs (e.g.: vans) have been 
increasing at a fast pace. In 2016, the number of sales was above 12000 units in EU28 and 

Norway[3] (Figure 1)3. Already, main vehicle manufacturers are producing commercial BEV. In 
2016, Nissan and Renault were the top sellers (Figure 2). Despite the positive evolution, sales 

of BEVs still represent a marginal value (below 1% in 2016). Indeed, prices of BEVs remain 
higher than ICEV counter parts, which precludes a wider market uptake.  

 

Figure 1 BEV Class N1 Sales (EU28 

and Norway)[3] 

 

Figure 2: Sales per BEVs Manufacturer 

(EU28 and Norway, year 2016)[3] 

 

 
Finally, it is important to note that EFFVs are not limited to road vehicles. We may find EFFVs in 

other modes of transport such as rail and inland waterways transport. Depending on the 

availability of infrastructure, they are increasingly being seen with interest by stakeholders, as 
suitable alternative to road vehicles.  

  

The goal of these Non-Binding Guidance Documents (NBGD) is to support local authorities who 
are planning to reduce transport-related pollutants by promoting EFFVs. The guidance is 

primarily aimed to be used by public authorities, such as municipalities or local agencies, 
responsible for the management of the traffic, transport and transport infrastructures within 

urban areas. Logistics and freight transport operators with operations in cities may also benefit 

from this document. No background in logistics or freight transport is required to understand 
this document. More in-depth examples, references and practical guidance can be found in the 

fully referenced Technical Report on which this less technical NBGD is based.  

                                          
3 The number of registrations of light commercial vehicles (class N1) was of 1.56 million in 

2014[41]. 
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Public Authorities 

•Commonly municipalities and 
local agencies 

•Balance between promoting 
sustainable urban 
development and fostering 
economic growth. 

•Limited intervention in urban 
freight logistics activities. 

Citizens 

• Are also Individual Custumers 
or Receivers (e-commerce). 

• Expect proper quality of life 
(no pollution, security, clean 
built environment, quiet green 
areas, charming leisure and 
shopping zones, etc.). 

• Expect access to a wide range 
of high-quality goods at 
affordable prices. 

• Expect customised and 
variety of goods. 

Other Stakeholders 

•Investors, Infrastructure 
providers, landowners, 
software providers, 
manufacturers, non-
governmental organisations 

•Not directly involved in the 
urban freight logistics 
operations. 

Chapter 2 Urban Logistics Stakeholders and their Environmentally 
Friendly Freight Vehicles uptake 
 
A distinguishing feature of urban freight logistics systems is the coexistence of a large number 

of distinctive stakeholders, with unique strategies, business models and roles. The following 
diagram (Figure 3) provides a general characterisation of the key urban logistics stakeholders. 

Potential users of EFFVs are highlighted in green. 

 
Figure 3 Key features of urban logistics stakeholders  

 
 

 

 
 

 
 

 
 

 
 

 

 
 

 
 

 
 

Freight transport and logistics operators are primary users of freight transport vehicles, as they 
are responsible for transporting goods between locations. Commonly, they use road ICEV such 

as motorbikes, vans or trucks. Hence, they are pivotal for the widespread adoption of EFFVs. 

Their operations reflect the need to satisfy customers’ demands (for example, opening hours of 
stores or designated time windows to make the deliveries). The market of freight transport 

companies is quite heterogeneous, ranging from small companies with fleets of one or a few 
vehicles, to large international companies with fleets spanning hundreds of vehicles, either 

owned, rented or sub-contracted. Several initiatives have already been undertaken. In the 
Netherlands, for example, DHL uses bikes on several distribution routes. An example of a small 

Freight Transport and Logistics 
Operators 

•Visible face of urban freight 
logistics operations. 

•Provide transport and 
distribution services. 

•Highly heterogeneous group 
(small family companies and self 
contractors up to major 
international transport 
companies). 

•Hired by producers, shippers or 
receivers. 

•Behaviour reflects the need to 
meet customers' requirements. 

Producers & Shippers 

•Producing the goods. 

•Often located outside cities. 

•Some outsource transport and 
logistics operations. 

•Others operate own fleet[6] [7]. 

Receivers 

•Highly heterogeneous group: 
small retailers, international 
retail chains, shopping 
centres, households, etc. 

•Each segment has specific 
demands (in terms of delivery 
time, transport conditions, 
pricing, etc.).  

•Expect high quality of service 
(reliability, flexibility, short 
transit times) at reduced 
prices 
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transport company using EFFVs exclusively is Encicle4. This Spanish parcel delivery company 
focused on e-commerce deliveries runs a fleet of electrically assisted cargo tricycles. Each one 

has a load capacity equivalent to ten standard e-bikes or one van. 
 

Producers and Shippers are the owners of the goods or are responsible for them. Commonly, 
they outsource transport and logistics activities to the previous stakeholders. In this sense, they 

do not operate freight vehicles. However, their role in the promotion of EFFVs must not be 
neglected, as they can influence or request freight transport and logistics operators to run on 

EFFVs. Producers and shippers may also own their own fleets. In this case, they behave 
similarly to the freight transport and logistics operators discussed above. An example is 

provided by the Dutch beer producer Heineken that, as part of its corporate social responsibility, 

is introducing electric trucks on its urban freight logistics operations worldwide5. 
 

Receivers are located at the end of the transport chain. Up to 30% of all urban freight deliveries 
are made by the receivers’ own fleet[4]–[6]. When they own no fleet, they behave similarly to 

producers and shippers. 
 

Public authorities may have a pivotal role in the promotion of EFFVs[7] through the 
implementation of policy measures. Some are suggested in Section 4. Additionally, public 

authorities sometimes run and manage a sizable fleet of freight vehicles (e.g. maintenance). 

The adoption of EFFVs is beneficial at two levels: i) positive impacts due to fleet change and ii) 
leading by example. The EC published a voluntary instrument – Green Public Procurement (COM 

(2008) 400 final) - to help those public authorities seeking to procure goods, services and works 
with a reduced environmental impact throughout their life cycle. Another relevant legal 

instrument is the Clean Vehicle Directive of 20096, which sets the rules to take into account 
lifetime energy and environmental impacts, including energy consumption and emissions of CO2 

and of certain pollutants, when purchasing road transport vehicles. The directive is applied to 
operators for the discharge of public service obligations under a public service contract and 

other specific contracting authorities or contracting entities. 

 
Citizens, albeit not users of freight vehicles, may influence stakeholders in different ways. As 

final consumers, they may change their consumption habits to favour those goods transported 
in an environmentally friendly way. They may voice, in different forums, their expectations and 

demands for more sustainable transport. This will put the entire supply chain – producers and 
shippers, freight transport and logistics operators, as well as receivers – under pressure[8]. 

Secondly, they may work with local authorities to design and implement EFFV-friendly public 
policies (e.g. regulations). 

 

Finally, the other stakeholders group includes a miscellany of stakeholders which, in different 
ways, may collectively contribute towards the adoption of EFFVs. A relevant stakeholder group 

is the vehicle manufacturers, as they ultimately determine the pace of introduction of new 
technologies and vehicles. Currently some major brands already offer an electric version of 

urban freight vehicles (e.g. Peugeot Partner Van, Renault Kangoo Van or Nissan E-NV200 Van), 
while others are still working on their own electric versions. Overall, however, the offerings 

remain comparatively limited.  

                                          
4  Website. http://enciclebicimensajeros.com   
5  Further information available at: http://goo.gl/RwoJWG   
6 Directive on the Promotion of Clean and Energy-efficient Road Transport Vehicles   (Directive 

2009/33/EC) . 
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Motor Vehicles: vans and trucks (Class N1 and N2) 

Urban logistics stakeholders, notably freight transport and logistics operators, acknowledge the 

potential of EFFV. Indeed, a key factor in favour of EFFV is the ability to maintain urban logistics 
chains’ continuity, in a context of growing limitations and constrains on the utilisation of ICEV. 

 
BEVs can offer multiple benefits, ranging from financial and economic, operational and 

environmental. Yet, this technology still faces a set of market barriers relating to aspects such 
as technology limitations, high investment costs or lacking or inadequate incentives. 

Overcoming these barriers will create a favourable momentum towards BEVs, particularly in 
smaller vehicles (class N1), which is the primary type of vehicle used in the context of urban 

logistics. Signs of change are visible, as large scale freight transport and logistics operators 

(e.g.: Hermes or DHL) have been ordering EFFV. The challenge remains for smaller operators to 
afford the additional cost in a highly price competitive market. In the segment of heavier 

vehicles, such as classes N2 and N3, the ICEV remain the single viable solution as the BEVs are 
limited in terms of load capacity and range[16]. 

 
Financial and economic opportunities and challenges  

Available economic studies tend to converge that BEV remains uncompetitive vis-à-vis ICEV 
when analysing the life cycle costs or the Total Costs of Ownership (TCO)[17]–[20] (Figure 6). 

Bearing in mind that private stakeholders are commonly focussed on the short term, the wide 

market uptake of road BEV remains difficult[18]. 
 

 

Figure 7 TCO differences of the Mercedes 
Sprinter[21] 

 
 
Indeed, the main disadvantage remains on the substantially higher acquisition costs, mainly due 

to the price of batteries (Figure 6 and Figure 7). A number of member states (e.g.: Belgium, 
Germany or United Kingdom) offer subsidies or reducing taxes. By way of example, in Slovakia, 

there is a subsidy of 5000 EUR for the acquisition of a BEV; or the electric recharging company 

GreenWay is planning to start offering road BEV leasing services[22]. The operational costs are 
lower than ICEV. Fuel Costs are the main advantage of an EFFVs vis-à-vis ICEV. Depending on 

the country’s actual fuel and electricity costs, the costs of powering a road BEV can be as low as 
80% compared with a diesel ICEV. Another advantage lies with the inferior service, 

maintenance and repair costs. BEVs have generally fewer moving parts, which can result in 
lower maintenance costs and downtime, and longer lifetime. Cost advantages can range from 

20 to 30%. Figure 7 presents the results of a study aimed at assessing the TCO of two versions 
– BEV and ICEV – of a Mercedes Sprinter vehicle in an urban logistics context (in Germany). 

Figure 6  Comparing TCO 

elements of BEV and ICEV[23] 
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sustainable development. The willingness to pay extra for “green deliveries” remains, 
however, very limited[16]. 

 Range – existing technology offers a driving range of around 150 to 200 km in motor vehicles 
(Class N1). This range is enough in many urban logistics cases, except in some specific 

weather conditions (see above). Eventually, anxiety regarding the actual range is overcome in 
the presence of daily routines, because this allows drivers to learn about the vehicles’ 

behaviour[16]. 

 Payload – of a BEV is commonly suitable for many urban logistics services. BEV have a lower 

payload than ICEV (200 kg in the case of an BEV and up to 700 kg in the case of retrofitted 
vehicles[19]), owing to the heavy weight and volume of the batteries.  

 

On the other hand, the operational limitations include: 

 Charging technologies - in-house charging time can take up to 8 hours. Yet, high capacity 

charging stations can charge in as little as 20 to 45 min.[19]  

 Need for additional air conditioning equipment – in regions of hard weather conditions (hot or 

cold), supplemental air conditioning equipment (cooling or heating) may be required, as these 
systems consume high quantities of energy.  

 Battery performance determines the range and weight of the vehicle and, ultimately, the 
fields of utilisation. Currently, lithium ion batteries have a typical lifetime of approximately 6 

years of operation[19].  

 Insufficiencies in the infrastructure – a network of recharging points is still lacking in many 
cities, and in some parts of urban areas the electric grid may not support simultaneous 

charging. 

 

 

 

Environmental Opportunities and Challenges of Road BEV 

 
A main advantage of BEVs compared with ICEV is the environmental benefits. BEVs have no 

local (tailpipe) emissions of air pollutants (and CO2). Hence, they materially contribute to the 

reduction of city pollution. BEVs are currently regarded as a key element to promote the 
sustainable development of EU cities and regions. The 2011 White Paper on Transport calls for 

the decarbonisation of cities in the coming decades and suggests the evolution towards electric 
mobility[2]. 

 
Another environmental benefit is related to noise emissions10. Noise emissions of BEV are lower 

than ICEV[24], because conventional combustion engines are noisier than electric engines. 
Moreover, changing gears produces noise spikes due to engine accelerations. Conversely, 

                                          
10 Note that noise abatement rate is not a linear function of the amount of EFFV. Noticeable 

reduction levels are only perceptible in cases of high replacement levels. 

Potential Challenges 

•Charging time. 

•Battery performance 
limitations. 

•Infrastructure limitations. 

Potential Opportunities 

•Promote continuity or urban 
logistics' chains.  

•Suitable for daily urban logistics 
operations. 

•Enhanced user experience. 

•Positive marketing image. 

•Lower maintenance needs. 

Key Operational factors of road BEV 
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infrastructure are necessary. Higher blends will require some adaptations to the existing 
engines and infrastructure and a dedicated distribution system.  

The Commission's proposal of Directive (COM(2016) 767 final) on the promotion of the use of 
energy from renewables intends to limit the use of first generation biofuels (food based) from 7 

% in 2021 to 3.8 % in 2030. It also establishes a minimum share of advanced biofuels, which 
should also be gradually increased from at least 0.5 % in 2021 to reach at least 3.6 % in 2030. 

Advanced biofuels with very low ILUC emissions bring substantial greenhouse gas (GHG) 
emission savings and do not enter into competition with food production. Advanced renewable 

diesel is fully fungible with diesel. 

3.1.3 Natural gas 

Natural gas vehicles offer today a well-developed technology, with performances equivalent to 

those of petrol or diesel units and with very clean exhaust emissions. 
 

  
 

 
 

 

 
 
 

 

The advantages of natural gas vehicles in terms of greenhouse gas reduction are significant 
compared to petrol vehicles (about 15%- 20%) but less important against diesel vehicles. 

Nevertheless, it is expected that the new generation of natural gas engines, or the higher use of 
bio methane blended with natural gas will increase significantly the greenhouse gas’ emissions 

reduction from natural gas vehicles.  
 

  

Opportunities 

• No air pollutant 
emissions. 

• Renewable sources 
(feedstock). 

Opportunities 

•Easy retrofitting of 
ICEV and refuelling 
stations. 

•Mature technology 
(production and 
vehicles). 

•Renewable sources 
(feedstock). 

Opportunities 

•Mature Technology 

•Reduction of 
greenhouse gas 
emissions 

Limitations 

•Costly production from 
renewable sources.  

•No mass production is 
planned. 

•Lack of refuelling 
stations. 

Limitations 

•Environmental and 
social concerns 
(production). 

•Limited amount of 
refuelling stations. 

Limitations 

•Non renewable source 

HYDROGEN BIOFUELS 

Key Opportunities and Challenges  
of Alternative Fuels and Technologies 

 
Natural Gas 
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Chapter 4 Policy Options to Promote Environmentally Friendly Freight 
Vehicles 

4.1 Decision parameters for selecting EFFV 

Choosing an EFFV is a complex decision as it involves decision parameters that normally are not 
considered in the case of an ICEV.  

Figure 8 presents an unordered list of typical decision factors considered in the moment of 
choosing an EFFV. 

 
Ultimately, the stakeholder will look at the viability of its business model and the ability to 

maintain quality of service while generating profits. The primary business of freight transport 
and logistics operators is transport or logistics. Therefore, any increase in costs or negative 

impact on performance will directly impact their business and reduce their willingness to use 

EFFVs. Concerning producers, shippers and receivers, the situation is somewhat different, 
because their primary business is not freight transport or logistics. Other factors (e.g. corporate 

social responsibility, branding or marketing aspects) may favour the utilisation of EFFVs, even in 
cases of increasing transport costs. 

 
Figure 8 Assessment parameters for selecting EFFVs[36] 

 

4.1 Identification of Policy Measures 

Public authorities can accelerate market take-up of EFFVs by implementing appropriate 
measures that could allow stakeholders overcoming the barriers of EFFVs and fully exploiting 

their benefits. An important first is the consideration of EFFVs in the Sustainable Urban Mobility 
Plan14 (SUMP) or in the Sustainable Urban Logistic Plan (SULP). A SUMP is a strategic plan 

designed to satisfy the mobility needs of people and businesses in cities and their surroundings 
for a better quality of life[37]. A SULP proposes a set of measures and actions that, collectively, 

will contribute to reduce the energy consumption and environmental impacts of urban freight 

logistics enabling its economic sustainability[38]. 

                                          
14 The European Commission defined the concept of SUMP in the Urban Mobility Package[42]. 

Availability of vehicles to purchase or lease  

Availability of spare parts for the vehicles  

Perceived maturity of the propulsion technology  

Availability of own fuelling/charging infrastructure (in the case of BEV)  

Maximum payload of the vehicle  

Declared GHG emissions (and other pollutants)  

Declared range of the vehicle  

Cost to buy or lease  

Availability of qualified service staff  

Availability of purchase incentives  

Privileges in access restriction schemes 

Reputation of the vehicle’s manufacturer or supplier  
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This NBGD suggests 14 policy measures that, either individually or collectively, will contribute to 
the adoption of road EFFV15. By way of example, the measures that positively influence 

stakeholders’ assessment parameters are the following (Figure 8). 
 

 Privileges in access restriction schemes. 

 Availability of own fuelling/charging infrastructure (in the case of BEV). 

 Cost to buy or lease. 

 Availability of purchase incentives. 

 Availability of spare parts for the vehicles.  

 

The policy measures have been clustered into four groups according to their nature and 

application (illustrated in Figure 12):  
 

 Stakeholder Engagement16 through communication and awareness raising measures aimed 
at informing and educating stakeholders. 

 Regulatory measures influence the behaviour of stakeholder by enabling or prohibiting 
certain selected activities in specific conditions. 

 Fiscal measures will change the impact taxes and fees have in business economy.  

 Planning measures refer to changes in the city (e.g., infrastructure, built environment, 

business activities). 

 
The selection of the policy measure depends on the identification of the drivers and nature of 

the problems and challenges, expected objectives, physical properties of the city, national and 
local legislation, or even the nature of the logistic and transport chains. Urban regions often 

present distinguishing and unique features and policy measures must be chosen accordingly. 
Moreover, each category of policy measure will impact the urban logistic activity differently, 

either in terms of intensity or scope. Also, the transfer of policy measures between cities should 
as such be subjected to ex-ante impact studies. Just because a policy measure was successful 

in city A is not a guarantee that it will be successful in city B.  

The choice of policy options should be built on technical analysis (social, environmental, 
economic and operational dimensions), ideally accompanied by stakeholder engagement 

initiatives. A stakeholder engagement initiative is a recognised method to achieve enhanced 
decision and promote stakeholders’ acceptability.  

4.2 Characterisation of the Policy Measures  

This NBGD identifies four factors to characterise the policy measures that can be also used as 
decision factors: 

 

 Implementation Time is the time that elapses between the moment of the decision and the 

moment the policy measure comes into action. 

 Implementation Efforts are the resources – human, financial, technological, etc. – required to 

bring the measure into action. 

 Influence Level is the probability that the measure will lead to more EFFVs. 

 Acceptability Level translates how well a policy measure is received by the stakeholders. 

 

                                          
15 Rail or IWT depend on very specific contextual conditions, which are essentially case specific. They are 

not considered in the NBDG. The Technical Report provides additional information.  
16 One of the NBGD is dedicated to stakeholder engagement initiatives in the context of urban logistics. 



EUROPEAN COMMISSION 

                                     Directorate-General for Mobility and Transport 

2017 24    

Figure 9 Public measures to promote adoption of EFFV (adapted from[39]) 

 

Implementation Time  

The implementation time is an influential factor on the choice of the policy measure. Firstly, 
some urban logistics problems may require immediate actions, while others may allow more 

time for solving. Secondly, the implementation of certain measures depends on windows of 
opportunity, such as political cycles or funding opportunities, which often have a definitive 

timeline. For illustrative purposes, policy measures are divided as follows: 
 

 Short Term Implementation when they typically take less than three years to be 
implemented, and  

 Long Term Implementation when they are likely to take over three years. 

 

  

COMMUNICATION 
AND AWARENESS 

MEASURES 

• Information - to disseminate virtual or physical 
information on the advantages and opportunities of 
EFFV, through Stakeholder Engagement initiatives. 

LEGAL AND 
REGULATORY 

MEASURES 

• Access Regulations (including pedestrian zones, LEZ 
or ZEZ) - to grant privileged access to EFFV or to ban 
(or restrict) ICEV from specific areas 

• Parking Bays and Lots - to grant permission to EFFV 
use privileged loading areas. 

• Bus Lanes - to allow EFFV circulating on bus lanes. 

• Cycle Lanes - to allow electric bicycles and others on 
cycle lanes, improving if necessary. 

• Certification - to certify transport companies with 
environmentally friendly fleets. 

• Noise Emissions - to grant privileged access for EFFV 
into low noise zones or at night time. 

FISCAL MEASURES 
• Tolls - to exempt BEV from city tolls. 

• Municipal Tax Incentives - to grant tax incentives to 
companies running EFFV. 

PLANNING  
MEASURES 

• Tenders - to demand EFFV in public tenders requiring 
transport of goods. 

• Charging Infrastructure - to implement charging 
point in the city and relevant locations. 

• UCC - to use available public spaces for creating 
micro-consolidation centres so that EFFV could operate 
in the near range and recharge batteries. 

• Municipal Fleets - to replace own ICEV fleet with 
EFFV. 

• Repair Network - to develop a network of BEV repair 
shops. 
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Chapter 5 Recommendations 
 

In this last Chapter, we elaborate and present recommendations for promoting the market 
uptake of EFFV in urban freight logistics.  

 
Recommendation 1: Frame the promotion of EFFVs within the context of a Sustainable Urban 

Logistics Plan.  
The promotion of EFFVs should not be an isolated initiative but a piece of a broader strategy for 

the sustainable development of the city, including restricting access to the most polluting ICEV. 

In this way, synergies could be generated and the full benefits of EFFVs could be exploited. 

Engage stakeholders in this systemic view with the objective of identifying the challenges and 

barriers to the adoption of EFFVs. Identify plausible measures and assess their feasibility. 
Establish a medium to long term policy framework and action plan. This will create a stable and 

trusting environment that will help stakeholders define their business plans and strategies. 
 

Recommendation 2: Promote Awareness of EFFVs’ Benefits and Advantages.  
Electric mobility is recent and still unknown to many freight stakeholders. Often stakeholders’ 

knowledge is incomplete or incorrect. Informative campaigns (e.g. debates, seminars or 

discussion forums) will help to clarify doubts and promote a better understanding of the 
performance and costs of road EEFV.  

 
Recommendation 3: Take the initiative and Lead by Example.  

Public authorities have the possibility to make a difference by either acquiring or using BEV or 
any other appropriate EEFV. EU instruments such as the Green Public Procurement or the Clean 

Vehicles Directive, could help them in this transition. Furthermore, there are many actions that 
public authorities can take to create the conditions favourable for the utilisation of EFFVs, 

notably bikes, e-bikes and e-scooters. By way of example, the Cycle logistics project webpage 

offers interesting insights, and the European Cyclist Federation has recently published a booklet 
on “Recommendations on Cyclelogistics for Cities”[40]. Also, there is no reason to go alone. 

Public authorities may cooperate in terms of learning and deployment. Associations such as 
Polis17 or Eurocities18 already have working groups on this topic.  

 
Recommendation 4: Adapt Legal and Fiscal Municipal Regulations to Promote EFFVs. 

A total of eight legal and fiscal regulations have been reviewed. Among these, access regulation 
and taxes are regarded favourably by EFFVs users. Moreover, they complement each other: 

legal measures have immediate impact whereas fiscal measures have deferred impact, aiming 

at changing the stakeholders’ behaviour. To effectively obtain benefits from synergies, 
measures should be coherently packed together with a clear stated objective and reflect local 

context conditions.   

Recommendation 5: Establish a Recharging Infrastructure Network.  

The autonomy of BEV in the context of EEFV is a reported concern of stakeholders, even if their 
daily routes are consistently compatible. The installation of (fast) recharging points would 

greatly help mitigate this barrier. 
 

Recommendation 6:  Foster Public Procurement of EFFVs.  

Public procurement of EFFVs should be the norm and not the exception. The Clean Vehicle 
Directive established clear rules on how to proceed. The transition to BEV is beneficial at several 

levels: i) it provides an exemplary practice leading stakeholders by example, ii) it will serve as a 
valuable use case to other stakeholders, and iii) it will contribute to a better environment. 

 

                                          
17 More information available at: http://www.polisnetwork.eu  
18 More information available at: http://www.eurocities.eu  
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