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There is an ongoing role for the provision of information in this area; however, as the majority of this
data infrastructure work has been done (i.e. the programme has been established to a steady state),
there is the question of what level of investment is warranted for the future and for what purpose.

Recommendations

In considering the question of what level of investment is warranted for the future, and for what
purpose, this could involve:

e the programme being a “tool” for other programmes (e.g. the Electric Vehicles Programme)

e maintaining consi and credible market information to support any potential vehicle fuel
efficiency stan technologles

Itjecomm@ﬁat EECA
iew the uel Econ eIImg Programme in light of other light transport

iitiatives (e vehlcles
. @ nwestlg eff|C|enc ps with the Ministry of Transport
e investi ore broadly forg tin, and value of, addressing behaviour
change chasmg sider oth ifns besides labelling) with the Ministry of
Transport é
EECA should consider the ei ntext omnposed N d Energy Efficiency and
Conservation Strategy prior|t| W|II aléo contlnuem ithin the existing

regulatory framework. /, O&
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1 The problem

Vehicle buyers are not factoring fuel economy into their vehicle purchasing decisions, as there is no
reliable fuel efficiency information available to allow them to compare different vehicles.

1.1 Whyisit a problem?

Light vehicle fuel consumption is high and contributes to significant greenhouse gas emissions. EECA
estimates light vehicles contribute to 54%" of all vehicle emissions or 9.3% of New Zealand’s total
emissions’. Reducing average fuel economy will help towards reducing our carbon emissions and
decrease fuel costs.

There are a number of why vehicle energy use and greenhouse gas emissions are so high,
mcIudmg

as one o] ighest rates of car ownership in the world®, which has grown
rapldly &we introducti sed Japanese imports.
Zeala le fleet is @the oldest in the developed world. Older vehicles tend
Tlver poor onomy &ér vehicles. At the end of 2005, the average age of
\@clafleet \6 %t 12 year &nd of 2014 this had increased to 14 years.
aders have h|st tende c@ur larger cars. The increase of lower cost

mber of I ine sports utility vehicles (SUVs) in the
?e reduc idngreil prices Kas sed demand for higher powered new

light vehicle
vehicles (partic

the light ercial a UVk?ket).
o New Zealand’s ge grfaﬂd populati read ma umly reliant on private transport,

and public transport s¥s do no le altern conomic option for many

trips. O G
7 & .
1.2 The programme / \9
1.2.1 Origins ;.

In 2002 the Ministers of Transport and Energy ap ablnet osaI toi e the
average fuel economy of light passenger vehicles im o New Ze@ Their prop sal
stemmed from an earlier report on the potential to mtr ational fuél eco y standards.

As a first step, it was recommended to Cabinet that the Gover fast track a fflClency
labelling regime for new and used light vehicles under the 2001 rgy Efficiency and
Conservation Strategy (NEECS). The regime would be enabled by re under section 36 of the

Energy Efficiency and Conservation Act 2000 (the Act).

! Total light vehicle emissions are 7.5 million tonnes CO, per annum. For every litre of fuel consumed in an average petrol passenger
vehicle, around 2.34 kg of carbon dioxide is released into the atmosphere.

? Total greenhouse gas emissions are 81 million tonnes, according to the Ministry for the Environment’s Greenhouse Gas Inventory 2016.
® [EA-Advance Motor Fuels Annual Report (2012)

* SUVs currently account for 38% of all new light vehicles registrations compared to 31.5% for sedans and hatchbacks.

® Cabinet Paper - Report back on vehicle efficiency Standards and The Introduction of Fuel Consumption Reporting and Fuel Economy
Labelling for Light Duty Vehicles. Proposals for the Design of Schemes for New Zealand 2002.




1.2.2  Purpose

The initial purpose of the vehicle fuel economy labelling scheme (VFEL) was to improve the fuel
efficiency of light vehicle models imported into New Zealand by providing consumers with
comparative fuel economy information at point of sale. This enabled more informed purchase
decisions, and increased demand for more fuel efficient vehicles. Improved light fleet fuel economy
also offered important co-benefits by reducing the volume of imported fuel, and improving New
Zealand’s greenhouse gas emissions profile under the Kyoto Protocol.

1.2.3 Key components
Since it began in 2008, the VFEL programme has cost about $500,000 per year and reduced vehicle
fuel emissions by approximately 66 ktCO,e to 2013°. Key components of the programme are:

e Reporting o onomy performance of vehicles imported into New Zealand.

%mandatory new and used vehicle labelling (except for private

e activiti%sure car dealers are displaying the label.

/)

1.3.1 Light/ buyers/own Q

Light vehicle bu either pu sing privately ﬂmercial fleet.

Private buyers / < p '/

IPSOS market research in Ooﬁgests th:me buyers ue i of personal contacts, car
dealers and online informati s@s whefi's X@ for cars. @f% of them then go on to
purchase their cars from a used rand 29

/e % f@ new car @\ terms of priorities,
over a quarter of those surveyed ra e%nsump w top thr f& for their final

$

decision, usually behind price and reliability

0 . 4§
New Zealanders are reluctant to scrap older Q?aaa resu@% age age O is now 14
years, with 20% of them more than 20 years old. /O : O

Fleet buyers

Fuel consumption is an important consideration for 62% ofgommercial feet p@er but this falls
well below reliability, price, size, safety, and experienceg. X

Most people hunt out information online or via the dealership, wheéh/w:jority of purchases are
made.

1.3.2  Lightvehicle sellers

Private buyers typically purchase their new vehicle from a franchise dealer. A fr dealer
purchases inventory from the manufacturer. As a franchise holder, the dealer must @ astringent
set of manufacturer’s criteria including dealership appearance, parts and service operati d
customer service systems. They offer the consumer peace of mind through key areas suchtas brand

® 2013 evaluation conducted internally by EECA
7 Online survey (n=261)
8 EECA-commissioned Synovate market research in 2011 (n=50)




reputation, factory warranty, factory trained technicians, brand specific diagnostic knowledge and
repair tools.

Franchise dealers also sell used cars that may be from any brand but are usually dominated by the
vehicle brand(s) the franchise represents. Certified used car programmes which were once popular
with manufacturers are limited now to just one brand covering both Japanese imports and New
Zealand vehicles.

Independent dealers are not affiliated to a particular manufacturer or brand(s). These are typically
used car dealers that operate as a standalone business and don’t usually have a parts or service
facility. Vehicle stock age is typically older than at a franchise dealer with many specialising in used
Japanese imports which er purchased directly from auction houses in Japan or from local
wholesalers who import'us h|cles in bulk. Other popular source countries for used vehicles
include the U Klngdom a and the United States.

'rson ca the busm otor vehicle trading must legally be registered as a Motor
er (M

Onlinep! s have be@ pular res{ or consumers to both find information about

rete thep hase Private seI anchise dealers and independent dealers

vehicles a

advertise vehi Q sa onllne | sales adv ts are dominated by used vehicles,

however new ve re also avai radltlona auctlon houses allow for vehicles to be

purchased in person for d price, aIso increa developlng online sales

opportunities.

2 Strategic fit ‘ GJ

The VFEL programme was mandated by C rough th EECS an e The

programme is part of EECA’s regulatory resp dmini the Ener lency

(Vehicle Fuel Economy Labelling) Regulations 20 Q

VFEL is also consistent with government initiatives su energy aQ ate areain the

Business Growth Agenda (BGA) Natural Resources chapter he BG |gnalst aIand should
“ensure well-functioning markets, and identify and remove re y barrlers rt renewable

energy and reduce carbon emissions.”

It also fits clearly into the New Zealand Energy Efficiency and Conservat 2011-16
(NZEECS) which aims for “a more energy efficient transport system, with a

@ rsity of fuels

The VFEL programme contributes to a more energy efficient transport system by a| rove
the fuel efficiency of light vehicles entering the fleet. The programme does this by provi
information to consumers to help them choose wisely and understand the benefits of doing so.

and alternative energy technologies.”

EECA’s strategy prioritises “influencing consumer behaviour in vehicle choice, efficient driving and
using alternative fuels.” VFEL influences light vehicle choice amongst consumers.
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3 Role for government

3.1 Market failures and barriers

3.1.1 Market failure
In 2001/02 an investigation into New Zealand’s light vehicle fuel efficiency identified that that there
was no reliable fuel efficiency information available to vehicle buyers. For many vehicles entering

the New Zealand fleet there was simply no fuel economy information available, and where it was
available, it was often m visible. This meant that vehicle buyers did not take into account the

running costs over the life. As a result, the overall fuel economy of the light vehicle fleet

@ was higher thagran eff|C|ent r et would provide.

narket tioning a ely, vehicle buyers would be able to factor fuel efficiency
urchas A lac ation has been identified as the primary market failure
prev t is from Q /
Lack of i Q A/unde ﬁg

Thereisla ation on fu? jency in cle,market which results in high search
costs. Search ¢ fe transa casts faced / s (largely the value of their time) in
del t & VFEL, se r s for fuel efficiency information were

finding the ‘best’ m
high because fuel eff|C| rmation er did not exist or not made readily available. This

means vehicle buyers were ufia o mlnlmwotal cost o@ by taking fuel efficiency
into consideration when purcha @ vehicle /‘ /
3.1.2 Market barriers 4 O ’ 6: ?

rchase.

Present bias

Vehicle buyers prioritise the upfront cost of %Ver the%fe costs.
Priorities ? :
Fuel consumption is a secondary priority to price and so@es reliabilit ant@ty (see Figure 1)°.

/e y
e
B

® From IPSOS research 2014 page 22 (n=202)







Improved energy security through reduced oil imports: In the long term, the price of oil is likely to
become increasingly volatile as worldwide energy demand grows. This is compounded by ongoing
political instability in major oil producing regions. While there may be some short term decreases or
increases in the price of oil, these factors point to an ongoing increase in the price of oil in the
medium to long term. As a net importer of oil, New Zealand is particularly vulnerable to the adverse
effects of rising oil prices. Reduced fuel use in New Zealand’s light vehicle fleet will reduces the
quantity of oil imported.

3.2.3  Private good benefits
Decreased fuel costs for light vehicle drivers: The immediate benefit of improved fuel economy is

reduced fuel costs for the c§sumer

@gtentl &
To dat e has bee ewdenc%rket looking to play a role in providing fuel
s

efficien Oauon to p ce carb ions and fuel costs.

Fuel economy @ pollcy( s been m@fd in several large economies across the
globe including th x inaf rience shows that there are unlikely to

be negative externalitie h|s type 6f rventio

A key aspect of resolving th j Ormation fal@ rlng that @ ation that is provided is
independent and authoritative. g0 ernmentf roIe /HG
4 Intervention \S\ Q'&

4.1 Intervention logic O 63
There is no intervention logic for the programme cur é O
4.2 Options /’

A Cabinet paper in 2001 reported on different policy options for i @ e fuel efficiency of light
passenger vehicles including labelling, fuel economy targets and fiscal in€entives. It recommended

rnational

that labelling and fuel economy reporting were the best options given that NewfZealand was
expected to benefit from interventions in other jurisdictions.

The Regulatory Impact Statement for the programme outlined four options for info:

intervention, including a preferred option.

4.2.1 Option 1: Status quo
Maintaining the status quo would have meant that:

™ An intervention logic will be developed if required when implementing the review findings.

10



e the Fuelsaver website (introduced in 2006 to promote fuel economy awareness in New
Zealand) would remain the primary reference for fuel economy information

e the Government and other organisations would continue general awareness campaigns

¢ vehicle fuel economy labelling would have remained at the discretion of the vehicle
manufacturer. Uptake had been low and the information provided varied for each
manufacturer.

This option was not preferred because it did not solve the problem and meet the policy objective —
to address the lack of information available to consumers about the fuel economy of a vehicle, and
the long term fuel costs of operating it, when making a purchase decision.

4.2.2 Option 2: Genelmg
This would involve the estab ent of a mandatory labelling scheme, but the label would simply

refer the co tothe F Is website for fuel economy information. This would be quick to
entan operate ric label would be applied to all vehicles and would not

ﬁ cific f nfor& t was not preferred as a generic label does not provide

sufﬁ armatio nce the r and therefore does not meet the policy objective. A

generl es not offer ajor ben |t r and above status quo, and would create an
addltlonal 0 t placmg thﬁl

4.2.3 Option ftory Lat@r New Ve
This involves a mandatory fffel econ ling for n Ies only. The label would apply to

new vehicles and there ea hlgh ee of certainty th tested performance reflects
SW eferred a eme that lies to new vehicles would
only cover a third of all newf e antsa d t fulfil th

actual performance. Thl
obJective.

Option)

4.2.4  Option 4: Mandatory Labelf int OfS(Q (md us &s (Preferred

The preferred option will: Q / @
be mandatory at the point of sale for ne\/{ d vehlcle@ ing motor

weighing less than 3.5 tonnes sold by registe r vehicle #adgrs

use a dedicated label that displays fuel economy'infefmation by a’star

e display additional information to help the consumer, i@ an m&@ﬁual cost of

fuel

e be based on the fuel economy information on the Fuelsaver@l/

e apply to vehicles sold through vehicle trading websites

A motor vehicle trader is a person registered under the Motor Vehicle Sales{@/ho sells more
QLC

than six vehicles, or imports more than three vehicles, per year. Labelling would @ art of the
requirements for the commercial sale of vehicles and would not apply to private salés of impOxts,
except where vehicles are sold through vehicle trading websites.

The label will include a comparative star rating that indicates the vehicle’s fuel economy relative to
other vehicles in the fleet, along with an annualised cost of fuel for that vehicle. The label will
include a disclaimer to state that the information on the label is indicative only, and that actual fuel

11
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combination of web-based and label display of fuel economy information for new and used entrant
vehicles is expected to provide a 25-year, 5% discount rate NPV of $343 million, and avoid the
emission of 985 ktCO, over 25 years. By the end of year 5 the fuel saved is expected to be to the
order of 6.2 million litres per year (i.e., around 15,000 tCO, avoided per year). By year 10 the fuel
saved is expected to be to the order of 14 million litres per year (i.e., around 35,000 tCO, avoided
per year)”. This year 10 figure equates to about 0.5% of emissions annually, assuming total light
vehicle emissions remain at around 7.5 Mt CO, per year as in 2014.

4.5 Market readiness
EECA is not aware of any incentives for car dealers to encourage the sale of less efficient vehicles.
They are also more thani\'ﬁ: of using fuel economy as a sales tool. EECA market research in 2012

found that the majorit el they have a self-reported ‘good’ of ‘full’ understanding of the

@ VFELE, ; /‘
re incemti

that e import uel efficiency. In 2016, there were several car

@ 3 @r manufa ‘game’ the fuel economy testing standards in order to
Qake vehicle re fue&’ and therefore more attractive to buyers. This suggests
%t is plw @
manu @o were@f be mani mhe fuel efficiency tests that VFEL and other

[la

*
internatio ling schemés rely op™. This i n international one and EECA relies on an
international @7 restore% dibility of@fomy labelling.

4.6 Risks

Table 2 outlines the mainQﬁ:e prograaccess. G/

B n=69

" For example - http://www.theverge.com/2016/4/20/11466320/mitsubishi-cheated-fuel-efficiency-tests
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5 Performance

5.1 Effectiveness

5.1.1 Use of EECA tools

The number of unique views" of EECA’s VFEL web tool equates to about 30% of the total number
of Trade Me vehicle listings. For example, total vehicles listed on Trade Me in June 2016 was 74,637
and unique views of the web tool were 23,131. This gives an impression of how much the car buying
public is using fuel economy information to research their vehicle purchase.

5.1.2  Influence of label
EECA conducted market * Seal h on the level of awareness and value of the VFEL label. When
shown the label, 133 (66% recent vehicle buyer respondents stated that they were aware of

itand 89 (440 they sa |t they were vehicle shopping. Of those 89, 21 (24%) stated it

@ghly in 0|n their decision and 55 (62%) said it was ‘somewhat influential’.
&g 3: Sel ted aware; fluence of VFEL on vehicle purchases (n=201)

fuel efficiency easier to understa ore tanglb stomers”. also said its
ust man C ess have eople.

independence is important given the |

5.1.3 Compliance

Every year, EECA completes surveys on a sam i Yards t@ IeveI of €o ance with
VFEL label display. For the 2014/15 year 93% of v sampled s were dIS&
VFEL label (91% for used vehicles and 95% for new)"" O

5.1.4  Accuracy of testing standards

There will always be a discrepancy between tested and real world\flel economy dA\/ariations in
driving conditions. However, the Ministry of Transport’s 2014 Ann @ tatistics report
acknowledged that there is “good evidence that the gap between lab ry results and real world
fuel economy has been widening.” This is a global phenomenon. There is a wlde response
underway to harmonise light vehicle testing procedures®® which EECA will b

1 Unique views can be understood as user sessions per page, with each session potentially representing multiple views of
the page but a minimum of one view per session.

'® The VFEL web tool helps users work out the running costs of vehicles based on the label and their own estimated travel
distances.

7 Sourced from a draft of EECA’s 2014/15 Annual Report.

¥ The Worldwide Harmonized Light Vehicles Test Procedures.
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In the next few years, the Energy Efficiency (Vehicle Fuel Economy Labelling) Regulations 2007 and
Fuel Consumption and Emissions Rules will require amendments to ensure New Zealand regulations
are ready for a new vehicle fuel economy test method that will be adopted in Japan and Europe.

APEC produced a best practice report on vehicle fuel economy labelling in 2015. The key things

missing from New Zealand’s programme are data from real world fuel consumption and testing.
Testing has already been established as too expensive for New Zealand to do.
6 Lead organisation

EECA was recognised as t d agency in the initial Cabinet paper in 2002. The VFEL programme
clearly fits within EECA’ e under the Energy Efficiency and Conservation Act to promote

“practices a &mologles er energy efficiency”.
pability to VFEL programme over nearly a decade of continuous
t to the g rastruct ms and processes that are used to collate, share and

5’ e beste J!ECA’S influence to facilitate an intervention in
e

amme Pe
2015 at |aLIeveI vith th€dJapanese ent to secure used import data going forward.

This data i ental input to FEL pr but also more broadly for New Zealand’s
data needs in té hicle sp s both ZTA
7 Conclusions /O

ified prob@ et failure, and barriers,

There is a clear role for govern ased on the j
and the potential benefits of the programge. Howe ig difficult t te public benefits to
the programme (i.e. a reduction in gr gas emlsséd’ &
Further, this programme demonstrates that @ rgle for ent S|m coIIectlon
and publication of information by a trusted an |ve sou absent a n for
consumer action. Such information collection and p J |En

e assists the market to function more effectively Q

e provides an analytical base to support discussions, poﬁmg, decisi Ang, and

strategy

There is clear value in having quality data and the infrastructure to coIIe{?structure

includes the relationships developed with industry.
There is an ongoing role for the provision of information in this area; however, as th@ ity of this

data infrastructure work has been done (i.e. the programme has been established to a tate),
there is the question of what level of investment is warranted for the future and for what¥urpose.
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8 Recommendations

In considering the question of what level of investment is warranted for the future, and for what
purpose, this could involve:

III

e the programme being a “tool” for other programmes (e.g. the Electric Vehicles Programme)

e maintaining consistent and credible market information to support any potential vehicle fuel
efficiency standards and technologies

It is recommended that EECA:

iciency standards with the Ministry of Transport
for government in, and value of, addressing behaviour

i re b @
&se in ca@ i [ @er ther options besides labelling) with the Ministry of
sport @ /

EECA shoug} these in th t of th ed NZEECS priorities. EECA will also have to

continue to wo /heemst g atoryfra
> 0 Q
SRR
O/) 7
Y
C
{%)
(.')

21
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9 Appendices

9.1 Appendix One - Cost-benefit analysis summary

1 Scope

This analysis assesses the quantifiable outcomes of EECA’s VFEL programme since its start in 2008.
General assumptions applied in the analytical framework used in this review:

e EECA costs include all direct internal costs but not the general EECA overheads allocated to
the programm&
e All third party c6st included. These primarily consist of the marginal cost of purchasing

more gfficient vehlcl
Futu s accruin nd 2015/16 for all vehicles purchased up to the end of that
year ar ed.
&flows a @ essed in @counted at the default Treasury rate of 7%.
.
X3

2 Costs

/
e EECAi % are take%nternal ac nd include employment, operating costs
and marketmg e
e Additional cost % ’e icient |cI have been d from several sources:
o The differente tail pnce@ convent| /mta Corolla petrol vehicle
ri

-off betw economy nd/ehicle cost®®
itional vehij &% of $1,0 1,500 for each one

and an analogo olla hyb

o USdatashowing t
e These show reasonably consisten

litre per 100 kilometre improveme ugh it sh no;ed th prlces are not
necessarily a reliable indicator of tru |c cost. mal VFE me used an
equivalent cost of $500 per vehicle. é

e Other third party costs such as dealer compI re insignitigént ompared

marginal vehicle costs.

3 Benefits ; '

e The principal benefit from the programme is reduced fuel cons tlo rough the
purchase of more efficient vehicles. This analysis utilised the total estlmated in
previous VFEL programme reviews (most recently in 2013). The meth d in these
reviews followed three steps:

o ABAU trend in average incoming vehicle fuel consumption was esta
o The difference between the actual average fuel economy and the trend
determined for each year.

> EECA Vehicle total cost of ownership tool.
% “Reducing Greenhouse Gas Emissions from Transportation”, Oak Ridge National Laboratory, April 2006
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o 12.6% of the difference was attributed to the VFEL programme, based on earlier
market research carried out for EECA”.

e Each of the three steps contributes significant uncertainty to the determination of actual
fuel savings. These energy savings are private benefits and represent a reduction in average
fuel consumption of vehicles coming into the national fleet of less than 0.5%.

e Reduced carbon dioxide emissions can be directly associated with the fuel savings. This is a
public benefit.

e MBIE’s price monitors have been used for deriving economic prices for fuels and all future
prices are maintained at the 2016 level. Carbon dioxide prices are set at the average value of
an NZU in each year of the programme and valued at $25 per tonne thereafter.

Costs and benefjts are summ d in the table below for the programme base case.

W‘ ar ending June 2009 2010 2011 2012 2013 2014 2015 2016

Saved Lii?An: illion 0 290 412 5.14 6.64 79 9.29 10.61

co2 rRéflctiofftonnes @ ® 6544 9723 12,130 15670 18786 21,917 25,047

Benefits and €ost million n@inal /

Fuel Savings 000 1. 25 5.89 7.19 893 9.64 9.25 9.01
€02 Reduction / ) & 0.00 008 009 022 0.38
EECA Expenditure Q 2 ) 0.25 025 023 0.51 0.68
Third Party Expenditure . .

14.28 12.65 12 80 12.89 12.98
4 Outputs /O
Wf

Because of the uncertainty i che de@gﬂ of the f«@%s from the VFEL

programme and the marginal co

fre efficient@/es, the re @the economic analysis
are presented in a sensitivity format: @ L .
Relative to Base Case: @
VFEL Fuel Savings Attribution % +100% ﬁ
Marginal Vehicle Costs 10

75%

75%
Net Present Value -13.9 18.1 O
All Benefits/All Costs 0.91 1.20

Public Benefits/Public Costs 1.60

S

These results indicate the VFEL programme provides net benefits réhighly sensitive to the key
inputs of fuel savings and additional vehicle costs. The overall natio fits are not as conclusive

as those for the public benefits to public costs. However, this is consisteht We original cost

benefit analysis undertaken at the inception of the programme. Q

7 see “2013 Review of the VFEL Programme”, EECA October 2013.
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	1. The problem 
	1. The problem 
	Vehicle buyers are not factoring fuel economy into their vehicle purchasing decisions, as there is no reliable fuel efficiency information available to allow them to compare different vehicles. 
	1.1 Why is it a problem? 
	1.1 Why is it a problem? 
	Light vehicle fuel consumption is high and contributes to significant greenhouse gas emissions. EECA estimates light vehicles contribute to 54%of all vehicle emissions or 9.3% of New Zealand’s total emissions. Reducing average fuel economy will help towards reducing our carbon emissions and decrease fuel costs. 
	1 
	2

	There are a number of reasons why vehicle energy use and greenhouse gas emissions are so high, including: 
	. New Zealand has one of the highest rates of car ownership in the world, which has grown rapidly since the introduction of used Japanese imports. 
	3

	. New Zealand’s vehicle fleet is one of the oldest in the developed world.  Older vehicles tend to deliver poorer fuel economy than newer vehicles. At the end of 2005, the average age of the vehicle fleet was about 12 years. By the end of 2014 this had increased to 14 years. 
	. New Zealanders have historically tended to favour larger cars. The increase of lower cost imports has seen growth in the number of larger engine sports utility vehicles (SUVs) in the light vehicle fleet. The reduction in oil prices has increased demand for higher powered new vehicles (particularly in the light commercial and SUV market). 
	4

	. New Zealand’s geography and population spread make us highly reliant on private transport, and public transport systems do not offer a viable alternative or economic option for many trips.  
	1.2 The programme 
	1.2 The programme 
	1.2.1 Origins 
	1.2.1 Origins 
	In 2002 the Ministers of Transport and Energy approached Cabinet with a proposal to improve the average fuel economy of light passenger vehicles imported into New Zealand. Their proposal stemmed from an earlier report on the potential to introduce national fuel economy standards. 
	5

	As a first step, it was recommended to Cabinet that the Government fast track a fuel efficiency labelling regime for new and used light vehicles under the 2001 National Energy Efficiency and Conservation Strategy (NEECS). The regime would be enabled by regulation under section 36 of the Energy Efficiency and Conservation Act 2000 (the Act). 
	. 
	Labelling for Light Duty Vehicles. Proposals for the Design of Schemes for New Zealand 2002

	Total light vehicle emissions are 7.5 million tonnes CO2 per annum. For every litre of fuel consumed in an average petrol passenger. vehicle, around 2.34 kg of carbon dioxide is released into the atmosphere.. Total greenhouse gas emissions are 81 million tonnes, according to the Ministry for the Environment’s Greenhouse Gas Inventory 2016.. ). SUVs currently account for 38% of all new light vehicles registrations compared to 31.5% for sedans and hatchbacks. .and 
	Total light vehicle emissions are 7.5 million tonnes CO2 per annum. For every litre of fuel consumed in an average petrol passenger. vehicle, around 2.34 kg of carbon dioxide is released into the atmosphere.. Total greenhouse gas emissions are 81 million tonnes, according to the Ministry for the Environment’s Greenhouse Gas Inventory 2016.. ). SUVs currently account for 38% of all new light vehicles registrations compared to 31.5% for sedans and hatchbacks. .and 
	Total light vehicle emissions are 7.5 million tonnes CO2 per annum. For every litre of fuel consumed in an average petrol passenger. vehicle, around 2.34 kg of carbon dioxide is released into the atmosphere.. Total greenhouse gas emissions are 81 million tonnes, according to the Ministry for the Environment’s Greenhouse Gas Inventory 2016.. ). SUVs currently account for 38% of all new light vehicles registrations compared to 31.5% for sedans and hatchbacks. .and 
	Total light vehicle emissions are 7.5 million tonnes CO2 per annum. For every litre of fuel consumed in an average petrol passenger. vehicle, around 2.34 kg of carbon dioxide is released into the atmosphere.. Total greenhouse gas emissions are 81 million tonnes, according to the Ministry for the Environment’s Greenhouse Gas Inventory 2016.. ). SUVs currently account for 38% of all new light vehicles registrations compared to 31.5% for sedans and hatchbacks. .and 
	Total light vehicle emissions are 7.5 million tonnes CO2 per annum. For every litre of fuel consumed in an average petrol passenger. vehicle, around 2.34 kg of carbon dioxide is released into the atmosphere.. Total greenhouse gas emissions are 81 million tonnes, according to the Ministry for the Environment’s Greenhouse Gas Inventory 2016.. ). SUVs currently account for 38% of all new light vehicles registrations compared to 31.5% for sedans and hatchbacks. .and 
	Total light vehicle emissions are 7.5 million tonnes CO2 per annum. For every litre of fuel consumed in an average petrol passenger. vehicle, around 2.34 kg of carbon dioxide is released into the atmosphere.. Total greenhouse gas emissions are 81 million tonnes, according to the Ministry for the Environment’s Greenhouse Gas Inventory 2016.. ). SUVs currently account for 38% of all new light vehicles registrations compared to 31.5% for sedans and hatchbacks. .and 
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	IEA-Advance Motor Fuels Annual Report (2012
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	Cabinet Paper -Report back on vehicle efficiency Standards 
	The Introduction of Fuel Consumption Reporting and Fuel Economy. 
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	1.2.2 Purpose 
	1.2.2 Purpose 
	The initial purpose of the vehicle fuel economy labelling scheme (VFEL) was to improve the fuel efficiency of light vehicle models imported into New Zealand by providing consumers with comparative fuel economy information at point of sale.  This enabled more informed purchase decisions, and increased demand for more fuel efficient vehicles.  Improved light fleet fuel economy also offered important co-benefits by reducing the volume of imported fuel, and improving New Zealand’s greenhouse gas emissions profi

	1.2.3 Key components 
	1.2.3 Key components 
	Since it began in 2008, the VFEL programme has cost about $500,000 per year and reduced vehicle 
	2e to 2013. Key components of the programme are: 
	fuel emissions by approximately 66 ktCO
	6

	 Reporting of fuel economy performance of vehicles imported into New Zealand. 
	 Regulations requiring mandatory new and used vehicle labelling (except for private 
	sellers). 
	 Compliance activities that ensure car dealers are displaying the label. 


	1.3 Market characteristics 
	1.3 Market characteristics 
	1.3.1 Light vehicle buyers/owners 
	1.3.1 Light vehicle buyers/owners 
	Light vehicle buyers are either purchasing privately or for a commercial fleet. 
	Private buyers 
	IPSOS market research in 2013suggests that vehicle buyers use a mix of personal contacts, car dealers and online information sources when searching for cars. About 33% of them then go on to purchase their cars from a used car dealer and 29% from a new car dealer. In terms of priorities, over a quarter of those surveyed rated fuel consumption in the top three factors for their final decision, usually behind price and reliability. 
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	New Zealanders are reluctant to scrap older cars and as a result the average age of a car is now 14 years, with 20% of them more than 20 years old. 
	Fleet buyers 
	Fuel consumption is an important consideration for 62% of commercial feet purchasers, but this falls well below reliability, price, size, safety, and experience. 
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	Most people hunt out information online or via the dealership, where the majority of purchases are made. 
	internally by EECA. (n=50). 
	internally by EECA. (n=50). 
	internally by EECA. (n=50). 
	internally by EECA. (n=50). 
	6 
	2013 evaluation conducted 
	7 
	Online survey (n=261). 
	8 
	EECA-commissioned Synovate market research in 2011 





	1.3.2 Light vehicle sellers 
	1.3.2 Light vehicle sellers 
	Private buyers typically purchase their new vehicle from a franchise dealer. A franchise dealer purchases inventory from the manufacturer. As a franchise holder, the dealer must meet a stringent set of manufacturer’s criteria including dealership appearance, parts and service operations and customer service systems. They offer the consumer peace of mind through key areas such as brand 
	Annot
	reputation, factory warranty, factory trained technicians, brand specific diagnostic knowledge and repair tools. 
	Franchise dealers also sell used cars that may be from any brand but are usually dominated by the vehicle brand(s) the franchise represents. Certified used car programmes which were once popular with manufacturers are limited now to just one brand covering both Japanese imports and New Zealand vehicles. 
	Independent dealers are not affiliated to a particular manufacturer or brand(s). These are typically used car dealers that operate as a standalone business and don’t usually have a parts or service facility. Vehicle stock age is typically older than at a franchise dealer with many specialising in used Japanese imports which are either purchased directly from auction houses in Japan or from local wholesalers who import used vehicles in bulk. Other popular source countries for used vehicles include the United
	Any person carrying on the business of motor vehicle trading must legally be registered as a Motor Vehicle Trader (MVT). 
	Online platforms have become popular resources for consumers to both find information about vehicles and complete the purchase. Private sellers, franchise dealers and independent dealers advertise vehicles for sale online. Online sales advertisements are dominated by used vehicles, however new vehicles are also available. Traditional vehicle auction houses allow for vehicles to be purchased in person for a fixed price, but are also increasingly developing online sales opportunities. 




	2 Strategic fit 
	2 Strategic fit 
	The VFEL programme was mandated by Cabinet through the 2001 NEECS and the Act. The programme is part of EE.!’s regulatory responsibilities administered via the Energy Efficiency (Vehicle Fuel Economy Labelling) Regulations 2007. 
	VFEL is also consistent with government initiatives such as the energy and climate area in the Natural Resources chapter. The BGA signals that New Zealand should “ensure well-functioning markets, and identify and remove regulatory barriers to support renewable energy and reduce carbon emissions.” 
	Business Growth Agenda (BGA) 

	It also fits clearly into the which aims for “a more energy efficient transport system, with a greater diversity of fuels and alternative energy technologies.” 
	New Zealand Energy Efficiency and Conservation Strategy 2011-16 (NZEECS) 

	The VFEL programme contributes to a more energy efficient transport system by aiming to improve the fuel efficiency of light vehicles entering the fleet. The programme does this by providing information to consumers to help them choose wisely and understand the benefits of doing so. 
	prioritises “influencing consumer behaviour in vehicle choice, efficient driving and using alternative fuels.” VFEL influences light vehicle choice amongst consumers. 
	EE.!’s strategy 
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	3 Role for government 
	3 Role for government 
	3.1 Market failures and barriers 
	3.1 Market failures and barriers 
	3.1.1 Market failure 
	3.1.1 Market failure 
	In 2001/02 an identified that that there was no reliable fuel efficiency information available to vehicle buyers. For many vehicles entering the New Zealand fleet there was simply no fuel economy information available, and where it was available, it was often not made visible.  This meant that vehicle buyers did not take into account the running costs over the vehicle’s life. !s a result, the overall fuel economy of the light vehicle fleet was higher than an efficient market would provide. 
	investigation into New Zealand’s light vehicle fuel efficiency 

	If the market was functioning appropriately, vehicle buyers would be able to factor fuel efficiency into their purchase decisions. A lack of information has been identified as the primary market failure preventing this from occurring. 
	Lack of information/understanding 
	There is lack of information on fuel efficiency in the vehicle market which results in high search costs. Search costs are the transaction costs faced by consumers (largely the value of their time) in finding the ‘best’ model to purchase.  Prior to VFEL, search costs for fuel efficiency information were high because fuel efficiency information either did not exist or was not made readily available. This means vehicle buyers were unable to minimise the total cost of ownership by taking fuel efficiency into c

	3.1.2 Market barriers 
	3.1.2 Market barriers 
	Present bias 
	Vehicle buyers prioritise the upfront cost of a vehicle over the whole-of-life costs. 
	Priorities 
	Fuel consumption is a secondary priority to price and sometimes reliability and safety (see Figure 1). 
	9

	Annot
	Figure
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	Improved energy security through reduced oil imports: In the long term, the price of oil is likely to become increasingly volatile as worldwide energy demand grows.  This is compounded by ongoing political instability in major oil producing regions.  While there may be some short term decreases or increases in the price of oil, these factors point to an ongoing increase in the price of oil in the medium to long term.  As a net importer of oil, New Zealand is particularly vulnerable to the adverse effects of
	From 
	From 
	9 
	IPSOS research 2014 page 22 (n=202) 



	3.2.3 Private good benefits 
	3.2.3 Private good benefits 
	Decreased fuel costs for light vehicle drivers: The immediate benefit of improved fuel economy is reduced fuel costs for the consumer. 


	3.3 Potential costs 
	3.3 Potential costs 
	To date, there has been limited evidence of the market looking to play a role in providing fuel efficiency information to help reduce carbon emissions and fuel costs. 
	Fuel economy labelling is a policy that has been implemented in several large economies across the globe including the in US, UK, and China. International experience shows that there are unlikely to be negative externalities from this type of intervention. 
	A key aspect of resolving the information failure is ensuring that any information that is provided is independent and authoritative. The government fulfils this role. 


	4 Intervention 
	4 Intervention 
	4.1 Intervention logic 
	4.1 Intervention logic 
	There is no intervention logic for the programme currently. 
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	4.2 Options 
	4.2 Options 
	A in 2001 reported on different policy options for improving the fuel efficiency of light passenger vehicles including labelling, fuel economy targets and fiscal incentives. It recommended that labelling and fuel economy reporting were the best options given that New Zealand was expected to benefit from interventions in other jurisdictions. 
	Cabinet paper 

	The for the programme outlined four options for information intervention, including a preferred option. 
	Regulatory Impact Statement 

	4.2.1 Option 1: Status quo 
	4.2.1 Option 1: Status quo 
	Maintaining the status quo would have meant that: 
	An intervention logic will be developed if required when implementing the review findings. 
	11 
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	 the Fuelsaver website (introduced in 2006 to promote fuel economy awareness in New 
	Zealand) would remain the primary reference for fuel economy information 
	 the Government and other organisations would continue general awareness campaigns 
	 vehicle fuel economy labelling would have remained at the discretion of the vehicle 
	manufacturer. Uptake had been low and the information provided varied for each 
	manufacturer. 
	This option was not preferred because it did not solve the problem and meet the policy objective – to address the lack of information available to consumers about the fuel economy of a vehicle, and the long term fuel costs of operating it, when making a purchase decision. 

	4.2.2. Option 2: Generic labelling 
	4.2.2. Option 2: Generic labelling 
	This would involve the establishment of a mandatory labelling scheme, but the label would simply refer the consumer to the Fuelsaver website for fuel economy information. This would be quick to implement and easy to operate as a generic label would be applied to all vehicles and would not require specific fuel economy information. It was not preferred as a generic label does not provide sufficient information to influence the consumer and therefore does not meet the policy objective. A generic label does no

	4.2.3. Option 3: Mandatory Labelling for New Vehicles Only 
	4.2.3. Option 3: Mandatory Labelling for New Vehicles Only 
	This involves a mandatory fuel economy labelling for new vehicles only. The label would apply to new vehicles and there would be a high degree of certainty that the tested performance reflects actual performance. This was not preferred as a scheme that only applies to new vehicles would only cover a third of all new fleet entrants and would not fulfil the policy objective. 

	4.2.4. Option 4: Mandatory Labelling at point of sale for new and used vehicles (Preferred Option) 
	4.2.4. Option 4: Mandatory Labelling at point of sale for new and used vehicles (Preferred Option) 
	The preferred option will: 
	 be mandatory at the point of sale for new and used vehicles (excluding motorcycles) 
	weighing less than 3.5 tonnes sold by registered motor vehicle traders 
	 use a dedicated label that displays fuel economy information by a star-rating 
	 display additional information to help the consumer, including an indicative annual cost of 
	fuel 
	 be based on the fuel economy information on the Fuelsaver website 
	 apply to vehicles sold through vehicle trading websites 
	A motor vehicle trader is a person registered under the Motor Vehicle Sales Act 2003 who sells more than six vehicles, or imports more than three vehicles, per year. Labelling would become part of the requirements for the commercial sale of vehicles and would not apply to private sales or imports, except where vehicles are sold through vehicle trading websites. 
	The label will include a comparative star rating that indicates the vehicle’s fuel economy relative to 
	other vehicles in the fleet, along with an annualised cost of fuel for that vehicle.  The label will include a disclaimer to state that the information on the label is indicative only, and that actual fuel 
	Annot
	Figure
	Annot
	combination of web-based and label display of fuel economy information for new and used entrant vehicles is expected to provide a 25-year, 5% discount rate NPV of $343 million, and avoid the emission of 985 ktCO2 over 25 years. By the end of year 5 the fuel saved is expected to be to the 2 avoided per year). By year 10 the fuel 2 avoided per year)”. This year 10 figure equates to about 0.5% of emissions annually, assuming total light vehicle emissions remain at around 7.5 Mt CO2 per year as in 2014. 
	order of 6.2 million litres per year (i.e., around 15,000 tCO
	saved is expected to be to the order of 14 million litres per year (i.e., around 35,000 tCO



	4.5 Market readiness 
	4.5 Market readiness 
	EECA is not aware of any incentives for car dealers to encourage the sale of less efficient vehicles. They are also more than capable of using fuel economy as a sales tool. EECA market research in 2012 found that the majority (96%) feel they have a self-reported ‘good’ of ‘full’ understanding of the VFEL. 
	13

	There are incentives for manufacturers to ‘game’ the fuel economy testing standards in order to 
	make their vehicles seem more fuel efficient and therefore more attractive to buyers. This suggests that the market is placing more importance on fuel efficiency. In 2016, there were several car manufacturers who were found to be manipulating the fuel efficiency tests that VFEL and other international labelling schemes rely on. This issue is an international one and EECA relies on an international response to restore the credibility of fuel economy labelling. 
	14


	4.6 Risks 
	4.6 Risks 
	Table 2 outlines the main risks to the programme’s success. 
	For example -
	13 
	n=69 
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	http://www.theverge.com/2016/4/20/11466320/mitsubishi-cheated-fuel-efficiency-tests 
	http://www.theverge.com/2016/4/20/11466320/mitsubishi-cheated-fuel-efficiency-tests 
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	5 Performance 
	5 Performance 
	5.1 Effectiveness 
	5.1 Effectiveness 
	5.1.1 Use of EECA tools 
	5.1.1 Use of EECA tools 
	The number of unique viewsof EE.!’s equates to about 30% of the total number of Trade Me vehicle listings. For example, total vehicles listed on Trade Me in June 2016 was 74,637 and unique views of the web tool were 23,131. This gives an impression of how much the car buying public is using fuel economy information to research their vehicle purchase. 
	15 
	VFEL web tool
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	5.1.2 Influence of label 
	5.1.2 Influence of label 
	EECA conducted market research on the level of awareness and value of the VFEL label. When shown the label, 133 (66%) of 201 recent vehicle buyer respondents stated that they were aware of it and 89 (44%) said they saw it when they were vehicle shopping. Of those 89, 21 (24%) stated it 
	was ‘highly influential’ in their purchase decision and 55 (62%) said it was ‘somewhat influential’. 
	Figure 3: Self-reported awareness and influence of VFEL on vehicle purchases (n=201) 
	Figure
	conducted by EECA showed that vehicle retailers think that “VFEL has made fuel efficiency easier to understand and more tangible for customers”. They also said its independence is important given the lack of trust many customers have in salespeople. 
	Stakeholder research 


	5.1.3 Compliance 
	5.1.3 Compliance 
	Every year, EECA completes surveys on a sample of car yards to assess the level of compliance with VFEL label display. For the 2014/15 year 93% of vehicles at sampled car yards were displaying the VFEL label (91% for used vehicles and 95% for new). 
	17


	5.1.4 Accuracy of testing standards 
	5.1.4 Accuracy of testing standards 
	There will always be a discrepancy between tested and real world fuel economy due to variations in driving conditions. However, the Ministry of Transport’s report acknowledged that there is “good evidence that the gap between laboratory results and real world fuel economy has been widening.” This is a global phenomenon. There is a worldwide response underway to harmonise light vehicle testing procedureswhich EECA will be involved in. 
	2014 Annual Fleet Statistics 
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	Unique views can be understood as user sessions per page, with each session potentially representing multiple views of .the page but a minimum of one view per session.. The VFEL web tool helps users work out the running costs of vehicles based on the label and their own estimated travel. distances.. 
	15 
	16 

	Sourced from a draft of EE.!’s 2014/15 !nnual Report. 
	17 

	The Worldwide Harmonized Light Vehicles Test Procedures. 
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	In the next few years, the Energy Efficiency (Vehicle Fuel Economy Labelling) Regulations 2007 and Fuel Consumption and Emissions Rules will require amendments to ensure New Zealand regulations are ready for a new vehicle fuel economy test method that will be adopted in Japan and Europe. 
	APEC produced a on vehicle fuel economy labelling in 2015. The key things missing from New Zealand’s programme are data from real world fuel consumption and testing. Testing has already been established as too expensive for New Zealand to do. 
	best practice report 




	6 Lead organisation 
	6 Lead organisation 
	EECA was recognised as the lead agency in the initial Cabinet paper in 2002. The VFEL programme clearly fits within EE.!’s mandate under the Energy Efficiency and Conservation Act to promote “practices and technologies to further energy efficiency”. 
	EECA has proven its capability to run the VFEL programme over nearly a decade of continuous improvement to the data infrastructure, systems and processes that are used to collate, share and run the programme. Perhaps the best example is EE.!’s influence to facilitate an intervention in 2015 at Ministerial level with the Japanese Government to secure used import data going forward. This data is a fundamental input to the VFEL programme, but also more broadly for New Zealand’s data needs in the light vehicle 

	7 Conclusions 
	7 Conclusions 
	There is a clear role for government based on the identified problem, market failure, and barriers, and the potential benefits of the programme. However, it is difficult to attribute public benefits to the programme (i.e. a reduction in greenhouse gas emissions). 
	Further, this programme demonstrates that there is a role for government simply in the collection and publication of information by a trusted and authoritative source and absent any promotion for consumer action. Such information collection and publication: 
	 assists the market to function more effectively  provides an analytical base to support discussions, policy-making, decision-making, and strategy 
	There is clear value in having quality data and the infrastructure to collect it. “Infrastructure” 
	includes the relationships developed with industry. 
	There is an ongoing role for the provision of information in this area; however, as the majority of this data infrastructure work has been done (i.e. the programme has been established to a steady state), there is the question of what level of investment is warranted for the future and for what purpose. 
	Annot

	8 Recommendations 
	8 Recommendations 
	In considering the question of what level of investment is warranted for the future, and for what purpose, this could involve: 
	 the programme being a “tool” for other programmes  (e.g. the Electric Vehicles Programme)  maintaining consistent and credible market information to support any potential vehicle fuel efficiency standards and technologies 
	It is recommended that EECA: 
	 review the Vehicle Fuel Economy Labelling Programme in light of other light transport 
	initiatives (e.g. electric vehicles)  consider investigating fuel efficiency standards with the Ministry of Transport  investigate more broadly the role for government in, and value of, addressing behaviour 
	change in car purchasing (e.g. consider other options besides labelling) with the Ministry of Transport 
	EECA should consider these in the context of the proposed NZEECS priorities. EECA will also have to continue to work within the existing regulatory framework. 
	Annot

	9. Appendices 
	9. Appendices 
	9.1 Appendix One – Cost-benefit analysis summary 
	9.1 Appendix One – Cost-benefit analysis summary 
	1 Scope 
	1 Scope 
	This analysis assesses the quantifiable outcomes of EE.!’s VFEL programme since its start in 2008.  General assumptions applied in the analytical framework used in this review: 
	 EECA costs include all direct internal costs but not the general EECA overheads allocated to the programme.  All third party costs are included. These primarily consist of the marginal cost of purchasing more efficient vehicles.  Future benefits accruing beyond 2015/16 for all vehicles purchased up to the end of that year are included.  Cash flows are expressed in NZ$2016 discounted at the default Treasury rate of 7%. 

	2 Costs 
	2 Costs 
	 EECA direct costs are taken from internal accounts and include employment, operating costs and marketing expenses.  Additional costs of more efficient vehicles have been drawn from several sources: 
	o. The difference in retail price between a conventional Toyota Corolla petrol vehicle and an analogous Corolla hybrid vehicle. 
	o. The difference in retail price between a conventional Toyota Corolla petrol vehicle and an analogous Corolla hybrid vehicle. 
	o. The difference in retail price between a conventional Toyota Corolla petrol vehicle and an analogous Corolla hybrid vehicle. 
	25


	o. US data showing the trade-off between fuel economy and vehicle cost. 
	o. US data showing the trade-off between fuel economy and vehicle cost. 
	26



	. These show reasonably consistent additional vehicle costs of $1,000 to $1,500 for each one litre per 100 kilometre improvement, although it should be noted that retail prices are not necessarily a reliable indicator of true economic cost. The original VFEL programme used an equivalent cost of $500 per vehicle.  
	. Other third party costs such as dealer compliance were insignificant compared to the marginal vehicle costs. 

	3 Benefits 
	3 Benefits 
	. The principal benefit from the programme is reduced fuel consumption through the purchase of more efficient vehicles.  This analysis utilised the total fuel savings estimated in previous VFEL programme reviews (most recently in 2013).  The methodology used in these reviews followed three steps: 
	o. A BAU trend in average incoming vehicle fuel consumption was established. 
	o. A BAU trend in average incoming vehicle fuel consumption was established. 
	o. A BAU trend in average incoming vehicle fuel consumption was established. 

	o. The difference between the actual average fuel economy and the trend was determined for each year. 
	o. The difference between the actual average fuel economy and the trend was determined for each year. 


	EECA Vehicle total cost of ownership tool. 
	25 

	“Reducing Greenhouse Gas Emissions from Transportation”, Oak Ridge National Laboratory, !pril 2006 
	26 

	Annot
	o. 12.6% of the difference was attributed to the VFEL programme, based on earlier market research carried out for EECA. 
	27

	. Each of the three steps contributes significant uncertainty to the determination of actual fuel savings.  These energy savings are private benefits and represent a reduction in average fuel consumption of vehicles coming into the national fleet of less than 0.5%. 
	. Reduced carbon dioxide emissions can be directly associated with the fuel savings.  This is a public benefit. 
	. M.IE’s price monitors have been used for deriving economic prices for fuels and all future prices are maintained at the 2016 level. Carbon dioxide prices are set at the average value of an NZU in each year of the programme and valued at $25 per tonne thereafter. 
	Costs and benefits are summarised in the table below for the programme base case. 
	Figure

	4 Outputs 
	4 Outputs 
	Because of the uncertainty implicit in the determination of the fuel savings from the VFEL programme and the marginal costs of more efficient vehicles, the results of the economic analysis are presented in a sensitivity format: 
	Figure
	These results indicate the VFEL programme provides net benefits but are highly sensitive to the key inputs of fuel savings and additional vehicle costs.  The overall national benefits are not as conclusive as those for the public benefits to public costs. However, this is consistent with the original cost benefit analysis undertaken at the inception of the programme.  
	See “2013 Review of the VFEL Programme”, EE.! October 2013. 
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