
  

  

Stellantis response to the Green Paper: New road CO2 UK future legislation.  

  

Stellantis encompasses the Vauxhall, Peugeot, Citroën, Fiat, DS, Jeep, Alfa Romeo, Abarth and Fiat 

Profession brands in the UK.  Throughout the UK, Stellantis employs over 5,000 people across a 

number of sites including our two manufacturing sites Ellesmere Port, soon to transform to BEV only 

passenger and commercial vehicle production, and Luton producing the Vauxhall Vivaro, Peugeot 

Expert, Citroën Dispatch and Opel Vivaro. We welcome the opportunity to respond to this 

consultation.   

Any future regulation must encompass the principle of better regulation.  It would be more cost 

effective and simpler for the UK to continue to align with the EU CO2 legislation.  The majority of 

OEMs are part of larger European groups with heavily interlinked businesses and supply chains 

however, we note that this does not support the UKs own ambition for net zero.  To achieve the 

ambitious end of sale date of 2030 for internal combustion engine vehicles any future legislation 

must be effective and also ensure a sustainable transformation of the UK car and van market.   

We note the Governments reference for a zero emission vehicle mandate together with some form 

of CO2 for the remaining fleet.  We are keen to support government on developing such legislation, 

however we believe that it is equally important to ensure that there are complementary mandatory 

targets on the charging infrastructure covering reliability, coverage and accessibility.  As adequate 

charging infrastructure is a pre-requisite to the rapid, sustainable development of LEV market (BEV 

and PHEV).  Mandatory targets on charging infrastructure providers will help provide certainty for 

our own planning, planning for the grid, help consumer confidence and help grow a sustainable LEZ 

car and van market.   

  

Qu 1.  What metric, or combination of metrics should be used to set eligibility for cars and vans 

between 2030 and 2035?  

We support the government’s view that any metric used should be based on current WLTP test 

procedure.  We believe that that a C02 element together with a minimum zero emission capability 

should be used as the eligibility criteria for cars and vans.  

Qu 2. For your chosen metric, what threshold should new cars and vans be required to meet from 

2030?  

From a Stellantis perspective we believe that it is important to focus on the ‘significant’ element of 

the zero emission capable. As such, we would support a definition which would be sub 50g CO2 – in 

line with the current definition of what is considered Ultra Low Emission. A minimum zero emission 

range should also be part of the definition again based on the current WLTP test procedure, a 

minimum range of 25 miles zero emission capability is sufficient to support average commutes and 

short urban journeys.   

It is important to note that thresholds and metrics shouldn’t be too burdensome recognising that we 

are talking about technologies that will be allowed to be sold on the market for an additional 5 year 

period.   

  

Qu 3.  What other requirements could be introduced, if any, to maximise zero emission capability?  



  

In order to ensure that SZEC vehicles can maximise their potential, further consideration is needed as 

to how fiscal incentives can support the greater use of the battery as well as ensuring ease of 

charging infrastructure to make it easy as possible for customers to always want to maximise battery 

usage.  The current tax system does not necessary support the government’s ambition for zero 

emissions for example fuel duty. It is important to ensure any measures to support maximising zero 

emission are existing solutions, designing new solutions for a short period of time would not be 

proportionate.   

  

Qu 4.  What would the impact be on different sectors of industry and society in setting an SZEC 

requirement, using evidence where possible?  

During the transition towards zero emission vehicles the policy must be carefully coordinated to 

ensure vehicles remain affordable and that no customer is unfairly discriminated against.  Acess to 

efficient and affordable charging solutions will be a critical element in any transition plan.   Clear and 

accurate messaging is needed to ensure that there is a focus on transition and not on bans.  As the 

Green Paper outlines, the UK has set carbon budgets to achieve and PHEVs and HEVs play an 

important part in achieving these. The vehicles that are on sale today, will remain in the car parc for 

many years to come – helping reduce the overall CO2 of the total car parc. These technologies also 

offer customers comfort in stepping away from traditional ICE – providing an opportunity for zero 

emissions driving. Their important role in the transition should not be underestimated nor should it 

be diminished.   

In the lead up to communication around what vehicles can be sold between 2030 and 2035, 

communication to the public should be clear and ensure that existing users of PHEVs and HEVs are 

not penalised through the requirements placed on new significant zero emission vehicles from 2030 

onwards.  We need to avoid any situation which could cause shocks in the market as we have seen 

historically as such we are keen to work with all stakeholders to prevent any market shocks.   

  

Qu 5.  Do you have any comments regarding Option 1, to replicate the current regulatory 

framework, albeit with strengthened targets, to meet our wider carbon reduction targets and 

phase out dates?  

It is essential that any legislation should be developed to support these key principles:  

1. Legislation should be simple to administer and implement and meet Better Regulation aims 

and objectives - transparency, accountability, targeted, consistent and proportionate.  

2. Legislation and European regulations should work in harmony to enable an internationally 

co-ordinated response to CO2 reduction targets which also assists manufacturers to 

minimise the additional administrative cost burden and complexity of working with different 

legislation.  

3. Legislation should be developed to maintain and drive a sustainable vehicle market in the UK 

working in harmony with other key government incentives  

4. Legislation should also complement and be conditional upon additional legislative targets for 

the charging infrastructure. An adequate fit for purpose, reliable and accessible charging 

network is essential for the transition to zero tailpipe emissions. Targets on 

manufacturers/supply side will only be achievable with the certainly of the charging 

infrastructure.   



  

5. Legislation will need to be developed with suitable review periods to ensure that there is 

adequate growth of the ecosystem needed to deliver zero emission at the tailpipe.   

Providing that the legislation achieves these principles and delivers on the UK governments phase 

out plans for the internal combustion engine, then it should be introduced. We note that in the 

Green paper Government already raise concerns over how a straight CO2 target can achieve such 

objectives and be a future solution for all road transport.  While from a continuity perspective we 

consider that a CO2 target has its attractions given that this is something that the industry is use to 

working to. In addition, we note that the EU are considering future CO2 targets. Given that our 

business is intrinsically linked to the EU from a production manufacturing perspective, product 

development and management, aligning to the EU would be more efficient and effective for the 

industry but we note would not meet the UK’s own objectives or timings.   

Qu 6.  Do you have any comments regarding Option 2, to introduce a ZEV Mandate or sales target 

alongside a CO2 regulation?  

We note that a ZEV mandate alongside a CO2 regulation is the preferred government option. We 

believe that if this is developed effectively meeting the principles we outline above regarding; 

simplicity; accessibility for our customers; delivering a sustainable vehicle market in the UK; 

complementary targets on the charging infrastructure; and ensuring adequate review clauses – then 

this is something that Stellantis in the UK can support.   

A ZEV mandate and a CO2 target appears to be more burdensome than the current CO2 system, or a 

replacement CO2 system with having to achieve 2 different targets. We note Government’s 

comments that they appreciate the challenge for industry and we would expect that the CO2 

element will act as a back-up, or a CO2 ceiling rather than a strengthening target.  The legislation 

must also recognise that the standards to which the vehicles on the market also have to meet, such 

as EURO 6 and EURO 7  act as a way of restricting harmful emissions from ICE. Given these additional 

checks, this should be taken into consideration when setting the CO2 element of the ZEV mandate.   

We are keen to work with Government on how we can develop a system which meets the principles 

outlined above and deliver on Governments ambition. Working together through this development  

will be essential to meeting the challenging regulatory timetable and being ready for implementation 

in 2024.  Additional flexibilities in the early years of implementation would be appropriate, given the 

need to develop the charging infrastructure as well as managing product portfolio changes which 

will vary between manufacturers.   

Qu 7.  Do you have any views on the government's initial preference for the regulatory approach 

set out in Option 2?  

We believe that providing there are adequate provisions to ensure there is a sustainable affordable 

car market, complementary targets on infrastructure providers and a simple to administer legislation 

with alignment to the EU then Stellantis in the UK can support the Governments preferred option of 

a ZEV mandate with some form of CO2 ceiling.   We appreciate Governments comments on the 

reasons as to why they prefer this option however it should be recognised that the targets currently 

in place, have already made a significant contribution to the reduction in CO2.  The technologies that 

are on the market today will continue to be part of the future car parc as they make their way 

through the used vehicle market – continuing to contribute to the reduction of carbon in road 

transport.   

As mentioned, we are keen to work with Government to ensure that any legislation supports a 

sustainable car market. Maintaining adequate levels of fleet renewal is essential to the UK meeting 



  

future carbon budgets. Such levels of fleet renewal, supporting the economy, supporting the 

Exchequer, supporting production, is only achievable in a sustainable market. We must ensure that 

the UK tax system supports such an approach so that Zero emission technologies remain cost 

effective for customers.   

Qu 8.  Are there alternative approaches that could deliver on the government's carbon budget and 

2030/2035 commitments?  

As we have outlined, what is also key is ensuring the key principles are adhered to whatever the 

legislative option:  

1. Legislation should be simple to administer and implement and meet Better Regulation aims 

and objectives - transparency, accountability, targeted, consistent and proportionate.  

2. Legislation and European regulations should work in harmony to enable an internationally 

co-ordinated response to CO2 reduction targets which also assists manufacturers to 

minimise the additional administrative cost burden and complexity of working with different 

legislation.  

3. Legislation should be developed to maintain and drive a sustainable vehicle market in the UK 

working in harmony with other key government incentives  

4. Legislation should also complement and be conditional upon additional legislative targets for 

the charging infrastructure. An adequate fit for purpose, reliable and accessible charging 

network is essential for the transition to zero tailpipe emissions. Targets on 

manufacturers/supply side will only be achievable with the certainly of the charging 

infrastructure.   

5. Legislation will need to be developed with suitable review periods to ensure that there is 

adequate growth of the ecosystem needed to deliver zero emission at the tailpipe.   

  

Qu 9.  Do you have any views on how either, or both, of the options could be implemented?  

As outlined, we are keen to work with Government on the detail of the future regulation to ensure a 

smooth transition and prevent market shocks. We are keen to work with Government on how we 

can together develop a system which meets the principles outlined above and deliver on 

Governments ambition. Working together through this development will be essential to meet the 

challenging regulatory timetable ready for implementation in 2024.  It may also be useful to consider 

additional flexibilities in the early years of implementation, given development of the charging 

infrastructure as well as managing product portfolio changes which will vary between 

manufacturers.  

  

Qu 10.  Do you have any further comments or evidence which could inform the development of 

the new framework?  

We are willing to share data with Government on our future plans and work together on the most 

sustainable way that legislation can support everyone’s key objectives and principles.   

  

Qu 11.  If deploying a combined ZEV Mandate and CO2 regulatory framework, how should the CO2 

element be set?  



  

As outline above, we believe that the CO2 element should be as simple as possible to implement and 

should be looked at capping the emissions rather than controlling the CO2 of conventional ICE. Effort 

and focus for OEMs should absolutely be on the zero emissions mandate rather than the CO2 

element.  We note Government’s comments that they appreciate the challenge for industry in 

meeting 2024 target and we would expect that the CO2 element will act as a back-up, or a CO2 

ceiling rather than a progressively strong target.  The legislation must also recognise that the 

standards to which the vehicles on the market also have to meet, such as EURO 6 and EURO 7 will 

also act as a cap on emissions on ICE and must be taken into consideration when setting the CO2 

element.  

Qu 12.  Should the focus be on delivering the largest possible CO2 savings, or the quickest possible 

switch to zero emission mobility?  

It is essential that any ZEV mandate or CO2 saving should secure a sustainable transformation of the 

car parc, protecting a competitive UK vehicle market.  A sustainable transformation can be secured 

through working with the sector on targets to help achieve the end of sale date for ICE and ensuring 

legislation meets the principles we have outlined in this paper.   

Building on one of these key principle, it is essential that legislative targets are also placed on the 

electrical infrastructure providers with coverage and charging point density in order to provide 

certainty to customers. Furthermore, mandatory targets should also reliability targets and ensuring 

full accessibility to prevent the situation we have today whereby multiple charging apps, 

subscription costs and multiple charging cards are needed.  Legislation should support the 

development of a fit for purpose charging system which meets the expectations of customers and 

making sure that it is as easy to charge as it is to refuel today.  We note that the Government has 

already made efforts in this respect regarding future accessibility targets but we must also ensure 

this applies retrospectively as well. We look forward to further consultation on the charging 

infrastructure later this year.    

It is also important that other Government policy should support the industrial transition within the 

sector. Developing a strong UK ZEV market helps with allocating sales to the UK but will not be alone 

in transforming the production of vehicles in the UK. Product allocation for manufacturing plants is  

highly competitive with other countries providing large incentives.  For the UK ensuring that the UK 

can produce zero emission vehicles to match the Governments ambitious plans and target, further 

support is required.  The Automotive Transformation Fund was designed to support transforming 

the supply chain and battery manufacturing – there is no active support for transforming UK vehicle 

manufacturing. We believe that support for zero emission production in the UK could be facilitated 

through a new fund or an extension to the current ATF, supporting the transformation of the entire 

industrial value chain.   

  

Q13 - How do we ensure that the target allows for sufficient supply of low and zero emission 

vehicles; supports investment in the UK; and delivers our carbon reduction commitments?  

Support for vehicle manufacturing is essential to ensure that the UK can benefit from the ambitious 

transition plans. As outlined above, a target in itself will not drive the transformation of UK 

manufacturing.  It is essential to match support packages we see across the EU, expanding the 

current Automotive Transformation Fund to include production of vehicles is one way support can 

be provided to the industry as a whole and not just supply chain and battery cell production.   



  

As directed by Governments in the UK and EU, targets facing the industry are based on zero emission 

vehicles. While we believe that hydrogen fuel cells are part of this strategy going forward, the 

immediate available and more affordable technology is battery electric.  To ensure that we can 

produce the vehicles needed to meet the end of sale date of ICE by 2030, it is essential that 

Governments sets explicit targets for the provision of 60 GWh of battery production within the UK 

by 2030. This would ensure that the UK has the capacity to produce up to 1 million electric vehicles 

domestically, and make it easier for UK produced vehicles to meet local content requirements, 

avoiding export controls.  

Essential to having the battery capability and supply chain in the UK is the need to transform and 

expand the current manufacturing operations. As already mentioned, we need a competitive 

manufacturing base and support to secure transformation investment. We believe that Government 

should expand the current Automotive Transform Fund to support the transition of the current 

manufacturing sites to produce LEVs.  Ensuring that we can secure investment to transform 

manufacturing is key to securing the investment in the UK supply chain as well.   

In addition the competitive manufacturing base is essential to maintain investment levels. The 

furlough scheme recently introduced in the UK during the pandemic was essential for the 

automotive industry. Other EU countries already have such schemes which are used at times of 

economic uncertainty, such as Germany. Having permeant access to such a scheme when conditions 

dictate will help the competitive manufacturing base within the UK   

Q14 - Should the new regulatory framework include exemptions or modified targets for certain 

specialist vehicles and/or niche and small volume manufacturers?  

It is important to recognise that while zero emission technology is suitable for almost all purposes 

there are certain Light Commercial Vehicle usages that are not suitable to battery technologies.   

Exemptions should be used for those particular use cases, for example those with a high towing 

need above 1 Tonne or wheelchair accessible vehicles, ambulances, armoured vehicles.   

In relation to niche and small volume manufactures (SVM), many of these manufacturers also tend 

to not develop or manufacture their own powertrains. They are reliant on larger volume 

manufacturers. This reliance on others means that they will inherently become zero emission 

vehicles as the market evolves. Their business models though mean that they may simply take a little 

longer to reach that point and there is negligible environmental benefit to forcing them to change in 

exactly the same timescales, given that they need additional time to develop their products on zero 

emission technologies while still meeting the specific requirements demanded by their customers.  

In the cases where manufacturers do develop their own powertrains, the specific performance 

expectations of their customers often leads to very limited packaging availability for hybrid solutions, 

meaning that they may have a more restricted EV range.  It would useful for such manufacturers to 

set a different SZEC threshold is set for these vehicles. SVMs inherently have a much small product 

portfolio than large OEMs over which to average their fleet emissions. This means that emissions 

from higher performance or utility vehicles cannot be offset with lower emissions from other 

models.  

ZEV mandate  

 

 



  

SVMs should be exempted from any ZEV mandate, consistent with the approach adopted in 

territories worldwide where such a mandate has been enforced (i.e. California and China, where 

independent OEMs selling less than 4,500 and 30,000 vehicles pa in the country, respectively, are 

exempt from the mandate).  

CO2 regulations  

All current exemptions for SVM registering less than 1000 vehicles in the UK per annum should be 

continued in the new framework.  SVM registering more than 1000 vehicles in the UK per annum 

should still be eligible for derogation.  

The exact need and justification for derogation / exemption can therefore only be truly assessed 

once the framework and targets are confirmed but the same principles apply for CO2 regulations or 

ZEV mandate.  

Q15 - Should credits be awarded to vehicles that meet the SZEC definition?  

Yes, SZEC technologies can offer great savings and the right incentives to utilise technologies such as 

PHEVs can have a significant contribution towards net zero. Furthermore, SZEC technologies also 

help with customer acceptance of zero emission vehicles.  Greater detail on how credits can be used, 

what qualifies for a credit etc. would be essential in further developing our response.   

Q16 - If so, should this be a fixed number of credits, or should there be a sliding scale that 

recognises the difference in CO2 efficiency of various SZEC-compliant vehicles?  

It’s important to recognise the contribution these vehicles can make and we would support some 

element of a credit for the vehicles which contribute towards the full ZEV mandate.   We agree that a 

full credit would not be appropriate and some differential is needed. How the proportion of the 

credit is awarded should be simple to administer.   

Q17 - Should this be considered within the new framework?  

Yes, we believe this should be considered within the new framework as it allows an increased 

flexibility for OEMS, while ensuring that the overall new vehicle fleet meets designated targets at 

specified times.  It is the performance of the whole fleet which will have the biggest impact on 

carbon budgets.  

Q18 - If so, over what timeframe should they remain usable and should credits and debits be 

treated the same or differently?  

As long as they are able to be sold in the UK up to 2035, such credits should be able to be used, all be 

it as a proportion of a credit.   

Q19 - Within the trading element of the new scheme, should there be limits on the number of 

certificates/grams of CO2 that can be bought or sold?  

We believe that there should be flexibility in the system to allow for credits to be carried forward for 

trade to help manage production life cycles and when certain models will be available on the 

market. As you will be aware, vehicle due to be on sale over the next 10 years have already been 

developed and in advance planning stage.  Allowing for flexibilities will be key, however further 

information will be able to be given once great detail on the scheme will be discussed.   

Q20 - Should such a market cover the whole of road transport or should there be some constraints 

imposed on trading across manufacturing sectors (e.g. cars and Heavy Duty Vehicles)?  



  

At this stage we believe that there should be different targets and glide paths between car/van and 

HGVs, it does not seem necessary to combine trading but rather treat these sectors as separate.   

Q21 - How, and at what level, should fines be set in the new UK regulatory framework and should 

this vary for different vehicle types?  

If all vehicles are treated and traded the same, similar fines should also be levied. However, as stated 

above greater detail on the intended scheme is needed before we can make an assessment.   

Q22 - Would there be benefits in seeking to ensure any CO2 targets in the new UK regulatory 

framework take into account real-world emissions data alongside the lab-tested WLTP CO2 

emissions figures? If so, how might the two be linked?  

WLTP, while being a laboratory cycle, has been developed to reduce the gap between real-world 

emissions and the data derived from type approval tests.  It provides reliable, comparative data 

between different models and representative data for an individual vehicle.  

Through UNECE WP29 (World Forum for Harmonisation of Vehicle Regulations), the UK contributes 

to the continual improvement of the WLTP regulations to implement improvements to the test 

procedure as vehicle technologies develop.  This will minimise any gaps between the laboratory and 

real world data, although accepting that such gaps cannot be eliminated completely.  

There is now also a requirement for vehicles to be fitted with On Board Fuel Consumption  

Monitoring Devices, specifically for the purpose of monitoring real-world performance against WLTP 

data.  Information from these devices will be used to evaluate the need for amendments to WLTP.  

While a methodology for capturing that data has yet to be finalised at a UK level, we are keen to 

work with Department for Transport to develop a robust method for the capture and analysis of this 

data.  

  

  

  

For further information please contact (Redacted - Regulation 13 of the Environmental Information 

Regulations 2004)   
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