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ABSTRACT

The transport sector is facing challenging
transformations in order to reach the climate goals
according to the European Green Deal. This review
aims to compile a comprehensive set of available energy
and greenhouse gas (GHG) emission data to estimate
a) road transportation and site-related GHG emissions
from logistics companies and b) impacts of mitigation
measures discussed in literature. Out of an initial set
of 1,050 hits, about 77 publications were identified that
provide quantitative values for energy consumption or
GHG emissions. The largest part of literature on energy
demand and emissions in logistics deals with transport,
with 62 out of 77 publications, which accounts for the
majority of the energy demand in the logistics sector.
The majority of published data is based on individual
case analyses and modeling studies, reflecting the
heterogeneity of the industry.
As there is no standardized method for collecting

GHG emissions for the logistics sector, the system
boundaries and quantitative values of the published
data vary considerably, making comparisons and
evaluations difficult. The most common system
boundary is “freight transport within a given area”,
followed by “logistics site”, “vehicle routing”, “supply
chain” and “corporate footprint”. Reported energy and
GHG reduction potentials focus on the optimization
of building services efficiency, intralogistics processes
and transport-related processes (route planning, driving
behavior, vehicle efficiency and load factor). The
greatest potential for reducing GHG emissions in the
logistics sector lies in replacing fossil fuels for trucks
with green fuels or electrification, combined with
restructuring urban delivery networks. Publications of
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actual consumption or transport-specific metrics are
rare in the literature. The quantitative values reported
can only be interpreted correctly if the context in
which they occur is specified in terms of a logistics
reference value; this is why the effects of the mitigation
measures applied also vary in the literature. The further
development of standardization in the field of emissions
recording by transport companies and the consensus on
a uniform reference value are therefore key drivers for
the quantification and reduction of GHG emissions in
the logistics sector.

KEYWORDS: logistics · energy · GHG emissions ·
mitigation measures

1 INTRODUCTION
The goals of greenhouse gas (GHG) emission reduction
within the European Union are getting more ambitious.
Until 2030, the German sector of transportation may
only emit less than 35 % of the GHGs referred to in 1990
and has to achieve climate neutrality by 2045 [1]. More
than three-quarters of the GHG emissions caused by
logistic activities occur during transportation processes
[2–7]. Within this context, all logistical activities in
Germany, but especially transport logistics, have to
become more sustainable. As road transport is not only
the most important but also the most carbon-intensive
mode of transport in Germany, we limit our literature
review to publications related to road transport.
Although the problem is not new and efforts have been

made within the last decade, emissions arising from
traffic, transportation and logistics are still increasing
[8], [9]. One of the issues identified in literature is the
fragmentation of responsibilities among supply chains
(SCs) and logistical networks, resulting in a general
lack of information [10]. A better understanding of
GHG emissions – when, why and by whom – is still
needed to achieve greater progress towards carbon-
neutral logistics.
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GHG emissions of transport services for freight and
passenger transports [13].
Companies tend to publish their data in self-reports,

such as environmental or sustainability reports,
which cover accumulated data over several sites and
multiple transport routes and means of transportation.
Different sustainability reports of the industry show
a wide diversity regarding the level of detail, scope
and methods applied [14–17]. Data extracted from
those reports is accordingly difficult to compare and
evaluate. Against this background, we are interested in
the extended question of whether data from scientific
publications can be used to derive key indicators for
energy consumption and GHG emissions of logistics
companies, sites or processes, against which specific
companies can then be compared or to which tailored
emission-reducing measures can be assigned.
The review examines whether energy or emission

studies of logistics activities published in literature
follow the same motivation and if published results
on quantitative data and mitigation measures are
transferable to different companies and locations.
In detail, we want to answer the following questions:
– What methods are used for data acquisition?
– Which system boundaries are applied? Do
studies focus on road transportation or site
activities, and do they include scope 1, scope 2
or even scope 3 emissions?

– What is the logistics context of the data and
mitigation measures published?

– Is it possible to derive key figures for energy
requirements and GHG emissions of core
logistics processes from the literature published?

– What are the mitigation measures concerning
GHG emissions that are currently recommended?
Does research provide transferable quantitative
results for different mitigation measures? Does
the literature provide consistent suggestions
on how transportation logistics must evolve to
reach net-zero GHG emissions?

2 MATERIALS AND METHODS

2.1 Literature Review Design
The literature review includes all specific publications
on energy, emissions, sites and road transport processes.
The main selection criteria for scientific publications are
the specific information of quantitative values provided
for energy consumption and/or GHG emissions, arising
from any logistical activities, together with the data
describing the scope to which this consumption or
emission is related. These could be:
– Annual energy consumption of the site as a whole or
per tonnage handled
– Energy consumption for internal transports with floor
trucks, forklifts, high-bay storage systems
– Energy consumption of freezing technology or
refrigeration

The aim of this paper is to describe the status quo
of energy consumption and greenhouse gas emissions
of logistics activities caused by road transport and
associated hubs and storages. The focus of this
literature review is on published numerical values for
GHG emissions from road transportation. This means
that among the articles dealing with combined freight
transport, only the part that discusses road transport
or directly compares it with another mode of transport
is included. Based on this data compilation, we search
for reported potentials of applied mitigation measures
to lower the energy consumption and resulting GHG
emissions.
Knowing the actual level of energy consumption

is very important for a logistics company and from
a scientific point of view. It is the basis for possible
reduction potentials. It is also of interest for all other
actors in a supply chain, including but not limited
to logistics companies or service providers, to know
their own share of total emissions and where they are
located. In this paper we want to review the status
of published data on quantitative values for energy
consumption and resulting GHG emissions for logistics
companies, logistics activities such as transportation
or infrastructure logistics, and logistics sites such as
hubs or warehouses. The GHG emissions of a transport
logistics company are very closely linked to its energy
consumption because it offers a service and not a
material-consuming and waste-creating product. If a
logistics company attempts to lower its company carbon
footprint, the first step involves the measurement and
accounting of emissions generated. Since emissions
are not measured directly, a precise knowledge of
one’s own energy (e. g. fuel) consumption is necessary
in order to calculate emissions based on these data.
If the levels and generation processes for the GHG
emissions are known and can be controlled, mitigation
measures can be found to match them. According to the
Greenhouse Gas Protocol classification scheme [11],
company emissions of different origins can be assigned
to a polluter according to its operational boundaries. On
the one hand, there are the direct emissions that arise
from combustion processes within the company under
consideration (scope 1). On the other hand, emissions
are also caused by the company’s operations elsewhere
upstream, such as through electricity production (scope
2). Finally, there are “scope 3 emissions [that] are a
consequence of the activities of the company, but occur
from sources not owned or controlled by the company”
[11], for example, emissions caused by employee
commuting (scope 3).
According to the accounting framework for transport

emissions of the Intergovernmental Panel on Climate
Change (IPCC) [12], transport emissions can be
described by transport mode (road, rail, waterways,
air), fuel intensity (carbon equivalent of fuel used),
energy intensity (transport efficiency) and sufficiency.
EN 16258 offers a general methodology for the
calculation and declaration of energy consumption and
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that provide information on the total GHG share from
transport, but not on the carbon dioxide equivalent
(CO2e) share attributable to other logistics processes,
are excluded from this review. The final number of 77
publications present the portfolio of this review.

2.2 Content Analysis and Clustering
The published papers of the final portfolio can be
clustered by different aspects to analyze the findings
of different publications better. The heterogenous
background of the selected literature becomes obvious,
especially when the geographical background to which
the published data refers is taken into account.

2.2.1 Data Accounting Method
The portfolio is limited to publications which give
quantitative data on either the energy demand or GHG
emissions of logistics processes and, where applicable,
mitigation measures, thus, the published papers can be
classified according to the data accounting method:
– Case study: individual cases of the research topic in
real-life contexts; often empirically collected
– Analytical: mathematical modeling, numerical
examples that are build up with a bottom-up approach
described by analytical equations
– Simulation: analysis and test of the response of a
proposed model by scenario analyses
The input data themselves can originate from different

types of sources: for example, empirical surveys, such
as interviews or measurements, statistical data sets,
generic data derived from standards, manufacturer’s
data on energy and fuel consumption.

– Energy consumption for road transport (fuels) per
tkm (tonne * kilometer)
– Specific information about GHG emissions following
the same scheme as energy consumption, supplemented
by information about emission factors, quotes of
renewable energy sources used, and reference frames
or scopes applied
The review is based on a systematic literature search

of scientific publications in the English and German
language. Scientific publications from 2010 to 2022
were analyzed following the filtering scheme shown in
Figure 1. A combination of “CO2”, “emission*”, “life
cycle assessment (LCA)”, “energy” or “GHG” with
“logistics” and “influence” or “context” or “locat*” was
applied as initial search topics. The resulting 1,050 hits
were further filtered regarding the general topic of the
publication. Inclusion criteria were quantitative data
on energy consumption, GHG emissions, or reduction
potentials both for transportation and on-site activities.
The paper focuses on road transportation, therefore,
publications on shipping, air and rail freight were
excluded. Reverse logistics and research topics covering
closed-loop logistics were also excluded in the title
analysis. After analyzing titles, keywords, abstracts and
conclusions, 103 candidate papers remained, of which
38 report quantitative data. In the next step, a forward
and backward search based on the paper’s citations
and a search in the gray literature was carried out.
Regarding the gray literature, 20 research reports of
German research institutions and 6 logistics companies’
own reports, such as environmental or sustainability
reports, were exemplarily included. Company reports

Fig. 1: Search matrix and results of the systematic literature search performed
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and indirect emissions (well-to-tank), depending on the
respective system boundaries applied [13].

Site-related Emissions
Logistics sites within this review can be hubs,
warehouses or distribution centers. Energy consumption
and resulting GHG emissions can be clustered by their
point of origin:
– Heating, ventilation, cooling/refrigeration of the
logistics building
– Equipment such as lighting, IT services
– Infra-logistics activities such as order picking or
shipping
When transferring the IPCC transport scheme to on-

site processes, f (Table 1) is generalized to the amount
of CO2e per unit of energy. This can be thermal energy,
electricity or fuel.
According to the Greenhouse Gas Protocol

classification scheme [11], site-related emissions can
be subclassified depending on the respective system
boundaries applied:
– Scope 1 Emissions: Direct emissions from burning
fuel for heating/cooling activities and intralogistics, for
example, leakage of refrigerants where applicable

2.2.2 System Boundaries
The respective reference frame is important to interpret
published data values. In logistics, all processes can,
in a first step, be clustered into transportation- or site-
related processes.

Transport Emissions
Transport emissions within the review are further
analyzed according to the IPCC framework [12]. The
IPCC disassembles the GHG emissions into a sum of
emissions from the different traffic modes (see Table 1),
while this review focuses on road transport.
Each summand is composed of three factors:

– The fuel intensity f, defined mainly by the fuel’s
carbon content, resulting from all CO2e emissions
when combusting the fuel,
– The energy intensity e, stating how much energy is
needed to perform the transport service of 1 tonne (t)
along 1 kilometer (km), and
– The activity a, describing the amount of service as
transport performance in tkm.
According to EN 16258, transport emissions can be

further subclassified into direct (tank-to-wheel: TTW)

Fig. 2: Context-based reference frames for energy and emissions accounting found in literature

Table 1: CO2 equivalents from transports after IPCC, transport p. 604 [12]

mode
tkmmode/tkm total

fuel intensity f
CO2e/MJ

energy intensity e
MJ/tkm

activity a
tkm total

transport via carbon content efficiency sufficiency
road

rail
waterways
air space
pipeline

diesel
gasoline

fossil CNG / LNG
biomethane
hydrogen
electricity

capacity
curb weights
utilization

traffic/driving situation
vehicle efficiency

number of trips
distances
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– Network design: Quantifies changes in energy
demand and/or GHG emissions as a function of network
design/constellation
– Routing: Papers deal with a (sub)type of the vehicle
routing problem, addressing energy demand and/or
GHG output as a function of the route that vehicles
might choose for their transportation tasks.
– Training: The influence of driving personnel on fuel
consumption or the influence of on-site personnel on
energy demand after training measures (“eco-driving”,
“eco-training”) will be evaluated.
– Building services: The focus is on heating, air
conditioning, lighting and other non-specific processes
related to the building (see also Figure 3). Note that
refrigeration is treated as a separate group.
– Production: Major parts of the publication deal with
quantitative data related to production. Logistics is
discussed as part of a product life cycle.
– Cold chain: The focus is on temperatures below
4°C and the resulting energy demand and/or GHG
emissions, also in combination with routing or storage
activities.
– Intralogistics: Data is related to material handling
and/or conveying processes
The identified literature portfolio covers a wide

variety of perspectives and research goals: from the
influence of speed and traffic flow on diesel consumption
[18] through lighting options in warehouses [19] to
optimizing handling speeds of stacker cranes [20].
The heterogenous structure of logistics processes
results in different system boundaries in nearly every
publication, which makes it difficult to compare
published results or even to transfer mitigation results.
Normalization of the results is very difficult because
there is no common reference to which the emissions
can be assigned. Therefore, the published numerical
values can be found unaggregated in Tables 3 to 8
under the respective reference frames A – F. The GHG
emission reduction values are given as a percentage of
the status quo described in the respective paper. Their
range, from negative values or close to 1 % up to 96 %,
shows that a single scale would not be appropriate to
classify results with non-comparable background data.
In order to allow an assessment of the GHG reductions
achieved, Tables 3 to 8 provide a brief description of the
circumstances (system boundaries, benchmarks) under
which these reductions were achieved in the respective
papers. Common categories to account for emissions
and identify mitigation measures are described by [9,
21, 22] or [23] for logistics site emissions and by the
IPCC emission framework for transportation. Within
the literature portfolio investigated, 23 publications are
based on case studies, 16 on analytical considerations
and 38 present modeling and simulation results.
A total of 42 publications of the literature portfolio

investigates only transport-related emissions, while 15
focus on site-related emissions. Within these clusters,
the system boundaries regarded and the aim of the
published studies vary. We, thus, apply a context-

– Scope 2 Emissions: Indirect upstream emissions of
energy provision
– Scope 3 Emissions: All other indirect upstream
emissions

2.2.3 Logistics Context of Published Data and
Mitigation Measures

An intermediate evaluation of the literature portfolio
showed the strong heterogeneity of the scientific
publications. It became obvious that the logistics context
the authors explored influences both the methodology
of the data accounting and system boundaries applied.
The following context frames, see Figure 2, are

proposed and applied within this review for the further
clustering:
– Publications on transport emissions with an area view
(Frame A)
– Publications on company carbon footprints (Frame B)
– Publications on transport emissions of one specific
route of a logistics provider (Frame C)
– Publications on product carbon footprints along the
supply chain (Frame D)
– Publications on vehicle-related emissions (Frame E)
– Publications on site-related energy consumptions
and emissions for a single logistics site or their specific
logistics processes (Frame F)

3 RESULTS

This review analyses publications on energy
consumption and emissions of logistics, i. e. from
site-and transportation-related activities. A selection
of 77 publications met the requirements of providing
quantitative data. In a first step, these results are
clustered. In a second step, the publications in the
different clusters are evaluated and analyzed.

3.1 Classification of Publications
Each of the selected publications is unambiguously
assigned to one of the frames A – F that best fits the
selected scope of the publication. Table 2 shows the
distribution. The geographical background of the
published data shows the worldwide interest of the topic
in the scientific discourse. The logistical activities that
were the core of the scientific investigation are also
listed in Table 2. They could not be clearly assigned
(papers deal with 1, 2 or 3 activities) and demonstrate
the different scope of the scientific literature. The
selected papers were classified into the following
groups:
– Long-distance transportation: Data refers to
transportation in heavy duty vehicles
– First/last mile transportation: Data describe first or
last mile activities using smaller trucks, vans, or cargo
bicycles, sometimes in combination with network
design and/or routing.
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Table 2: Final portfolio of selected papers that provide quantitative data (77 publications)

Logistics
Context

Transport-related data on energy consumption and emissions Vehicle-
related data

Site-related

Frames A B C D E F
Paper count 21 9 11 10 11 15
Geographical
background

USA 7 [25],
[26], [99],
[35], [112],
[113], [114]
Germany 5
[115], [29],
[116], [90],
[117]
Portugal 2
[21], [30]
China 2 [32],
[118]
Alp region 1
[119]
Australia 1
[120]
Brazil 1 [113]
Colombia 1
[113]
France 1 [31]
Japan 1 [22]
UK 1 [34]

Germany 5
[16], [18],
[33], [40],
[41] Austria
1 [7]
Belgium 1
[37]
Colombia 1
[38]
Denmark 1
[14]
Singapore 1
[121]

China 2 [55],
[52]
India 2 [61],
[53]
Italy 2 [56],
[62]
USA 2 [43],
[59]
Austria 1 [60]
Canada 1
[27]
Portugal 1
[58]

Germany 2
[68], [70]
UK 2 [66],
[71]
worldwide 2
[65], [64]
Austria 1 [7]

Belgium 1
[66]
China 1 [122]
East Asia 1
[69]
France 1 [66]
Indonesia 1
[67]

Germany 6
[72], [73],
[78], [76],
[78], [123]
UK 2 [124],
[97],
Austria 1 [74]
Europe 1 [77]
The
Netherlands 1
[125]

Germany 10
[81], [19],
[20], [126],
[102], [127],
[6], [83],
[84], [86]
Italy 2 [3],
[82]
China 1 [105]
Colombia 1
[96]
Eastern
Europe 1 [23]

Logistic
activities in
focus

First/last mile
transportation
14 [25], [21],
[29], [30],
[31], [34],
[120], [128],
[113], [90],
[99], [117],
[114], [118]
Long haul
transportation
12 [8], [25],
[26], [22],
[99], [35],
[32], [112],
[119], [90],
[117], [118]

Long haul
transportation
5 [16], [18],
[33], [37],
[14]
First/last mile
transportation
3 [18], [38],
[121]
Network
design 3 [16],
[33], [37]
buildings
services 2
[40], [41]
Training 2
[40], [41]
Routing 1
[38]

First/last mile
transportation
8 [61], [60],
[55], [56],
[58], [43],
[27], [62]
Network
design 4 [60],
[43], [52],
[27]
Routing 3
[61], [55],
[53]
Long haul
transportation
2 [53], [59]
Cold chain 1
[53]

Long haul
transportation
6 [65], [69],
[64], [70],
[122], [7]
Network
design 6 [67],
[68], [65],
[69], [64],
[70]
First/last mile
transportation
4 [66], [71],
[122], [7]
Production
3 [65], [69],
[64]
Cold chain 2
[66], [122]

Long haul
transportation
6 [72], [74],
[77], [78],
[125], [124]
Training 3
[123], [78],
[97]

Intralogistics
8 [20], [6],
[82], [83],
[86], [105],
[96], [129],
All site-
related
activities
3 [3], [84],
[102]
Buildings
services 3
[19], [82],
[86]
All storage-
related
activities 3
[81], [6], [86]
Cold chain 1
[82]
Warehouse
management
2 [23], [96]
Warehouse
design 1
[126]
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or road networks, and the total reduction potential, or
of evaluating policies, taxes, traffic concepts or other
macroeconomic measures to reach a reduction of
energy consumption or GHG emissions. If available in
a time-resolved format, this data can be used to plan
ahead for peak demand. Frame “A”, applied to a large
area, such as a country, reveals macroscopic effects
on the overall freight transport energy efficiency, for
example, the structure of commodities that are being
transported within that area [24].
As with all views on the development of GHG

balances, there are both bottom-up and top-down
approaches. The latter uses macroscopic data sets,
such as overall fuel consumption, often estimated by
fuels produced or sold within the area of interest, or
flows of vehicles or freight through the area studied.
The first approach uses micro traffic models for a
vehicle or a road that are combined with macroscopic
data, for example, traffic flows at certain measuring
points. Both long-distance [25, 26] and urban logistics
[21] take advantage of better traffic flows, in terms
of performance (less waiting/traveling times, fewer
accidents) and sustainability (less energy consumption,
and GHG, nitrogen and particle emissions). This topic
is also discussed under the perspective of a vehicle in
frame “E.”
The majority of the publications covering city

logistics that are included in this review can be
assigned to frame “A.” Among these, the replacement
of conventional vans is the most common topic.
Electric vehicles seem to be an alternative providing
environmental benefits because of the lower vehicle
capacities and operating ranges needed in urban

based scheme of categories, which considers both the
logistic activities regarded and the system boundaries
chosen for each publication. Figure 2 gives an overview
of the context-based reference frames for energy and
emissions accounting found in literature.
Within the cluster of transportation emissions,

11 publications focus on the vehicle itself, 11 regard
transport routes of single logistics companies and 21
describe transportation-related emissions in certain
regions. Within the cluster of site-related emissions,
15 publications deal with energy consumption and/or
emissions of logistics sites, such as hubs or warehouses,
including single measures for energy reduction. Nine
publications regard both transport and site emissions
from a company carbon footprint perspective, including
overall emissions of different locations and all transport
activities of a company. Ten publications describe
product carbon footprints along supply chains.

3.2 Publications on Transport Emissions
with an Area View (Frame A)

The literature included in this frame refers to a logistics
region as a whole. This could be a port, a country or
a city. All transport of all logistics providers within
a certain area are included, but not the energy
consumption of the depots/logistical sites. Table 3
shows the 21 publications in this category that includes
3 “gray” literature sources.
Emission inventory reports of the traffic or

transportation sector typically take this perspective.
Macroscopic, highly aggregated data sets are of
interest. These offer the possibility of assessing the
infrastructural needs of a region, such as electricity

Fig. 3: Framework for mitigation potentials of total GHG emissions of logistics sites as reported in literature



8

Table 3: Analyses of publications on transport emission with an area view (context frame A).
The abbreviations f, e and a refer to the possible reduction approach according to the IPCC framework:

f: fuel intensity, e: energy intensity, a: activity

Area View
21 Publications

Authors Logistic activities in
focus

Context Quantitative
Data on energy
consumption or
GHG emission
mitigations

Method IPCC
factor

Rathmann [8] mainly long haul
transportation

Statistical macro
data sets of
Germanys traffic
sector, modeled
with TREMOD

No mitigation,
status quo of final
energy consumption
of freight transport
in Germany: 106 %
(2005 reference
year), growing
tendency

simulation -

Barth and
Boriboonsomsin
[25]

long haul
transportation,
first /last mile
transportation

Driving without
congestion:
adherence to a
fictitious speed limit
of 60 mph

7 %, in California analytical E

long haul
transportation,
first /last mile
transportation

Variable speed
limits to smooth
stop-and-go shock
waves

12 %, in California analytical E

Muratori et al [26] long haul
transportation

Platooning – reduce
driving resistance

4.2 % with
platooning 65 % of
all miles driven by
combination trucks
in the USA (55mph)

analytical E

Melo et al [21] first /last mile
transportation

Sharing of parking
spaces between
city logistics and
kindergarten

Less stops and
better traffic flow,
parking time limit
10 min: 3.7 % less
GHG, from 432 to
416 kg CO2e/day
in one street, Porto,
Portugal

simulation E

González Palencia
et al [22]

mainly long haul
transportation

Aggressive
promotion of battery
electric freight
vehicles

43.9 % compared to
a baseline scenario
in 2050 in Japan
(~35 Mt CO2e/a)

analytical F
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Llorca and
Moeckel [29]

first /last mile
transportation

In an urban area
for parcels <10 kg:
Electric cargo bikes
and 50 % of the
remaining vans
electric

40 %, in Munich,
Germany

simulation F

Melo and Baptista
[30]

first /last mile
transportation

Electric cargo bikes
instead of urban
delivery vans

10 % vans replaced
by electric cargo
bikes without
changing network
performance:
~17 % less energy
in network within
peak hour. 100 %
cargo bikes instead
of vans: 73 % less
GHG emissions
from logistics
operators at peak
hour (746 kg CO2e
avoided), Porto,
Portugal

simulation f, (e)

Lee et al [99] Mainly first /last mile
transportation

Comparison of
life cycle energy
demand between
diesel and electric
trucks in cities of
the USA

28 % less energy
(3.49 vs 4.86 MJ/
t·km), 38 % less
GHG (0.24 vs 0.38
kgCO2e/t·km), USA

analytical f, (e)

Gonzales-Feliu
[31]

first /last mile
transportation

Changing urban
retail strategies in
4 scenarios: better
traffic flow (fuel
efficiency) and
fewer miles traveled

92 % (from
6150 t CO2e/
week) through
bundling trips: 15
transhipment points
on the outskirts of
the city, pick-up
points in the city
center, France

simulation a, e

McLeod et al [34] first /last mile
transportation

1 carrier instead
of 10, reduction of
vans and distances
traveled

42 % for B2B, 61 %
for B2C carriers,
UK

simulation A

Craig et al [35] long haul
transportation

Modal shift 46 % (from 125 to
70 g CO2e/(t·mile)),
USA

case study E

Jiang et al [32] Mainly long haul
transportation

Multimodal
transport strategies
in an urban
agglomeration

55 % in a generic
agglomeration of
three cities, China

simulation f, e

Aljohani and
Thompson [120]

first /last mile
transportation

Impacts of
relocating a market
on GHG emissions;
survey among
wholesalers and
retailers about
distances traveled

No mitigation,
status quo after
relocation:
additional 830 t
CO2e, Melbourne,
Australia

case study A
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Assmann et al
[128]

first /last mile
transportation

Comparison of
urban transhipment
centers vs. direct
deliveries with
vans, e-vans, trucks
and cargo bikes
with different
population densities,
transhipment center
placing, parcel sizes
and load factors

Depends strongly
on vehicle network
constellation;
maximum 66 %
GHG emission
savings possible
with urban
transhipment
centers and cargo
bikes, Germany

simulation f, e

Foytik and
Robinson [112]

long haul
transportation

Cost-minimizing
routing with
additional CO2 cost
constraints

0.61 % (8.8 t) for
total truck traffic
network of one
region, USA

simulation a, (e)

Holguín-Veras et
al [130]

first /last mile
transportation

Off-hour deliveries:
impact on emissions
in New York /
Bogotá / Sao Paulo

10/30/70 %
CO2 (not CO2e)
emissions savings

simulation E

Nocera and
Cavallaro [119]

long haul
transportation

Detour reduction
through harmonized
transnational
crossing exchange,
toll and emission
trading system in
the alp region

From 2,304 to
1,691 t CO2e in
total transalpine
region by crossing
exchange: 27 %

simulation A

Wildemann and
Specht [90]

long haul
transportation,
first /last mile
transportation

Shipper advertises
orders in online
freight exchange,
reducing empty runs

9 % (350 trucks/
day), Germany

analytical E

Wittenbrink [123] long haul
transportation,
first /last mile
transportation

Adherence to a
fictitious speed
limit of 85 km/h for
heavy duty trucks

3 %, Germany analytical E

Wygonik and
Goodchild [114]

first /last mile
transportation

City form and
goods movements:
evaluation of three
possible last mile
scenarios (depot-
based deliveries,
warehouse-based
deliveries compared
to customers driving
to groceries)

Mitigation depends
from two to four
variables. Road
density and distance
to warehouse
(urban centers or
depots) are the main
influences. Linear
regression equations
could be obtained.
USA

simulation A

Yang et al [131] long haul
transportation,
first /last mile
transportation

Port-integrated
logistics system
for whole port
area of Shenzen:
low carbon intense
fuels planned,
energy monitoring,
replacements only
by energy-efficient
equipment

580,128 t overall,
60 % from
transportation, of
that 38 % due to
ship engines at
berth, 2013. Slight
mitigation (~1 %)
by more efficient
electric equipment
installed in some
areas in 2014,
Shenzen, China

case study e, (f)
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or sites in the sustainability reports of most companies,
but rather GHG emissions for the entire company
or the entire group are communicated to the broad
public. Since both the sizes of the individual reporting
companies and the processes included or international
locations of the individual companies vary greatly, it is
not possible to compare the published emissions data
of the companies based on these values.
The academic literature considers the strategic

level of a logistics company [37, 38] rather than the
operational level, while sustainability reports point
to both strategic and operational decisions to reduce
GHG emissions. This framework focuses only on
the logistics company. Neither infrastructure needs
nor interactions with other stakeholders within the
transport logistics sector are discussed. Mitigation
measures that are already implemented within
this frame are often amortizing quickly and do not
afford structural changes. The best example might
be the conversion to LED lighting technology that is
mentioned in many sustainability reports [39, 33, 40,
41, 17]. However, within this scope of responsibility, it
is entirely possible to change fundamental structures
that require a realignment of the logistics network
a company uses. [42] studied the motivations of 11
German logistics companies for the adoption of green
logistics. They found that all the leaders interviewed
favor green logistics but are particularly aiming at
achieving the optimum between ecological, i. e. low
carbon, and economical performance. The interviews
and case studies in [10] showed that the company
view is limited by the customers (low prices and short
times for logistics services), the subcontractors (level
of control and cooperation in terms of commitment
to green logistics) and the legislation (requirements,
laws and standards). Some carbon mitigation measures
include economic advantages. Those are more likely to
be actually implemented in the companies.

3.4 Publications on Transport Emissions of
One Specific Route of a Logistics Provider
(Frame C)

This context perspective most often covers routing
optimizations of collection and distribution trips around
one or more locations (location routing problem, vehicle
routing problem: VRP). Publications in this frame
address routing optimization with different constraints
(cold chains, time windows, road or customer densities,
capacities, speed limits [43]) with different objectives
(route-, speed-, emission- or money-optimized). Not
all transports that are operated by one company are in
focus, but one specific route that is served frequently
over time. Table 5 shows the 11 publications in this
category. All of them are scientific publications.
A lot of the recently published literature uses this

background frame, even though those publications
are not necessarily mentioned in this analysis due to
the lack of specific absolute values. It addresses, in its
basic type, the question in which order customers have

contexts [22, 27–30]. A GHG reduction requires a
supply of electricity from renewable sources.
Overall, the greatest GHG emission reduction

potential is found by the replacement of diesel engines,
in two cases by other freight rail transport that operates
with electricity and elsewhere by electric trucks. Other
fuels are discussed under a vehicle view in frame “E”
or within the context of one delivery route in view
“C.” Choosing a less carbon-intensive drive concept
compared to diesel leads to GHG emission reductions
of about 40 % [31–33] while optimistic scenarios see
reductions of 73 % [30]. Gonzales-Feliu [31] suggests
a traffic strategy for goods delivery within urban areas
that could achieve, in its extreme scenario, savings of
about 90 % GHG emissions via the aggregation of trips,
also addressing the issues of congestion. According to
McLeod et al. [34], the consolidation of city deliveries
in one operating company (“carry the carrier”) could
lead to about 60 % less GHG emissions. A modal shift
which leads to less emissions due to a lower energy
intensity is considered as an effective measure, with 46
and 55 % GHG emissions reduction potential described
by Craig et al. [35] and Jiang et al. [32], respectively.

3.3 Publications on Company Carbon
Footprints (Frame B)

The transport company as a logistics network is in the
focus of context frame B. Well-known as the “company
carbon footprint”, a certain logistics company discloses
its overall energy balances and the resulting emissions.
These data sets are aggregated; it is not always possible
to distinguish energy consumption by source or demand
(processes). Both transport and on-site operations are
included. This perspective is most commonly taken by
sustainability reports, although there are a few case
studies and simulations. We will mainly focus on
the data provided by the self-reports. These data sets
are also aggregated, and it is not always possible to
distinguish energy consumption by source or demand
(processes). Table 4 lists an overview on the nine
publications (three “white” literature sources) in this
category, exemplarily including six company self-
reports.
The reported data is very suitable to record the

overall environmental performance of a single logistics
company over time, for example, consecutive years.
Due to the system boundary chosen, the data indicate
the total effort of all climate protection measures
of the company or quantify an overall potential for
further improvement measures. This necessarily
includes reference values, i. e. explicit information
on the extensive variables that caused the GHG
emissions. There is no widespread common standard
for accounting GHG emissions from logistics activities
sustainability reports, thus, the data sets may vary both
in reference values and the degree of consolidation, for
example, emission data per transportation mode, per
scope [17] or per site [36] or various combinations [33].
Deeper insight is not provided by individual processes
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Table 4: Analyses of publications on company carbon footprints (context frame B).
The abbreviations f, e and a refer to the possible reduction approach according to the IPCC framework:

f: fuel intensity, e: energy intensity, a: activity.

Company Carbon Footprint
9 Publications

Authors Logistic activities in
focus

Context Quantitative
Data on energy
consumption or
GHG emission
mitigations

Method IPCC
factor

Alpensped
Internationale
Logistik [16]

Network design, long
haul transportation

Efficient logistics
concepts
(distribution
centers), shipment
bundling, fleet
modernization

No mitigations,
status quo:
Corporate Carbon
Footprint: 17,527
t CO2e, Transport
Carbon Footprint:
276.3 kg CO2e/
item, 2017 -48.7 %
compared to 2016,
Germany

Case study
(report)

e

Kellner [18] long haul
transportation,
first /last mile
transportation

Impact of regular
road traffic
congestion on the
GHG emissions
of a real-world
distribution
network, variable
number of
distribution centers

Congestion has an
influence of 2.5 %
on the total GHG
emissions of a food
retail network,
Austria

simulation e

Zagler and Debes
[33]

network design, long
haul transportation

Hub-and-
spoke network,
consolidation, eco-
driving, bio-diesel,
only EURO VI/VIc
trucks, tire and air
filter monitoring,
planned speed limit
(84 km/h)

8,729,679 kWh/a
for heating,
7208,863 kWh/a
electricity (site
specific values
available), 199.8
gCO2e/km (TTW),
8,447,530 kg
CO2e/a from fuels,
Germany

Case study
(report)

a, f, e
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Hacardiaux and
Tancrez [37]

network design, long
haul transportation

Horizontal
cooperation,
location inventory
problem; parameters
vehicles capacity,
facility opening
cost, inventory
holding cost, order
cost, demand
variability and
distances; low
opening and order
costs lead to lower
GHG values
through cooperation

16 % per average,
Belgium

simulation a, (e)

Munoz-Villamizar
et al [38]

routing, first /last mile
transportation

VRP optimization
with constraints:
time windows,
legislative,
considering
emissions of “non
value-adding
activities” for
real-world effects
(routing errors)

Bigger van capacity
and change in
routing strategy
(from low lead time
to low costs): from
50 kg CO2e to 40 kg
CO2e; 8 h operation
time, Bogotá,
Colombia

case study a

Clausen [39] mainly long haul
transportation

Various
improvements

No mitigations,
status quo: 0.035
kgCO2e/tkm on
average (values per
country: 0.026 –
0.042 kgCO2e/tkm),
Denmark

case study
(report)

a, e, f

Mendouga [40] buildings services,
training

LED lighting,
Photovoltaic plant,
eco training

From 2,258,971
kWh/a (2013) to
1,437,838 kwh/a
(-36 %), Germany,
2016

case study
(report)

e

Koch [41] buildings services,
training

Eco driving, LED
lighting

18,035 l/ 1.3 %
/ 62.8 t CO2 / 13
g CO2/km less
than 2017 for 75
Scania trucks; 9,264
l/1.2 %/ 23.3 t CO2 /
8.52 g CO2/km less
for 26 Mercedes
trucks; electricity
for buildings
2,237,231 kWh/a,
2018, Germany

case study
(report)

e

Zhang et al [121] first /last mile
transportation

E-commerce
delivery company
with diesel vans:
outsourcing of
parcels to public
transportation
via willing bus
passengers under
congestion

17 % less traveled
distances and
emissions,
Singapore

simulation a
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Table 5: Analyses of publications on transport emissions of one specific route of a logistics provider
(context frame C). The abbreviations f, e and a refer to the possible reduction approach according to the

IPCC framework: f: fuel intensity, e: energy intensity, a: activity.

One route of a logistics provider
11 Publications

Authors Logistic activities in
focus

Context Quantitative
Data on energy
consumption or
GHG emission
mitigations

Method IPCC
factor

Bergmann et al
[61]

routing, first /last mile
transportation

Route optimization
for integrated
first and last
mile activities,
constrained by
capacity and
precedence

16 %, in Bengaluru,
India

simulation a

Büttgen et al [60] network design,
first /last mile
transportation

E-vans and e-cargo
bikes with depot
(two-stage) instead
of diesel vans
without depot for
parcel delivery in
Innsbruck

96 %, in Innsbruck,
Austria

simulation f, (a,
e)

Cai et al [55] routing, first /last mile
transportation

Carbon
minimization-
oriented VRP
considering time-
varying speed
for automated
connected vehicles,
flexible departure
times and waiting
times

12 % compared
to classical
VRP distance
minimization, China

simulation e

Croci et al [56] first /last mile
transportation

Replace diesel
delivery vans with
e-vans, activity
parameters remain
unchanged, LCA on
last mile

37 % in Turin and
49 % in Milan, Italy
(avoided daily GHG
emissions: 121/167
kg CO2e)

simulation f

Duarte et al [58] first /last mile
transportation

Replace diesel with
electric engines
for urban service
vehicles

57 % less energy
consumption, in
Lisbon, Portugal
(WTW)

case study f
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Figliozzi [43] network design,
first /last mile
transportation

Analysis of the
dependencies of
travel distance/
time/emissions
and depot location,
time window,
customer instances,
congestion and
speed limits

Depending on
parameters, both
positive and
negative values,
USA

analytical a, e

Rahman et al [53] routing, long haul
transportation, cold
chain

Vehicle routing
problem for a single
round trip and
various split routes,
including in-field
refrigeration, fuel
consumption and
inventory holding
emissions, only CO2

13 % for a
single round trip
compared to the
better of two split
routes, including
holding emissions
of refrigerated
warehouse, in
Bangladesh, India

simulation a, (e)

Lammert et al [59] long haul
transportation

Fuel consumption
of two platooned
tractor-trailer
combinations
compared to
their standalone
consumption

3.7 to 6.4 % fuel
savings, best setting
55 mph, 30 feet
following distance,
and 650,00 lbs gross
vehicle weight,
USA

case study E

Lin et al [52] network design Urban consolidation
centers

Depending on
scenario, up to
~50 % energy
savings/GHG
emissions possible,
China

simulation a

Koc et al [27] network design,
first /last mile
transportation

Changes in
depot location/
fleet composition
according to
customers’ locations
in speed limited
zones

Depends on
parameter settings,
Canada

analytical a, e

Temporelli et al
[62]

first /last mile
transportation

Replace diesel
vans with e-vans
or e-cargo bikes
for city deliveries,
activity parameters
remain unchanged,
LCAwith functional
unit of vehicle km
traveled

0.173 g CO2e/km /
52 % less (e-van) &
0.250 g CO2e/km /
76 % less (e-cargo
bike), (diesel van:
0.331 g CO2e/
km; e-van: 0.158 g
CO2e/km; e-cargo
bike: 0.079 g CO2e/
km), Italy

case study f
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group often appears within the context of the modal
shift. Parts of the chain are substituted by other modes
of transport, means of transport or distribution routes.
In addition, all publications that studied the GHG
emission of supply chains (SCs) are subsumed here.
The 10 publications in this category, mostly (9) peer-
reviewed scientific articles, are listed in Table 6.
The reference value is often a defined quantity of

a specific product. In some cases, energy and GHG
accounting include all legs of the transportation. Others
refer to a wider scope, including production and selling
processes. There are some literature reviews published
recently that focus on the production perspective of
transports, for example, [63].
Logistics play a minor role in energy/emission

accounting within the SC view, usually about 5 %,
and is treated with a higher data aggregation level or
coarser modeling of transport [64, 65]. When assessed
from a production view, measures for GHG emission
reduction comprise packaging and logistics-oriented
product design.
Rizet et al. [66] quantitatively discuss the energy

consumption and GHG outputs of transport along the
SCs for different goods ending up in different countries.
The total length of the trips, including consumer’s trips,
and the carbon intensity of the electricity mix make the
biggest differences. Other effects, such as the amount of
product sold per time and area unit, are studied. Unlike
other publications (i.e. [35, 67, 68, 65, 69]), Rizet et al.
include last mile logistics.
The measure that is mentioned most within the

literature reviewed is network design regarding
lower GHG emissions. It is difficult to quantify those
potentials because of different scopes considered
for the accounting. As long as the distances traveled
overall remain within the same magnitude, an
optimization via depot relocating or optimal number
of transshipment centers could lead to 2 % [67], 3.5 %
[68] or 13 % [70] THG emission reduction. All other
proposals of different network constellations refer to
the relocation of individual SC sections (e.g. sourcing
or production) to substantially different regions [64], so
that in addition to the transport routes [66], the energy
consumption characteristics of all SC processes also
change [69]. The specific numerical values within the
papers mentioned refer to the overall SC GHG emission
assessment and are not limited to the share caused by
logistics processes.
Choosing a different mode of transport can lower

the GHG emission significantly; Craig et al. [35],
although predominantly assigned to frame A, cite
46 % less emissions when using a freight train network
along whole SCs; McKinnon and Piecyk [71] propose
end customers taking a city bus for buying all items
within one trip. These efficiency effects through higher
consolidation levels lead to higher GHG savings within
logistics than restructuring networks as long as the
transport routes are not drastically shortened.

to be served to achieve an optimum in terms of route
lengths, as described first by [44]. The optimization
models describe functional dependencies rather than
calculate a single solution for a specific constellation,
therefore, specific values of GHG emissions are not
always mentioned. Nevertheless, mathematical and
meta heuristic modeling of deliveries that propose
a solution of a (sub)type of the VRP problem under
at least one aspect of lowering GHG emissions is a
topic that receives high interest [45–51]. Using these
algorithms for the routing optimization of long-haul
deliveries has not yet been focused on as all of the
publications found within this cluster relate to urban
areas. The GHG emissions of one or multiple locations
are usually not considered [52], although there are
exceptions that use rather coarsely estimated values [53]
and they appear within the economic costs modeling
[54]. Instead of the energy consumption within the site,
its actual place, the location of the site, is of importance
to optimize the routes considered (location routing
problem) [27, 43]. A large part of sources that take this
perspective report simulated data from optimization
modelling. In addition to the overall fuel consumption
of the route, the optimized parameters for the number of
vehicles, leaving times, order of customers, location of
depots or charging stations are presented. Additionally,
the model itself is in focus [55]. Calculation times and
algorithm efficiencies are reported and compared to
different approaches.
Fuel consumption data for road transports are

almost always taken from model databases (e.g.
HBEFA (for TREMOD or ecoInvent data base), [56],
[57], or MOVES (e.g. for GREET)), [43], or from the
truck/van manufacturers [53]. Duarte et al. [58] and
Lammert et al. [59] use their own logged data in
their case studies. In the case of vehicles with a small
capacity below 3.5 t that are often found in the urban
contexts, fuel consumption is often estimated by a
driving-related approach (in l/km), [60], [61]. Because
the payload variation does not exceed 2 tons, it is not
necessary to use the performance-related index tonne
kilometers. The operating level of transport companies
is well represented by the part of scientific literature
concerned with routing (5 out of 11). But it should be
mentioned that this is limited to the consideration of
one route within the portfolio of a company and that
all companies studied operate within urban deliveries.
The distance traveled is the main influence factor

on GHG emissions within the route view, thus, the
proposed mitigation measures include distance
minimization by optimal routing [52, 53, 43, 55, 61],
and a reduction of the fuel carbon intensity by choosing
electric vehicles [60, 56, 58, 62].

3.5 Publications on Product Carbon Footprints
along the Supply Chain (Frame D)

This category includes publications on transport-related
emissions of one specific good from cradle to grave.
The delivery chain view of one specific good or product
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Table 6: Analyses of publications on product carbon footprints along the supply chain (SC; context frame D).
The abbreviations f, e and a refer to the possible reduction approach according to the IPCC framework:

f: fuel intensity, e: energy intensity, a: activity.

Supply Chain View
10 Publications

Authors Logistic activities in
focus

Context Quantitative
Data on energy
consumption or
GHG emission
mitigations

Method IPCC
factor

Rizet et al [66] first /last mile
transportation, cold
chain

Comparison of
different SCs for
apples, yoghurt,
jeans and furniture
in Belgium, France
and UK

Various effects
are explained,
no mitigation.
The total trips
lengths, including
consumer’s trips,
and the carbon
intensity of the
electricity mix
make up for the
biggest differences.
Other effects as the
amount of product
sold per time
and area unit are
studied.

simulation a, f, e

Daryanto and Wee
[67]

network design Integrated emissions
aware of decision-
making along SC of
manufacturer, 3PL
and buyer instead
of single decision-
making

2.1 % (from 279
to 276 t CO2e/a),
Indonesia

simulation a

Igl and Kellner
[68]

network design Order rhythm
procedure, network
structure for fewer
truck kilometers:
limits for direct
traffic, higher
minimum order
quantity, time
bundling, one-time
weekly delivery

Direct transports
limited to more
than 11 t: 3.49 %,
Germany

simulation a, e
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Kannegiesser et al
[65]

production, network
design, long haul
transportation

Trade-offs between
totals costs and
GHG emissions
along automotive
SCs, worldwide
data

Trade-off between
costs and emissions:
-30 % emissions for
+8 % costs; highest
emissions from
production phase,
transports ~ 5 %

simulation -

Sundarakani et al
[69]

production, network
design, long haul
transportation

Modeling of total
emissions and
energy consumption
along four-stage SC

Status quo:
Consumption of
0.437 kWh for
logistics (1,493
kWh in total) per
product, East Asia

simulation -

Sirilertsuwan et al
[64]

production, network
design, long haul
transportation

Three-stage-SC
optimization for
different targets
(cost, emissions,
or both) and
markets including
processes to
support and control
sustainability,
worldwide data

Mitigation possible
by optimal SC
configuration.
Depending on
location of fiber,
fabric and garment
production, between
6,000 and 160,00 kg
CO2e/batch of 1,800
viscose T-Shirts

simulation f, a

Kellner and Igl
[70]

network design, long
haul transportation

Many-to-
many network
constellation instead
of hub-and-spoke
network

2.1 to 13.5 %,
Germany

simulation a

McKinnon and
Piecyk [71]

first/ last mile
transportation

Last link of SC: last
mile, comparing
home deliveries to
customers trips for
small items

Depends. Range
from 8.55 to 0.32
gCO2/item, UK

analytical a, e

Dong and Miller
[122]

long haul
transportation,
first/ last mile
transportation, cold
chain

Different cold
chains of four
agricultural
product groups
were studied with
regards to energy
and emissions
accounting cradle-
to-grave

No mitigation. In
four vegetable/fruit
scenarios, most of
the emissions (54 %
on av.) arise
from cold chain
activities. For
vegetables at 2°:
0.58 kg CO2e/kg
consumption, China

simulation -

Schrampf and
Hartmann [7]

long haul
transportation,
first/ last mile
transportation

Five exemplary
Austrian SCs

Status quo: energy
consumption for –
road salt 20 kWh/
pallet; – toilet
paper 120 kWh/
pallet; – trade
average movers 135
kWh/pallet; trade
slow movers 90
kWh/pallet; spare
parts 335 kWh/
pallet; 0.01 (ship)
– 1.25 (van) kWh/
pallet*km, Austria

analytical -



19
Energy Consumption and Greenhouse Gas Emissions Arising from Logistical Activities within
the Field of Road Transportation – a Review of Annual Balances and Mitigation Measures

activities are only considered secondarily or left out.
The resulting publications taking this perspective could
not be found in the primary search but by additional
searches with different search terms. Fuels for heavy
duty vehicles are also in the focus of studies; both
energetic comparisons referring to the use phase of
the fuels and full life cycle analyses over all phases,
including production and distribution, can be found.
The two publications mentioned under section “E” for
assessing fuel or electricity for drive trains [73], [74]
take a “well-to-wheel (WTW)” approach, combining
scope 1 (“tank-to-wheel” TTW) and scope 2 (“well-
to-tank” WTT) emissions as recommended by the
standard EN ISO 16358 [75].
There are a number of measures which, regardless of

the actual logistical use of a vehicle, can be expected
to reduce energy consumption and emissions in any
case. The numerical values in the literature can provide

3.6 Publications on Vehicle-related Emissions
(Frame E)

This context frame sums measures concerning the road
freight vehicles leading to lower energy consumption
and emissions, regardless of a specific logistics activity.
In this category, 11 publications (7 “gray” reports) are
shown in Table 7.
While most of the publications cite a variety of

parameters for considering the actual configuration of
the logistics network, some papers include information
on potential reductions in energy consumption or GHG
emissions without using logistics activity data [22],
[72]. These are grouped under the perspective “E”, the
vehicle view.
Within this review, the measures concerning a

freight vehicle’s sustainability can only be touched
exemplarily. Research is mostly focused on automotive
engineering, and the aspects related to the logistics

Table 7: Analyses of publications on vehicle related emissions (context frame E).
The abbreviations f, e and a refer to the possible reduction approach according to the IPCC framework:

f: fuel intensity, e: energy intensity, a: activity.

Vehicle View
11 Publications

Authors Logistic activities in
focus

Context Quantitative
Data on energy
consumption or
GHG emission
mitigations

Method IPCC
factor

Peiro Frasquet and
Indinger [72]

long haul
transportation

Aerodynamical
optimization of a
generic articulated
truck/trailer-truck
combination

4.53/7 % less
energy consumption
for empty vehicle,
Germany

simulation e

Bidart et al [73] does not apply WTW LCA for
biomethane from
biogas as a fuel
via two production
routes

0.28 to 0.72 kg
CO2e/m3 via biogas
upgrading (0.36
to 1.04 kg CO2e/
m3 via catalytic
methanation)
WTW: 0.03 to
0.07 kg CO2e/tkm
for biomethane, for
natural gas & diesel:
0.16 to 0.18 kg
CO2e/tkm & 0.17 to
0.19 kg CO2e/tkm,
Germany

simulation f
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Unterlohner [74] long haul
transportation

IVECO truck
fueled with fossil
LNG instead of
conventional diesel;
case study with
driving test cycles

7.5 to 7.9%
compared to the
tested diesel truck
with GWP100;
-13.4 % resp.
-13.6 % with
GWP20, Austria

case study f

Delgado et al [77] mainly long haul
transportation

Long-term
technology
improvement
package: reduced
aerodynamic drag
coefficients, reduced
curb weight, energy
recuperation,
improved brakes
and tires, hybrid
powertrain,
potential study

Up to 43 % for city
driving, 34 % for
long haul, from
2030, Europe

analytical e

Lohre et al [78] long haul
transportation

All tires replaced
by low rolling
resistance tires

~ 5 %, Germany Case study e

Deschle et al [125] long haul
transportation

Avoid one stop
at a signalized
intersection, gross
vehicle weight ~ 35
t, experimental case
study on measured
data

0.32 kg less CO2;
Emission savings
within 2 km in g
CO2e for: no-stop:
1461(24 %); slow
down: 1588 (17 %);
stop: 1912. The
Netherlands

case study e

McKinnon [124] long haul
transportation

Lower maximum
truck speed

Depending on fleet
size / speed limits,
up to 27 %, UK

simulation e

Wietschel et al
[76]

Does not apply Comparison of
GHG emission over
the life cycle of
trucks for different
fuels

For the life cycle
of one truck: diesel
fueled: ~ 50 t CO2e,
synthetic methane
fueled ~ 150 t CO2e
(200 % more),
methane from
renewable resources
~25 t CO2e (50 %
less), Germany

analytical f

Wittenbrink [117]
Lohre et al [78]
McKinnon [97]

training Annual instruction
and training of
driving personnel
in fuel-efficient
driving, only heavy
trucks

5 %, Germany
8 to 10 %, UK

case study e
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effective measures found within this potential study.
Holmberg et al. [79] calculate a 7.4 % reduction in
diesel consumption for each 10 % friction reduction in
trailer-truck combinations. These reductions could be
achieved by, for example, low friction coatings on the
component level.

3.7 Publications on Energy Consumption
and Emissions of Single Logistics Sites
(Frame F)

Context frame F refers to the process level of a site
and focuses on individual activities in the areas of
infrastructure transportation, warehousing, storage,
or goods handling. In addition, publications that
provide quantitative data on energy consumption and
GHG emissions of entire logistics sites, as opposed to
transportation, are included. Fifteen publications are
listed in this category (Table 8). The proportion of
“gray” literature (9 out of 15) is high. Most of the “F”
publications are case studies.

an orientation to the expected order of magnitude in
the context of the application in logistics. The use of
biomethane as a fuel holds, with about 50 to 80 % less
GHG emissions compared to diesel fuel, the greatest
potential as a single measure [73, 76], followed by
eco driving training (about 10 %). All measures
that lead to a smoother traffic flow with reduced
braking and acceleration processes reach the same
level. Since the effect of aerodynamic improvement
measures is dependent on vehicles driving dynamics
and environment, the numerical values given in
[72] and [77] are roughly 3 to 7 % and 5 to 10 %
reduction potential, relatively; a real-life example
case in [78] reports an average 10 % reduction in
diesel consumption. Delgado et al. [77] calculate a
technological potential of several mixed technology
improvements of up to 42 % fuel reduction until 2030
which refers to an urban driving cycle. For long hauls,
the aerodynamical and tire improvements are the most

Table 8: Analyses of publications on energy consumption and emissions of single logistics sites
(context frame F). The abbreviations f, e and a refer to the possible reduction approach according to the

IPCC framework: f: fuel intensity, e: energy intensity, a: activity.

Logistics Site View
15 Publications

Authors Logistic activities in
focus

Context Quantitative
Data on energy
consumption or
GHG emission
mitigations

Method IPCC
factor

Rüdiger et al [81] all storage-related
activities

Handling warehouse
for palletized goods
(whole site)

Of 482,340
kgCO2e/a:
50 % intralogistics,
41 % other
electricity, 9 %
geothermal heating,
Germany

case study -

Fichtinger et al
[23]

warehouse
management

Combine inventory
and warehouse
management for
optimized area
sizes, stock levels,
handling times/
frequencies and,
thus, lowest
overall energy
consumption: 3
warehouse layouts
and 3 sourcing
strategies

Eastern Europe /
local supply: saving
from 5 to 15 %
compared to Far
East (where high
safety stock levels
are needed)

simulation a, e
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Hauth [19] buildings services Zoning of the
warehouse (heated/
lighted or cold/
dark) according
to personnel
deployment

64 % (from 11,230
to 4,076 kWh/a),
Germany

simulation A

Siegel et al [20] intralogistics Warehouse strategy:
control of stacker
cranes – adaptation
of travel time to
throughput (instead
of standstill),
parameter study

Up to 37/17 % at
50/80 % capacity
utilization, Germany

case study e

Perotti et al [3] all site-related
logistics activities

Build up total GHG
emissions and
energy consumption
of a site via
emission intensity
values for core
process categories,
without road
transports

Status quo of
11 sites (8,000
to 140,000 m²
floorspace) for
model validation,
GHG from
electricity, fuels and
refrigerants ranging
from 6 to 1,551 t
CO2e/a, Italy

simulation -

Süssenguth and
Wolfensteller [6]

all storage-related
activities

On-site energy
demands of six
warehouses, thereof
2/3 for heating on
average

100 kWh/m²·a
for warehouses
on average (ca.
60 to 130 kWh/
m²·a), 2008,
Germany

case study -

intralogistics Intralogistics:
conveyor plants
Frequency
converter, speed
control (motor
efficiency), low
friction losses,
design adapted to
average load instead
of full load, energy
recovery

From 993,750 to
487,500 kWh/a:
~50 % savings,
Germany

e

Meneghetti and
Monti [82]

cold chain Cooling energy,
22,459.5 m³, cold
storage (23 °C/
Northern Italy), six
floors

624,506 kWh/a
(27.81 kWh/(m³·a));
23,862 kg CO2e,
Italy

case study n. a.

buildings service Lighting, 1,449 m²
floor space, cold
store, six floors

62,748 kWh/a
(43.30 kWh/(m²·a)),
Italy

case study n. a.

intralogistics Storage and
retrieval, high rack
with crane and
satellite SRBG, six
floors

43,283 kWh/a, Italy case study n. a.
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Bachmair [83] intralogistics Unloading truck
with electric forklift
truck (one truck
load takes one hour)

7 kW · 8 h/d · 251
d/a
= 14,056 kWh/a,
Austria

case study n. a.

intralogistics High bay
warehouse, 30
pallets per hour, 8 h,
251 days

15 kW · 8 h/d · 251
d/a
= 30,120 kWh/a,
Austria

case study n. a.

intralogistics Reach truck or
forklift, 1 m height,
600 kg weight (one
lift)

20,000 J, Austria

case study n. a.

Lampe [84] all site-related
logistics activities

One whole site of
contract logistics:
warehousing and
picking of vehicle
parts, energy
consumption mainly
by automated small
parts warehouse

390,000 kg CO2e
(2016), 0.98 kg
CO2e per custom
assembled item,
Germany

case study

Freis et al. [86] all storage-related
activities

Build-up of an
energy model
of three types
of warehouses;
parameter variations
on energy efficient
design options
for building
skin, building
technologies
(services) and intra
logistics processes,
calculation of total
GHG emissions for
the three generic
types

Status quo of
energy distribution:
Building technology
at 17 °C: 80 % of
GHG emissions
for manual
warehouse, ~34 %
for semiautomated
logistics center;
~11 % for
automated
distribution center,
Germany

case study e

intralogistics energy recovery
units in miniload
cranes for high
racks

35 % less crane
energy; about 16 %
less GHG emission
for automated
warehouses,
Germany

case study e

buildings service Motion control
for lighting in
manual warehouse,
parameter study

6 % less GHG
emissions in
total, lower heat
losses and higher
external heat energy
consumption
included. 13 %
CO2e savings for
manual chilled
warehouses,
Germany

case study a
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There seems to be a consensus that the amount of
emissions is closely linked to the activities and value-
added services offered by the warehouses [81]. When
analyzing a specific process or activity of a logistics
site, the reference value is often a period of time [82,
83] or an area, especially for building services such as
lighting or heating. Lampe [84] recognizes the area of
a site as a reference that is not sufficiently informative
and suggests instead a reference to handled or finished
goods to take into account the huge possible range of
value-added services provided by logistics companies.
The authors, who consider complete logistics sites,

group all energy-consuming processes within a
warehouse into clusters. These are often similar: air
conditioning and heating, lighting, mobile material

Zhao et al [94] intralogistics Drive of unit load
conveyors: 100
conveyors, two-shift
operation, 6-day
week

27,000 kWh/a
(small) – 73 000
kWh/a (big) savings
14 - 38 t CO2e per
year, China

analytical e

Dobers et al [132] warehouse design Optimize design
input variables for
warehouse (velocity
profile of vehicles
and warehouse
shape) for lowest
operation cost and
energy consumption

Depends on
constellation;
compare to optimal
solutions possible,
Germany

simulation e

Zadek et al [127] intralogistics drive concept for
forklifts
Comparison
between diesel,
battery, fuel cell/
natural gas and
fuel cell/solar H2
operation

40 % from battery
to fuel cell/natural
gas
(6,541 t CO2e/a
resp.
16,021 t CO2e/a
less from battery to
fuel cell/solar H2),
Germany

analytical f

Díaz-Ramirez et al
[105]

Intralogistics,
warehouse
management

Packaging/
scheduling with two
parallel machines
and a dominant job:
reducing waiting
times

Depends on
constellation,
Colombia

simulation e

Dobers et al
[102]

all site-related
logistics activities

Build up total
GHG emissions
and energy
consumption of a
site via emission
intensity values
for core process
categories, without
road transports,
worldwide data

ambient storage
sites 0.49 to 57.94
kg CO2e/t
For storage with
order picking:
measures to reduce
the electricity
consumption of
storage equipment
by 25 % – from
16.01 to 14.97 kg
CO2e/t, Germany

simulation -

Although most of the energy consumed within the
logistics sector is used for transportation, consumption
also takes place at the logistics sites. Together with the
company view “B” and the SC view “D”, this view
considers the consumption of materials and waste [3] as
it occurs within the buildings, mostly due to packaging
processes. Several publications (e. g. [2, 3]) cite Doherty
and Hoyle [4] for the share of 11 % that warehouses
roughly contribute to the GHG emissions of the
logistics sector, Ege et al. [80] used European Energy
Agency data for a share of 13 %, while Süssenguth and
Wolfensteller [6] cite 25 % from a German study based
in 2008. A SC model for Austria [7] calculates shares
between 10 and 25 % for all non-transport-related
energy consumption.
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– Active management of storage and retrieval [92].
There are strategies that minimize distances traveled,
retrieval times or energy [93]; thereof, the energy-
centered approaches need slightly less energy than the
distance-based ones.
– Consideration of building form and constellation
[87, 86], especially for deep freezing warehouses [82],
within the planning phase for minimizing cooling
demands; consider the insulation effect of building
materials, for example, green roofs.
– Energy-efficient design of conveyor systems, better
adaptation of the drive to variable loads [94].
– Energy-efficient strategies for the handling of
materials by conveyor plants could be reducing
maximum speeds, choosing a workspace layout that
minimizes distances, adapting driving speeds to
workload and allowing for energy recuperation [86, 94].
– Review of different building services regarding
energy efficiency.
– More involvement of renewable energy sources for
on-site energy supply, including truck services, for
example, trailer cooling (electricity during the loading/
unloading processes).

4 DISCUSSION

4.1 Data Sources and Methods Applied within
Reviewed Publications

The data sets reported in literature which were
evaluated in this review have different backgrounds.
The largest group (48) is made up of peer-reviewed
publications, followed by 24 reports of research projects
or articles in journals, supplemented by 6 sustainability
reports. Several geographical backgrounds, mostly
throughout Europe, Asia and the Americas, are
covered. Publication periods vary from 2003 to 2022
due to essays added during the backward search, data
may refer to slightly earlier periods. There are different
methods applied to gain insight into energy or GHG
emissions accounting in the context of logistics.
Scientific publications use mainly two methods to
describe the energy consumption or GHG emissions of
logistics companies or sites: a simulation or modeling,
often based on generic data, or a case study.
A statistical representation is often used to describe

an extensive set of data more clearly or reveal certain
patterns in this set of data. The huge diversity of
logistics companies or sites and their inhomogeneous
starting situation makes it difficult to reflect energy
consumption by statistical analyses. The decisive
reason not to use a statistical description here might
be that the sample size required would be too large
due to the high fluctuations to be expected. The sample
would have to originate from the same population, i. e.
spatially, temporally and methodologically comparable
data sets, if it is to reflect the situation of current
logistics sites correctly. However, complete data sets are
not yet available on a sufficient scale and the expected

handling with equipment such as forklifts, fixed storage
and retrieval with equipment such as automated high-
bay racks or conveyor belts. Dobers et al. [85] together
with Perotti et al. [3] propose a “service view” as a
reference value for the energy consumption. Goods
might be stored, stored at a controlled temperature,
transshipped, picked (i. e. commissioned), sorted and/
or handled additionally (e. g. packed or mounted).
The energy consumption should refer to the partial
quantities of goods that undergo the same services,
resulting in a set of performance indices. The share
of the process clusters may vary, especially when
comparing them in literature over a longer time
period. Süssenguth and Wolfensteller [6] cite, for an
average value of 100 kWh/m²*a, a share of two-thirds
for heating energy. The electricity consuming process
clusters of lighting, goods handling with mobile floor
bound equipment, and goods handling with immobile
equipment use roughly equal parts of the remaining
share (one-third). In a more recent study, Freis et al.
[86] found that the energy distribution in logistics
buildings is nonuniform and depends strongly on
the degree of automation. They calculated a share
below 25 % for intralogistics equipment in manual
warehouses, but around 90 % in automated distribution
centers. But again, having considered mostly default
values derived from industrial standards or activity
estimations, they point out that those shares, as well as
the absolute values, depend on the actual activity profile
of a warehouse. They concluded that a GHG neutral
operation is possible for a manual warehouse with its
own photovoltaic electricity supply [86]. Applying
the optimized design options for the automated and
semiautomated reference buildings, GHG emission
could be reduced to 8 % of the base scenario.
There are also many proposals to reduce energy

consumption and GHG emissions due to the high
variance in processes that take place at the various
specialized logistics sites; however, numerical values
are not always given (e. g. [80]). Furthermore, there
are various degrees of automatization. As a result, the
energy demand is distributed differently among the
various process groups [87, 86, 82], making it difficult
to evaluate which GHG mitigation measure will
perform best in most of all possible site constellations.
The efficiency measures found within the literature
can be grouped according to the processes in which
the energy is needed, and supplemented by measures
to lower the carbon intensity of the energy used. A
simplified framework for the influences on energy
demands and resulting GHG emissions in logistics sites
can be derived from [87, 86, 85, 81, 88–91, 3] (see also
Fig. 3). Possible measures are:
– Influence of zoning on energy consumption: set up
zones without lighting or room heating/cooling. This is
applicable in fully automated zones of a building and
best considered within the planning phase of a building.
Savings of 13 % [86] and 34 % [19] GHG emission are
reported.



26

vehicle power train components, especially when
comparing emissions in an international context.
Publications focusing on electricity demand – for on-

site processes and vehicles throughout – choose scope 2
as a GHG emission reference frame. If fuel consumption
is in focus, many publications use simplified estimates
of distance-related TTW consumption that only refer
to scope 1 emissions. This is adequate if there are no
alternative vehicles, fuels or infrastructures within the
scopes of comparison and only the reductions in GHG
outputs are in focus, not their absolute values. The full
LCA of a fuel, consisting of all WTW emissions, is
found in [76, 100, 101]. This is in accordance with the
standard EN 16258 methodology for the calculation and
declaration of energy consumption and GHG emissions
of transport services (freight and passengers) [13].
The wider frame of a vehicle for an LCA is taken in
[100] and [99], but only batteries are considered. This
is in accordance with the “environmental footprint
calculator” tool of a truck manufacturer [101]. To date,
there are no LCA data sets available for all vehicle
components that are uniquely designed for a specific
driving technology. However, their GHG emissions
are estimated to remain within the same range as
before. Perotti et al. [3], modelling the processes
within logistics sites comparable to the publication
of Bouchery et al. [102], also consider the buildings
and materials flows, thus, suggesting an LCA for a
logistics site. The approach of a full LCA for logistics
services is also present in [62, 56]. Scope 3 emissions
are consistently left out.
Study results with different geographic backgrounds

are rarely transferable. The energy sectors of individual
countries can be very differently positioned, thus,
resulting in different emission factors, and there are
also country-specific constraints in the operational
logistics business. Hao et al. [103], for example, report
average load factors of Chinese lorries around 140 %.
Differing from the status quo in the European Union,
Holden et al. [104] find a great reduction potential in
limiting the fuel consumption of trucks per kilometer
in South Korea because there has not yet been any
regulative directive. Another 2012 dated study mentions
the “high carbon content of UK electricity” [66]. East
Asian papers sometimes refer to “deterioration costs
and emissions” or similar penalties imposed for the
damage of goods, especially in cold chains, during the
delivery [67, 105]. These issues are not discussed in
European studies. Dobers et al in [85] provide a good
example of aggregating global data, where the GHG
emissions for ambient storage sites range from 0.49 to
57.94 kg CO2e/t.

4.3 Influence of Context Frames
The context frames proposed were well appropriated for
clustering the literature portfolio. It is obvious that each
particular context view, which corresponds to a certain
focus of the respective research, requires its own input
data sets and acquisition methods. Macroscopic views

scatter of the values is too high for a condensed
statement to be applicable by statistics. Many of the
papers deal with problems that can only be analyzed
by considering the system dynamics, which require
simulation models. An example is the optimization
of a logistical network. Another important reason is
the confidentiality of the data. In order to summarize
the operational data of several similar companies in
a scientific statistical study, data would have to be
taken from these companies that are comparable in
some way. This could already be outside the consent
of the logistics companies, which could, thus, reveal
important operating procedures that could be part of
the unique selling proposition of their service, or see
their negotiating position weakened towards customers
by the disclosure of their energy consumption data or
costs.
Research on energy consumption based on the

logistic activity of the vehicle fleet rarely uses
experimental data such as measurement data which
the companies have collected themselves. Unlike
passenger cars, commercial vehicles can have a very
wide range of variants [95, 72]. There are significantly
more different chassis configurations represented on
the market, in addition to the degrees of freedom in
bodywork and trailers. If one also considers that the
trucks of external companies are also used at many
logistics locations, it is understandable that the energy
consumption for providing a certain service will not
be a single value, but a range. With the goal of GHG
emission reductions in the logistics sector, we are
primarily interested in data over a longer period of time
and a larger area (i. e. for all routes leaving the site) than
in data referring to a single trip. Modelled data that
summarizes the energy consumption of all models and
possible variants assigned to a particular truck class is
sufficiently accurate because for our scope of interest,
it is most likely that many different trucks will perform
the service. If the energy consumption of a single trip
is focused on, the driver has a great influence [96, 97].

4.2 System Boundaries Applied within
Reviewed Publications

As shown in several studies, there is a strong
dependence on energy saving and logistics activity,
such as network or fleet constellation [70], due to
constraints, for example, maximum vehicle capacity
[52], time windows, customer demand or depot location
[31], [27], to mention just a few. These constraints lead
to non-monotonic correlations between changes in input
parameters and the emissions that depend on them [98,
52, 99], and they rely on many possible influencing
parameters and constraints. Therefore, it is necessary to
differentiate between the specific “logistics” scenarios
in which the proposed vehicle-related mitigation
measures are applied. It is important for measurements
aiming at fuel exchange to include the upstream chain
emissions of fuels (Well-to-Tank) and, if applicable,
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included. In addition, the appropriate mitigation
measures to reduce GHG emissions must be adapted
to the specific situation of the logistics service. When
comparing logistics sites based on literature data,
it is often not possible to find conclusive data with
reference values that cover the same scope. Energy
demand, for example, is scalable with the amount of
floor space occupied, but is also highly dependent on
the processes that take place there and their energy
intensity. Therefore, the unit “m²”, which alone does not
consider the processes (e. g. transport or both transport
and freezing), is not a suitable reference value without
additional information. Freis et al. [86] show that if
“m³*a” is consequently chosen as a reference value for
the GHG emissions of warehouses, the fully automated
and generally highly energy efficient logistics center
seems to perform worse than a manual warehouse with
less automated processes, but also with less logistics
performance. As some authors propose, a reference
to the tonnage that undergoes the same cluster of
logistics activities might be a good solution [84, 81].
A previous, site-wise grouping of all logistics services
that are applied to the goods into clusters of similar
purposes (e. g. storage, palletize and wrapping, cooling,
repacking and printing) is necessary. The problem
of properly describing the energy consumption of
warehouses was firstly addressed by Dhooma and
Baker [106], and the proposed framework was generally
adopted by [23, 81, 19, 2, 7].
The difficulties of finding suitable reference values

for transport-related emissions are obvious; there are
measures that reduce both the energy intensity and
activity factors of transports. If the remaining GHG
emissions are expressed as goods-related, for example,
“kg CO2e/t” or “kg CO2e/item”, the efforts of lowering
the energy intensity factor cannot be evaluated
independently. If GHG emissions are assigned to the
transport performance as “kg CO2e/tkm”, a reduction
of distances traveled is neglected. Furthermore, because
of the changes in the freight structure, a weight-based
reference loses significance in some countries. Within
the last decade, it is more often the case that volume
is the limiting factor when serving markets in which
the product structure shifts from bulk goods to high-
value unit goods. It is also mentioned by Schrampf
and Hartmann [7], who choose pallets as a reference
value. Although this reference is in accordance with
the Global Logistic Emissions Council framework
[107], there are variations in average pallet weights
from 200 to 700 kg. Nevertheless, literature shows that
there are existing reference values to choose from, and
carefully considering the logistics tasks to be quantified
is essential for the right choice. Before mitigation
measures can be applied, the actual GHG accounting
must take place. This is still an issue, even though a lot
of frameworks have been proposed within the last two
decades [108, 71, 2, 109].

over areas need macroeconomic data sets, broad time
horizons and averaged respective agglomerated data
that include the different logistics operators serving
the area of interest. A company perspective will focus
on the overall performance of all subsidiaries, and the
interactions between sites, locations and resources,
but it seems unlikely that consumptions of upstream
activities will be discussed within this frame. Both
generic and self-collected data can appear. Regarding
GHG mitigation measures, the focus will lay on
measures with both ecological and economic benefits.
The route view, frame C, explores mostly the optimal
supply of a specific customer quantity, and, therefore,
requires the highest spatial resolution. Input data can
be averaged over longer times, but it is not unusual
to consider specific vehicle models instead of generic
categories. Upstream activities are of interest within
the supply chain view that will cover the restructuring
of logistical networks, including the modal shift to
rail transport. Besides road transport, rail and oversea
shipping is often included within this view that
considers the longest transport distances of all context
frames. Because the accounting of transportation is
only one of several chain links, input data is needed
in a coarser estimation. If the object of interest is a
heavy duty vehicle, the life cycle approach includes
the production phase, the use phase and the disposal,
which allows for an unbiased impact assessment even
in the case of a technology exchange. The assessment of
the fuel consumption within the use phase of a vehicle
needs the well-to-tank pre-chain emissions data as
well as the distance-specific fuel consumption in fine
resolution, allowing for the variation of influencing
parameters, such as load weight, velocity or road
gradients. The same fine resolution is needed when
site-related activities are in focus. The GHG emissions
from the logistics sites are clearly lower than the GHG
emissions of the corresponding transports, and are
often studied separately. Within this context, data sets
from the process level are cited.

4.4 Quantitative Data on Energy Consumption
and GHG Emissions

Due to the cross-sectional tasks of logistics, there
are many different views of logistics processes.
The accounting frameworks used to record energy
consumption and TGH emission calculations are just
as numerous. Globally, the sector of transport logistics
is heterogeneous; its companies differ in
– Sizes: land use, number of employees, sales volume,
tonnage per year, fleet size
– Business segment: number and type of core processes,
logistics service provided, ownership structure
– Sustainability: awareness of sustainable operations,
measures used for higher sustainability
The average values of energy demand, carbon

footprint, and reduction potential vary widely. This is
not only due to different efficiencies at the process level,
but also to different reference frames and activities
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the reduction potential at the operational level. The
mitigation measures that are considered or proposed
address the responsibility of the balancing framework,
for example,
– City governments, legislators, port operators for
context frame “A”
– Executive management of companies for context
frames “B” and “C”
– Production companies, end customers or sellers for
context frame “D”
– Vehicle manufacturers or drivers for context frame
“E”
– On-site process management or process operators for
context frame “F”
The knowledge about the actual magnitude of GHG

emissions seems to be fragmented as well and is
not likely to be shared across the respective areas of
responsibility that are involved in logistics.

5 CONCLUSIONS

Scientific publications reviewed in this paper focus
on either transport or on-site energy demands, GHG
emissions or mitigation potentials. A final number of 77
publications was identified that give numerical data on
either energy consumption or greenhouse gas emissions
and mitigation measures. Although the number
of publications is quite high, due to very different
business models, background systems, sustainability
awareness, particular assumptions and contextual
views, comparing different studies is very difficult
and – across the complete portfolio – not possible.
The context view of the studies obviously influences
both the methodical design and the system boundaries
applied. Based on the actual status of the quantitative
data and GHG mitigation measures published, it is,
therefore, neither possible to identify transferable key
figures nor to deviate a roadmap towards zero emissions
in the logistics sector. Although the literature review
gives a good overview on possible mitigation measures
under discussion, the framework of action in which

4.5 Mitigation Approaches in Literature
Most of the publications included in this review mention
one or more measures to reduce GHG emissions. With
reference to the IPCC emissions framework, Tables 3
to 8 show that most authors propose several mitigation
measures that address different sources of GHG
emissions (i. e. that reduce fuel and/or activity and/or
energy intensity) (Table 9). As the IPCC decomposition
approach shows, there are several independent ways
to reduce GHG emissions from transport. Therefore,
a joint consideration of mitigation results as a total
range of a mitigation results is only permissible if
the literature sources have examined the same IPCC
GHG decomposition factors (a, e or f) and the same
reference values or reference frameworks. As this is not
the case, the values reported in the respective papers
are presented in Tables 3 to 8 without a common scale.
Table 10 provides a summary of the GHG mitigation
measures in categories, grouped by reference frames
A – F. The IPCC decomposition factors that are
primarily addressed by the respective GHG mitigation
measure are also counted. Although no clear assignment
could be made, Table 10 shows that efficiency measures
(letter “e”) are widely discussed across all perspectives.
By far the greatest potential is seen in diesel

substitution (40 to 70 %), regardless of the perspective
taken by the publication. Fifteen of the grouped
publications mention this measure. Most of the studies
within this review that discuss sufficiency approaches,
which aim at drastically reducing logistics activity,
are not considered. Driving distances can be reduced
through network optimization, and thus activity
intensity, but these effects are on a smaller order of
magnitude (2 to 16 %). This may be due to the fact
that route planning, supported by traffic management
systems, has almost reached the distance optimum
in the last two decades. In addition, in the last three
decades, the established consolidation centers have
already reduced the distances for freight transportation
[52]. While the replacement of the driving technology
and the choice of transport mode belong to the strategic
level, the optimization of a delivery route addresses

Table 9: Measures to reduce the GHG outputs of road transport logistics services and processes
found in literature, adapted to IPCC framework [12]

mode
tkmmode/tkm total

fuel intensity f
CO2e/MJ

energy intensity e
MJ/tkm

activity a
tkm total

transport via carbon content efficiency sufficiency
Rail
Waterways

Biomethane
Electricity
Hydrogen

Enlarged capacity
Lightweight construction
Payload near maximum
Traffic smoothing
Improved vehicle
technology

Deliver less frequently
Consolidation centers
Local sourcing
Sharing
Crowdshipping
Routing optimization
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exchange of information, without losing sight of the
interrelationships. The exchange of key figures, which
is a very condensed form of information, is not suitable
to deal with this complexity. There is a need for high
granularity in both the accounting and mitigation of
GHG emissions. A deeper analysis, such as an LCA,
which includes both site emissions and transport-
related emissions, including scope 1, scope 2 emissions
of electricity production and scope 3 emissions of
equipment production, can provide suitable emissions
metrics for the logistics performance associated with
the entire site. Mitigation measures derived from this
are better adapted to a logistics company’s area of
responsibility. These LCAs are not mentioned in the
current literature. We see this as a research gap. In the
future, an integrative view of logistics emissions that
uniformly considers emissions from upstream chains
could provide a valuable foundation for the roadmap to
net-zero GHG emissions.
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mitigation measures can be implemented does not allow
for a transfer without further adoptions.
According to the literature, the most promising design

to reduce GHG emissions from logistics is to operate
with higher efficiency at all levels of control-strategic,
operational, tactical-combined with energy supply
from renewable sources. The decision to implement a
particular efficiency measure may be clearly outside
the scope of a logistics company, for example almost
all measures related to traffic flows. Targeting decisions
to the right stakeholders is essential to fully exploit all
mitigation potentials while avoiding major trade-offs.
Despite the overall good data quality, the demand

for tools and standards to assess the emissions of the
logistics industry is still growing in order to develop
transformation pathways towards decarbonization
of the transport sector [108, 3, 7]. The requirements
for such tools are high due to the very heterogeneous
structure of the industry: they must allow for practicable
data collection and comparability within the industry,
but work in a sufficiently detailed way to map business
models and optimization potentials of specific locations.
How such standards can look like has been intensively
discussed in the literature [85, 110, 111, 3].
The complex case of the inhomogeneous logistics

sector will most likely require a complex and intensive

Table 10: Categories of GHG mitigation measures, grouped by reference frames

Logistics Context Transport-related data on energy
consumption and emissions

Vehicle-
related

Site-
related

Frames A B C D E F

IPCC factor a activity
e energy intensity
f fuel intensity (carbon)

6
12
6

5
6
2

5
4
4

6
3
2

0
6
2

4
7
0

f Replacement of Diesel 5 1 4 - 4 1

e Reducing driving distances (routing,
consolidation centers)

7 5 5 4 - -

e, f Modal shift (rail transportation) 2 1 - - - -

e Better traffic flow, optimal speed 7 1 2 - 2 1

e Autonomous drive/ eco training 1 3 2 - 2

e Higher load factor 1 1 - 2 - -

f Carbon intensity of energy 2 - 1 - - 1

e On-site energy efficiency - - - - - 7

e Vehicle optimization (tires, aerodynamics,
driving train, curb weight)

- - - - 3 -

a, e Buildings services – energy reduction - - - - - 4
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16. (2017) Alpensped Nachhaltigkeitsbericht
2015.2016.2017, Mannheim
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18. Kellner F (2016) Exploring the impact of
traffic congestion on CO2 emissions in freight
distribution networks. Logist Res 9. https://doi.
org/10.1007/s12159-016-0148-5

19. Hauth M (2016) Green Warehouse –
Energieeffizienz und Performance in
Logistikzentren. In: Deckert C (ed) CSR und
Logistik. Springer Berlin Heidelberg, Berlin,
Heidelberg, pp 187–211

20. Siegel A, Turek K, Schmidt T et al. (2013)
Modellierung des Energiebedarfs von
Regalbediengeräten und verschiedener
Lagerbetriebsstrategien zur Reduzierung des
Energiebedarfs. Logistics Journal: Proceedings.
https://doi.org/10.2195/LJ_PROC_SIEGEL_
DE_201310_01

21. Melo S, Macedo J, Baptista P (2019) Capacity-
sharing in logistics solutions: A new pathway
towards sustainability. Transport Policy 73:143–
151. https://doi.org/10.1016/j.tranpol.2018.07.003

22. González Palencia JC, Araki M, Shiga S (2017)
Energy consumption and CO 2 emissions
reduction potential of electric-drive vehicle
diffusion in a road freight vehicle fleet.
Energy Procedia 142:2936–2941. https://doi.
org/10.1016/j.egypro.2017.12.420

23. Fichtinger J, Ries JM, Grosse EH et al.
(2015) Assessing the environmental impact
of integrated inventory and warehouse
management, University of London

24. Andres Delgado L (2018) Greenhouse gas
emissions and energy intensity of the transport
sector, Universitat Autònoma de Barcelona

25. Barth M, Boriboonsomsin K (2008) Real-World
Carbon Dioxide Impacts of Traffic Congestion.
Transportation Research Record 2058:163–171.
https://doi.org/10.3141/2058-20

26. Muratori M, Holden J, Lammert M et al. (2017)
Potentials for Platooning in U.S. Highway
Freight Transport. SAE Int J Commer Veh
10:45–49. https://doi.org/10.4271/2017-01-0086

27. KoçÇ,Bektaş T, Jabali O et al. (2016) The impact
of depot location, fleet composition and routing
on emissions in city logistics. Transportation
Research Part B: Methodological 84:81–102.
https://doi.org/10.1016/j.trb.2015.12.010

28. Fargione C (2019) Analyse, Trends und
Ursachen der Fahrtweitenentwicklung im
binnenländischen Lkw-Verkehr. Masterarbeit,
Bergische Universität Wuppertal

REFERENCES

1. (2022) Grundsatzbeschluss 2022 zur Deutschen
Nachhaltigkeitsstrategie

2. Bartolini M, Bottani E, Grosse EH (2019)
Green warehousing: Systematic literature
review and bibliometric analysis. Journal of
Cleaner Production 226:242–258. https://doi.
org/10.1016/j.jclepro.2019.04.055

3. Perotti S, Prataviera LB, Melacini M (2021)
Assessing the environmental impact of logistics
sites through CO2eq footprint computation

4. Doherty S, Hoyle S (2009) Supply Chain
Decarbonization: The role of logistics and
transport in supply chain carbon emissions,
Geneva, Switzerland

5. Ege R, Kornmann M, Stöver C et al.
Ökologische Logistikgebäude, vol 2019

6. Süssenguth W, Wolfensteller D Nachhaltigkeit
in der Supply Chain: Logistikzentren
energieeffizient gestalten. In: Jahrbuch Logistik
2010, pp 40–46

7. Schrampf J, Hartmann G (2022) Energiebedarf
in Lieferketten: Ein Screening von exempla-
rischen Supply Chains zur Bestimmung von
Energieverbrauchswerten, Wien

8. Rathmann M (2020) Endenergieverbrauch des
Güter- und Personenverkehrs

9. Hölting P, Lange M (2022) Verkehr –
Entwicklung von quartalsbezogenen
Indikatoren zu den Emissionen des Verkehrs
im Jahr 2022

10. Nilsson FR, Sternberg H, Klaas-Wissing T
(2017) Who controls transport emissions and
who cares? Investigating the monitoring of
environmental sustainability from a logistics
service provider’s perspective. Int Jrnl
Logistics Management 28:798–820. https://doi.
org/10.1108/IJLM-11-2015-0197

11. World Resources Institute; World Business
Council for Sustainable Development (2015) A
Corporate Accounting and Reporting Standard:
Revised Edition

12. Sims R, Creutzig F, Xochitl C-N et al.
Transport. In: Climate Change 2014: Mitigation
of Climate Change. Contribution of Working
Group III to the Fifth Assessment Report of the
Intergovernmental Panel on Climate Change

13. Deutsches Institut für Normung e. V.
(2013) Methode zur Berechnung und
Deklaration des Energieverbrauchs und
der Treibhausgasemissionen bei Transport-
dienstleistungen (Güter- und Personenverkehr);
Deutsche Fassung EN 16258:2012(DIN EN
16258). Accessed 21 Sep 2020

14. Clausen E (2019) FREJA CSR Rapport 2019,
Skive



31
Energy Consumption and Greenhouse Gas Emissions Arising from Logistical Activities within
the Field of Road Transportation – a Review of Annual Balances and Mitigation Measures

43. Figliozzi MA (2011) The impacts of congestion
on time-definitive urban freight distribution
networks CO2 emission levels: Results from a
case study in Portland, Oregon. Transportation
Research Part C: Emerging Technologies
19:766–778. https://doi.org/10.1016/j.trc.2010.
11.002

44. Dantzig GB, Ramser JH (1959) The
Truck Dispatching Problem. Managment
Science:80–91

45. Li H, Yuan J, Lv T et al. (2016) The two-echelon
time-constrained vehicle routing problem in
linehaul-delivery systems considering carbon
dioxide emissions. Transportation Research
Part D: Transport and Environment 49:231–245.
https://doi.org/10.1016/j.trd.2016.10.002

46. Behnke M, Kirschstein T (2017) The impact
of path selection on GHG emissions in city
logistics. Transportation Research Part E:
Logistics and Transportation Review 106:320–
336. https://doi.org/10.1016/j.tre.2017.08.011

47. Turkensteen M, Hasle G (2017) Combining
pickups and deliveries in vehicle routing –
An assessment of carbon emission effects.
Transportation Research Part C: Emerging
Technologies 80:117–132. https://doi.
org/10.1016/j.trc.2017.04.006

48. Zhang L-Y, Tseng M-L, Wang C-H et al.
(2019) Low-carbon cold chain logistics using
ribonucleic acid-ant colony optimization
algorithm. Journal of Cleaner Production
233:169–180. https://doi.org/10.1016/j.
jclepro.2019.05.306

49. Pham HT, Lee H (2019) Developing a Green
Route Model for Dry Port Selection in
Vietnam. The Asian Journal of Shipping and
Logistics 35:96–107. https://doi.org/10.1016/j.
ajsl.2019.06.002

50. Sun Y, Lu Y, Zhang C (2019) Fuzzy Linear
Programming Models for a Green Logistics
Center Location and Allocation Problem
under Mixed Uncertainties Based on Different
Carbon Dioxide Emission Reduction Methods.
Sustainability 11:6448. https://doi.org/10.3390/
su11226448

51. Zhang H-X, Zhang C-M (2022) Multiobjective
Green Time-Dependent Location-Routing
Problem and Algorithms. Advances in
Operations Research 2022:1–16. https://doi.
org/10.1155/2022/1811689

52. Lin J, Chen Q, Kawamura K (2016)
Sustainability SI: Logistics Cost and
Environmental Impact Analyses of Urban
Delivery Consolidation Strategies. Netw Spat
Econ 16:227–253. https://doi.org/10.1007/
s11067-014-9235-9

29. Llorca C, Moeckel R (2021) Assesment of the
potential of cargo bikes and electrification for
last-mile parcel delivery by means of simulation
of urban freight flows. Eur Transp Res Rev 13.
https://doi.org/10.1186/s12544-021-00491-5

30. Melo S, Baptista P (2017) Evaluating the
impacts of using cargo cycles on urban
logistics: integrating traffic, environmental and
operational boundaries. Eur Transp Res Rev 9.
https://doi.org/10.1007/s12544-017-0246-8

31. Gonzales-Feliu J (2010) Traffic and CO2
emissions of urban goods deliveries under
contrasted scenarios of retail location and
distribution., Lyon

32. Jiang J, Zhang D, Li S et al. (2019) Multimodal
Green Logistics Network Design of Urban
Agglomeration with Stochastic Demand.
Journal of Advanced Transportation 2019:1–19.
https://doi.org/10.1155/2019/4165942

33. Zagler F, Debes N (2019) Nachhaltigkeitsbericht
von Quehenberger Logistics 2019

34. McLeod F, Cherrett T, Bates O et al. (2020)
Collaborative Parcels Logistics via the Carrier’s
Carrier Operating Model. Transportation
Research Record 2674:384–393. https://doi.
org/10.1177/0361198120920636

35. Craig AJ, Blanco EE, Sheffi Y (2013)
Estimating the CO2 intensity of intermodal
freight transportation. Transportation Research
Part D: Transport and Environment 22:49–53.
https://doi.org/10.1016/j.trd.2013.02.016

36. (2019) Corporate Social Responsibility Report
2018, Besigheim-Ottmarsheim

37. Hacardiaux T, Tancrez J-S (2020) Assessing
the environmental benefits of horizontal
cooperation using a location-inventory model.
Cent Eur J Oper Res 28:1363–1387. https://doi.
org/10.1007/s10100-018-0599-7

38. Muñoz-Villamizar A, Santos J, Montoya-Torres
JR et al. (2020) Measuring environmental
performance of urban freight transport
systems: A case study. Sustainable Cities and
Society 52:101844. https://doi.org/10.1016/j.
scs.2019.101844

39. Eric Clausen (2020) FREJA CSR Report 2020,
Skive

40. Mendouga CS (2017) Standardisierter
Nachhaltigkeitsbericht der Fritz Gruppe,
Heilbronn

41. (2018) Nachhaltigkeitsbericht 2018, Osnabrück
42. Tacken J, Sanchez Rodrigues V, Mason R (2014)

Examining CO 2e reduction within the German
logistics sector. The International Journal of
Logistics Management 25:54–84. https://doi.
org/10.1108/IJLM-09-2011-0073



32

63. Miklautsch P, Woschank M (2022) A
framework of measures to mitigate greenhouse
gas emissions in freight transport: Systematic
literature review from a Manufacturer’s
perspective. Journal of Cleaner Production
366:132883. https://doi.org/10.1016/j.
jclepro.2022.132883

64. Sirilertsuwan P, Thomassey S, Zeng X (2020) A
Strategic Location Decision-Making Approach
for Multi-Tier Supply Chain Sustainability.
Sustainability 12:8340. https://doi.org/10.3390/
su12208340

65. Kannegiesser M, Günther H-O, Gylfason Ó
(2014) Sustainable development of global supply
chains – part 2: investigation of the European
automotive industry. Flex Serv Manuf J 26:48–
68. https://doi.org/10.1007/s10696-013-9177-4

66. Rizet C, Browne M, Cornelis E et al. (2012)
Assessing carbon footprint and energy
efficiency in competing supply chains:
Review – Case studies and benchmarking.
Transportation Research Part D: Transport
and Environment 17:293–300. https://doi.
org/10.1016/j.trd.2012.01.002

67. Daryanto Y, Wee HM (2020) Three-Echelon
Green Supply Chain Inventory Decision for
Imperfect Quality Deteriorating Items. OSCM:
An Int Journal:26–38. https://doi.org/10.31387/
oscm0440283

68. Igl J, Kellner F (2017) Exploring greenhouse
gas reduction opportunities for retailers in
Fast Moving Consumer Goods distribution
networks. Transportation Research Part D:
Transport and Environment 50:55–69. https://
doi.org/10.1016/j.trd.2016.10.008

69. Sundarakani B, Souza R de, Goh M et al. (2010)
Modeling carbon footprints across the supply
chain. International Journal of Production
Economics 128:43–50. https://doi.org/10.1016/j.
ijpe.2010.01.018

70. Kellner F, Igl J (2015) Greenhouse gas
reduction in transport: analyzing the carbon
dioxide performance of different freight
forwarder networks. Journal of Cleaner
Production 99:177–191. https://doi.org/10.1016/j.
jclepro.2015.03.026

71. McKinnon AC, Piecyk MI (2009) Measurement
of CO2 emissions from road freight transport:
A review of UK experience. Energy Policy
37:3733–3742. https://doi.org/10.1016/j.
enpol.2009.07.007

72. Peiro Frasquet C, Indinger T (2013) Numerische
Untersuchung zur Aerodynamik von
Nutzfahrzeugkombinationen bei realitätsnahen
Fahrbedingungen unter Seitenwindeinfluss,
Berlin

53. Rahman H, Rahman F, Tseng T-L((2022)
Estimation of fuel consumption and selection
of the most carbon-efficient route for cold-chain
logistics. International Journal of Systems
Science: Operations & Logistics:1–17. https://
doi.org/10.1080/23302674.2022.2075043

54. Leyerer M (2020) Gestaltung nachhaltiger
Logistik-Konzepte im urbanen Wirtschafts-
verkehr: Entscheidungsunterstützung mit
Optimierungsmodellen. Dissertation, Gottfried
Wilhelm Leibniz Universität Hannover

55. Cai L, Lu W, Xiao L et al. (2021) Total carbon
emissions minimization in connected and
automated vehicle routing problem with speed
variables. Expert Systems with Applications
165:113910. https://doi.org/10.1016/j.eswa.2020.
113910

56. Croci E, Donelli M, Colelli F (2021) An LCA
comparison of last-mile distribution logistics
scenarios in Milan and Turin municipalities.
Case Studies on Transport Policy 9:181–190.
https://doi.org/10.1016/j.cstp.2020.12.001

57. Lin N (2019) CO2 emissions mitigation
potential of buyer consolidation and rail-based
intermodal transport in the China-Europe
container supply chains. Journal of Cleaner
Production 240:118121. https://doi.org/10.1016/j.
jclepro.2019.118121

58. Duarte G, Rolim C, Baptista P (2016) How
battery electric vehicles can contribute to
sustainable urban logistics: A real-world
application in Lisbon, Portugal. Sustainable
Energy Technologies and Assessments 15:71–
78. https://doi.org/10.1016/j.seta.2016.03.006

59. Lammert MP, Duran A, Diez J et al. (2014)
Effect of Platooning on Fuel Consumption
of Class 8 Vehicles Over a Range of
Speeds, Following Distances, and Mass.
SAE International Journal of Commercial
Vehicles:626–639

60. Büttgen A, Turan B, Hemmelmayr V (2021)
Evaluating Distribution Costs and CO2-
Emissions of a Two-Stage Distribution System
with Cargo Bikes: A Case Study in the City of
Innsbruck. Sustainability 13:13974. https://doi.
org/10.3390/su132413974

61. Bergmann FM, Wagner SM, Winkenbach
M (2020) Integrating first-mile pickup
and last-mile delivery on shared vehicle
routes for efficient urban e-commerce
distribution. Transportation Research Part
B: Methodological 131:26–62. https://doi.
org/10.1016/j.trb.2019.09.013

62. Temporelli A, Brambilla PC, Brivio E et
al. (2022) Last Mile Logistics Life Cycle
Assessment: A Comparative Analysis from
Diesel Van to E-Cargo Bike. Energies 15:7817.
https://doi.org/10.3390/en15207817



33
Energy Consumption and Greenhouse Gas Emissions Arising from Logistical Activities within
the Field of Road Transportation – a Review of Annual Balances and Mitigation Measures

85. Dobers K, Ehrler VC, Davydenko IY et
al. (2019) Challenges to Standardizing
Emissions Calculation of Logistics Hubs
as Basis for Decarbonizing Transport
Chains on a Global Scale. Transportation
Research Record 2673:502–513. https://doi.
org/10.1177/0361198119844252

86. Freis J, Vohlidka P, Günthner W (2016) Low-
Carbon Warehousing: Examining Impacts of
Building and Intra-Logistics Design Options
on Energy Demand and the CO2 Emissions of
Logistics Centers. Sustainability 8:448. https://
doi.org/10.3390/su8050448

87. Günthner WA, Hausladen G, Freis J et al.
(2014) Das CO2-neutrale Logistikzentrum:
Entwicklung von ganzheitlichen Handlungs-
empfehlungen für energieeffiziente Logistik-
zentren. Lehrstuhl für Fördertechnik Material-
fluß Logistik (fml) TU München, Garching b.
München

88. Rüdiger D, Dobers K (2013) Strommessungen
an Logistikstandorten zur Emittlung von
Energietreibern und Einsparpotentialen

89. VDKL-Arbeitskreis „Energieeffizienz“
(2013) VDKL-Energie-Leitfaden für eine
Verbesserung der Energieeffizienz in Kühl-
häusern, 2nd edn., Bonn

90. Wildemann H, Specht D (2014) Schlussbericht
zu dem IGF-Vorhaben Entwicklung eines
Ansatzes zur CO2-Footprint-Optimierung
von Logistikstrukturen und -prozessen unter
besonderer Berücksichtigung der e-mobility,
Berlin

91. Rüdiger D, Lange J (2015) Fußabdruck für
Fortgeschrittene. Logistik heute:54–55

92. Stöhr T, Schadler M, Hafner N (2018)
Benchmarking the energy efficiency of diverse
automated storage and retrieval systems. FME
Transaction 46:330–335. https://doi.org/10.5937/
fmet1803330S

93. Yang P, Tao P, Xu P et al. (2022) Bi-objective
operation optimization in multi-shuttle
automated storage and retrieval systems to
reduce travel time and energy consumption.
Engineering Optimization:1–18. https://doi.org
/10.1080/0305215X.2022.2096881

94. Stöhr T (2019) Steigerung der Energieeffizienz
von Stückgutstetigförderern durch optimierte
Antriebssystemauswahl. Dissertation,
Technische Universität Graz

95. Notter B, Wüthrich P, Heidt C et al. (2016)
Vergleich COPERT – TREMOD FE
84.0519/2014 Schlussbericht, Bern, Heidelberg
und Thessaloniki

73. Bidart C, Wichert M, Kolb G et al. (2022)
Biogas catalytic methanation for biomethane
production as fuel in freight transport – A
carbon footprint assessment. Renewable and
Sustainable Energy Reviews 168:112802.
https://doi.org/10.1016/j.rser.2022.112802

74. Unterlohner F (2021) LNG Trucks: a dead end
bridge. Emissions testing of a diesel- and a gas-
powered long-haul truck., Bruxelles

75. Schmied M, Knörr W (2013) Berechnung von
Treibhausgasemissionen in Spedition und
Logistik gemäß DIN EN 16258: Begriffe,
Methoden, Beispiele, 2. aktualisierte Auflage.
DLSV Leitfaden

76. Wietschel M, Moll C, Oberle S et al.
(2019) Klimabilanz, Kosten und Potenziale
verschiedener Kraftstoffarten und Antriebs-
systeme für Pkw und Lkw, Karlsruhe

77. Delgado O, Rodríguez F, Muncrief R (2017)
Fuel efficiency technology in European heavy-
duty vehicles: Baseline and potential for the
2020–2030 timeframe

78. Lohre D, Bernecker T, Gotthardt R (2011)
Praxisleitfaden Grüne Logistik, Stuttgart

79. Holmberg K, Andersson P, Nylund N-O et
al. (2014) Global energy consumption due
to friction in trucks and buses. Tribology
International 78:94–114. https://doi.org/10.1016/
j.triboint.2014.05.004

80. Ege R, Kornmann M, Stöver C et al. (2019)
Ökologische Logistikgebäude. I40M 2019:51–
54. https://doi.org/10.30844/I40M_19-6_S51-54

81. Rüdiger D, Schön A, Dobers K (2016) Managing
Greenhouse Gas Emissions from Warehousing
and Transshipment with Environmental
Performance Indicators. Transportation
Research Procedia 14:886–895. https://doi.
org/10.1016/j.trpro.2016.05.083

82. Meneghetti A, Monti L (2015) Greening the
food supply chain: an optimisation model for
sustainable design of refrigerated automated
warehouses. International Journal of Production
Research 53:6567–6587. https://doi.org/10.1080/
00207543.2014.985449

83. Bachmair W (2012) Nachhaltigkeitsanalyse
in der Kosmetikindustrie: Entwicklung eines
speziellen Ökobilanz-Verfahrens für Logistik
und Produktion. Diplomarbeit, Hochschule
Mittweida

84. Lampe W (2017) Konsolidierung von
Emissionsindikatoren: Ermittlung der THG-
Effizienz von diversifizierten Logistikdienst-
leistern. Industrie 4.0 Management:7–10



34

106. Dhooma J, Baker P (2012) An exploratory
framework for energy conservation in existing
warehouses. International Journal of Logistics
Research and Applications 15:37–51. https://doi.
org/10.1080/13675567.2012.668877

107. Smart Freight Centre (2019) Global Logistics
Emissions Council Framework for Logistics
Emissions Accounting and Reporting.(ISBN
978-90-82-68790-3). Accessed 09 Dec 2022

108. Witting H (2015) Standards als Steuerungs-
instrumente: Prozesse und Wirkungen im
Güterverkehr am Beispiel des carbon footprints.
Zeitschrift für Wirtschaftsgeographie 59:102–
114. https://doi.org/10.1515/zfw.2015.0008

109. Holden R, Xu B, Greening P et al. (2016)
Towards a common measure of greenhouse
gas related logistics activity using data
envelopment analysis. Transportation Research
Part A: Policy and Practice 91:105–119. https://
doi.org/10.1016/j.tra.2016.06.001

110. Schreiber L, Jarmer J-P, Kamphues J (2020)
Energy-efficient Supply Chain Design. In:
Kersten W, Blecker T, Ringle CM et al. (eds)
Data Science in Maritime and City Logistics.
Data-driven Solutions for Logistics and
Sustainability. epubli GmbH, Berlin, pp 129–
156

111. Wild P (2021) Recommendations for a future
global CO2-calculation standard for transport
and logistics. Transportation Research Part D:
Transport and Environment

112. Foytik P, Robinson RM (2015) Integrating
Truck Emissions Cost in Traffic Assignment.
Transportation Research Record 2503:119–127.
https://doi.org/10.3141/2503-13

113. Holguín-Veras J, Cruz CAT, Ban X (2013) On
the comparative performance of urban delivery
vehicle classes. Transportmetrica A: Transport
Science 9:50–73. https://doi.org/10.1080/181286
02.2010.523029

114. Wygonik E, Goodchild AV (2016) Urban
form and last-mile goods movement: Factors
affecting vehicle miles travelled and emissions.
Transportation Research Part D: Transport
and Environment 61:217–229. https://doi.
org/10.1016/j.trd.2016.09.015

115. Rathmann M (2018) Entwicklung des
Primärenergieverbrauchs im Güterverkehr

116. Assmann T (2020) Integrierte Planungs-
systematik für nachhaltige urbane Logistik,
Unpublished

117. Wittenbrink P (2016) Nachhaltiges Transport-
management. In: Deckert C (ed) CSR und
Logistik. Springer Berlin Heidelberg, Berlin,
Heidelberg, pp 105–127

96. Díaz-Ramirez J, Giraldo-Peralta N, Flórez-
Ceron D et al. (2017) Eco-driving key factors
that influence fuel consumption in heavy-
truck fleets: A Colombian case. Transportation
Research Part D: Transport and Environment
56:258–270. https://doi.org/10.1016/j.trd.2017.
08.012

97. McKinnon AC (2007) Transport and Climate
Change: CO2 emissions from freight
transport in the UK (2007): Report prepared
for the Climate Change Working Group of
the Commission for Integrated Transport,
Edinburgh

98. Bouchery Y, Ghaffari A, Jemai Z et al. (2016)
Sustainable transportation and order quantity:
insights from multiobjective optimization.
Flex Serv Manuf J 28:367–396. https://doi.
org/10.1007/s10696-016-9240-z

99. Lee D-Y, Thomas VM, Brown MA (2013)
Electric urban delivery trucks: energy
use, greenhouse gas emissions, and cost-
effectiveness. Environ Sci Technol 47:8022–
8030. https://doi.org/10.1021/es400179w

100. Wietschel M, Kühnbach M, Rüdiger D (2019)
Die aktuelle Treibhausgasemissionsbilanz von
Elektrofahrzeugen in Deutschland

101. Volvo Trucks Deutschland (2022)
Umweltbilanzrechner. Volvo FH Electric.
https://www.volvotrucks.de/de-de/trucks/
a l t e r n a t ive - a n t r i e b e /e nv i r onmen t a l -
footprint-calculator/footprint-calculator.
html?lang=de&market=gb&view= compare&
trucks=fh_electric&categories= regional,urban

102. Dobers K, Rüdiger D, Jarmer J-P (2019) Guide
For Greenhouse Gas Emissions Accounting For
Logistic Sites: Focus On Transhipment Sites,
Warehouses And Distribution Centre

103. Hao H, Geng Y, Li W et al. (2015) Energy
consumption and GHG emissions from China’s
freight transport sector: Scenarios through
2050. Energy Policy 85:94–101. https://doi.
org/10.1016/j.enpol.2015.05.016

104. Park S, Kim H, Kim B et al. (2018)
Comprehensive analysis of GHG emission
mitigation potentials from technology policy
options in South Korea’s transportation sector
using a bottom-up energy system model.
Transportation Research Part D: Transport
and Environment 62:268–282. https://doi.
org/10.1016/j.trd.2018.03.007

105. Zhao T, Lu S, Kong M et al. (2022) Green
scheduling of packaging in the global logistics
distribution centre with a dominant job and
deterioration effects. International Journal of
Logistics Research and Applications:1–23.
https://doi.org/10.1080/13675567.2022.2136365



35
Energy Consumption and Greenhouse Gas Emissions Arising from Logistical Activities within
the Field of Road Transportation – a Review of Annual Balances and Mitigation Measures

126. Dobers K (2022) Energy efficiency and GHG
emission intensity values for logistics sites,
Webinar

127. Zadek H (2011) Nachhaltigkeit von
Logistikzentren: Emissionsbewertung –
Ressourcenschonung – Energieeffizienz

128. Assmann T, Lang S, Müller F et al.
(2020) Impact Assessment Model for the
Implementation of Cargo Bike Transshipment
Points in Urban Districts. Sustainability
12:4082. https://doi.org/10.3390/su12104082

129. Zadek H, Schulz R (eds) (2011)
Sustainable Logistics: Nachhaltigkeit von
Logistikzentren durch Emissionsbewertung,
Ressourcenschonung und Energieeffizienz.
DVV Media Group, Dt. Verkehrs-Verl.,
Hamburg

130. Holguín-Veras J, Encarnación T, González-
Calderón CA et al. (2018) Direct impacts of
off-hour deliveries on urban freight emissions.
Transportation Research Part D: Transport
and Environment 61:84–103. https://doi.
org/10.1016/j.trd.2016.10.013

131. Yang L, Cai Y, Zhong X et al. (2017) A Carbon
Emission Evaluation for an Integrated Logistics
System – A Case Study of the Port of Shenzhen.
Sustainability 9:462. https://doi.org/10.3390/
su9030462

132. Yetkin Ekren B (2021) A multi-objective
optimisation study for the design of an AVS/RS
warehouse. International Journal of Production
Research 59:1107–1126. https://doi.org/10.1080/
00207543.2020.1720927

118. Yang L, Cai Y, Zhong X et al. (2017) A Carbon
Emission Evaluation for an Integrated Logistics
System – A Case Study of the Port of Shenzhen.
Sustainability 9:462. https://doi.org/10.3390/
su9030462

119. Nocera S, Cavallaro F (2016) Economic
valuation of Well-To-Wheel CO2 emissions
from freight transport along the main
transalpine corridors. Transportation Research
Part D: Transport and Environment 47:222–
236. https://doi.org/10.1016/j.trd.2016.06.004

120. Aljohani K, Thompson RG (2018) The impacts
of relocating a logistics facility on last food
miles – The case of Melbourne’s fruit &
vegetable wholesale market. Case Studies
on Transport Policy 6:279–288. https://doi.
org/10.1016/j.cstp.2018.03.007

121. Zhang M, Cheah L, Courcoubetis C
(2022) Exploring the Potential Impact of
Crowdshipping Using Public Transport
in Singapore. Transportation Research
Record:036119812211232. https://doi.
org/10.1177/03611981221123246

122. Dong Y, Miller SA (2021) Assessing the
lifecycle greenhouse gas (GHG) emissions
of perishable food products delivered by
the cold chain in China. Journal of Cleaner
Production 303:126982. https://doi.org/10.1016/j.
jclepro.2021.126982

123. Wittenbrink P (2015) Green Logistics. Springer
Fachmedien Wiesbaden, Wiesbaden

124. McKinnon AC (2016) Freight Transport
Deceleration: Its Possible Contribution to
the Decarbonisation of Logistics. Transport
Reviews 36:418–436. https://doi.org/10.1080/01
441647.2015.1137992

125. Deschle N, van Ark EJ, van Gijlswijk R et
al. (2022) Impact of Signalized Intersections
on CO2 and NOx Emissions of Heavy Duty
Vehicles. Energies 15:1242. https://doi.org/
10.3390/en15031242


