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About the Bus Industry Confederation  

The Bus Industry Confederation (BIC) is an organisation uniting bus and coach operators, bus and coach 
chassis suppliers and manufacturers, bus and coach body manufacturers and associated suppliers and 
professional services. Its vision is to enhance the sustainability and liveability of Australia's cities and 
regions by moving people using bus and coach transportation. We aim to do this by representing the 
collective interests of our Members and to assist them in promoting the safety, efficiency and effectiveness 
of bus and coach transport in Australia.  

Our Moving People Objectives  

Encourage investment in public transport infrastructure and services. 

1. Promote policies and actions that are environmentally responsible. 

2. Promote the development of a viable and improved bus and coach industry in Australia. 

3. Foster and promote a viable Australian bus manufacturing industry. 

4. Protect the business interests of operators, manufacturers and suppliers. 

5. Promote public understanding of the contribution made by the bus and coach industry to Australia's 
economy, society and environment. 

6. Ensure the accessibility and mobility needs of Australians are met, regardless of where they live or their 
circumstances. 

7. Promote the use of public transport as a viable alternative to the car. 

8. Coordinate and make more effective existing Federal, State and Local Government policies and 
programs that relate to passenger transport. 

9. Ensure that buses and coaches operate safely and effectively. 

About the Bus and Coach Industry 

The bus and coach industry in Australia carry more than 1.5 billion urban public transport passengers per 
year and makes up 5 per cent of the total urban passenger task. The coach sector of the bus industry, 
comprising long distance, tourist and charter operators moves more than 1.5 million domestic travellers 
and makes up 8 per cent of the total non-urban passenger task. The school bus is the second most popular 
mode for travel to school after the car with about one quarter of all school children traveling to school by 
bus. 

Our Industry, which includes bus operators, bus manufacturers and parts and service suppliers, employs 
more than 85,000 people nationally.  

The Bus Australia Network (BAN) consists of the bus associations of New South Wales, Victoria, 
Queensland, Tasmania, South Australia and Western Australia and the federal representative body, the Bus 
Industry Confederation (BIC). 
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About this Submission 

The Department of Infrastructure, Transport, Regional Development and Communications (Department) 
released its Draft Regulation Impact Statement (DRIS) on Heavy Vehicle Emission Standards for Cleaner Air 
[October 2020] and is seeking feedback from heavy vehicle industries. Responses to the DRIS are required 
by 26 February 2021 to vemissions@infrastructure.gov.au. 

Context 

The Department is seeking feedback from the heavy vehicle industries on whether and when Australia 
should adopt more stringent noxious emissions standards. This is not only to achieve a reduction in 
transport-related air pollution but to make sure that the Australian vehicle market keeps pace with 
technological developments in the global market and Australian transport operators have access to 
technology available in other markets. 

Currently, all newly approved models manufactured from 1 January 2010 and all buses manufactured from 
1 January 2011, meet Euro V standards. 

The main changes under Euro VI compared with Euro V are: 

• reduction in emission limits for oxides of nitrogen (NOx) by up to 80 per cent 

• reduction in emission limits for particulate matter by up to 66 per cent 

• new particle number limit to reduce ultrafine particle emissions; and 

• new, more representative engine bench test and new on-road emissions test. 

Euro VI or equivalent noxious emissions standards have been adopted in the US, Canada, Europe, Japan, 
China, Korea and India. These countries, which account for over 80 per cent of global new vehicle sales, also 
require heavy vehicle manufacturers to meet fuel efficiency standards as well as increasingly stringent 
safety requirements. Mandating Euro VI for heavy vehicles would bring Australia’s vehicle standards into 
closer alignment with international standards adopted by major vehicle markets, which also supply the 
majority of heavy vehicles to Australia. 

It should be noted that noxious road vehicle emissions (Figure 2) of the Draft Regulation Impact Statement 
(DRIS) for Heavy Vehicle Emission Standards for Cleaner Air, are based on a heavy vehicle as being GVM of 
3.5 tonne and above. The Australian bus industry defines a ‘bus’ as being 4.5 tonne and above. 

The DRIS notes that in the absence of more stringent mandatory standards, some manufacturers will 
choose to continue supplying vehicles meeting current minimum standards where it is cost effective to do 
so.  The DRIS also raises the concern that there is no guarantee under the ‘business as usual’ (Option 1) that 
large numbers of Euro VI and other next generation vehicles will be offered by all manufacturers to the 
Australian market.  
 
The DRIS also recognises that the regulating of Euro VI will be required to resolve the issue raised by heavy 
vehicle manufacturers that outdated vehicle emissions standards are making it more difficult to offer more 
advanced fuel saving and safety features to the Australian market. 
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Findings from the Bureau of Infrastructure, Transport and Regional Economics 

The Department, through BITRE, undertook a benefit-cost analysis of mandating Euro VI for newly 
approved heavy vehicle models manufactured from 1 July 2027 and for all new heavy vehicles 
manufactured from 1 July 2028. The overall period of analysis (out to 2050) covers the time expected for 
the benefits of the proposed standard to work its way through the Australian heavy vehicle fleet, based on 
an average vehicle life of 20 years. The results showed that by 2050, using a discount rate of seven per cent 
(as required by the Australian Government Guide to Regulation), implementing Euro VI or equivalent 
standards from 2027 would achieve a net benefit of $5,198 million and a benefit-cost ratio of 4.53. The 
BITRE analysis found that there would be a direct benefit of $6,672 million by 2050 to the health and 
wellbeing of the Australian community under this option through reductions in air pollution. 

To meet Euro VI or equivalent standards, heavy vehicle manufacturers would incur additional capital costs, 
as they would be required to fit additional technology to ensure the emissions levels produced by their 
vehicles meet the requirements of these standards. This technology may also add weight and/or take up 
space available to operators to carrying goods or passengers, or affect the cost of operating and 
maintaining a truck or bus. BITRE also estimated there would be a direct cost to heavy vehicle 
manufacturers of $985 million by 2050 as a result of the additional capital costs required to meet Euro VI 
standards. Some or all of these costs could be passed on to transport operators purchasing new vehicles.  

To meet Euro VI, the DRIS acknowledged that heavy vehicle manufacturers may be required to fit additional 
technology that adds weight and/or takes space. And that this may lead to a loss in productivity of $279 
million by 2050 for heavy vehicle operators in the form of reduced payload for trucks or seating capacity for 
buses or coaches. Plus that there may be higher maintenance costs for heavy vehicle operators of $196 
million to ensure heavy vehicles continue to comply with these standards in service. Heavy vehicle 
operators may pass these increased costs on to consumers through higher prices for transporting goods or 
passengers. 

Purpose of this Submission 

The purpose of this submission is to provide a response to the Draft Regulation Impact Statement for Heavy 
Vehicle Emission Standards for Cleaner Air. 

The draft RIS outlines 3 options to reduce noxious emissions from new heavy road vehicles and are as 
follows:  

• Option 1: Business as usual – allow the existing Euro V noxious emissions standards and market forces 
to provide a solution.  

• Option 2: Voluntary standard - maintain Euro V noxious emissions standards as the minimum legal 
requirement, but encourage vehicle manufacturers, through peak industry groups, to enter into an 
agreement with the Government to meet increased noxious emissions performance requirements.  

• Option 3: Increased mandatory standards - mandate Euro VI (and equivalent US and Japanese 
standards) for heavy vehicles under the Road Vehicle Standards Act 2018 (RVSA).  
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This submission provides responses to specific questions relating to:  

• timeframes and applicable processes for the implementation of Euro VI heavy vehicles in Australia. 
Current timeframes are proposed as 1 July 2027 for new manufactured buses and 1 July 2028 for 
existing models.  

• feasibility of introducing an earlier implementation date 

• Euro VI implementation issues affecting bus ADR plate compliance with seating configurations 

• which US and Japanese standards should be recognised as equivalent alternative standards in an ADR 
to mandate Euro VI. 

Queries or feedback relating to this submission can be directed to Mr Luke Hardy, National Technical 
Manager – Bus Industry Confederation via email to enquiries@bic.asn.au. 
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Response to the Draft Regulation Impact Statement (RIS)  

1.1 Feasibility of earlier implementation of Euro VI 

The Department seeks feedback on how and when Euro VI could be introduced for heavy vehicles should 
the Government decide to do so. This includes views on whether it is possible to introduce Euro VI from an 
earlier date for some heavy vehicle categories or whether a staged approach to implementation could be 
adopted. If there is a strong justification for doing so, the Department will consider modelling the costs and 
benefits of alternative implementation timeframes in the final RIS, before a decision is made by the 
Government. 

BIC Response: The current implementation dates of 1 July 2027 for new manufactured buses and 1 July 
2028 for existing models can be achieved by the Bus Australia Network (BAN). However, the BAN can 
support an earlier implementation date and the BIC seeks to review the options for earlier dates with the 
Department.  

The BIC sees that an alternative implementation date for buses and coaches could be as early as 1 July 
2023 for new manufactured buses and 1 July 2024 for existing models, but this would need to include an 
agreed implementation phase as discussed later in this response. The main issue being the implementation 
phase that would need to recognise exiting new bus stocks and the delays associated with fitting passenger 
seats to completed bus bodies. 

As a background to the above, the BIC has recently undertaken an analysis of the Australian bus fleet with 
the following findings. 

• In 2008-09, 59.8% of deliveries were of Euro IV standard.  

• By 2012-13, Euro IV had all being phased out, comprising instead of EEV1 (37.0%) and Euro V (61.7%) 
deliveries. 

• In 2018-2019, Euro V comprised of 72.70% of deliveries and Euro VI, 20.02%.  

• A small number of electric buses have also been delivered in the past 5 years. 

• These delivery rates are provided in Figure 1 for the BAN fleet and Figure 2 details these deliveries by 
State. 

The primary reason for new buses and coaches being supplied to the market as Euro VI compliant are: 

• chassis and bus builders opting to promote safety and best practice emissions within the moving people 
market 

• major purchases of buses are predominantly for large government fleets and these customers have 
always specified the highest safety and emissions standards 

• in recent years, government route bus supply contracts have been renewed in Perth, Adelaide, 
Brisbane, Hobart, Canberra and Sydney, and each of these contracts require the supply of Euro VI 
buses.  

  

 
1 EEV (Enhanced environmentally friendly) refers to an emissions standard between the levels Euro IV and Euro V. 
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In relation to age of the bus fleets on Australia’s roads, the BIC review found that the average age of 
Australia’s bus fleet is 10.9 years old with 29% of the fleet being 6 years old or less (Figure 3). 23% of the 
fleet remains 17 years old or more—in government contracted environments, these are usually dedicated 
to exclusive school and charter fleets. Figure 4 shows a detailed breakdown of average age in each state 
and territory. Based on BICs analysis, it can be assumed that the typical yearly bus replacement rate is 
around 1400 to 1500 buses per year. 

Figure 1: Deliveries by Emissions Standards 

 

Source: Australasian Bus and Coach July 2018 to June 2019 

Figure 2: Deliveries by emissions standards by state/territory 

 

Source: Australasian Bus and Coach (July 2008 to June 2019) 
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Figure 3: Buses on register by age 

Note: Based on BIC analysis of ABS Motor Vehicle Census (2019) not including small (mini) buses under 4.5 
tonne GVM or buses 26 years of age or older. 

 

 
Figure 4: Buses on register by age and state/territory of registration 

Note: Based on BIC analysis of ABS Motor Vehicle Census (2019) not including small (mini) buses under 4.5 
tonne GVM or buses 26 years of age or older. 
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1.1.1 Euro VI implementation issues to be addressed 

As expressed in the past, the BIC is concerned about the problems faced by bus chassis manufacturers and 

bus body manufacturers in relation to the “crystal balling” of the market to determine the number of 

chassis they should import, and have in stock, when new ADRs are introduced that set an implementation 

date that simultaneously introduces a new vehicle/model to the market-place.  

Currently the vehicle certification process for buses demands that a vehicle be fully built and ready for 

service before it can be “ADR plated”.  

This requirement and the introduction of new vehicle emission standards sees bus and coach 

manufacturers having to complete vehicles as stock vehicles with “standard”2 seating configurations 

installed so that the bus can be ADR plated by the emission change over date. 

Due to the large variations in bus operational conditions, such as school services, route bus or charter 

services, the industry practice for stock buses is that the seats are left out until a customer is found for the 

stock bus and then the seats are fitted to meet that customer’s specific operating requirements. If seats are 

fitted before the intended customer is known, there is no certainty that the vehicle can be sold with the 

“standard” seating configuration in place, typically what happens is that the “standard” seating is removed 

and replaced with the customer specified seating. 

The BIC would like to propose an alternative approach be adopted by the federal government.  

The BIC would like to propose that buses and coaches be allowed to be built and pre-plated “without 

seats”. Once the seats are fitted, the bus could then be fully and correctly planned in accordance with the 

final seating arrangements. 

To ensure that chassis were not flooding the market to take advantage of these proposed changes, 

following are some suggestions of “rules”. 

1. Chassis must have arrived prior to say September 30 of the relevant year for new models and all new 
vehicles and have documentary evidence of the arrival date. 

2. Completed vehicles must have arrived prior to say December 15 of the relevant year with documentary 
evidence of the arrival date. 

3. All units must be completed by say 31st June of the following relevant year. 

4. These standards apply to vehicles with a seating capacity of 30 to 61 seats utilised in school, charter, 
tourism and city bus services. 

The suppliers within the bus and coach industry have already taken steps to aid the transition to the new 

Euro VI standard and some already offer Euro VI in the Australian market. In taking this step the positive 

impact on emissions is already being realized. 

The BIC seeks the support of all jurisdictions for this approach for the bus industry and BIC would then be 

happy to work through the details of such a process with the Department. 

 
 

  

 
2 The reality is that there is no standard seat configuration until it is known what work the bus will be used for such as will it be a 
school, charter or route type bus and this is only known once the customer is confirmed. 
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1.2 Equivalent alternative standards 

Specific feedback is sought from the heavy vehicle industry on which US and Japanese standards should be 
recognised as equivalent alternative standards in an ADR to mandate Euro VI. 

BIC Response: A sizable percentage of the bus chassis offered in Australia use either Japanese or US 
sourced drivelines therefore, the BIC believes it is essential that the Euro VI ADR recognises the equivalent 
US or Japanese standards as alternatives. Similar to ADR 80/03, ADR 80/04 must also allow for equivalent 
US or Japanese standards as alternatives to Euro VI. 

A review of the BIC suppliers of Japanese and US chassis and drivelines found that the acceptable 
alternative standards could be: 

• Japanese: pPNLT OBD II (2017) 

• USA: US-EPA 13 to 17 

To this end, the BIC would be very willing to work through the technical detail with the Department and the 
trucking industry associations on this matter. 

1.2.1 Points noted which BIC is not in agreement 

In relation to the contents of the DRIS, the BIC is not in agreement with several points in relation to 
anticipated AdBlue consumption.  

On page 33 in regard to the fuel and urea consumption, the DRIS stated:  

The department also notes that truck operator TNT tested two similar 
Scania trucks (one Euro V and one Euro VI) under exactly the same 
conditions on Australian roads in 2018. Both trucks consumed a similar 
amount of fuel, while the Euro VI truck consumed only half the amount of 
AdBlue diesel exhaust fluid. (p33) 

The concern with this statement is that it is based on such a small sample size and that the assumption that 
Euro VI engines will use less urea (AdBlue) is then included in the cost-benefit calculations as stated in the 
DRIS as follows: 

Diesel exhaust fluid costs were calculated by assuming that a move to Euro 
VI would entail more vehicles using urea than the base case, but with 
reduced rates of urea consumption per vehicle. While bus manufacturers 
have advised the department that these costs have been higher than 
originally anticipated, they have been offset by reductions in fuel 
consumption. As a result, this is unlikely to materially affect the outcome of 
the modelling. (p37) 

The BIC wishes to reiterate that Euro VI buses are using about 1 to 2% less diesel than comparable Euro V 
buses, and that Euro VI buses are using between 5 to 8% urea compared to Euro V buses that used only 2 to 
5 %. Therefore, the net effect is that overall costs would likely equal out whereas the DRIS in Table A1 is 
assuming that there will be increasing cost saving over time. 

To further support this position, most Euro VI units include a DPF (diesel particulate filter) and these filters 
must be both maintained, serviced and replaced over time. This is an added cost that has not been included 
in the DRIS. The assumption that Euro VI is cheaper is therefore not correct and the BIC position of “cost 
neutral” would be more relevant. 
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The other issue in relation to urea or AdBlue is that its supply is currently not regulated in any form by any 
government department. As has been raised by the BIC and other Heavy Vehicle industry bodies, this lack 
of regulation is affecting the quality and consistency of urea supplied to market. Examples of unscrupulous 
suppliers selling AdBlue that is either watered down or make up of other additives, has been raised by 
industry. 

Therefore, the need to regulate the sale of urea is a known issue and although such regulation is needed, it 
is more likely that the per litre cost of regulated AdBlue will be higher than current market levels. Therefore 
the Exhaust Fluid cost savings assumed in the DRIS are not supported by the BIC.  

Commentary on Options  

Option 1 – Business as Usual 

Allow the existing Euro V noxious emissions standards and market forces to provide a solution. 

In the absence of more stringent mandatory standards, some 
manufacturers will choose to continue supplying vehicles meeting current 
minimum standards where it is cost effective to do so…… because of this, 
there is no guarantee under a business as usual option that large numbers 
of Euro VI and other next generation vehicles will be offered by all 
manufacturers to the Australian market. It will also not resolve the issue 
raised by heavy vehicle manufacturers that our outdated vehicle emissions 
standards are making it more difficult to offer more advanced fuel saving 
and safety features to the Australian market. (p21) 

BIC Response: The BIC supports these statements. 

Option 2: Voluntary standard 

Maintain Euro V noxious emissions standards as the minimum legal requirement, but encourage vehicle 
manufacturers, through peak industry groups, to enter into an agreement with the Government to meet 
increased noxious emissions performance requirements. 

A voluntary standard could be an agreement by heavy vehicle 
manufacturers to fit emission control systems meeting Euro VI or equivalent 
standards to heavy vehicles over and above the current mandated Euro V 
standard. However, a voluntary standard of this kind would only be effective 
if complying with tighter noxious emissions standards is in the commercial 
interest of heavy vehicle manufacturers and/or their customers. If there is 
no incentive to supply heavy vehicles meeting more stringent noxious 
emissions standards to the market, either because it is not cost effective to 
do so or there is relatively little consumer demand for such technologies, 
then manufacturers are less likely to commit to, or comply with, a voluntary 
standard……. Unlike mandatory standards, where mandatory recall 
provisions and fines for non-compliance can be enforced under law, there 
are limited avenues for consumers or governments to force manufacturers 
to fix non-compliant vehicles under a voluntary standard. (p22) 

 

BIC Response: The BIC supports these statements as a voluntary standard but as it is not an enforceable 
step it is unlikely to increase adoption over the Business as Usual option. 
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Option 3: Increased mandatory standards 

Mandate Euro VI (and equivalent US and Japanese standards) for heavy vehicles under the Road Vehicle 
Standards Act 2018 (RVSA).  

Under this option, the Government would mandate improved noxious 
emissions performance for heavy vehicles by determining a new ADR under 
the RVSA. The current proposal would be to mandate Euro VI in Australia for 
new heavy vehicle models from 1 July 2027 and from 1 July 2028 for all new 
heavy vehicles. 

Compliance of vehicles built under that approval is ensured by the regular 
audit of the manufacturer’s production processes. The ADRs apply equally to 
new imported vehicles and new vehicles manufactured in Australia. No 
distinction is made on the basis of country of origin or manufacture and this 
has been the case since the introduction of motor vehicle standards 
legislation.  

The adoption of Euro VI would deliver the following key benefits for the 
heavy vehicle fleet: 

• an increase in the durability requirements for vehicle emissions control 
systems 

• a 70 per cent reduction in emissions limits for HC/VOC 

• a 77-80 per cent reduction in the emissions limits for NOx 

• a 50-66 per cent reduction in the mass emissions limits for particulates 

• the introduction of a limit on the number of particles in order to control fine 
particle emissions 

• the adoption of the Worldwide Harmonised Stationary and Transient Cycles 
(WHSC and WHTC) and a new on-road test to make sure reductions in 
emissions are realised during normal operation on the road 

• more stringent requirements for on-board diagnostic systems that monitor the 
emissions control systems, including a reduction in the thresholds at which a 
malfunction warning is detected and an increased frequency of monitoring 
(in-use performance ratio). (p23) 

Alignment of standards with the global vehicle market  - Mandating Euro VI 
for heavy vehicles would also bring Australia’s vehicle standards into closer 
alignment with international standards adopted by major vehicle markets, 
which also supply the majority of heavy vehicles to Australia. (p24) 

 

BIC Response: The BIC supports these statements. 

 


