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The second part of the plan is a persuasive stimulus 
package for the period 2027-2030, which will follow 
logically on the package for 2022 until 2026, which 
will achieve the intended large reduction in CO2-
emissions, but which does not go as far in terms 
of meticulously elaborating the coverage of the 
proposals. For this coverage, a range of possibilities 
has been formulated, but no choices have yet been 
made. Quite possibly, many of the coverage measures 
will not be necessary if the assimilation of EVs 
progresses steadily. Also on the basis of a proposed 
assessment in 2024, with phase 2 of the stimulus 
package in hand, policy-makers will be able to decide 
exactly what to do after 2026.

Charging infrastructure, urban logistics 
and renewable fuels
Tax incentives for new and second-hand zero-
emission vehicles will be insufficient to speed up 
the assimilation of zero-emission vehicles; flanking 
policies will be necessary, in particular for the location 
of and access to charging and fuelling infrastructure, 
and the establishment of emission-free urban logistics. 
The deployment of renewable fuels (measure 3) can 
also contribute significantly to attaining the interim 
goal of 2030. After all: even with an accelerated 
transition to emission-free road traffic, 70-80% of all 
vehicles will still be using fossil fuels in 2030. Blending 
of renewable and synthetic fuels is already happening 
and could be sped up by adjusting fuel taxes in 
proportion to the percentage of renewable fuel in the 
mixture. 

What is the situation?
The Netherlands is faced with the task to make 
mobility significantly more sustainable. The 
recently established EU Green Deal has added to 
this task and requires that CO2-emissions must 
be reduced by 55% by 2030 compared to 1990. 
Road traffic must contribute to this, but the current 
policy for greener road traffic and commitments 
under the Climate Agreement are vastly insufficient 
for reaching this goal before 2030. The current 
vehicle-tax system for private vehicles and delivery 
vans is counter-productive and increasingly 
inadequate, which means that the Dutch vehicle 
fleet today is among the oldest in western Europe. 

What should happen?
A new policy is needed to bring a structural decrease 
in CO2-emissions and reduce the gap with regard to 
the climate goals. Vehicle taxes play a key role here. 
The current system must be replaced as soon as 
possible with a Pay-per-Use system. The coalition of 
ANWB, BOVAG, Natuur & Milieu, RAI Vereniging and 
VNA supports a variant where the rate per kilometre 
is based on the vehicle’s CO2-emission rate. In this 
way, the focus will be directly on the greening of 
mobility choices, leading to a structural decrease in 
CO2-emissions of 3 MMTCDE (metric million tonnes 
of carbon-dioxide equivalent). Taxing actual use rather 
than a levy on the purchasing of person and motor 
vehicles (BPM) and ownership of vehicles in circulation 
(MRB) will encourage conscious use. Pay-per-use must 
immediately be enshrined in a law so that preparations 
can get under way, seeing that it will take at least 8.5 
years to introduce such a system. Pay-per-use will 
thereby not play a role towards 2030, but will be crucial 
for the period thereafter. For the period until 2030, the 
coalition presents a coherent, detailed and calculated 
package of measures along the following lines:

1A.  Introduce Pay-per-Use as fast as possible, with 
a rate based on CO2-emissions; immediately 
stipulate the introduction thereof in a framework 
law.

1B.  Further behavioural stimuli: include incentives in 
the current tax system to make deliberate choices 
when purchasing and travelling.

2. Fast influx of zero-emission vehicles to replace 
fossil kilometres structurally with emission-free 
kilometres.

3. Targeted deployment of responsible biofuels and 
synthetic fuels where zero emissions cannot yet be 
achieved.

With this series of measures, the coalition will achieve a 
greater reduction in CO2 than the proposals of the Van 
Geest study group (“Bestemming Parijs”) would, and 
will cut the costs by a quarter. By order of the cabinet, 
the study group has made a proposal to achieve 
the raised climate goals. This proposal is already on 
the table. Next to this, the coalition is therefore now 
submitting a more effective, less expensive, and less 
market-disruptive plan, whereby in 2030 the proportion 
of EVs in the fleet will have increased to 16.8%, and the 
share of EVs in overall vehicle kilometres will have risen 
to 24%. The plan will bring a greater cumulative CO2 
reduction of 5.6 MMTCDE (+0.2 MMTCDE or 103% of 
what the Van Geest plan would achieve), at 75% of the 
costs of the Van Geest plan (€7.8 billion versus €10.4 
billion cumulatively). The faster influx of zero-emission 
vehicles will furthermore contribute to the lowering of 
nitrogen-oxide emissions.

The plan
Calculations show that Pay-per-Use could bring savings 
of 3 MMTCDE, which will however only be factored 
8.5 years from now (measure 1A). But behaviour can 
also be influenced in the shorter term (measure 1B) 
for example by encouraging people to work from 
home and to use multi-modal transport. Non-essential, 
non-travelled kilometres are ‘low-hanging fruit’ that 
represent a reduction of 2.4 to 2.7 MMTCDE. 

A decisive factor in reaching the interim goal in 2030 
is the assimilation of zero-emission vehicles in the fleet 
(measure 2). Without an additional stimulus policy, the 
proportion of zero-emission vehicles in new sales in 
2030 will only be 34%. That is not much, considering 
the lifespan of cars and the goal of climate neutrality in 
2050. 

The coalition plan consists of two parts. Firstly, an 
elaborated and backed stimulus plan up till 2026, 
resulting in a significantly faster and more significant 
assimilation of zero-emission (delivery) vehicles.

The first period can easily be predicted by the 
coalition partners, and the plan for this period includes 
carefully defined measures with complete coverage 
to accompany them. The package up until 2026 aims 
to increase the influx of zero-emission vehicles and 
low-emission cars, to such an extent that these cars – in 
their second life – will remain popular with consumers 
in the second-hand market. Entrepreneurs will be 
encouraged to swap delivery vans with fuel engines 
for delivery vans with batteries. 

ANWB, Marga de Jager   
4.8 million consumers (‘road users’) on the road in the Netherlands. 

BOVAG, Han ten Broeke  
9,000 mobility companies (car, truck, bicycle, etc.), 80,000 employees. 

Natuur & Milieu, Marjolein Demmers 
Stands for a climate-neutral society in 2050 and the recovery of biodiversity.

RAI Vereniging sectie Personenauto’s en Lichte Bedrijfswagens, Huub Dubbelman
Over 700 suppliers and manufacturers of two-wheeled vehicles, cars, commercial vehicles, 
bodyworks, trailers, etc. 

VNA, Renate Hemerik  
Over 50 leasing companies, and a sector that represents nearly 1.2 million cars and delivery vans, 
and 214,000 private leased vehicles.

THE SOCIAL COALITION

Summary



Feasible and affordable towards zero-
emission road traffic

A broad social coalition (ANWB, BOVAG, Natuur & 
Milieu, RAI Vereniging and VNA) on Wednesday, 
12 May 2021 presented a plan for achieving 
climate goals through vehicle taxes. The coalition is 
proposing the plan in order that it may be included 
in the drafting of the government agreement for 
2021-2025. 

Introduction
What can we contribute to the climate goals?
We want to contribute to the intensified climate 
goals for 2030 and the ultimate goal of climate 
neutrality in 2050, by reforming vehicle taxes in the 
Netherlands. This should result in a simple, stable 
and predictable tax system. ANWB, Natuur & Milieu, 
RAI Vereniging, BOVAG and VNA are assuming their 
social responsibility by presenting a plan that is both 
ambitious and affordable, and that gives clarity to 
consumers, businesses and the industry. A central 
role in this social coalition is given to a system of Pay-
per-Use, which should be introduced as quickly as 
possible. 

The plan aims to reach the intensified climate goals 
of the European Green Deal in 2030, while keeping 
mobility affordable and accessible to everyone in 
the Netherlands, and revenues generated by vehicle 
taxes at an acceptable level. In other words: a stable, 
predictable fiscal policy will put us on a feasible, 
affordable road to emission-free passenger-car and 
delivery-van traffic. The plan will also help to reduce 
nitrogen through its focus on zero-emission vehicles.

Why this plan now?
The Netherlands, like other European countries, 
is in a phase of transition towards a vital goal of 
more sustainable mobility. In this, a new balance 
is sought between climate, accessibility, economy, 
living environment, and affordability. Since the Dutch 
Climate Agreement in 2019, which was signed by 
all five parties in the social coalition, the challenges 
have grown. European goals for 2030 and 2050 have 
recently been tightened considerably. By joining 
hands between the market and policy-makers, we shall 
succeed in reaching these new goals. With this plan, 

the parties are consciously choosing to align with the 
intensified goals.

Vehicle taxes play a key role in greening, but the 
current fiscal system is counter-productive and 
becoming increasingly inadequate. The result is a 
yo-yo policy for road users and a fleet that is among 
the oldest and most polluting in Western Europe. 
With the current policy we will not meet the climate 
goals, nor achieve a sustainable, properly functioning 
vehicle market, whereas the latter is an important 
contributing factor towards reaching the climate goals. 
Change is therefore needed. A Pay-per-Use system 
based on emission is the cornerstone of the solution. 
Other behavioural measures, alternative fuels and a 
faster expansion of the charging infrastructure can 
also play an important role in cutting CO2-emissions 
in the Dutch mobility sector. The challenge we are 
facing is considerable: the most recent European 
intensifications of the climate goals alone already 
imply that the sector will have to save an additional 5 
to 6 MMTCDE (million metric tonnes of carbon-dioxide 
equivalent); however, the increase in road traffic in 
recent years has generated an extra 3 MMTCDE.
 
Unfortunately, a system of Pay-per-Use, where 
everyone will contribute fairly and transparently to the 
task, cannot be introduced in five years. It is therefore 
necessary also to focus once more on vehicle-tax 
measures. From the Climate Agreement as well as 
the current tax plan. In this regard, the Van Geest 
study group (“Bestemming Parijs”) delivered a first 
opinion that is included in the government formation 
of 2021. We took this report as a starting point for our 
plan, and came to the conclusion that CO2 could be 
reduced more while at the same time cutting the cost 
by a quarter. Our plan can also rely on a broad social 
consensus.

What is the situation?
Climate goals
In the scope of the European Green Deal, as an interim 
goal, the whole of Europe must reduce greenhouse-
gas emissions by at least 55 percent in 2030 
compared to 1990. Previously this was 49 percent. 
An indicative, exploratory study of the Green Deal 
climate-challenge study group led by Laura van Geest1  
shows that the mobility sector in the Netherlands will 

likely have to generate an additional reduction of 
another 5 to 6 MMTCDE. Whether the Netherlands will 
ultimately opt for this, is a political choice. As civil-
society organisations we are consciously choosing for 
a plan that is in line with this ambitious goal. Together 
we want to do everything in our power to achieve 
sustainable mobility in the Netherlands.

The climate goal for mobility is therefore higher than 
originally stipulated in the Dutch Climate Agreement. 
In addition, Pay-per-Use – which must play an 
important role in cutting CO2-emissions in the Dutch 
mobility sector – is taking longer to implement than 
was originally foreseen in the Climate Agreement. 
There is currently no question of a seamless alignment 
between the stimulus package for zero-emission 
vehicles in the Climate Agreement (2020 until 
2025) and Pay-per-Use, and there is even a policy 
gap between 2025 and 2030. From an extensive 
background study by KPMG2 it appears that the goals 
for 2030 will not be reached with the government’s 
current and foreseen package of fiscal measures.
A plan is therefore now needed for the period from 
2022 up until 2030. We are proposing this plan in 
order that it may be included in the drafting of the 
government agreement for 2021-2025. The challenge 
we are now facing since the reduction goals have 
been tightened is so substantial that we will no longer 

be able to reach it by focusing on zero-emission 
vehicles alone. The following version from the KMPG 
background study shows that the challenge is in fact 
threefold. The background study can be downloaded 
at www.toekomstautobelastingen.nl.

Problem analysis
To reach the goals for 2030, we have identified three 
areas where emissions can be reduced significantly 
(see also Figure 1).

1. Speed up the transition to emission-free road 
traffic for people and goods;

2. Influence mobility (behaviour), which would cut 
back on the number of (fossil) kilometres;

3. Introduce renewable fuels for vehicles where 
fully emission-free transport is (not yet) possible: 
a useful alternative in the period of transition 
towards zero-emission mobility.

No future for the current vehicle-tax system
To reduce CO2-emissions from road traffic, 
policy-makers are looking at vehicle taxes in 
particular. The social coalition however sees 
great shortcomings in the current tax system, 
which will further be accentuated if this toolbox 
is used to achieve the highly ambitious climate 
goals of the European and Dutch governments.                                                           

* One MMTCDE is 1 million metric tonnes of carbon-dioxide equivalent. And 1 tonne of CO2 -emission corresponds to 8 months of 
(grey) electricity consumption by an average household in the Netherlands.

1  Van Geest study-group report, see Bestemming Parijs: Wegwijzer voor klimaatkeuzes 2030, 2050 | Rapport | Rijksoverheid.nl
2  Background study carried out by KPMG in the scope of drafting the vehicle-tax plan for 2021

Figure 1:  possible effects of the vehicle-tax plan in main lines for 2030

Vehicle tax plan 2022 - 2030



The system of vehicle taxes has continuously been 
adapted in the past decades with new amendments 
and exceptions. This has created a confusing 
patchwork. As a consequence, the Dutch vehicle 
market has become opaque and unstable, which 
undermines the trust that consumers and businesses 
have in the market.

The result is a stop-and-go effect: consumers and 
business customers become increasingly reticent, and 
unnatural peaks arise at times. This jeopardises the fast 
influx of new as well as used zero-emission vehicles, 
which is essential for climate benefits.

The current system focuses on fiscal instruments that 
are mainly based on CO2-emissions. This leads to 
growing tension between the two government goals: 
on the one hand, efforts to reduce emissions from 
road traffic in order to reach the climate goals, and on 
the other hand, keeping it at an acceptable level in 
terms of government revenue. In other words: a policy 
that successfully reduces the average CO2-emissions 
of the vehicle fleet will also lead to a considerable 
drop in government revenue. This alone will be a 
reason for government to intervene.

Main lines of the vehicle-tax plan
A new policy is needed to bring a structural decrease 
in CO2-emissions and reduce the gap with regard to 
the climate goals:

1A.  Introduce Pay-per-Use as fast as possible – 
and immediately enshrine its introduction in 
a framework law, as Pay-per-Use is the best 
instrument to stimulate the desired behaviour.

1B.  Until then: other behavioural stimuli. Include 
incentives in the current tax system to let travellers 
make conscious purchase and travel choices. 
Non-essential, non-travelled kilometres as well as 
bicycle kilometres are ‘low-hanging fruit’ that can 
reduce CO2-emissions fast and help to keep the 
Netherlands accessible.

2.  Speed up the influx of zero-emission cars to 
replace fossil kilometres structurally with emission-
free kilometres.

3.   Deploy responsible biofuels and synthetic fuels in 
a targeted way where zero emission cannot yet be 
achieved.

1A. Introduce Pay-per-Use as fast as possible
To influence mobility choices even more effectively, 
the vehicle-tax system must be revised in depth. 
Instead of the current tangle of mostly fixed taxes and 
subsidies, a simple, transparent, predictable, fair and 
sustainable system is needed to support goals in terms 
of climate and air quality. Pay-per-Use will ensure a 
direct effort towards greener mobility choices made 
in the market – both private and business-related. Not 
only by putting heavier taxes on higher CO2-emissions, 
but also by raising awareness among road users 

through levies on actual use, rather than ownership 
(MRB) and purchasing (BPM), which will bring a CO2 
reduction of over 3 MMTCDE a year.

Introducing Pay-per-Use is however not that easy. 
The process implies more than merely introducing a 
technical solution to register kilometres: it will require 
a change in tax policy with consequences for the entire 
vehicle fleet, the way Tax Authorities operate, and 
various aspects of government finances and policy. 
From research by KPMG and others commissioned by 
the Ministry of Finance, it appears that the trajectory 
from the introduction of laws to the assimilation of the 
last vehicle will take at least 8.5 years, but more likely 
about 11 years.

Focus areas from this broad social coalition to speed 
up political decision-making regarding Pay-per-Use:

• Enshrine the introduction of Pay-per-Use in a 
framework agreement as fast as possible.

• Opt in Pay-per-Use for a price per kilometre based 
on the vehicles emission rate.

• Design a future-proof system:
 - keep account of growing insights in    

technology 
(e.g. related to connectivity in  vehicles); 

 - in the design, consider possible further 
developments with dynamic pricing.

• Avoid strong shock waves in the market due to 
the transition to Pay-per-Use, for example through 
a gradual transition and an expense-neutral 
introduction for the consumer.

• Finance introduction costs from a central mobility 
fund.



The savings potential of Pay-per-Use is 3 MMTCDE 
According to a calculation of the research institution 
Revnext, if Pay-per-Use is introduced in relation to the 
vehicle-tax plan, CO2-emissions will drop by a further 
3.0 MMTCDE to 13.7 MMTCDE, which is a reduction of 
approximately 19 percent. Figure 2 below shows the 

CO2-reduction from Pay-per-Use, assuming that the 
structural effect is achieved in 2030 as such. For the full 
calculation, see the Calculation of the vehicle-tax plan 
at www.toekomstautobelastingen.nl.
 

1B. Behaviour can already be influenced in the 
short term as well
No structural decrease in the number of kilometres 
travelled. Traffic volume has increased in the past 10 
years from 63 billion vehicle kilometres in 2010 to 73 
billion kilometres in 2019. In 2020, the traffic volume 

dropped significantly, but following this temporary 
COVID-19 dip, it is expected to increase again (see 
Figure 3), which means that further measures will be 
needed to keep CO2-emissions from mobility down to 
the desired level. 

Figure 2: Difference in CO2 -emissions in MMTCDE between the baseline (= no additional policy), the vehicle-tax 
plan, and Pay-per-Use in 2030. PC = passenger car DV = delivery van

Figure 3: Progression in traffic volume      Source: Kennisinstituut Mobiliteit: Mobility Key Figures for 2020

Policy options to influence behaviour in the coming 
years
With a view to accessibility and climate goals for 
2030, the Netherlands cannot afford not to develop 
any policy to influence travel behaviour until the 
introduction of Pay-per-Use. Nor is this necessary, 
since various policy options are available in the 

meantime. These are elaborated in Appendix 2: Policy 
options to influence behaviour in the coming years.

The following table summarises the main possibilities 
and what they would achieve: 
 

2.  Speed up the influx of zero-emission vehicles
The development and acceptance of zero-
emission vehicles have accelerated in recent years. 
Vehicle manufacturers are fully geared towards 
the electrification of the models they offer, both in 
terms of electric batteries and hydrogen-powered 
vehicles. We also see more and more charging points 
appearing. But the total cost of ownership (TCO) of 
electric vehicles (EVs) in A-, B- and C-segments** is 
still less attractive, and the market for used vehicles is 
still very small: in 2020, over 31,000 used EVs changed 
from owners out of a total of 2.3 million transfers. The 
demand for new EVs is currently dropping again due 
to sharply increasing additional tax liability rates for 
EVs and very limited subsidies available to private 
users. In addition, the offer in the smaller A-, B- and 
C- segments, which are popular in the Netherlands, is 
still limited and relatively expensive compared to cars 
using fossil fuels.
On the upside: the purchase price of a zero-emission 
car is expected to keep dropping in the years to 
come. And considering the higher energy efficiency 
of electric battery-driven vehicles and the lower tax 

pressure, the use of a zero-emission vehicle is already 
more advantageous in some of the higher segments 
(D and E).
 

Figure 4: new sales in zero-emission cars for 2019 - 2021 
Source: RDC Automotive dashboard

**
A-segment | superminis
B-segment | small cars
C-segment | small to medium cars



Nevertheless: Without an additional stimulus policy 
after 2025 (which is not foreseen), the proportion of 
zero-emission vehicles in new sales in 2030 will only 
be 34%. Considering the goal of climate neutrality in 
2050 – and given the fact that the average lifespan of 
a vehicle is about 20 years and that the average age 
of the Dutch fleet continues to increase – it is therefore 
important that as many zero-emission vehicles as 
possible should already be sold before 2030. At 
present, an electric vehicle is still not affordable for 
everyone, and hydrogen-powered cars are hardly 
available yet. It is therefore important to stimulate 
compact and economical vehicles fast, and to create a 
healthy second-hand market to bring electric vehicles 
within reach for a much larger target group. A healthy 
second-hand vehicle market is essential for speeding 
up EV acceptance and therefore for reaching the 
climate goals.

Many former lease vehicles are now being exported 
because there is an insufficient demand for them on 
the second-hand market among private buyers. Offer 
and demand are insufficiently aligned. To create a 
sufficient offer and demand in second-hand EVs as 
quickly as possible, the entire focus in the coming 
years must be on the selling of new EVs both for the 
business and for the private market. This will accelerate 
the influx of EVs on the second-hand market. It is 
furthermore important for these vehicles to be more 
attractive for private buyers in the Netherlands after a 
few years, ‘in their second life’, which will considerably 
reduce the need to export.

Essence of the coalition plan: a greater challenge in 
two steps 
The five organisations have chosen to divide the 
period 2022-2030 in two. They have opted for a billed 
package up until 2026 and a guideline package from 
2027 until 2030.

• A stimulus package for the foreseeable period from 
2022 until 2026 (the term of the future government 
agreement plus one extra year) in which measures 
and coverage are worked out completely. An 
integral and indivisible package will thus be 
submitted in the coming legislative period that will 
deliver the best results and receive wide support.

• A guiding stimulus package for the more 
uncertain period from 2027 until 2030 that will 
at least lead to an achievement of the climate 
goals, but for which no coverage has yet been 
established, so that flexibility will be built in, 
in order to take account of the results of the 
assessment in 2024 and of new political relations 
by that time. We are therefore merely giving a 
broad list of coverage options here.  

 After that, the two packages will be discussed 
separately.

Stimulus package for 2022 to 2026 – some further 
steps
A supplementary fiscal package is needed for the 
coming legislative period, in addition to the measures 
in the Dutch Climate Agreement, to accelerate 
the transition to zero emissions even more, and to 
lay establish it for 2026 already. By getting more 
compact economical and zero-emission vehicles 
on the road faster, the climate goals will be reached 
more effectively and at a lesser cost. Accelerating will 
further mean that we will create a timely offer of (used) 
zero-emission vehicles that are also attractive for 
private users. For this, the social coalition proposes the 
following:

• Set up purchase subsidies for private EV buyers in 
a different way, through a revised cap on purchase 
amount, a lower subsidy amount per vehicle, and 
no maximum subsidy pool per year. Total budget 
estimate based on a realistic estimate of EV 
assimilation.

• A more progressive reform of BPM rates to 
reinforce CO2 control when a new not-fully electric 
vehicle is purchased, and to take better account 
of the limited scope of action in the A- and 
B-segments (which are popular among private 
buyers).

• Additional tax liability discount on zero-emission 
vehicles of up to €40,000. With this cap, more cars 
will be purchased that will find their way to the 
second-hand market in the Netherlands.

• Extension of BPM exemption for zero-emission 
cars after 2025 to keep the influx of such vehicles 
at an acceptable level, thus bringing the prospect 
of phasing out this purchase tax in the run-up to a 
Pay-per-Use system.

• Introduction of a new type of MRB rate for zero-
emission vehicles after 2025 until the introduction 
of Pay-per-Use, with a weight correction for the 
battery pack.

• Extension of the purchase subsidy (‘bonus’) for 
zero-emission delivery vans.



Stimulus measures

 * Note: the cap on the purchase subsidy for used vehicles is based on the scheme in the year of new purchase

(*) The proposed measures start from a baseline with an associated influx of zero-emission vehicles in 2030. The deployment 
of stimulus measures that are now being planned for the period after 2026 must be evaluated in 2024 and must be tested 
with regard to the intended increase of zero-emission vehicles in the fleet as well as the fixed targets. Based on this, the cor-
rect measurements must be determined for 2027-2030. 

(**) No cap applies to hydrogen- and solar-cell-powered vehicles

Proposed coverage
According to the social coalition, stimulus measures in 
the period 2022-2026 can be financed in the following 
way:

• Abolition of the current MRB exemption for zero-
emission cars and starting earlier with a reduced 
rate for this group, which will increase over time 
to the new rate in 2026. Besides, PHEV passenger 
cars and delivery vans are in line with the MRB 
adjustment on zero-emission vehicles. Phasing 
out the current exemption earlier will lead to less 
over-stimulation and the costs of stimulation will 
not be transposed to consumers who have not yet 
been able to switch to EVs.

• Gradual phasing out of the MRB discount for 
businesses on non-zero-emission delivery vans, 
to encourage the switch to zero-emission delivery 
vans that will have become available.

• Funding of the purchase ‘bonus’ for zero-emission 
delivery vans from BIK3.

• Introduction of a ‘malus’ for the purchase of a non-
zero-emission delivery van to differentiate more 
clearly between fossil-fuel and zero-emission 
vehicles when a delivery van is purchased. The 
‘Bestemming Parijs’ report radically cancels the 
BPM exemption for delivery vans. To limit the 
harmful economic impact of this, we discuss a 
bonus-malus scheme in this proposal whereby 
we apply the polluter-pays principle to reach a 
positive TCO (Total Cost of Ownership) of zero-
emission delivery vans as quickly as possible.

• Abolition of the MRB and BPM exemption or 
refund for government vehicles.

• Abolition of the young-timer scheme.

Disclaimer 
The social coalition emphasises that the proposed 
measures must be seen as a whole. The support 
of the social coalition is based on the assumption 
that the plan is implemented in full. The proposed 
measures are inextricably linked and will prevent 
new compromises that detract from the fixed targets: 
climate goals, foreseeable vehicle taxes and stable 
government revenues that provide scope for essential 
investments in the charging infrastructure.

Outlines for the policy for 2027 until 2030 – 
towards zero emission
The social coalition considered laying down 
the stimulus policy after 2026 in detail as well. 
Eventually it was decided not to do so, due to the 
extreme unpredictability regarding the price and 
deployment opportunities of zero-emission vehicles. 
Technological breakthroughs are expected around 

2025, particularly regarding battery, hydrogen and 
charging technology, which will have a very positive 
impact on the reachability of emission-free transport. It 
is also expected that EU source legislation for vehicles 
will be tightened further. For the time being these are 
however merely “expectations” that cannot be counted 
on. Not keeping these expectations into account 
would have a very negative impact on the feasibility 
and affordability of the climate goals. However, for the 
moment they cannot be counted on firmly either.

As opposed to these uncertainties, we have the 
conviction that our plan will contribute demonstrably 
to the climate goals for 2030 and the desire with it to 
give as much certainty as possible to the market and 
the consumer. That is why the social coalition has 
nevertheless established a coherent package and 
had it calculated for the period from 2027 until 2030, 
which follows logically on our package for 2022 until 
2026 and that makes a cumulative CO2 contribution 
that will at least equal the result of the Van Geest 
study group (Bestemming Parijs - sheet 54) in this 
respect, but at a significantly lower cost. 
This package consists of:

• A separate MRB rate for zero-emission cars and 
delivery vans with a weight correction for the 
battery.

• BPM exemption for zero-emission cars, with the 
prospect of phasing out this purchase tax for 
100% EVs in new sales in the run-up to Pay-per-
Use.

• Gradually reduce additional-tax-liability benefits 
for zero-emission vehicles to prevent over-
stimulation.

• Extend the purchase subsidy for private buyers 
of new and used zero-emission vehicles, with 
customisation to prevent over-stimulation.

• Extend (and reduce) the ‘bonus’ for purchase of 
zero-emission delivery vans, in combination with 
the gradual increase of the malus for the purchase 
of an ICE delivery van.

• Further align MBR rates of ICE delivery vans 
with those of a comparable ICE passenger car 
(excluding provincial surcharges)4.

3 Whereby this scheme must also be suitable for (operational) lease
4   The income from this will not automatically provide coverage for the stimulus package for cars after 2026.



Impact of the stimulus package
The calculations5 of this plan show that with the 
conservative assumptions underlying the Revnext 
model, the CO2-reduction goals of the comparable 
package of the Van Geest study group can be 
equalled. Based on our experience and estimates, we 
can speak here of a lower threshold, or a ‘headwind 
scenario’. The costs of this stimulus package and 
scenario are considerable (€7.8 billion for the 
period until 2030), but still easily a quarter more 
advantageous than the policy package of the Van 
Geest study group. In a ‘tailwind scenario’ the market 
does a lot more on its own, which means that less 
stimulus is needed to obtain the same effect. In other 
words: with the same costs, a bigger effect can be 
obtained. 

Coverage options
Since uncertainties regarding market developments 
after 2026 are so big, it is of little use to develop a 
concrete coverage proposal. The need to effectively 
use these coverage options will depend on the need 
for and the extent of stimulation after 2026. 
We are therefore calling for a thorough evaluation 
in 2024 to determine the vehicle-tax policy for the 
period 2026-2030.

An integral approach needed to stimulate 
emission-free vehicles
The focus of the social alliance is on steering towards 
greening with vehicle taxes, but it is clear that more 
is needed to accelerate the number of emission-free 
vehicles on the road. A so-called flanking policy will 
help tremendously to speed up the spreading of such 
vehicles and to curb the costs of stimulating this. Such 
a flanking policy is for example necessary and useful 
in terms of charging infrastructure (charging stations 
and hydrogen fuelling stations) and zero-emission 
urban logistics. The government must take initiatives 
to accelerate the roll-out of the charging infrastructure.
For an elaboration of this, see Appendix 3.
 
3.  Targeted use of biofuels
Use of renewable fuels
Even with an accelerated transition to emission-free 
transport in new sales in 2030, a large proportion of 
vehicles (70-80%) will also still be driving on fossil fuels 
in 2030. Renewal fuels will therefore play an important 
role, in any event for the transport sector, with the 
development of electric lorries still being in its infancy.

The positive environmental impact of these fuels 
lies in their “renewable” nature. The fuels are made 
of organic materials (mostly waste) that in their 

recent growth took CO2 out of the atmosphere. The 
production and combustion of the fuel again releases 
CO2, but in the end, the contribution to CO2 reduction 
compared to the combustion of fossil fuels is between 
50 and 90% (in accordance with the European 
Renewable Energy Directive, or RED in short). 

With the implementation of the European RED II, the 
aim is to obtain 65 petajoule (PJ) renewable energy 
in transport by 2030 through the yearly obligation, 
including 56 PJ biofuels for road traffic (saving 
approximately 4.3 MMTCDE). No division is made 
between the transport of goods and people, but 
it is expected that it will offer a solution for goods 
transport in particular to achieve the desired reduction 
in CO2.

The use of renewable fuels in mobility is already 
taking place at a significant scale, mainly by mixing 
these fuels into the overall volume of fuel uplift in the 
Netherlands. Every litre of petrol that is consumed for 
instance contains 10% bio-ethanol (E10), and every 
litre of diesel contains 7% biodiesel (B7 based on 
FAME or Fatty Acid Methyl Esters). All modern vehicles 
can fill up on these fuels without any problem; older 
petrol vehicles can sometimes not take anything 
above E5. For petrol, chances look slim that the 
percentage of admixture could further be increased. 
For diesel vehicles, we see more and more B30 (every 
litre contains 30% non-fossil fuel). These limits apply 
to a lesser extent to synthetic fuels (as an alternative 
to diesel). A growing number of lorry manufacturers 
are also providing certain 100% synthetic fuels, for 
example HVO100.

When we proceed with E10 for petrol cars and entirely 
switch to B30 for diesel freight traffic, the outlined 
CO2 reduction will in principle be possible. With the 
large-scale use of HVO100, even more capacity will be 
available.  
 
This transition will however not take place 
automatically, due to the additional costs of renewable 
diesel alternatives. Prompting use by adjusting fuel 
taxes in proportion to the renewability of the fuel 
seems necessary here.

  5  The main results are described in Appendix 1: Calculations of the vehicle-tax plan. A comprehensive report with calculations of 
the vehicle-tax plan by the consulting firm Revnext is currently being finalised.

In conclusion
It is important to unsure that the coalition’s vehicle-tax plan (2021-2030) is implemented in full. 
This will provide a consistent transition from the current unstable patchwork to a system based on 
Pay-per-Use. Fixed vehicle taxes will systematically be phased out and converted to user taxes with 
an environmental component per driven kilometre.
The (road) user will thus pay a fair price for their mobility and government revenue will be 
guaranteed in a clear way.
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Appendix 1
Calculations of the vehicle-tax plan

At the request of the five organisations, Revnext has 
calculated the impact of the vehicle-tax plan. Revnext 
previously participated in the Climate Agreement 
(2019), Kansrijk Mobiliteitsbeleid (‘promising mobility 
policy’, 2020), and Klimaat- en Energieverkenning 
(‘climate and energy exploration’ or KEV) 2020, the 
Pay-per-Use study (2020), the ‘Bestemming Parijs’ 
study-group report, the roadmap for climate choices 
2030, 2050 (2021), the CPB/PBL calculation of the 
election programmes (2021), and the monitoring of 
the vehicle market (2020/2021).

The calculation can be found at 
toekomstautobelastingen.nl.

The calculations of policy options in the vehicle-
tax plan were based on the same version as the 
Carbontax model6 and the same baseline7 until 2030 
that have been used in the aforementioned studies 
from 2020/2021. With this the calculations are on 
the conservative side, being based on a ‘headwind’ 
scenario. It will be explained below.

As a coalition of social organisations, we consider it 
essential to keep account of the great uncertainties 
on the offer and demand side in particular in the 
period after 2026. The baseline estimate in the 
Carbontax model appears to be on the conservative 
side here. It shows that the more ambitious European 
laws and regulations will accelerate the transition 
to zero-emission mobility, whereby the influx of 
electrically powered vehicles will go much faster 
(and therefore more cost-effectively) after 2026 than 
what is currently being presented in the government 
calculation methods, for example because cost price 
for ICE vehicles could develop more positively. For 
consumers, the threshold for switching over will 
probably drop quickly, which means that they will 
embrace EVs faster than is assumed in the models. The 
proposed evaluation in 2024 will indicate whether a 
head- or tailwind can be expected in the second half 
of the decade.

Since the average estimate of the Carbontax model 
does not yet assume a tightening of the European 
source policy for passenger cars and delivery vans, this 
average estimate is indicated in the underlying report 
as a ‘headwind baseline’.

The compiled package of measures from the 
vehicle-tax plan is based on the headwind version 
of the baseline, at a level to reach at least the same 
cumulative climate benefit as in sheet 54 of the 
Bestemming Parijs study group (5.4 MMTCDE) at a 
lower cost. If the outcome is more positive, in other 
words in a tailwind scenario, the measurement of 
the stimulus package will have to be revised again. 
The impact of the vehicle-tax plan in the case of a 
tailwind outlined hereafter therefore correspond to 
the maximum impact if it is not decided to scale down 
measures. Naturally, this social coalition is prepared 
to participate actively in the evaluation of 2024, and 
on that basis, again to enter into discussion with 
government and political stakeholders regarding a 
suitable policy for after 2026.

 

6  See background report:
https://www.pbl.nl/sites/default/files/downloads/Revnext-Achtergrondrapport-Carbontax-model.pdf
7  The baseline for passenger cars is the reference development with adopted and proposed policies until 2030 with which the effects 
of additional policy are compared. The baseline includes the climate-agreement policy that has been laid down until 2025, reverting 
once again to the EU source policy only as from 2026.

Impact of the vehicle-tax plan
Total CO2-emissions of passenger cars and delivery vans.

Headwind (base estimate impact of package) 

The vehicle-tax plan for passenger cars (PC) and delivery vans (DV) will in total lead to a decrease of about 2.25 
MMTCDE compared to the baseline in 2030 in the headwind scenario. This corresponds to a 12% reduction with 
regard to the baseline in 2030. The cumulative reduction until 2030 amounts to about 8.0 MMTCDE. If the package 
of measures is maintained, it will in the tailwind scenario result in a 141 reduction and 6.6 MMTCDE cumulative until 
2030 compared to the tailwind baseline.

Tailwind (maximum impact of full package)



Total hydrogen emissions in 2030 of passenger cars and delivery vans

Headwind (base estimate impact of package) 

Tailwind (maximum impact of full package)

The above figure shows that NOx emissions in 2030 in the vehicle-tax plan would be 2.4 thousand tonnes lower 
than in the baseline. NOx emissions in 2030 from delivery vans will drop by 0.8 thousand tonnes (13%) and those 
from passenger cars by 1.6 thousand tonnes (13%). If the package of measures is maintained, it would in the tailwind 
scenario lead to 0.6 thousand tonnes (11%) for delivery vans, and 1.5 thousand tonnes (12%) for passenger cars 
compared to the baseline.
 

Passenger cars EV assimilation total new sales

Headwind (base estimate impact of package)  

Tailwind (maximum impact of full package)

New sales of zero-emission passenger car
In total new sales, EV assimilation will increase as a result of the measures from the vehicle-tax plan in 2030 in 
headwind by approximately 29% to 64%. Cumulatively until 2030 approximately 600,000 additional emission-free 
passenger cars will be sold. If the package of measures is maintained, it will in the tailwind scenario result in a 24% 
increase to 75% and the sale of approximately 590,000 additional emission-free vehicles compared to the baseline in 
the tailwind scenario.



Headwind (base estimate impact of package) 

Tailwind (maximum impact of full package)

Vehicle fleet zero-emission passenger car
In the vehicle fleet, the vehicle-tax plan in the headwind baseline including import and export impact will lead to 
approximately 651,000 more zero-emission passenger cars in 2030, to reach a total of 1.6 million zero-emission 
passenger cars. If the package of measures is maintained in the tailwind scenario, it would lead to 637,000 more 
emission-free vehicles. The difference between cumulative new sales and the total impact on the fleet level can 
mainly be explained by the lower export of vehicles due to the measures in the vehicle-tax plan (MRB discount in 
2026-2030 and through the subsidy for second-hand EVs). 
 

Composition of the EV fleet in 2030
Just over half of the extra zero-emission vehicles in the fleet in 2030 as a result of this plan will be in the private 
market, and just under half in the business market. The number of extra zero-emission vehicles in the years until 2026 
will increase the strongest in the business market, after which private new sales will continue to accelerate so that the 
private market will see the strongest growth of EVs from 2027 until 2030. The figure below shows that the ‘vehicle-tax 
plan’ focuses strongly on EV assimilation in the lower segments. The proportion of EVs in the A- and B-segments will 
increase from 10% in the baseline to 27% with this plan (taking the headwind scenario as starting point).

Proportion per segment of the EV fleet in 2030



Delivery vans 
Headwind (base estimate impact of package) 

Tailwind (maximum impact of full package)
 

New sales of zero-emission delivery vans
The assimilation of zero-emission delivery vans is expected as a result of the vehicle-tax plan to increase steadily to 
46% in the headwind scenario in 2030, which is approximately 26% above the baseline. If the package of measures is 
maintained, it will in the tailwind scenario rise to 87%, i.e. about 25% above the tailwind baseline in 2030. 

Headwind (base estimate impact of package)  

Tailwind (maximum impact of full package)

The impact of eight years with additional zero-emission assimilation in new sales have a knock-on effect on the 
vehicle fleet and in the resulting total CO2-emissions. The total CO2 reduction based on the actual emissions of 
the vehicle fleet will accumulate to 1.73 MMTCDE in 2030 in the headwind scenario. If the package of measures is 
maintained in the tailwind scenario, it would lead to 2.05 more emission-free vehicles in 2030. 



Headwind (base estimate impact of package)   

Tailwind (maximum impact of full package)

The total CO2-emissions will drop by 0.52 MMTCDE in 2030 and 2.4 MMTCDE cumulative in the headwind scenario 
until 2030. If the package of measures is maintained, it will in the tailwind scenario result in 0.4 MMTCDE and 1.2 
MMTCDE cumulative until 2030 compared to the tailwind baseline. 

Headwind (base estimate impact of package)    

Tailwind (maximum impact of full package)

Vehicle fleet zero-emission delivery vans
The size of the emission-free delivery-van fleet will grow as a result of the vehicle-tax plan to over 155,000 in the 
headwind scenario in 2030. This is 95,000 zero-emission vehicles more than in the baseline. If the package of 
measures is maintained, this will in the tailwind scenario lead to more than 212,000 emission-free delivery vans in 
2030. This is 80,000 zero-emission vehicles more than in the tailwind baseline.



Budgetary impact
Impact of the vehicle-tax plan for passenger cars (PC) and delivery vans (DV) – headwind scenario
 

The budgetary effects in the period 2022-2026 are in total budget-neutral.
For the period 2027-2030 – considering the considerable uncertainties in those years – no coverage is yet foreseen. 
The social coalition is calling for an evaluation in 2024 and is willing then to engage once more with political 
stakeholders and government on how to stimulate zero-emission vehicles based on the most realistic scenario at that 
time, taking measurements and reach into account.

Impact of the vehicle-tax plan for passenger cars and delivery vans – tailwind scenario
 

The budgetary effects on government costs of the vehicle-tax plan in the tailwind scenario compared to the tailwind 
baseline can be seen in the table above.

Comparing the vehicle-tax plan with the Climate study group
In the table below, the vehicle-tax plan for passenger cars is compared with sheet 54 ‘extending tax stimulation 
for EV’8 from the study-group report Bestemming Parijs by Laura van Geest. For a pure comparison, only the direct 
stimulation costs and total indirect loss are compared in the table below. Both packages are furthermore weighed 
against each other in the same baseline scenario (‘baseline if headwind’ in the vehicle-tax plan). From the table below 
it appears that the vehicle-tax plan will bring a greater cumulative CO2 reduction than the 5.4 MMTCDE for 75% of the 
government costs in Sheet 54.

8 Appendix 2, page 13. And Sheet 54, Appendix 3, page 171.



Stimulus measures

* Note: the cap on the purchase subsidy for used vehicles is based on the scheme in the year of new purchase

Note: (*) The proposed measures start from a baseline with an associated influx of zero-emission vehicles in 2030. The deployment of 
stimulus measures that are now being planned for the period after 2026 must be evaluated in 2024 and must be tested with regard to 
the intended increase of zero-emission vehicles in the fleet as well as the fixed targets. Based on this, the correct measurements must 
be determined for 2027-2030.

(**) No cap applies to hydrogen- and solar-cell-powered vehicles

More progressive curve; A-segment approximately 30% BPM down, B-segment 5% down, C 5% up, D 15% up, E-segment 20% up



Appendix 2
Policy options to influence behaviour in 
the coming years
With a view to accessibility and climate goals for 
2030, the Netherlands cannot afford not to develop 
any policy to influence travel behaviour until the 
introduction of Pay-per-Use. Nor is this necessary, 
since various policy options are available in the 
meantime. 
 
This behavioural influencing consists of two 
components:
• Influence and stimulate a reduction in travel 

movements (total volume reduction).
• Focus on consciously choosing for the most 

optimal (low-CO2) travel option.

Travel behaviour resulting from the corona pandemic 
has shown that external factors can influence our travel 
behaviour to a considerable extent, without negatively 
affecting people’s productivity. Regarding business-
related transport, working from home and video-
conferencing can clearly lead to a significant reduction 
and spread of travel kilometres. From a recent NZMO 
survey, the number of business-related kilometres 
travelled among respondents in 2020 appears to have 
dropped by 26% and in 2021 will still be 15% less 
than before the COVID-19 pandemic. And if they do 
travel, there seems to be more interest than before 
in the use of flexible multi-modality (mobility card, 
mobility budget, company bicycle, etc.). By influencing 
behaviour, there are therefore various possibilities, in 
advance of the introduction of Pay-per-Use, to lower 
CO2-emissions and achieve (more) conscious travel 
behaviour. The secret is to use the right instruments to 
make the most of effects from the corona period, or to 
maintain them.

Work from home and online
When employers and employees make a more 
conscious effort to meet the demand for and make use 
of the possibilities of working from home, this could 
lead to more conscious travel behaviour, and less 
and better distributed travel kilometres (and thus also 
less traffic congestion). Not only could the number 
of telecommuting kilometres eventually be reduced 
by about 20%, but business trips (often over larger 
distances) could be limited or in any event be spread 
out more evenly during the day.

Multi-modal travel  
To stimulate multi-modal travel, there are two policy 
options. The first is to provide financial incentives to 
travel less or to offer low-CO2 transport, for example 
a travel allowance that is differentiated according 
to mode of transport, or with a mobility budget (to 
be examined further). The second policy option is 
to remove practical barriers to allow multi-modal 
transport, for example by offering multi-modal 
travel cards, and by facilitating mobility-as-a-service 
concepts (MaaS). The (digital and financial) technology 
needed for MaaS has been developing strongly in the 
Netherlands in the past three years, and can in the next 
few years form the basis for a substantial contribution 
to avoiding fossil person kilometres. Provided also 
that a number of fiscal hurdles are overcome. To make 
the most of this option, physical interchanges from 
one modality to another – so-called ‘hubs’ – are of the 
utmost importance, and it is therefore the task of cities 
and spatial planning to provide these.

Two-wheeled vehicles 
Two-wheeled vehicles ((e)-bicycle/scooter/car) are 
becoming an increasingly important part of mobility in 
and around cities, now that space and the environment 
are under strong pressure. Basically the proportion of 
two-wheeler kilometres in the total mobility mix is too 
small to have a significant CO2 impact. But with the 
advent of electric two-wheeled variants, longer (car) 
trips of up to 30 km can be replaced, which would 
increase the CO2 impact.

Zero-/low-emission/low-emission vehicles in fleets 
Besides the fiscal stimulation of zero- and low-
emission vehicles for private individuals, companies 
in particular can also speed up the assimilation and 
correct use of the desired vehicles. For instance, 37 
large companies through the Anders Reizen9 coalition  
recently indicated that their vehicle fleets will be 100% 
electric by 2025. This initiative alone represents 26,000 
vehicles en therefore a reduction in CO2-emissions of 
0.1 MMTCDE/year. In addition, if employers focused 
on the right fuelling and charging behaviour among 
the approximately 100,000 PHEV vehicles in the 
Netherlands, this could lead to more CO2 reduction.10

9  Coalitie Anders Reizen, April 2021 
10  De toegevoegde waarde van Plug-in Hybride voertuigen in de klimaat en energie transitie 2021, Rai, VNA (onder review KPMG)

The government has further decided to focus more intently on CO2 reduction of work-related passenger mobility 
by monitoring CO2-emission reductions of larger companies as a collective achievement, and as from 2026, to 
standardise if monitoring does not seem to be effective enough.

From the above table it appears that there are various possibilities, by increasing awareness of travel behaviour, to 
achieve significant CO2 reductions. The quantified effects currently mainly pertain to business travel and commuting. 
Dutch planning offices often do not take effects like these into account, as they are unpredictable and not 
enforceable. The effects furthermore overlap, which means that a pure total impact cannot be indicated.



Appendix 3
Flanking policy: charging infrastructure 
and zero-emission urban logistics 

Charging infrastructure
Charging and hydrogen-refuelling infrastructure is 
a critical success factor for the breakthrough of EVs. 
The roll-out of new technologies will only succeed if 
an adequate charging and refuelling infrastructure is 
built in time. For this, adjustments to the power grid 
are essential, and an intelligent charging infrastructure 
with decentralised power generation and storage is 
needed. About 1.5 million electric cars are expected 
by 2030. In the decade after that, this number will 
increase at breakneck speed. All vehicles will need 
charging in order to drive all these kilometres. 
Organising this charging must furthermore be 
convenient: no driving about or long waiting times, 
the ability to pay easily and seamlessly, and having a 
sufficiently charged battery when needed. Only when 
charging is not a hassle will people embrace EVs.
The charging infrastructure must therefore be 
expanded faster. Nationale Agenda Laadinfrastructuur 
(NAL) is already working steadily on this. The 
challenge is immense: in 2030, 1.9 million people will 
need charging stations. At the moment, 200 charging 
stations are being installed each day, but towards 
2030 it must be closer to 600 per day. To achieve 
numbers like these, the national government must 
take charge in various respects.

Demands for acceleration
From the National Charging Survey (Nationaal 
Laadonderzoek) of 2020 it appears that requests from 
the community for places for charging stations take 
a lot of time and often do not succeed: 18% receive 
a positive response within three months, 38% wait 
four months or longer, and 43% get no response or a 
refusal. A solution must therefore be found for capacity 
problems in the community and regions (NAL). The 
community must also become more proactive in 
planning and installing charging stations. A mandatory 
minimum ratio of charging stations with regard to 
electric vehicles per neighbourhood at risk of being 
fined could be an incentive here.

Space for charging
75% of all Dutch housing stock do not have their own 
private driveway. This means that a large part of the 
charging infrastructure will have to be 
(semi-) public. But in many neighbourhoods, there is 
no room or scope for providing each parking space 
with a charging station. Setting up charging stations at 

central points is therefore a solution. There are already 
solutions on the market to set up such a charging 
station at an existing parking spot with minimum effort, 
for example by installing large batteries to deal with 
momentary demand.

Investment
Power supply for charging areas and stations in a 
neighbourhood requires large investments in grid 
capacity. Without smart charging, a net investment 
of about €2.2 billion11 is needed for the independent 
growth of EVs in the Netherlands. With smart charging, 
this investment could be smaller. In any event once 
power that is generated in the neighbourhood with 
house-owners’ solar panels can be stored in batteries 
at charging stations.

Countrywide training plan in energy transition
Before a charging station is connected, a technician 
is needed who is certified to work with high voltage. 
Technicians with this kind of expertise are also 
needed for installing solar panels and wind turbines, 
densifying the grid, the repair and maintenance of EVs, 
and other aspects of energy transition. At present, the 
installation branch is faced with a staff deficit of 20,000 
out of 150,000 employees. The metal sector is also 
experiencing great shortages. A national approach is 
needed to drastically increase the influx of technicians 
and trainees in these sectors.

Zero-emission urban logistics
Since the signing of the ZE Urban Logistics 
implementation plan and the opening of the 
Dutch Subsidy Scheme for Electric Delivery Vans 
(Subsidieregeling voor Elektrische Bestelauto’s 
or SEBA), increased market activity can be seen 
among dealers and manufacturers. This will help to 
raise awareness among delivery-van users that the 
introduction of ZE zones towards 2025 is a serious 
matter. The offer of a zero-emission vehicle will 
therefore be included in most sales discussions. With 
the clear signal that has been given with the signing 
of the implementation plan, the availability of vehicles 
will also get on track faster. Policy clarity after all 
contributes to the fact that companies know where 
they stand, and are willing to make the necessary 
investments in their business.

11  Nationale Agenda Laadinfrastructuur, 2021
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