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Annex 1 

 

Synthesis 

Questionnaire on application of Directive Eurovignette 

(for WGT Activity Report 2015-2016)  

 

 

According to the WGT mandate 2015-2016 and in application of the article 14 of the Transport 

Protocol of the Alpine Convention the Group had to update a Synthesisn on present application 

of Eurovignette Directive (HGV pricing) and more generally in the framework of the 

implementation of real costs, including the external costs, in the various Alpine Countries. 

 

In application of the previous WGT mandate 2013-2014 a questionnaire on the application of 

Eurovignette was distributed and filled by every Alpine Countries. A first synthesis was drawn 

from this gathered informations showing that dispositions of the last version of Eurovignette 

Directive (2011) were yet only partially implemented. Besides the application is significatly 

different according to Countries. 

 

In the framework of the present mandate 2015-2016 the responses to the questionnaire have 

been updated by most of the countries. The results show mainly a slow evolution in application 

of the Directive Eurovignette and significantly evolution in the distribution of the fleets according 

to the EURO standards. 

 

Results of the updated survey 

 

Scope 

 

All countries are levying tolls on vehicles > 3.5 tons (GER >7.5 tons1)) maximum permissible 

laden weight (MPW) on all, or at least most, of their high-level road infrastructure (motorways 

and expressways). CH collects the performance related fee on the entire road network. FRA and 

ITA have delegated networks with tolls. Introduction of charges on part of the main road network, 

which is presently toll-free, is under reflexion.  

                                                
1 )

 The current coalition treaty agreement, however, envisages an extension of the heavy goods vehicle toll to vehicles between > 3,5 
to 12 tons. 
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Tolls 

 

Differentiation of rates 

 

AUT and GER differentiate their current toll rates on the basis of weight, axles and EURO 

emission-classes. FRA differentiates its current toll rates on the basis of weight and axles. A 

differentiation of toll rates on the basis of EURO emission-classes currently exists only for 

tunnels of the Mont Blanc and Frejus. ITA differs on the basis of weight and axles, but is also 

planning to differentiate tolls according to EURO emission-classes for certain motorways, e.g. for 

the A22 motorway Modena – Brenner (the only one in Italy, where the concession recently 

expired and is being renewed). CH differs on the basis of weight and EURO emission-classes.  

 

Special (higher) tolls or fees are collected on certain Alpine crossing motorways (in AUT) and 

certain tunnels (Great Saint Bernhard in CH or Mont-Blanc and Fréjus in FRA).  

 

GER and CH grant rebates for “retrofitted” EURO II and III vehicles equipped with particle-filters. 

No VAT on the toll is charged in GER and CH. On one motorway in AUT, tariffs are varied 

according to the time of day. 

 

Comparison of rates 

 

One of the main objectives of the survey was the comparison of the toll rates for heavy goods 

vehicles with 4 axles and more for the EURO emission-classes III, V and VI. Due to fact that the 

vehicle categories are so different and differentiation according to EURO emission-classes is not 

practiced in every Member State this appeared to be a rather difficult exercise.  

 

A range of average net toll rates for a heavy goods vehicle equipped with the best EURO 

category between 15 € Ct/km (ITA) up to 74 € Ct/km (CH) could be identified in the Alpine area. 

 

Mark-ups 

 

AUT is the only country, which introduced mark-ups so far. ITA collects a cross-financing 

contribution, but not according to the provisions of the currently applicable Eurovignette 

Directive. In order to shift the HGV traffic from road to rail the additional revenues are used for 

the cross-financing of railway tunnels (Brenner Base Tunnel) or will be used for selected railway 

projects (Lyon-Turin).  
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Earmarking of revenues 

 

There is no obligation for earmarking of revenues in the Directive. But where Member States 

levy tolls or user charges for use of roads in the Trans-European Road Network, the roads 

subject to charging should be given appropriate priority in the maintenance schedules of 

Member States. Revenues from tolls or user charges should be used for the maintenance of the 

infrastructure concerned and for the transport sector as a whole, in the interest of the balanced 

and sustainable development of transport networks. 

 

All countries replied that either all or most of the revenues from road charging are earmarked for 

network management or the planning, construction, maintenance and refinancing of the 

designated road network.  

 

Some countries transfer (or have plans to do so) either all or at least parts of their revenues to 

national agencies or public transport funds in order to finance special priority railway projects as 

well as selected new transalpine railway tunnels (e.g. Gotthard and Lötschberg). 

 

Impacts of tolling vehicles with more than 3.5 tons 

 

Diversion of HGV-traffic 

 

Diversion of HGV traffic to non-tolled parallel roads seems to be either a minor or even no 

problem. Toll caused diversion can be observed, where the diversion routes do not lead to a loss 

of time. Successful measures in AUT (such as speed/weight limits or traffic bans for HGV´s) are 

considered as useful in order to re-divert traffic from the parallel road network.  

 

Development of EURO emission-classes 

 

There is the general trend in all countries, that the share of EURO 0 to IV vehicles declined 

between 2010 and 2015. The share of EURO V, EEV´s and EURO VI increased significantly, 

EEV´s especially in AUT and GER.  The introduction of EURO VI started in 2011. 

 

Impacts on traffic performance, degree of loading or empty runs and on modal split 

 

All countries confirmed the impacts of infrastructure charging on the traffic performance, an 

increase of effectiveness in the degree of loading and the share of empty runs. However the 



   

 

  4/5 

impacts of tolls on the modal split are low so far. Due to the efficiency gains and a constant shift 

towards better EURO emission-classes in the composition of the HGV-fleet, a decrease of air 

pollutant emissions can be supposed. 

 

In CH, parallel to the introduction of a heavy vehicle fee, the weight limit was increased stepwise 

from 28 to 40 tons. The national hauliers realised productivity gains, which compensated more 

or less the effects of the fee. The high share of rail in goods transport of about 40%2 could be 

maintained.  

 

External costs 

A preliminary meta study of the WG Transport compared the results of 15 national studies on 

external costs, four of them were addressing also mountain areas. The study focuses on costs of 

air pollution and noise induced by freight transport. In general, the costs calculated according to 

the Eurovignette Directive are lower than the costs calculated in the different studies for air 

pollution and for noise.  

Furthermore air pollution and noise effects in mountain areas cause costs, which exceed the 

average costs applied in the Eurovignette Directive by a factor of 5 for air pollution and a factor 

of 2 to 5 for noise. Therefore the general factor 2 for higher environmental effects in mountain 

areas foreseen in the Eurovignette Directive seems not appropriate. 

 

Additional measures 

 

AUT plans the inclusion of external costs for air pollution and noise according to Directive 

2011/76/EU. The respective work and administrative steps are in progress. In GER external 

costs of air pollution considering Euro classes are included in tolling since October 2015 for 

heavy vehicles above 7.5 tons and are charged not only on motorways but also on federal roads 

with four lanes3. External costs are updated regularly in national transport cost studies. 

 

Within the framework of the implementation of the railway project Lyon-Turin, FRA and ITA will 

study the implementation of the tariff provisions of the "Eurovignette" Directive on road routes 

crossing the Alps, through the tunnels of Mont Blanc and Frejus or the axis of Ventimiglia. FRA 

will also examine the conditions and possibility for the implementation of the Directive 

2011/76/EU.  

 

                                                

 

3
 Third adaptation of the Federal Road Tolling Act (Bundesfernstraßenmautgesetz) 
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ITA plans to carry out a possible bonus-malus system based on EURO emission-classes. This 

would cause higher tariffs for bad EURO-classes and a price-benefit for EURO V and VI vehicles 

with >12 tons maximum permissible laden weight (MPW) and on the TEN-T Brenner Corridor at 

first. 

 

CH plans to move in the long term to a more incentive-based policy. In the frame of this mobility 

pricing policy, the tariffs for road and rail could be varied according to location, time of day or 

quality of offer. 

 

 

Conclusions 

The Eurovignette Directive 2011/76/EU allows the inclusion of external costs for air pollution and 

noise in order to better reflect the real costs of transport. The results of the work carried out by 

the WG Transport point out 

· the Eurovignette Directive is not comprehensively applied and, if implemented, this 

follows heterogeneous approaches in the Alpine countries; 

· toll rates are calculated following different approaches, Euro-classes are considered in 

Austria, Germany, and on selected road sections in France and Italy; 

· The impact of tolling leads to a shift to higher Euro classes in the vehicle fleets, and 

higher transport effectiveness (lower empty runs, higher degree of loading) in all 

countries, but a modal shift towards rail transport could not be observed. 

· First results of a meta study on external costs reveals that external costs of air pollution 

and noise are underestimated by the Eurovignette Directive in general. In particular, in 

mountain areas external costs only for air pollution and noise exceed the suggested 

values of the Eurovignette Directive by factor 2-5. 

 

To sum up, the assessment of the WG Transport in its previous mandate is confirmed by 

updated data and meta study: The Eurovignette Directive does not sufficiently reflect the real 

costs for transport in mountain areas. Therefore it is presently not fulfilling the requirements 

of Article 14 Transport Protocol.  

 

A further deepening of the work in the following mandate of the WG Transport will continue 

the work on external cost calculation and will delineate sections of main transport routes 

which meet specific characteristics of mountain areas.  

 

 
































































































































































































































