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Heavy Vehicle Industry Australia (HVIA) is the peak industry association for Australian manufacturers of
trucks and trailers (collectively referred to as heavy vehicles), as well as the dealerships, repairers,
suppliers, and service providers that support the entire industry. We represent almost every major truck
manufacturer/importer, all of Australia’s major trailer manufacturers, and an ever-growing list of their
component, equipment and technology providers.

Our 300-plus corporate members collectively employ a local workforce of over 70,000 staff. Our
member's interests cover an extensive range of vehicles, starting with 3.5-tonne light commercial trucks,
and extending all the way up to Australia's unique 50-metre long, 100-tonne road trains.

Our industry provides some of the world’s most efficient, safe, innovative, and technologically advanced
vehicles. HVIA seeks to work with government and industry stakeholders to promote an innovative and
prosperous industry that supports a safe and productive heavy vehicle fleet operating for the benefit of all
Australians.

HVIA is supporting the industry on its decarbonisation journey and is harnessing the experience of its
members and stakeholders to resolve issues across regulation, policy, skills and training, and infrastructure.

HVIA agrees with the sentiments expressed under the National Collaboration on Electric Vehicles, and its
goal of “build[ing] a future where the value of EVs is maximised for consumers and industry”. HVIA expressly
recommends that when considering policy and regulation as it relates to low and zero emission (LZE)
vehicles! that this includes all vehicles. Too often “electric vehicles” in policy and strategy documents
means only passenger / light commercial vehicles (e.g. vans).

What is a heavy vehicle?
The National Heavy Vehicle Regulator (NHVR) defines a heavy vehicle as follows:

A heavy vehicle is defined in the Heavy Vehicle National Law (HVNL) as a vehicle that has a Gross Vehicle
Mass (GVM) or Aggregate Trailer Mass (ATM) of more than 4.5 tonnes. The GVM/ATM of a vehicle is the
maximum it can weigh when fully loaded, as specified by the manufacturer.?

The approximate average age of a truck in Australia is 15 years. An ageing fleet has negative effects
on human health and the environment. Newer vehicles are safer than older vehicles as they have more
safety features, and they tend to be better maintained and therefore have less defects.

Of the approximately 600,000 trucks in Australia, roughly 20% (100,000) are articulated, whilst 80%
(500,000) are rigid trucks. Regarding emissions, the percentages are roughly reversed: articulated
trucks are responsible for approximately 60% of emissions output, whilst rigid trucks are responsible
for approximately 40% of emissions output.

1 When referring to low and zero emission vehicles, we are referring to tailpipe emissions, rather than the
manufacturing or charging/refuelling process.
2 Whilst the definition includes 4.5 tonnes, we also represent vehicles starting from 3.5 tonnes.



Why are heavy vehicles a crucial part of decarbonisation?

In 2022 the transport sector made up just under 20% of Australia’s emissions. When considering Australia’s
total transport emissions by origin, cars account for 42%, light commercial vehicles 18%, and articulated
trucks and rigid trucks approximately 22% (see Figure 1, and see Figure 2 for the projected growth in truck
emissions.). While cars and light commercial vehicles present the majority of transport emissions, failing to
properly support heavy vehicles in emission abatement activities represents a significant missed
opportunity, one that will undoubtedly create large-scale problems in the future.
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Figure 1: Transport emissions by origin (source: Mov3ment)
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Furthermore, the urgency in supporting the transition of the heavy vehicle fleet is apparent when
considering the future domestic freight task. Between 2020 — 2050, road freight is projected to grow by
77%, whereas rail, air, and shipping may not grow as rapidly. The total freight task is predicted to reach 964
billion tonne-kilometres (btkm) by 2050 from its current level of 765 btkm (see Figure 3).
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Figure 3: Actual and projected future freight task by major transport mode (source: BITRE, 2020)

Support and acknowledgement of the role of heavy vehicles in the transition to net zero is vital — we have
the opportunity to get the policy, regulatory, and strategic settings correct from the outset, rather than
scrambling to incorporate heavy vehicles into a future designed with only LZE light vehicles in mind.

In preparing the below feedback, HVIA consulted with members who are actively working on LZE heavy
vehicles (LZEHVs), their necessary infrastructure, and other related initiatives.

HVIA acknowledges that the Department of Infrastructure, Transport, Regional Development,
Communications, and the Arts (DITRCA) has a Net Zero Unit that is developing a Transport and
Infrastructure Net Zero Roadmap and Action Plan (the Roadmap). HVIA has provided feedback on the
Roadmap and has stressed the importance of including heavy vehicles in the net zero transition to the Net
Zero Unit within DITRCA. We look forward to reviewing the Roadmap when it is released later this year.

We have also contributed submissions to the following consultations related to broader net zero efforts:

e Renewable Diesel, Department of Climate Change, Energy, the Environment and Water, Fuel
Quality Section

e Minimum operating standards for government-supported public electric vehicle charging
infrastructure, Department of Climate Change, Energy, the Environment and Water (DCCEEW),
Energy and Climate Ministerial Council

Our industry’s transition to net zero will take time, but more than anything it will take a coordinated and
determined effort across industry, governments, and relevant stakeholders.



Unique Australian operating environment

It is important to note the unique nature of Australia’s heavy vehicles, as well as the extreme weather
fluctuations we face. This means Australia does not have an international precedent for many aspects of
the transition, particularly for long ranges over harsh terrain.

Australia will need multiple solutions to decarbonise road transport, with application of different
technologies for different freight tasks. This will include exploring the whole range of options (electric,
hydrogen, battery swap, renewable diesel) for their feasibility and potential applications. At present,
internal combustion engine (ICE) vehicles still compose the majority of heavy vehicles. Implementing
LZEHVs in Australia will require a huge transition, one comparable to when the industry transitioned from
horse drawn carriages to ICE vehicles. We do not want committee members to misunderstand the scale of
change required for our sector to transition.

Compounding the issue of Australia’s ageing truck fleet is the make-up of operators in Australia (see Figure
3 below). Only 0.5% of trucking operators have over 100 trucks — these are typically companies that have
larger capital expenditure budgets and are able to make investments in their fleets. The remainder of
operators have much smaller fleets and less access to capital. They also tend not to have a dedicated ESG
resource to understand the complex new environment of LZEHVs and their related infrastructure
requirements.
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Figure 3: ATA and EVC Electric Trucks: Keeping Shelves Stocked in a net zero world

Supply chain costs and volatile economic environment

As Australia, and the world, face ongoing supply chain pressures, the business case for truck operators to
invest in LZEHVs compounds existing economic realities. Alongside the cost-of-living crisis, there are a
range of barriers facing truck operators in switching to LZEHVs:

e Low margin businesses
e LZE vehicles cost considerably more than ICE vehicles (for battery electric trucks this is typically 2-
3x, and for fuel cell electric trucks this can be 3-4x)
o New charging/refuelling infrastructure may also be needed, presenting yet another cost

e LZEHVs have less guaranteed access (weight restrictions differ across states, territories and local
roads)

e LZEHVs have a technical pay-load penalty



o i.e. where it took four trucks to complete the freight task for an operator, it may take five
with heavier truck weights reducing each truck’s carrying capacity
e Range anxiety
o Electric vehicle charging stations/hydrogen refuelling stations often only cater to passenger
vehicles, or are not practically located to support existing high-volume freight routes
o Aligning charging with statutory driving hours — drivers must manage fatigue, safety, and
logbook requirements

We urge the committee to consider the incentives and levers (noting these will be across federal,
state/territory, and local government levels) that can be pulled to support the industry’s transition. We list
these further below in our submission. An important note on incentives is that the
spending/program/rebate must be targeted from the outset, and particularly should focus on encouraging
early movers.

Harmonisation is key to the transition

Our industry needs a harmonised approach from the states and territories, supported by national
leadership. Uniform policy positions and regulations will support the acceleration of the transition, creating
certainty and allowing for seamless operation across borders. HVIA believes the Infrastructure and
Transport Minister’s Meeting (ITMM) provides a useful venue for decisions to be made, with
implementation then directed by each relevant Minister in their home state. It is vital that local
government be included in the decision-making process as they too have responsibility for roads and
bridges.

Access to critical infrastructure will also need to be guaranteed — if toll roads, tunnels, or bridges are
inaccessible to LZEHVs, this will disrupt Australia’s supply chain, an experience not fondly remembered by
most Australians from the COVID-19 lockdowns.

Although the barriers facing the industry on its path to net zero emissions are real and will take
collaboration to overcome, the cost of not reducing emissions is more daunting. We note the House of
Representatives Standing Committee on Regional Development, Infrastructure and Transport’s Inquiry into
the implications of severe weather events on the national regional, rural, and remote road network. The
experiences relayed in that inquiry show the consequences of delays and damage to Australia’s delicate
supply chain.

The remainder of HVIA’s submission addresses the committee’s stated Terms of Reference. As our
membership encompasses a wide range of LZE technologies, we have included references to the broader
net zero ecosystem beyond battery electric vehicles. HVIA looks forward to working cooperatively with the
committee to assist the transition of the heavy vehicle industry to a net zero future.

Infrastructure
EV Charging Stations

There is an urgent need for the creation of infrastructure to encourage take-up of battery electric vehicles
and the take-up of hydrogen vehicles. This is an area that will require government support and leadership.
We note the efforts from DCCEEW in creating standards for electric vehicle charging stations, and ARENA in
supporting the Hydrogen Highway project, but more support will be required.



For the Committee’s benefit, below we provide our main points provided to the DCCEEW in creating the
Minimum operating standards for government-supported public electric vehicle charging infrastructure.
Overall, we were disappointed to see heavy vehicles not included in the initial draft standards — especially
considering the essential task our members’ vehicles perform and support —and urged for their charging
considerations to be included on key and strategic freight corridors.

e Number of charging ports — mandating a set minimum uniformly applied regardless of the
characteristics of the route is not strategic. HVIA strongly recommends:

o The minimum number of charging ports be calculated based on road traffic capacity, forecast
usage (e.g. annual average daily traffic), or another metric that incorporates usage.

o The addition of a requirement for dedicated heavy vehicle charging facilities on high-volume
and/or strategic freight routes, as is the case with high-flow diesel fuel pumps.

o Ensuring charging station capacity (and grid capacity) is sufficient to meet the demand of the
heavy vehicles that are expected to access them.

e  Minimum availability — whilst both planned and unplanned network outages are a reality of large-
scale power distribution networks, the minimum availability metrics should encourage their impacts
on vehicle charging to be minimised. Separate metrics including/excluding unplanned network
outages should be developed.

e Accessibility — HVIA suggests:

o Arequirement for dedicated heavy vehicle chargers on high-volume freight routes (as above).

o Allowing drive through bays with sufficient entry and exit clearance for the heavy vehicles
that will be expected to access them, including their trailers, and consideration of possible
gueuing issues outside charging stations.

o Road design sufficient to accommodate heavy vehicle axle loads and forces developed when
turning and manoeuvring at low speeds.

e Definition of ‘larger vehicles’ — it is not clear what is meant by this term. It should be revised in-line
with the above comments regarding heavy vehicles.

In addition to the above, HVIA stresses the importance of a national focus in enabling charging facilities
on key and strategic freight corridors. Though charging will often occur at transport depots or receiving
locations, options will be required for charging away from base.

Funding

We urge the committee to look at the example in the United States (US) regarding funding for EV and
hydrogen infrastructure to support an accelerated uptake of LZEHVs. The Biden-Harris Administration,
through the U.S. Department of Energy (DOE), recently announced funding to accelerate the creation of
zero-emission vehicle corridors. The DOE has awarded $7.4 million to seven projects to develop medium-
and heavy-duty EV charging and hydrogen corridor infrastructure plans across 23 states. The DOE-funded
projects will focus on electrification plans for essential and heavily trafficked domestic freight corridors.
These announcements align with the recently published minimum standards developed by the Department
of Transport (DOT) with DOE input for federally funded EV infrastructure and support $2.5 billion in
competitive grants to build alternative fuelling infrastructure across the US.


https://www.energy.gov/articles/biden-harris-administration-announces-funding-zero-emission-medium-and-heavy-duty-vehicle

Additionally, in coordination with DOT through the Joint Office of Energy and Transportation, the DOE
announced its intent to release funding to address barriers to a cleaner, safer, more affordable, and more
reliable EV charging network. In the DOT/DOE’s minimum standards for EV charging infrastructure the
Federal Highway Administration specifically encourages the inclusion of pull-through EV charging parking
stalls in the design of EV charging stations. Pull-through EV charging parking stalls are acknowledged as
better suited to the needs of heavy vehicles.

Support, both financially and regulatory, be provided to create a reliable, accessible, and suitable heavy
vehicle charging and refuelling infrastructure for low and zero emission vehicles.

How:
e The minimum operating standards for government-supported public electric vehicle charging
infrastructure include heavy vehicle requirements for key and strategic freight corridors.
e Funding be made available by the Federal Government through a joint effort from DITRCA and
DCCEEW to support projects aiming to create EV charging and hydrogen corridors on major
freight routes.

Resources
Incentives

Financial incentives, or waiving of additional costs/charges/taxes, will be required to encourage the
purchase of net zero vehicles. We have seen in the solar panel transition, and in the NABERS Commercial
Building Disclosure Program for office buildings, that early adopters were provided with incentives and
rebates, leading to the success of those two programs.

Potential strategies for heavy vehicles include:
e Instant asset write-off for LZA heavy vehicles
e Discount debt facility (e.g. through a bank) or aggregated facility through the Clean Energy Finance
Corporation (CEFC)

e Rebate / Cash-back at point-of-sale on purchase of LZEHVs
o Government to cover gap between ICE and LZEHVs

e Waive Fringe Benefits Tax for LZEHVs

e  Waive curfew for LZEHVs

e Reduce toll / port access fees for LZEHVs

e Reduce registration costs

e Stamp duty changes at state government level

Trucks generally have long life cycles and Australia’s ageing fleet is one of the oldest in the developed
world. Because of their typically fine margins, truck operators need a compelling business case to justify
investment in new vehicles, particularly as next-gen vehicles are significantly more expensive and may
require additional units given the technical pay-load penalty.

We also recommend that support for research and development and commercialisation of projects be
provided. We acknowledge that ARENA has already provided significant funding towards decarbonisation in
transport, and we would like to see the National Reconstruction Fund (NRF) and the Industry Growth
Program (IGP) also support projects in our sector.




Further compounding the difficulties for investment in LZEHVs are depreciation concerns, which provide
yet another barrier to operators making the switch.

Electric Vehicle and subsystem manufacturing and lifecycle management

To promote retention of local heavy vehicle manufacturing it is important to consider the ecosystem and
support structures in place. Australian has in-country manufacturing capability, and there is an opportunity
to increase production. This could be done through incentivising heavy vehicle OEMs to manufacture
LZEHVs in Australia.

Create a compelling business case to justify investment in LZEHVs through funding, incentives, R&D
support, and investment.
How:
e Bringin exclusive depreciation incentives for LZEHVs.
e Repurpose the Instant Asset Write-off to have a separate LZEHVs elemen and provide certainty
by setting it in place for five years.
e Create a separate funding pool for rebates on the purchase of LZEHVs.
e Create a specialised debt facility through the CEFC.
e Run an awareness campaign on the total cost of ownership benefits of LZEHVs.
e Invest in charging / refuelling infrastructure to quash range anxiety.
e Provide support for OEMs seeking to manufacture LZEHVs in Australia.
e Ensure approved projects under the renewables stream for the NRF and IGP include a minimum
of 20% transport decarbonisation projects, to reflect the broader industry’s emissions output.
e Guarantee a 2024 funding round for transport within ARENA, with a minimum 22% of the
funding dedicated to all types of heavy vehicles, to reflect their emissions output within
Australia’s total transport emissions.

Data

At present, reliable and regular reporting of data related to LZE vehicles is limited. The Bureau of
Infrastructure and Transport Research Economics (BITRE) Road Vehicle Entry and Recall monthly statistics
of vehicles do not currently include motive type (i.e. LPG, electric, fuel-cell).

Make data available to better understand LZE vehicles in Australia.

How:
e Include “vehicle motive power source” in the BITRE RAV data.

Systems
National Roadmap

DITRCA’s Net Zero Unit’s Roadmap will be important in providing national leadership on the transition. As
previously mentioned, harmonisation is needed across Australia to ensure that the states, territories, local
and federal government are working together. There is value in creating differentiation on what segments
can be transitioned faster than others, e.g. consideration of market segments — buses, refuse vehicles,
lighter metro delivery vehicles, should each have different support and strategies. We suggest
differentiating the technical and regulatory barriers unique across different segments and target solutions

accordingly.
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Weight Limitations

Revising weight limitations to allow LZEHVs on Australian roads is a key part of the transition.

At present, there is a lack of consistency in approaches from the states and territories. Trials from different
road managers (of differing weight limits) across SA, NSW, and more recently new access maps for LZEHVs
for VIC and QLD, don’t give operators or OEMs confidence to invest in new vehicles. Consistency is needed
to encourage heavy vehicle operators to transition to LZEHVs.

Relatedly, payload and productivity of LZEHVs is often the most stubborn barrier to overcome when
operators are considering a transition away from fossil fuels. The limited upper mass of the smallest trucks
mean that a heavier chassis will squeeze the payload down, often to a commercially unviable number.
LZEHVs weigh around 300 to 800kg more than an equivalent ICE truck.

BITRE 2023 Road Vehicles Australia -
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Figure 4: ABS / BITRE Heavy Vehicle Population

The up to 4.5t gross vehicle mass (GVM) class of truck is the most populous segment of trucks in the market
and relied upon for home and local delivery activity across Australia. This cohort is also the most likely to
transition quickly; there are several models available and coming into the market. Several major companies
operating in Australia have already committed to a transition (IKEA has committed to all EVs by 2030,
Woolworths all EV home deliveries by 2030) and payload is the major identified focus and barrier.

If LZE trucks were afforded a GVM concession in the early years of adoption the uptake rate would likely
increase. This segment of trucks is most suited to an early transition phase (e.g. local delivery, short urban
runs). The additional road wear is negligible as these are relatively low axle mass vehicles compared with
other heavy vehicles and even some passenger vehicles (e.g. a 4.5t GVM Landcruiser spreads load over 4
tyres while all light trucks have 6 tyres).

HVIA RECOMMENDS

Adopt a uniform approach across Australia to the decarbonisation of road transport, with agreed
upon weight limitations for LZEHVs, as well as concessions on GVM.

How:
o Utilise the Infrastructure and Transport Minister’s Meeting as an avenue for making decisions
related to decarbonisation of road transport.
e Offer a GVM concession through the regulatory system to operate above the maximum limit
to offset the payload impact of the LZEHVs heavier powertrain.
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Impact of moving from internal combustion engine vehicles, including
fuel excise loss, existing auto industry component manufacturers and
the environment

The National Transport Commission’s Forward-Looking Cost Base

As the number of LZE vehicles increases on Australian roads, new road charging mechanisms are being
considered. The National Transport Commission (NTC) is developing a forward-looking cost base model that
could be used to set heavy vehicle charges after 2025-26. The purpose is to provide an alternative approach
to the current methodology (known as Pay-As-You-Go) for setting heavy vehicle charges, and to test
possible policy settings and evaluate the advantages and disadvantages of this approach. HVIA is part of
this group’s work and will provide a view on this in the future.

Opportunities for fuel savings, such as by combining EVs with other
consumer energy technologies and savings for outer suburban and
regional motorists

In the trucking sector, fuel efficiency must be part of the transition to net zero. Sales of new electric trucks
alone will not meet the Government’s emissions reduction targets, which is why nearly all markets with
strong zero emission truck targets have also focussed on improving vehicle efficiency. Modelling from
HVIA’s member, MOV3MENT, indicates that unsupported adoption of zero emission trucks will not offset
emissions growth from the growing freight task. Even a zero-emission sales mandate would not achieve the
government’s 2030 targets to be 43% below 2005 emissions:
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Figure 5: Emissions reduction scenarios (NB: Paris targets are based on 2005 emissions, not 2023)

The Federal Government has a responsibility not just to promote sales of LZEHVs but to reduce emissions
from the on-road vehicle fleet — improving fuel efficiency is the only realistic way to do this. The
Government committed to a doubling of energy efficiency in 2023, but so far there has been no support for
achieving this in Australia’s critical freight and trucking sector.

Fuel efficiency information and technology

There is a dearth of practical information available to help truck fleet operators improve their fuel
efficiency, even though this would save emissions in the short-term. Practical information and real-world
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case studies can help time-poor truck operators understand the benefits to their business in driving down
emissions and saving fuel, while the industry transitions to EVs.

Overseas, governments have co-funded pilot and demonstration programs focused on scaling fuel
efficiency improvements in the on-road fleet, such as improved aerodynamic technologies, low rolling
resistance tyres, and even eco-driving training. These are proven, readily available technologies that have
been widely adopted in the US but lag here in Australia. Wider adoption could also support manufacturing
and employment in the local truck industry.

Government supports efforts to reduce emissions of the on-road vehicle fleet.

How:
e Standalone funding program supporting fuel efficiency education and technology adoption, in line
with the Government’s commitment to double energy efficiency.
e Improve data collection on truck/freight sector CO; or energy efficiency.

Powered Trailers

Regenerative and motive axles in trailers can offer a useful opportunity for the decarbonisation of freight
transport sectors that are not able to make best use of current low and zero emission technologies. They
may also offer an easier pathway to decarbonisation, as their capital and operating costs may be lower than
others.

Technical terms

An axle capable of producing regenerative energy means that it includes a physical
mechanism to recover the kinetic energy from a rotating axle, and transform it into
electrical energy, either for immediate use or storage in a battery.

An axle capable of providing motive power means that it can use an on-board power source
to drive one or more of the trailer’s axles and assist its motion. Typically, motive power
axles also include regenerative energy and storage capabilities.

However, there are barriers to further adoption of motive power axles. Broadly, existing legislation (at both
national and state levels) defines all trailers as unpowered vehicles, as the definitions assume that trailers
are towed vehicles only, and class self-powered vehicles separately as ‘motor vehicles’. If the Committee
would like to further understand the barriers, HVIA is willing to explain these, as well as offer potential
solutions.

Priority funding and regulatory amendments be made for projects and policies seeking fuel efficiency
measures.

How:
e Regulatory amendments to allow use of powered trailer axles.
e NRF and IGP funding be directed to fuel efficiency measures.

13



Impact on electricity consumption and demand

It is paramount that government put in efforts to ensure the grid can cope with large fleets charging their
trucks in depots overnight. HVIA has yet to see strategies to allay concerns for fleet operators in this regard.
We have heard anecdotal information of overseas EV owners being asked to not charge their cars at night
due to capacity concerns. If EV trucks roll out in large numbers at a rapid pace, the energy demand will be
significant.

Other key considerations include:

e Guarantee of supply for key transport hubs (i.e. ports)
o Similar to hospitals and other critical infrastructure —i.e. in outages how will essential
infrastructure hubs be supported?
e State Governments have a role in supply — how can increased earnings from state stamp duty on
sales of LZEHVs be utilised to support the LZE heavy vehicle network? i.e. guaranteed supply for
essential services

HVIA RECOMMENDS

Consider how best to support transport as an essential service to ensure grid supply to charging
infrastructure.

How:
e Establish a consistent approach from the States and Territories regarding supply.

Opportunities for expanding EV battery manufacturing, recycling,
disposal and safety, and other opportunities for Australia in the
automotive value chain to support the ongoing maintenance of EVs

Support training and skills

Education is required, not just for tradespeople, but also for the broader industry on what will be required
for the net zero transition. Different rules across the states and territories have led to different approaches
from the OEMs (original equipment manufacturers), meaning there is a lack of consistency.

HVIA RECOMMENDS
Develop skills within the workforce to support LZEHVs.

How:
o Place courses related to the Certificate 3 in Automotive Electric Vehicle Technology on the
subsidy list for priority skills, and more generally promote skills development related to
maintenance and production of EVs.

. Develop and promote a corresponding set of courses to cover skills related to hydrogen
fuel cell technologies.

. Provide funding to RTOs that deliver heavy vehicle training to cover capital investment in
training products to support the delivery of electric and hybrid vehicle training.

. Establish a National Centre of Excellence dedicated to LZE technology training for heavy
vehicles.
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Battery Recycling

In respect of the automotive value chain — specifically motor vehicle repairers (either as the result of a
crash or for a general service) — we want to highlight the need for ‘sensible’ legislation that is harmonised
across states and territories around the writing-off of or decommissioning of vehicles and their batteries.

To date there has been good proactive education by manufacturers in how to handle batteries, along with
proactively working with the likes of TAFE. Particularly for LZEHVs, batteries will need to be treated
differently to car batteries, so it is vital to have harmonised legislation stipulating minimum accreditations.
The current Written-Off Vehicle Register (WOVR) legislation does not reflect LZEHVs adequately, and the
approach should be harmonised across states and territories and reflect the nature and construction of
LZEHVs and decisions made post-accident.

Our industry is already handling the removal of bus batteries from accident vehicles and repurposing them
into a second life as a portable power unit (replacing diesel generators). It is vital that the industry is
supported in initiatives like this and is consulted on the necessary parameters for a minimum accreditation
scheme to ensure quality and safety are uniformly maintained in these processes.

Establish a sensible scheme on minimum accreditation to determine how to handle the
decommissioning or repurposing of LZEHVs, particularly as it relates it EV batteries.

How:

e Complete an industry consultation around the definition of both statutory write-offs and
economic write-offs for LZEHVs.

A general comment is around the importance of demonstrating to the international community (including
OEMs and investors) that Australia is a market open to LZEHVs, thereby increasing options for trucking
operators, and potentially bringing the cost of LZEHVs down.
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