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EU-AUSTRALIA TRADE NEGOTIATIONS 
The European Automobile Manufacturers’ Association (ACEA) fully supports the on-
going negotiations between the European Union and Australia, and calls for a speedy 
conclusion of a free trade agreement (FTA). Australia represents: 

• The largest vehicle market in the Oceania region with nearly 1.1 million 
vehicles sold in 2019. 

• The 10th largest destination by volume for EU manufacturers of 
automobiles and the eighth largest by value.  

• In 2019, EU exports of motor vehicles to Australia accounted for over 
160,000 units worth €4 billion.  

However, despite these positive figures, the local automobile market is largely 
dominated by non-EU manufacturers, all of whom already benefit from tariff free 
access. This means that a trade deal that delivers zero duty benefits to European 
exporters and tackles non-tariff barriers will allow Europe’s manufacturers to compete 
on an even footing and open the door to export growth. 

Given that local production stopped in 2017 (except for certain types of commercial 
vehicles), ACEA’s interests in the negotiations for an EU-Australia FTA are purely 
offensive. 
 

ACEA NEGOTIATING OBJECTIVES 
Equal treatment should be applied for all types of motor vehicles (tariff headings 
8701 to 8705) throughout all elements of the agreement.  

1. TARIFF BARRIERS TO TRADE 
Australia currently applies a uniform 5% tariff to imports of passenger cars, light, 
medium and heavy-duty trucks, coaches and buses.  

These tariffs should be eliminated completely upon entry into force of the FTA. All 
tariff lines for motor vehicles (headings 8701 to 8705) must be treated equally. 

ACEA also requests that tariffs on automobile parts and components are fully 
eliminated upon entry into force. Special attention should be drawn to engines (8407-
8409) and chassis (8706).  

As Australia has trade agreements in place with the United States, Japan, China, 
Korea as well as being a member of the Comprehensive and Progressive Agreement 
for Trans-Pacific Partnership (CPTPP) and the Regional Comprehensive Economic 
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Partnership (RCEP), ACEA members’ competitors are already benefitting from tariff-
free access to the Australian market and European exports have a competitive 
disadvantage. In most of those agreements, motor vehicle and part and component 
duties were eliminated on day one. The same treatment should be applied to 
European exports.  
 
ACEA requests the EU and Australia to: 

• Agree to zero for zero tariffs in our sector. Australian tariffs for motor 
vehicles of chapter headings 8701 to 8705 should be reduced to zero on 
day one of the agreement. The same treatment should apply to all motor 
vehicle parts and components.   

 

2. RULES OF ORIGIN 
ACEA requests a threshold of 45-50% non-originating material (NOM) for all motor 
vehicles and 50% NOM and CTH for engines. 

Full bilateral cumulation, as defined in the annex to this paper, should be allowed.  

Please see the attached annex for a full list of ACEA priorities for methods of origin 
calculation and origin procedures. 

An exception to the rules of origin referred to above must be made for electrified 
vehicles. As battery manufacturing is still in its early development stages in Europe, 
rules of origin for either electrified vehicles and/or their batteries need to reflect this 
reality. This means that, at least for a time-limited period after the application of an 
agreement with Australia, more flexible rules need to be applied to ensure that all 
European motor vehicle exports to Australia benefit from the deal. Only once 
European origin battery supply can be assured should the rules become more 
restrictive. 

 
ACEA requests the EU and Australia to:  

• Apply ‘standard’ EU rules of origin for motor vehicles, along with set rules 
for origin calculation and origin procedures are defined in the annex to this 
paper. Flexibility needs to be applied on rules of origin for low and zero 
emission vehicles and/or their batteries to reflect the reality of battery 
manufacturing capacity.  
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3. NON-TARIFF BARRIERS TO TRADE 
A comprehensive automotive annex applicable to all vehicle types (tariff headings 
8701 to 8705) as well as to parts and components is a prerequisite for a successful 
conclusion of the trade agreement.  

Australia already widely recognises and accepts international automotive standards 
and certificates of the United Nations Economic Commission for Europe (UNECE), 
and, while ACEA members do not face many non-tariff/regulatory issues in Australia, 
the inclusion of a comprehensive automotive annex will ensure continuity and help 
prevent regulatory divergence over the long term. In particular, this is of vital 
importance in the case of regulation of future technologies.  

Concerning specific technical barriers to trade, ACEA would like to draw the 
negotiators’ attention to the following issues that its members are facing:  
 

A. Fuel quality standards: Australian fuel quality standards are a critical issue, 
restricting a range of European motor vehicles with higher standard engines 
accessing the local market.  

Gasoline sulphur content in Australia can be anything from 11-112 ppm (the 
EU has a maximum limit of 10 ppm and the market average sulphur content 
of petrol is much better). Sulphur contributes to particle emissions and can 
degrade certain components in the emission control system, impacting the 
emission reduction of other pollutant emissions. 

Gasoline aromatic content is also a critical issue. The EU sets a maximum 
total aromatic content of 35% v/v, below the limit applied in Australia. 
However, the EU limit is not good enough because even at 35% v/v it allows 
fuel refiners to use a range of heavier aromatic in market gasoline (long-
chain C-aromatics above C8) that has a negative impact on particle 
emissions which remain a concern when particle emission conformity is 
measured under Real Driving Emissions (RDE) conditions using market 
gasoline for Euro 6d.  

In Europe, the auto industry continues to press for a much lower total 
aromatics limit and a specific limitation on C8+ aromatics. This can also be 
done in combination with changes to the gasoline distillation curve. Further 
details are available in the 2019 publication of the World Wide Fuel Charter, 
see: https://www.acea.auto/news/global-fuels-harmonisation-renewed-call-
by-acea-and-worldwide-vehicle-and-engine-partners/.  

Apart from its environmental impact, these market fuel issues create 
significant problems for RDE tests when carried out on vehicles from the fleet 
that have accumulated mileage.  

https://www.acea.auto/news/global-fuels-harmonisation-renewed-call-by-acea-and-worldwide-vehicle-and-engine-partners/
https://www.acea.auto/news/global-fuels-harmonisation-renewed-call-by-acea-and-worldwide-vehicle-and-engine-partners/
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The sulphur issue occurs irrespective of Euro 6d. Therefore, Australian fuel 
quality ultimately inhibits imports of the latest technology vehicles into the 
Australian market. 

ACEA requests that Australia uses the review planned in 2022 to speed up 
improvements in its fuel quality, at least in line with EU standard EN228 and 
the EU Fuel Quality Directive. 
 

B. Trucks - maximum width: Currently, the maximum vehicle width permitted 
in Australia is 2.50m. Several ACEA members who export trucks have to 
substantially modify their European 2.55m models to meet Australia’s width 
limit. This entails millions of euros in costs to our members and significantly 
hinders trade in this type of vehicles. 

It’s worth noting that some new safety features being introduced in Europe 
will need to be applied via side-mounted radar sensors, which will go further 
beyond the maximum permissible vehicle width in Australia. They could 
therefore probably not be applied in the Australian market due to the current 
width limitation.  

ACEA requests that Australia 1) increases its maximum vehicle width to 
2.55m for general freight trucks and to 2.60m for refrigerated trucks, and 2) 
allows further additional vehicle width specifically for the placement of side-
mounted radar sensors (such as 100mm, as in the EU). 
 

C. Trucks - front axle weight: In Australia, heavy-duty vehicles have a very low 
permitted front axle weight. This discriminates against several efficient truck 
configurations produced by EU vehicle manufacturers and prevents exports. 
Front axle weight can be increased in a safe manner on certain truck 
configurations and should increase both productivity and energy efficiency in 
the Australian road haulage industry.  

In particular, there is a long-term commercial and environmental aspect to 
this issue related to low- and zero-emission trucks. Alternatively-fuelled 
trucks running on fuels with a high renewable share, such as gas-powered 
vehicles with renewable fuels, battery electric and fuel cell electric trucks 
come with a payload disadvantage due to the (higher) weight of their 
components compared to conventional technologies.  

In Europe, the European Commission has addressed this issue by raising the 
maximum weight limits for alternatively-powered trucks by up to 2 tonnes. 
Such payload limitations might hinder the market uptake of new low- and 
zero-emission powertrain options. 
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ACEA requests the EU and Australia to:  

• Include a comprehensive automotive annex in the agreement to ensure the 
long-term alignment of regulatory standards in our sector.       

• Remove existing technical barriers to trade, as identified above. 

• Should Australia plan to adapt its safety requirements in the future, then 
alignment/harmonisation with the international regulation (UN-R) and EU 
requirements would be preferable. This will lead to more global 
standardisation, including increased road safety in Australia in line with the 
UN 2030 Road Safety Agenda.         

 

4. TAXATION 
ACEA recommends eliminating Australia’s Luxury Car Tax (LCT). 

The LCT is currently the country’s main non-tariff barrier for ACEA members. This 
33% luxury tax is applied above the value of AU$67,525 (approximately €40,000) for 
regular cars and AU$75,526 (approximately €46,000) for fuel efficient vehicles. 

The LCT is particularly arbitrary and discriminatory as no other luxury goods are 
taxed in this way and, given that local automobile production ceased in 2017, it 
exclusively effects imported cars, of which, a large majority are European. In 
particular, many electric models are subject to this tax and therefore their access to 
market is hindered by it. 

The 2010 Australia's Future Tax System Review (commonly known as the Henry Tax 
Review) recommended its abolition and the 2015 Government’s Tax Discussion 
Paper strongly criticises it. The elimination of the LCT would ultimately benefit not 
only EU manufacturers, but Australian consumers as well, particularly those who 
want to buy zero-emission vehicles. 
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ANNEX 
ACEA PRIORITIES FOR RULE OF ORIGIN 
CALCULATION 
 
I. Cumulation 
The following provisions for cumulating origin content should be included in EU 
trade agreements: 

1. Full bilateral cumulation allowing for all inputs or operations carried out in 
either the EU or the EU’s trading partner to be taken into account.  

 Full bilateral cumulation should be a critical element of origin calculations and 
would allow for a more accurate assessment of the real value created within 
the trade agreement zone rather than requiring that goods be originating 
before their value can be considered. Full bilateral cumulation provisions are 
already provided for in trade agreements like EU-Japan and EU-Canada.  

2. The EU and Australia share the objective of preserving existing international 
value chains. Both negotiating parties should analyse the benefit of including 
provisions in the FTA allowing cumulation with common preferential 
trading partners as a means to take into account modern supply chains in 
the automotive sector and to strengthen trade relations with key third country 
trading partners. The scope of these provisions could be limited to tariff lines 
which are relevant for automotive production.   

The main prerequisite to such cumulation provisions would be that the third 
country has to have a trade agreement with both parties. Furthermore, and to 
ensure a level playing field, the parties should analyse how the rules of origin 
to be applied within this cumulation area will impact trade before agreeing on 
such a provision.  

 
II. Origin calculation – Other methods 
The following provisions related to the methods used to calculate originating content 
should be included in EU trade agreements: 

1. Gradual origin achievement for each processing step to avoid 
disadvantages to companies with a high level of in-house production. 

2. A tolerance threshold of 15% for use of minor quantities of non-originating 
material and for working or processing done in third countries. 
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3. The use of averaging for material costs in order to minimise administrative 
burden in the automotive supply chain created by fluctuations in the raw 
material or forex costs which make it more difficult, particularly for SMEs, to 
assess rules of origin (ROO) compliance. 

 
III. Origin procedures  
 

1. Regarding origin verification, ACEA retains concerns regarding the 
application of a system where the ultimate decision on whether or not a good 
is originating is decided upon by the customs authority of the importing 
country. These concerns are based on risks concerning confidentiality of data 
and the potential for arbitrary denial of preferences. The automobile industry 
seeks to maintain a system whereby the authorities of the exporting party 
retain the responsibility to decide on the fulfilment of origin requirements and 
where the exporter, therefore, has much greater control over proprietary 
data, is familiar with their local customs authority’s interpretations and has 
built up a relationship of trustful cooperation with them over years. 

2. We are aware that the European Commission is pursuing an agreement with 
Australia based on a system whereby the authorities of the importing party 
will have the right to decide on the fulfilment, or not, of origin requirements. 
Nevertheless, in relation principally to the protection of sensitive proprietary 
information and the potential for arbitrary denial of preferences, all 
reasonable steps should be taken to ensure that traders are not denied 
preferential treatment based solely on the fact that the exporter did not want 
their customs authority to disclose confidential data. The automobile industry 
supports the possibility to claim preferential treatment through modern self-
certification mechanisms such as the application of the Registered Exporter 
(REX) system to facilitate import and export procedures.   

3. The validity of the statement on origin confirming preferential origin should 
be increased to two years, starting from the date the statement is issued. The 
statement of origin should be valid for multiple shipments of the same good. 

4. Statements on origin should be able to be used retrospectively, up to three 
years after the date of importation. Customs authorities should ensure that 
such a procedure is as clear and free of undue administrative burden as 
possible. 

5. A statement on origin should be possible to be made on any document 
related to those goods as long as they can be clearly identified by the 
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information contained in that document.  

6. For the purpose of implementing the system of cumulation, suppliers should 
be able to provide a declaration concerning the originating status of such 
materials/components which can be used as a basis for confirming the 
originating status of the final product. The possibility of using a long-term 
supplier declaration should be allowed. 

7. In case of application of the system of full bilateral cumulation, the 
production/processing carried out in a party on a non-originating material 
may be taken into account for the purpose of determining origin. In order for 
an exporter to complete the statement on origin for the final product, the 
exporter shall obtain from its supplier a declaration for the non-originating 
materials within the non-originating goods. There should be one declaration 
standard agreed between the parties.    

8. In line with what was agreed in the EU’s trade agreements with Canada and 
Japan, it should be possible to issue a declaration concerning non-
preferential status of goods for a single or multiple consignments for the 
same material retrospectively. 

9. To reflect the increasingly complex global logistics network, the principle of 
non-alteration should be used for the transit of goods. In that respect, goods 
would keep their originating status irrespective of the transport route, 
provided that at the point of importation into the partner country, it can be 
proven that the goods have not undergone any alterations during transit.  

10. In the case of the EU-Australia FTA, duty drawback should be allowed. 
Should the negotiating parties have concerns on allowing duty drawback, a 
review mechanism can be agreed based upon the model of the EU-Korea 
FTA. 

11. Trade agreements should allow for accounting segregation for automotive 
production materials as well as finished goods. The increasing network of 
preferential agreements compared to our manufacturer’s limited warehousing 
capacity, means that a mandatory physical segregation of goods to be in 
compliance with the agreement is simply not achievable. An authorisation 
should not be required to be able to make use of accounting segregation. 
Negotiators should improve upon precedents such as the EU-Canada 
Comprehensive Economic and Trade Agreement (CETA) and expand 
product coverage to include all automotive goods.



 

 

ABOUT THE EU AUTOMOBILE INDUSTRY 
• 12.6 million Europeans work in the auto industry (directly and 

indirectly), accounting for 6.6% of all EU jobs 

• 11.6% of EU manufacturing jobs – some 3.5 million – are in the 
automotive sector 

• Motor vehicles are responsible for €398.4 billion of tax revenue for 
governments across key European markets 

• The automobile industry generates a trade surplus of €76.3 billion for 
the European Union 

• The turnover generated by the auto industry represents more than 
8% of the EU’s GDP 

• Investing €62 billion in R&D per year, automotive is Europe's largest 
private contributor to innovation, accounting for 33% of the EU total 

REPRESENTING EUROPE’S 16 MAJOR  
CAR, VAN, TRUCK AND BUS MANUFACTURERS 
ACEA 
European Automobile 
Manufacturers’ Association  
+32 2 732 55 50  
info@acea.auto 
 

www.acea.auto 

 twitter.com/ACEA_auto 
  

 linkedin.com/company/acea 

  
 youtube.com/c/ACEAauto 
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