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SUMMARY OF PRESENTATIONS AND DISCUSSION

Words of welcome from Leif Blomqvist, Vice Chairman Development Committee Region Västra Gőtaland 

In order not to prejudice our children’s future, sustainable transport policy is one of the most important issues facing us now. This is reflected in the policies both of the region, Västra Gőtaland, and the organisation that plans and delivers public transport, ‘Västtrafik’. There are plans to double public transport usage in Gothenburg by 2020, and an expansion in the use of biogas as an alternative to diesel. At the same time the region is supporting the Lisbon Agenda for increased competitiveness, with an expansion of employment areas to improve the matching of individuals with the education, training and jobs available. This will require further development in the public transport network and improved access to remote areas, emphasising the continued importance of SustAccess’ theme of Gateways and Hinterlands.

I am proud that the European Agenda on sustainable development is named after Gothenburg, a city that has always had an outward looking international attitude. The city was founded in 1621 with Norway then immediately to the north of the city, and Denmark immediately to the south. It was laid out to Dutch designs using German engineers. It was here in Gothenburg that SKF was founded to bring the benefits of low-friction bearings to the world, and it was a later off-shoot of that company that lead to the founding of Volvo.

I welcome you all to Gothenburg.

Words of welcome from Elving Andersson, Chairman SustAccess Steering Group

It seems it was only yesterday that SustAccess was launched with its initial conference here in Gothenburg. It has been a pleasure for Västra Gőtaland to be Lead Partner, and I look forward to renewing acquaintance with all the partners.

It has been interesting how the central theme of SustAccess, the Gateway – Hinterland relationship, has developed in this region. The Dryport concept is now an important part of strategy for freight transport. On passenger transport, the concept supports the policy of regional ‘enlargement’, i.e. the development of larger journey to work/education/training areas to facilitate regional economic development.

This conference marks the beginning of the final phase of SustAccess. It leads the way for the separate regional ‘road shows’ that will follow in the next few months. This is a crucial step in translating the results of SustAccess into regional policy.

Keeping the two strands, freight and passenger, together has at times both been stimulating and difficult. Certain common themes have, however, appeared: the door to door theme, and the importance of consultation methods that engage with the public.

I’m sure you will have a stimulating conference.

Climate Change 

Professor Bert Bolin

Predictions of Climate Change consequent on human activity are not new. Prof Bolin in 1956 predicted levels of CO2 in the atmosphere at the turn of the century, a prediction that turned out to be reasonably accurate. It is, however, now urgent to take action to keep climate change within reasonable bounds.

All were encouraged to study the 4th Assessment of the Intergovernmental Panel on Climate Change (IPCC), which was published on 6 April.

UNCERTAINTIES

There are many uncertainties in studying the climate, particularly in assessing how sensitive climate is to human impact. Impacts noted so far include overall rising temperatures, sea level increases, and decreasing snow cover. If one looks at the overall energy balance of the planet, human activity was having a mix of positive and negative impacts. The increase in Green House Gases (GHGs) was leading to an increase in temperature. In part this was offset by the increase in aerosols and other particles that tended to reflect solar radiation. The timing and differential impact of alternative measures to reduce atmospheric pollution and GHGs could thus lead to different impacts on global temperatures.

The impact on regional climates of global temperature increase was complex and difficult to predict. In general, however, these changes will be to make wet areas wetter, and dry areas drier. For example, in southern Europe the dry summers are likely to get hotter and even drier, with the hot summer of 2003 becoming more frequent. But northern Europe may need to become more used to wet winters. In combination with rising sea levels, flooding will become an even greater problem in Bangladesh than currently.

Prof Bolin suggested the variable impact of climate change at the regional level would prove to be a more serious problem that the overall increase in global temperatures. Society will need to make fundamental changes to adapt to the changing climate.

WHAT CAN WE DO?

But society has so much inertia. In a situation where the full impact of current levels of human activity will not be clear due to various time lags for up to 20 years, how do we change behaviour?

The pre-industrial level of CO2 in the atmosphere was 280 ppm. The level was now 380 ppm and still rising steadily. CO2 cycles were well understood at a general level, but less clearly understood at a detail level. Current understanding is that in the long run 50% of additional CO2 emissions will remain in the atmosphere, the remainder becoming fixed over the medium term in soil or ocean depths.

The 3rd Assessment of the IPCC suggested that stabilising CO2 levels in the atmosphere at about 550 ppm by about 2050 was feasible. At this level there will still be significant impact on Climate Change, perhaps an increase overall of about 2.5 degrees. To achieve this level the globe will need to reduce its levels of CO2 emissions steeply over the next few decades, this at a time when emissions are still rising. The key area to focus on is the reduction in the use of fossil fuels.

The next presentation will focus on the availability of one fosil fuel, addressing the question of Peak Oil. There are, however, plenty of alternative fossil fuels including:

· coal;

· natural gas;

· oil shales; and

· clathrates of methane and water (these can be found at the bottom of oceans and deep in the tundra).

In 2001 the breakdown in primary energy sources was:

· fossil fuels
79.4%

· renewables
13.7%

· nuclear
 6.9%

This indicates the magnitude of the task. Given that expansion of nuclear is controversial due to issues over the safe storage of waste, this means even more pressure on developing renewables.

Carbon Capture and Storage (CCS) is a process where CO2 is captured at the point of emission, collected and then pumped into underground storage fields. In many ways it is a mirror process to oil and gas fields, and many exhausted oil and gas fields may be suitable for CO2 storage. It is only suitable for the larger sources of CO2 emissions such as power plants and chemical refineries. It requires an increase in power consumption at such plants of about 20% to pump the CO2 over distances and down significant depths but offers the prospect of capturing about 90% of the CO2 otherwise released at these plants. It is currently undergoing large scale pilot testing.

Both technology and changing behaviour will be necessary to use energy more efficiently.

Pressures leading to continuing increases in GHG emissions include population increase – from approx 6 billion in 2000 to an estimated 9 billion in 2050. Also the expectation that energy demand will increase rapidly amongst developing nations as their economies continue to develop.

To achieve stabilisation of CO2 levels at 550 ppm by 2050 CO2 emissions will need to reduce by 60% compared with 1990, and the average level of emissions will need to be about 1.2 t of carbon per capita. This compares with the current per capita level in the USA of 6 t.

TRANSPORTATION

There are particular challenges in finding solutions to excessive fossil fuel consumption in transportation. This is because liquid fuels from oil are particularly convenient for transport use. Indeed for air there is no practical alternative in the foreseeable future. As sea and air will need international if not global agreement on limits, standards, etc, progress is unlikely to be speedy.

Biomass has been proposed as a major alternative to fossil fuels. Unfortunately, the prime impact is on Brazilian and Indonesian forests that are felled to establish plantations for bio fuel crops. Bio fuels on this scale add to world CO2 emissions. In addition, there isn’t enough agricultural land in the world to provide a full alternative to petrol and diesel used in transport.

Electric vehicles may be part of the answer, but the key question is how the electricity is generated. If via Hydrogen in fuel-cells then the question becomes how is the Hydrogen manufactured. Both reinforce the need to expand the use of renewable sources of electricity generation.

CONCLUSION

Overall Prof Bolin was optimistic that stabilisation of GHGs in the atmosphere was possible before excessive climate change occurs. However, in discussion, he agreed that action is urgent, and success will require ingenuity, determination, and co-operation across the world. 

Peak Oil

Robert Bőrjesson, Schenker Consulting

What is the evidence whether the world has reached peak production of oil, or will do in the near future? Robert suggested this is a particularly important question for transport planners because currently 70% of oil production is consumed by the transport industry, and 90% of the energy transport uses comes from oil.

World consumption has been rising steadily in recent decades, from 31M barrels per day (bpd) in 1965 to 81M bpd in 2005. But 54 out of 64 major producing nations have already passed their peak production and are in decline. Examples include the US (1971), UK (1999), and Norway (2001).

The production profile of individual nations reflects the production profile of individual oil fields. Once approximately 50% of the reserves in an oil field have been recovered production then declines by between 3 and 5% pa, whatever measures are used to assist in recovery. 

Although small and medium size fields continue to be discovered, no major new fields are now being found. OPEC producers do not publish information on the full extent of their reserves, level of production, or sales. As a consequence it is difficult for analysts to be accurate regarding estimates of future global production. Currently estimates on when global Peak Oil will occur vary between suggesting it has already occurred to the year 2037. Robert’s view in the light of current available evidence was that it will occur during the next decade.

In discussion, Robert suggested oil prices are not the result of a perfect market, with relatively few producers and relatively few major consumers. Prices were set by OPEC in the light of many political factors in addition to economic. As a consequence there will be an unpredictable relationship between alternative energy resources.

[Please see the attached link to see Robert’s full presentation]

European common transport policy

Peder Jensen, European Environment Agency, Copenhagen Denmark

The European Environment Agency (EEA) reviews transport and environment policies and their impact at the EU level. The work is done as part of the EEA’s annual Transport & Environment Reporting Mechanism (TERM). Because the EU’s transport policies underwent a mid term review (MTR) during 2006, the latest TERM report includes commentary on the revised policies and their likely environmental impact.

A key objective of the 2001 policies was to ‘decouple’ transport volume from economic growth. MTR now refers to ‘disconnection’ of mobility from its negative side effects. The TERM report suggests that, because transport volume is the biggest single factor regarding negative impacts, the change of wording does not make much change. Either way, there is no evidence whatever of any decoupling of freight transport volume with economic growth. There is evidence that there is limited decoupling of passenger transport volume growth from economic growth e.g. between 1990 and 2003 EU overall GDP growth was 30%, whilst growth in passenger transport volume was 20%. The suggestion is that this shows the impact of increasing congestion, which has put a partial break on transport volume growth.

How has the transport sector helped or hindered the achievement of environmental targets? The Kyoto agreement gave Europe an overall target of 8%  CO2 reduction by 2010 compared with 1990. So far 0.9% reduction has been achieved. The transport sector is not helping to achieve this target with Green House Gas (GHG) emissions growing at approximately 2% pa.

The Kyoto targets do not include GHG emissions from international maritime and aviation transport. Between 1990 and 2004 emissions from these sectors increased by 59%. With respect to aviation the impact of its emissions are perhaps three times worse than the equivalent at ground level. This is due to the mix of GHGs emitted by planes, and their release in to the atmosphere at height where they have greater impact.

Certainly emissions from transport will have to reduce markedly and quickly if Europe is to meet proposed targets of 60% GHG reduction by 2050. For example if the annual growth in emissions from the transport sector were reduced to just 1% pa, then by 2050 the transport sector would account for 100% of the target level.

Technological developments and alternative fuels will have a major part to play in reducing emissions from transport, but neither will be a complete answer. So far voluntary agreements on reducing emissions from vehicle manufacturers have failed to off set the increasing volume of transport and a trend to larger vehicles.

Alternative fuels will not be readily available without more effort, and the alternatives will have their own environmental impacts. Biofuels, for example, it is becoming clear, can have substantial environmental impact such as on Indonesian rain forests as well as limited or no impact on reducing emissions. Certifying the environmental impact of particular biofuels is becoming an issue. In addition, the demand for biofuels will place increased demand on European agriculture. Within Europe there is evidence that the most effective use of biomass in reducing GHG emissions will be in power generators.

If demand and price make synthetic fuels commercially economic, this will be bad news for the environment as these fuels may double the level of GHG emissions compared with oil.

There is good news regarding the reduction in air pollution from transport (not including international transport). Since 1990 the levels of particulate matter, acidic emissions such as Sulphur Oxides, and ozone precursors has fallen by between 25 and 50%. These reductions have not lead to any significant reduction in major urban areas, however. This may be due to the increased use of diesel vehicles in such areas, possibly coupled with changing weather patterns.

Although Sulphur emissions have reduced on land, this has been offset by increasing emissions at sea. This is due to increasing volume of maritime transport, and the lack of significant environmental standards regarding international maritime transport fuels.

The TERM report has an initial look at the extent of Transport subsidies and external costs to begin to understand what distortions in the demand for transport might be being generated. EEA estimates total transport subsidy in Europe each year of between EUR 270 and 290 billion. About 59% of these subsidies go on supporting road infrastructure costs. By reducing the cost of transport subsidies tend to increase volume and thus environmental impact. Specific subsidies, however, such as supporting development of rail infrastructure, may faciltate modal shift and thus benefit the environment. The report identifies high levels of external cost imposed by road and air transport, with minimal external costs incurred by rail and shipping. It is suggested pricing policies such as road pricing may help to internalise these external costs.

Peder finished his presentation by looking forward to the next phase of EEA work on transport, including the working up of alternative long term scenarios. His parting comment was ‘If you can’t get what you want, you must learn to want what you can get.’

[Please see attached link for Peder’s presentation] More details on EEA and the latest TERM report is available at http://www.eea.europa.eu
Impact on the logistic sector

Johan Trouvé, Schenker 
Due to technical difficulties with his presentation, Johan and Dirk started with a discussion. The key message from Johan was that he was looking for clear direction and guidance from politicians at all levels. He did not fear increasing regulation to reduce the logistic sector’s environmental impact as long as it was transparent, producing a level playing field, and consistent. He thought debate on environmental matters had progressed sufficiently that politicians should be braver in implementing measures. The implementation of congestion charging in London by Ken Livingstone, for example, shows that if implemented with determination and care tough environmental policies can be delivered and politicians retain popular support.

In his view the key issues facing the logistic sector are:

· Congestion;

· Safety on the road;

· Oil security; and

· Climate change.

The rapid growth in freight transport, faster than economic growth, was in his view due to:

· Just in time logistic planning becoming planning for the speediest transport;

· Transport has become cheaper then labour, leading to wide dispersal of production, packaging, and distribution processes;

· The average consignment size has got smaller, taking advantage of the reduction in transport costs;

· The continuing protectionism in most of the rail sector resulting in that mode failing to play its full role; and

· The overall slow development in the transport sector. 

Examples Johan included to illustrate his points included the Danish bacon sold in Swedish shops which is separately cured, processed, packaged, and distributed across Europe from France to Poland to take advantage of low processing and labour costs, and that the cost of transport in the price of a litre of fresh milk in Sweden was less than 1%.

Over the next couple of decades likely changes that the logistic sector will find imposed on them include:

· higher transport costs, not least due to availability of transport fuels;

· road charging, including both EU-wide proposals and city congestion charging;

· environmental zoning which has already been piloted in areas leading to the withdrawal of older trucks with higher emissions;

· reporting of CO2 emissions;

· emissions trading; and

· a focus on the transport sector, not least because it is the most difficult to address with respect to reducing emissions.

The logistic industry is an efficient and responsive industry, which will be able to absorb these impacts. However, the sooner there is clear and consistent policy and guidance on these impacts the better. For example, he did not want to equip his trucks with a multiplicity of road charging systems, just one for the whole of Europe.  

[Please see attached link to access Johan’s presentation.] 

The Challenge of Urban Freight Transport

Sönke Behrends, Chalmers University

Why concentrate on urban freight transport? Because:-

· 80% of economic activity is in cities;

· most congestion occurs in urban areas;

· because of the concentration of traffic and congestion, it is urban areas that suffer most air pollution and generate most CO2 emissions; and

· because of conflicts between pedestrians, cyclists, and traffic it is in urban areas where accidents are clustered.

As a reflection of these realities, the Commission published a paper on a Thematic Strategy on the Urban Environment during 2006. The paper advocates that all communities over 100,000 population should have a Sustainable Urban Management plan (SUMP) and a Sustainable Urban Transport Plan (SUTP). The European Parliament is supportive of such proposals. 

The BUSTRIP Interreg IIIb project has been supporting the development of SUTPs through both peer reviews between the 12 participating cities and also through pilot studies. Two of the pilot studies specifically relate to urban freight transport, and are being implemented currently. 

To recap the importance of road freight transport, it accounts for about 10% of all traffic movements, between 20 and 30% of vehicle kms, and up to 50% of total road transport CO2 emissions.

For more information on BUSTRIP go to http://www.bustrip-project.net/index.htm
North Sea Region and transport policy

Jon Halvard Eide, North Sea Commission

Jon is Co-ordinator of the Transport Thematic Group of the North Sea Commission (NSC). He briefly introduced the work of the NSC and the Transport Group. One of its key ongoing objectives is to improve the accessibility of peripheral and maritime areas within the North Sea Region. Priorities include dissemination of good practice, supporting policies and projects that will improve accessibility in the North Sea Region, and specifically help promote sea-based inter-modal freight transport.

In Jon’s view there is still much to do to co-ordinate projects in the North Sea Region so as to get the maximum benefit at local, regional, national and EU level.

In conclusion, Jon expected the Transport Group to further develop its role in raising awareness of accessibility and transport issues, fostering co-operation and the building of partnerships across sectors and at all levels, and the dissemination of good practice. Key targets for the next 12 months include:-

· establishing the North Sea Forum;

· hosting ministerial conferences on transport in the North Sea Region; and

· exploiting the potential for international co-operation as represented by the new Interreg programme.  

Regional influence on state matters

Åsa Torstensson, Swedish Minister for Communications

The Swedish Minister for Communications expressed her happiness and confidence in working with the larger Swedish Regions in effective transport planning. She was aware that there are differences in approach evident and necessary in each region, although addressing the same issues of globalisation and climate change. It was necessary to address both the Lisbon Agenda for strong competitive economies as well as the Gothenburg Agenda on sustainable development.

If regions and the national level work well together there are opportunities for new jobs and growth. Failure to respond will result in jobs being lost to other parts of Europe and the world.

There is a limit to what can be achieved working at the national level, not least due to the danger of ‘one size fits all’ policies and solutions. The national level cannot properly understand local and regional issues. An example is Västra Gőtaland’s policy to expand their employment regions to improve access to the widest possible range of jobs and training opportunities.

The national level needs to concentrate on minimum standards and basic policies relating to transport, including environmental standards, and work pro-actively with the EU. Work has been undertaken at national level on how to take transport integration up to a higher level. The results should be published this autumn. Working with our regional partners would hope to see a dynamic integrated transport system progressively introduced across Sweden. Other examples include supporting sustainable alternatives to oil and the widespread introduction of more energy efficient vehicles, both at the national and EU level, and the need to include aviation in the European Emission Trading Scheme.

Environmental concerns emphasise the need to work in partnership across the North Sea Region, and Interreg has a major role to play in addressing the challenges that face us all.

In the brief discussion that followed her talk, a view from the meeting that the Minister was asked to take away with her was that the debate on transport, environment and climate change had advanced recently so far that politicians could be bolder in pursuing stronger regulation. The key from industry’s point of view was a level playing field. The Minister was pleased to note the transport industry was willing to discuss the consequences of climate change.  

