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Public Affairs


This response has been written by Nicholas Lyes, RAC Public Affairs Manager, on behalf of RAC Motoring Services


About the RAC

With more than eight million members, the RAC is the oldest and one of the UK's most progressive motoring organisations, providing services for both private and business motorists. As such, it is committed to making driving easier, safer, more affordable and more enjoyable for all road users. 

The RAC, which employs more than 1,500 patrols, provides roadside assistance across the entire UK road network and as a result has significant insight into how the country’s road networks are managed and maintained. 

The RAC is separate from the RAC Foundation which is a transport policy and research organisation which explores the economic, mobility, safety and environmental issues relating to roads and their users.

The RAC website can be found at www.rac.co.uk. 

In September 2016, the RAC published its latest Report on Motoring. 
RAC Response

1. How satisfied are you that the proposed measures set out in this consultation will address the problem of nitrogen dioxide as quickly as possible? 
Our research for the RAC Report on Motoring shows that motorists accept the need for action to improve air quality. However, the Government’s Air Quality Plan needs to recognise that total nitrogen dioxide emissions have fallen over a long period, new cars are far cleaner than their predecessors and that motorists were encouraged to buy small fuel-efficient diesel cars by government policy. The proposed measures must be considered against the following context:
· Overall nitrogen dioxide total emissions in the UK have been falling steadily since the late 1980s so the problem is not so much one of total emissions of nitrogen oxides, but more one of high local concentrations, primarily in urban areas with high traffic volumes where road traffic congestion is at its worst. 
· Nitrogen dioxide emissions from new diesel vehicles have fallen steadily over the last 20 years as a result of improvements introduced by manufacturers although we accept that diesel cars and light commercial vehicles are emitting higher levels of nitrogen dioxide in real-world driving conditions than might be expected from the standard type approval emissions test limits. 
· There has been growth in the number of diesel cars on UK roads from around 3 million in 2000 to over 12 million in 2016. This is in part due to government policy which encouraged the take-up of diesel vehicles to help achieve the UK’s carbon dioxide emissions reduction targets. The growth in the number of diesels has contributed to local concentrations of nitrogen dioxide in a number of towns and cities breaching or being projected to breach EU limits.  However, even in these areas, diesel car emissions are only responsible for around a third of the nitrogen dioxide from road traffic (around 25% in London) which itself contributes less than 65% of all nitrogen dioxide emissions (less than 60% in London).

· It has been recognised for many years that the vehicle emissions testing regime was not fit for purpose and we believe the new 2017 testing regime will be far more representative of real world emissions and therefore will help to further reduce levels of nitrogen dioxide emissions from new diesel cars and light commercial vehicles. 
The RAC welcomes a number of the other proposals outlined in the plan. Specifically:

· Traffic flow measures: We believe that improving traffic flow through improved traffic light sequencing and replacing speed humps with speed cushions are a welcome and relatively effective way to reduce heavy braking and acceleration, which increase harmful emissions. 
· Buying ULEVs and encouraging transport operators to do the same: It is vitally important that local authorities take as many steps as possible to have clean, ultra-low emission fleets operating before they choose to charge owners of private vehicles. Typically, local buses and taxi fleets are likely to be more polluting and also doing the highest mileage, contributing disproportionately to the high levels of NOx emissions. 
· The principles that underpin the proposals for Clean Air Zones, i.e. 

· a tiered approach based on 4 classes of vehicle with those vehicles that contributing most to the problem commanding the highest priority for action to improve air quality

· A recognition that charging should only be considered when other measures are unable to deliver the necessary improvement in air quality

However, we have some concerns regarding the following:
· Clean Air Zones: The RAC believes it is essential that local authorities work within a consistent national framework to target poor air quality in areas that require attention. It is imperative that before local authorities introduce charges for owners of passenger cars to enter clean air zones, they must do everything else possible to reduce pollution. This should include drawing up plans to replace local bus and taxi fleets with hybrid or pure electric alternatives or where possible retrofitting hybrid technology to existing buses and taxis, targeting vans and HGVs before cars, as well as other measures such as reviewing road layout and other measures to improve traffic flow. A rush to charge car owners without evidence that other measures have not worked will be seen simply as a money raising exercise by those impacted by charging. More prescriptive help and guidance is therefore required to ensure that charging levies on cars are considered only after all of the alternatives have been demonstrated to be unable to achieve the required reduction in nitrogen dioxide levels. Few local authorities have the resources to effectively model the impact of the measures that they have at their disposal and therefore central government needs to provide the necessary guidance and help to local authorities to do this. 
· Scrappage scheme: There is insufficient detail on how a vehicle scrappage scheme might work for the RAC to understand which vehicle owners would benefit and also how it might improve local air quality. Targeting older, more polluting diesel vehicles that travel most frequently in areas with the highest nitrogen dioxide levels would appear to be a logical objective. However, any scheme needs to recognise that those who will drive into city centres are just as likely to live in city suburbs and surrounding rural areas as those who live in city centres. Indeed those who live in city centres may have better public transport alternatives and are therefore less likely to be dependent on use of a private car to travel to work. We have commented further on this in our response to Question 3.
In summary:
· We believe that the principles and many of the specific proposals within the draft plan are a sound basis for improving air quality.
· We do not believe that many local authorities have the expertise or resources to objectively decide what measures are appropriate in their areas. We therefore believe that there is a bigger role for central Government to play in supporting local authorities to ensure they impose measures that are evidence-based and proportionate to the local air quality problem. 
· We believe that the Government should have a more pro-active long-term plan to encourage the take-up of ultra-low emission vehicles. Specifically:

· The plug-in grant scheme should be extended over the course of the next Parliament, with grants to local authorities to support charging infrastructure.
· The Government should also consider re-introducing incentives to switch to ultra-low emission vehicles through the VED system, some of which were removed by the changes that became effective in April 2017.

· We believe that Government should actively encourage the take-up of plug-in hybrid cars. We have expanded on this in our response to Question 7

2. What do you consider to be the most appropriate way for local authorities in England to determine the arrangements for a Clean Air Zone, and the measures that should apply within it? What factors should local authorities consider when assessing impacts on businesses? 
The RAC believes that DEFRA has correctly identified local authorities as the most appropriate conduit to improve local air quality as they are likely to be best-placed to find local solutions and initiatives to improve air quality in specific areas.  

However, within the Government’s Clean Air Zone framework, there is little guidance on the processes which local authorities must follow before they can introduce charging Clean Air Zones. 
· Charging Clean Air Zones: The RAC notes that the Government has four classes of clean air zones outlined, but the framework makes no reference as to the process by which each local authority selects which class of zone they may wish to implement. Our strong preference would be that no authority should be permitted to implement a class D zone (which includes cars within the charging scope) before all other zone classes have already been modelled (and preferably implemented) and shown as being unable to achieve the required improvement in air quality. If levels of nitrogen dioxide inside the Clean Air Zone are shown to still exceed legal levels, then we would accept the need for class D measures to be applied following consultation with local residents and businesses. 
The contribution that a vehicle makes to poor air quality is determined by the emissions level of the specific vehicle, (Euros 1-6), the distance travelled by the vehicle within the clean air zone and the effectiveness of traffic management within the zone (i.e. how congested the traffic is and how much vehicles have to stop and start when driving within the clean air zone). The RAC continues to argue that it is unreasonable to charge a Euro 5 diesel car that is driven by only a short distance within a clean air zone as a commuter and therefore spends the majority of time parked when other vehicles are contributing far more to the problem by virtue of the mileage driven within the Zone. (see below) 

· The RAC has concerns about the rigid definition of cars falling within the scope of Class D (Anything older than a Euro 6 diesel or a Euro 4 petrol). This will result in charges being levied on a large number of smaller Euro 5 diesel cars whose owners were encouraged to buy these by Government policies aimed at helping the UK deliver its carbon dioxide emissions commitment. It would be unreasonable to penalise these owners unless financial assistance is available either to replace their vehicle via a scrappage scheme or retrofit emissions reduction equipment, if this is available. Government might therefore wish to consider defining two levels within Class D with a less stringent option D (i) which would define Euro 5 diesel and Euro 3 petrol as the minimum standard to avoid charges and a more stringent option D (ii) based on Euro 6 diesel and Euro 4 petrol as the minimum standard to avoid charges. Local authorities wishing to implement charges for Class d (ii) would need to demonstrate that charging for Class D (i) would not deliver the required air quality improvement.
3. How can Government best target any funding to support local communities to cut air pollution? What options should the Government consider further, and what criteria should it use to assess them? Are there other measures which could be implemented at a local level, represent value for money, and that could have a direct and rapid impact on air quality? Examples could include targeted investment in local infrastructure projects. How can Government best target any funding to mitigate the impact of certain measures to improve air quality, on local businesses, residents and those travelling into towns and cities to work? Examples could include targeted scrappage schemes, for both cars and vans, as well as support for retrofitting initiatives. How could mitigation schemes be designed in order to maximise value for money, target support where it is most needed, reduce complexity and minimise scope for fraud? 
Air quality is a local problem and Government should provide encouragement and support for measures that mitigate local problems, such as
· Local infrastructure projects that reduce traffic within areas of poor air quality by rerouting traffic via alternative routes.

· Projects that improve traffic flow within areas of poor air quality by improving traffic control systems, removing congestion bottlenecks etc.

· Schemes that encourage the take-up and use of ultra-low emission vehicles, e.g. improvements to the charging infrastructure

In each case, the applicant needs to be able to demonstrate through robust modelling that the schemes will deliver a material improvement in air quality and will reduce the need for alternative measures, e.g. it will remove the need to charge Class D vehicles to enter a clean air zone.
Actions have been defined in the plan that can relatively quickly improve air quality such as replacing speed humps with speed cushions and improved sequencing of traffic lights to improve traffic flow. Local authorities should be encouraged to introduce ‘no idling zones’ in areas of heavy congestion – which encourages motorists to switch off engines when stationary in traffic. Environmental protection officers and possibly parking attendants should enforce this with penalties for drivers who do not switch off their engine when stationary without good cause. Local authorities should be required to display roadside signage in areas of poor air quality encouraging motorists to switch their engines off when stationary. We also believe that roadside electronic variable message signs should be used to warn motorists when approaching areas where air quality is poor and encouraging them to seek alternative routes or to use park and ride facilities. 

The RAC supports the principle of a targeted scrappage scheme but modelling studies sponsored by the RAC Foundation have demonstrated that without effective targeting, a scrappage scheme would be expensive, deliver only modest improvement in air quality and offer poor value for money for tax payers. Beneficiaries of a scrappage scheme need to include both those living in and those who drive regularly into an area of poor air quality, even if the keeper lives well outside the area or the vehicle might be registered to a keeper in a different part of the country. The most effective way of achieving this might be by identifying eligible vehicles using ANPR to record vehicles that drive regularly within an area where improvements are needed in air quality. Thus, someone whose work required them to drive into the area would be identified and would qualify for support under a scrappage scheme. Clearly, vehicles qualifying for a scrappage scheme would need to align with Banding (Band D (i) or (ii)) - see above.
4. How best can governments work with local communities to monitor local interventions and evaluate their impact? The Government and the devolved administrations are committed to an evidence based approach to policy delivery and will closely monitor the implementation of the plan and evaluate the progress on delivering its objective. 
We would encourage Government to require local authorities to provide air quality forecasts and data online as part of its drive to improve transparency. As many local authorities will not have the experience or resources to achieve this, Government (DEFRA) should provide assistance where appropriate and quality assurance for such forecasts.  Local authorities should be required to publish air quality data before and after any kind of intervention with post intervention reviews comparing both forecast and actual air quality improvements. 

5. Which vehicles should be prioritised for government-funded retrofit schemes? We welcome views from stakeholders as to how a future scheme could support new technologies and innovative solutions for other vehicle types, and would welcome evidence from stakeholders on emerging technologies. We currently anticipate that this funding could support modifications to buses, coaches, HGVs, vans and black cabs. 
Priority for retrofitting should be given to those vehicles which are the most polluting and cover the most miles in areas with the poorest air quality. Typically, these will include local buses, taxis and commercial vehicles. If necessary, ANPR can be used to identify those commercial vehicles which travel most frequently in an area and are therefore a priority.
Retrofitting for passenger cars and light commercial vehicles should not be ruled out though it is acknowledged that technical options may be limited and cost prohibitive.  However, if technically feasible and affordable, it would provide an attractive alternative to vehicle replacement for both individuals and businesses. 
The Government should work with vehicle manufacturers to establish the safest and most cost effective options to retrofit fleets. 

The Government may also wish to encourage black-box telematics take-up which can help motorists to drive in a safe and more fuel-efficient manner. Various studies have demonstrated that poor driving style unnecessarily increases fuel consumption, and therefore emissions of nitrogen dioxide, by 15% or more. The Government should therefore consider encouraging the take-up of telematics based insurance by introducing a reduced rate of Insurance Premium Tax on telematics based insurance policies. 
6. What type of environmental and other information should be made available to help consumers choose which cars to buy?
The RAC would encourage the Government to work with industry bodies such as the SMMT to improve consumer awareness and labelling of a vehicle’s emissions footprint (aside from just CO2). Such a labelling system needs to apply to both new and used vehicles.  Government, industry bodies and other stakeholders should publish user-friendly guidance on the appropriateness of different fuel options (including ULCVs options) for different vehicle usage patterns.
All DVLA vehicle records should include a field for all vehicles identifying the associated Euro emissions standard to which the vehicle is type tested so that this is available to owners and prospective purchasers as part of a DVLA vehicle look-up. This is available for the most recently registered vehicle but needs to be added for all vehicles first registered since Euro 1 was introduced in 1992.
7. How could the Government further support innovative technological solutions and localised measures to improve air quality? 
We believe that there are opportunities for Government to do more to encourage the take-up of ultra-low emission vehicles and particularly plug-in hybrids. For most motorists, pure electric vehicles are not a practical option because of the mileage range of lower priced pure electric vehicles and the high initial purchase price of those with a sufficient range (e.g. Tesla). This is compounded by the poor availability of recharging facilities which are still few and far between and deter take-up. Plug-in hybrids offer motorists an affordable alternative to conventional petrol or diesel vehicles which can operate as a pure electric vehicle when driving through the areas of poorest air quality. Most plug-in hybrids have a pure electric range of 15-20 miles which is sufficient for this purpose.
8. Do you have any other comments on the draft UK Air Quality Plan for tackling nitrogen dioxide?
In summary, the RAC supports the following proposals:

· Measures to improve traffic flow through the removal of speed humps (but only where there are other safety measures replace them) and smarter traffic light sequencing.
· Encouraging local authorities and transport operators to upgrade fleets and replace older, dirtier vehicles. 
· Retrofitting measures on certain vehicles

The RAC does not support the following: 

· The ability for local authorities to be able to implement a Class D charging clean air zone without implementing other measures first and only when sufficient reductions in NOx levels have not been achieved through the adoption of other classes of charging clean air zones first. We also believe a Class D zone should have 2 sub-categories as explained, with one less stringent than the other. 
The RAC needs further clarification on: 

· The introduction of a scrappage scheme, and how this will operate and who it will benefit
· The process by which authorities can implement either a charging or a non-charging clean air zone

· What procedures local authorities should follow before they can implement certain classes of charging clean air zones.
· The level of charges to be levied within a charging clean air zone. 

· How the Government plans to incentivise the take-up of ultra-low emission vehicles – whether this is through the vehicle excise duty regime or other measures

· Whether the Government has future plans to extend and even expand the plug-in grant scheme.

The RAC believes the Government should further consider:
· Encouraging the use of telematics (black box) devices, which will help improve driving styles, thus reducing emissions, through a lower level of IPT on telematics-based insurance premiums.

· Encouraging the use of ‘no idling zones’ in areas with high congestion to cajole drivers into switching their engines off where practicable

· Promoting the use of electronic variable message signs which gives local residents and visitors to city centres information on the level of pollution within the urban area. 
· Encouraging local infrastructure projects that reduce traffic within areas of poor air quality by rerouting traffic via alternative routes.

· Encouraging local authorities to provide air quality forecasts and for Government to provide assistance where appropriate and quality assurance for such forecasts

· Looking to promote better labelling for consumers when purchasing a car, via showrooms or the DVLA database.
Please address any comments or further contact to:

Nicholas Lyes, RAC Public Affairs Manager

 nlyes@rac.co.uk 

David Bizley, RAC Chief Engineer

 
dbizley@rac.co.uk   



Pete Williams, RAC Head of External Affairs
 peter.williams@rac.co.uk
Date of submission: 10th June 2017
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