
Aer Lingus response to consultation on the Renewable Fuels for Transport Policy Statement 

 

Aer Lingus welcomes the opportunity to participate in the consultation in relation to the further 

development of the Renewable Fuels for Transport Statement. Although consultation has much 

wider scope than aviation, Aer Lingus has limited our contribution to Sustainable Aviation Fuels 

(SAFs) - in particular we focus on the SAF opportunity, supply challenges and policy considerations in 

the context of EU Fit for 55. 

 

Aer Lingus and parent IAG have stated that for the EU to lead on SAF globally, the EU needs to 

promote investment and focus on intra-EU scope in respect of Fit for 55 and encourage others to 

follow and raise the ambition to 10-15% SAF by 2030.  

 

SAF will be the key decarbonisation solution in the short and medium term 

Aer Lingus is a supporter of both hydrogen and Sustainable Aviation Fuels SAFs for aviation. 

However, with the aviation industry relying on fuel-based propulsion for the foreseeable future, SAF 

is the largest near-term opportunity to drive down our emissions.   

• These drop-in fuels are compatible with existing engine technologies and can reduce 

lifecycle CO2 emissions by up to 85%. IAG has been involved in developments to boost the 

production of SAF manufactured from waste and residues, partnering with several 

companies to bring new technologies to commercial scale.   

• For hydrogen, it will be 15-20 years before aircraft > 150 seats will enter service and it will 

also need increased investment into renewable hydrogen capacity and infrastructure to be 

able to make substantial contributions to tackling emissions, so we believe that the 

immediate priority must be SAF. 

A comprehensive approach to scale up EU SAF production and ensure global commitments to 

which Ireland and EU should be aligned 

• SAF is instrumental to EU aviation decarbonization as it is the nearest short-term 

opportunity to drive down emissions and reduce lifecycle emissions relative to fossil aviation 

fuel by up to 90% or greater for those SAF production facilities that carbon capture 

integrated within its process.  

• Accelerating the pace of aviation decarbonization will require a comprehensive set of policy 

interventions including financial and fiscal measures that rapidly strengthen the business 

case for private investment, bridge SAF’s price differential with conventional jet fuel, and 

hence stimulate SAF demand.  

• Supportive policies can include measures such as the Contracts for Difference (CfDs) to 

bridge the price differential between SAF and conventional aviation fuel or by earmarking 

the revenues of the ETS Innovation Fund to financially support research and innovation.  The 

SAF Alliance (“Renewable and Low Carbon Fuels Value Chain Alliance” or a targeted policy by 

the European Investment Bank (EIB), among other measures should also be promoted. 



• The value of SAF to airlines through the EU ETS should be strengthened helping to increase 

the economic value of using SAF and closing the fossil-SAF price gap. Aircraft operators 

covered under the ETS Directive shall receive free allowances when using SAFs and RFNBOs 

or RCFs for activities covered under this directive. To achieve this, a corresponding reduction 

in auctioned allowances for aviation would be necessary.  

• Mirroring the U.S. federal and state-level tax credits, loan guarantees, grants and support for 

carbon capture and storage (CCS) establishing the U.S. as the most advantageous region of 

the world to produce and use SAF, this system, combined with the zero-rating of SAFs, 

would equip Europe’s SAF industry and airlines with an additional tool to better compete on 

the global stage. 

• The EU has a responsibility to push for global commitments on SAF. To do so, it should focus 

its mandate on intra-European flights and raise the ambition to 10-15%. Flights beyond the 

EU should be addressed through agreement at the International Civil Aviation Organisation 

(ICAO) and the EU should give reasonable time for ICAO to reach this commitment. Notably, 

by placing the focus on intra-EU flights and leaving any EU-3rd countries focus to global 

agreements certain key questions would be automatically solved: avoiding non-EU 

retaliation; avoiding EU competitiveness loss and avoiding the risk of increased tankering.  

• SAF should be efficiently & sustainably deployed across the air transport system to minimise 

downstream logistic emissions and ensure the lowest possible cost with the highest 

efficiency. A Book and Claim system for suppliers would eliminate the need to deliver SAF 

physically and permit to meet the mandate in an efficient and effective manner.  Tankering 

should continue to be permitted: it has an important economic component as it avoids 

potential monopolistic behavior by fuel suppliers as a form of indirect competition. 

 

Supply challenges - Attract investment to scale up SAF and reduce its price 

• To date, the EU SAF supply remains extremely low with a very high price, compared to 

conventional jet fuel, with only one source of SAF in the EU producing 100,000 tonnes of fuel 

(less than 0.2% of EU’s kerosene use). SAFs currently accounts for less than 0.1% of global 

aviation fuel consumption.  

• The aim of moving towards the 1-2% by 2025 in Europe represents a huge challenge.  In the 

near term the price of SAF is likely to be 3-5 times higher than the fossil fuel and carbon 

price equivalent. Current market prices are approaching $3000 per tonne creating a major 

barrier to uptake. 

 

The US case: becoming the most advantageous region in the world to produce SAF  

 

Recent US policy changes recognise this price hurdle. The US regulators have taken steps to provide 

incentives to close this price gap for airlines, establishing the US as a key market for SAF supply and 

investment. For SAFs to become more cost-competitive and to support further uptake, fuel suppliers 

require a stronger market signal to develop production for the aviation sector. SAF’s underlying 

production economics are more challenging than those of other renewable fuel types because, per 



unit of feedstock, current technologies typically yield less fuel, require more energy inputs resulting 

in very limited production capacity being prioritised for SAF.  

 

In this sense, a broad range of policy measures to attract capital to expand SAF supply, and to assist 

SAF facility operation are necessary. Policy measures could include SAF producer bankable carbon 

credits, loan guarantees, grants or contracts for difference all of which will help to bring the cost of 

SAF production down. Also, tax support for upscaling and innovation including carbon capture and 

storage (CCS) or green bond investments.  

 

 

With a strategy clearly in this direction, the US is presently the most advantageous area in the world 

to produce SAF, leading by a considerable margin in terms of attracting investment to SAF 

infrastructure. The US recognises the importance of keeping US aviation competitive and therefore 

is prioritising incentives over mandates. SAF in the US will almost be at cost parity with fossil 

kerosene, meaning that US aviation will have a significant advantage over EU based carriers in 

having access to a growing volume of low cost SAF enabling customers to buy low carbon flights at 

an affordable price. In this sense, the US is leading the world race because:  

• It recognises the need of pre-revenue companies investing in SAF production through clear 

access to non-dilutive capital via federal grants and federal loan guarantees -sometimes up 

to 80% for first of a kind project. 

• Incentives for SAF production. As an example, qualified producers or blenders of SAF derived 

from biomass have access to the US’ Blender’s Tax Credit. In particular, it provides a tax 

credit of USD 1 per gallon (up to USD 300 per ton) of biofuels produced or blended in the US. 

This scheme has been vital for the production and scale up of SAF in the US. 

• US Producers have stackable incentives: they can claim both state (Low Carbon Fuel 

Standard, LCFS) & national (Renewable Fuel Standard, RFS) production incentives. 

• The US incorporates mechanisms to encourage significant advances in SAF production 

capacity expansion, further technology development or to drive efficiencies to provide 

sufficient supply to achieve decarbonization of the aviation sector. As an example, further 

federal subsidies are available, through simple payments, to encourage investment in (1) 

carbon capture and (2) SAF production. 

 

The US continues to propose measures in this direction. For example, in May 2021, the White House 

introduced the Sustainable Aviation Fuel Act to incentivise the production of sustainable aviation 

fuel and create a new blender’s tax credit for SAF , linked to carbon reductions, as well as an 

investment. 

 

Ireland should give full consideration to these issues when assessing the inclusion of renewable fuel 

supplied for use in aviation within the obligation in future years as it remains quite clear that there is 

a significant supply side challenge that could undermine ambition for greater SAF targets. 
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Renewable Fuel Consultation – May 2022 

 

General commentary: 

 

The opportunity to comment on yet another consultation is welcomed, however it is also noted that there has been 

relatively poor implementation of any previous policy signals over the last number of years and overall, there is very 

little market evidence of anything other than continued virtue signalling since the last consultation. 

 

It is also noted that the world has changed significantly since the initiation of this consultation and that the market 

dynamics that have been assumed are no longer available for reliance upon. 

 

The continued delays experienced by the refusal to implement RED2 and the distrust in policy follow through, as 

again evidenced by the failure in follow through on the buyout charges as signalled by the policy document 

published in Nov 21, is disheartening. 

 

The lack in a joined up holistic market view is evidenced in the consultation and the cumulative market effects of all 

fossil fuel markets need to be understood when trying to divine a route forward, items such as the proposed 

renewable heat obligation and the drive towards the decarbonisation of the gas supply will have significant impacts 

on the availability of certain products and the underlying assumptions of a functioning local marketplace for 

biofuels is a fallacy.  

 

The lack of follow through on those items shows contempt for the market as a whole and could be seen as yet again 

more, unhelpful, virtue signalling. 

 

Further misplaced policies that are signalled such as the protectionism of the industrial Agri sector to the detriment 

of the Carbon reduction ambitions with a spurious belief that the implementation of a local biofuel industry will 

somehow cause the rest of the world to starve is short term and near sighted in ambition.  

 

Items like the proposed farmers retirement scheme will lead to greater land mobility, in the case of where the land 

is made available for the continued expansion of carbon intensive dairy farming, where it currently takes 1kg of CO2 

to produce 1 litre of milk, in the case of where land is not made available for anything except rewilding it should be 

noted that international experience suggests that this leads to several unintended consequences such as increased 

biogenic methane emissions through mismanaged wetlands or items like a greater fire risk for peat based soils etc. 

 

In the absence of joined up thinking it is vital that a singular approach is taken for national energy supply as a whole 

rather than the piecemeal approach to date. 

 

Diversification options such as Carbon Farming are effectively locked out of operation by current policies and 

restrictions on feedstocks such as grass, however well intentioned, means that local bioenergy initiatives are 

continued to be bound by restrictive and outdated views that are driven by a CO2 expansionist agenda. 

 

With the correct implementation and interpretation of RED2 and the selective use of managed feedstocks for 

advanced biofuels, feedstocks such as grass, when used in a recycled carbon system, can generate a negative 

carbon emission, this creates an additional revenue stream that can be used to incentivise the deintensification of 

stocking rates for instance. 
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This is a core constituent of the RED2 policy and restrictions on feedstock usage beyond the CO2 intensity 

limitations will restrict the rollout of new technology and innovations over the coming decade, indeed with Ireland 

currently being an outlier in its approach to biofuels it is hard to see any credible local industry being supported by 

dint of the Agri protectionist policies in place. 

 

This further locks in reliance on imported fuels from unreliable partners for the future and eschews the rebalancing 

of energy supplies by local substitution, the technology is changing far faster than the policy and inaction in policy 

implementation means that entire generations of technologies are skipped, while this may seem to be a ‘cakeist’ 

perspective, the lack of local foundational knowledge in how these technologies work will leave Ireland at a 

significant competitive disadvantage to its international peers when it comes to innovation in energy supplies. 

 

Given the turmoil of international markets and the overly exposed nature of the Irish economy to energy shocks, it 

is disheartening to see the lack of ambition in the consultation and given the outdated nature of the underlying 

market assumptions it is surprising that a ‘with additional measures’ aspect is not currently the default position. 

 

The continued non-implementation of the FQD is perplexing and frankly indefensible.  

 

Again, with new innovations and advances in production technologies the creation of a negative emission fuel 

through recycled Carbon and the Carbon capture capabilities of advanced biofuel production facilities, will change 

the market dynamics with regards to items like Carbon farming, however the fact is that there are currently zero 

penalties and zero compliance requirements for fuels that have not achieved the CO2 reduction targets under the 

FQD. 

 

This is at odds with other jurisdictions and the cliff edge approach that is favoured by kicking the can down the road 

will leave an overly exposed market that has potentially managed to achieve its blending targets, however 

misguided, but yet failed to achieve any reduction in Carbon intensity this is counter to the spirit of renewable 

energy and is tantamount to an expansionist emissions ambition as a nation. 

 

The underlying market assumptions that have been relied upon for the consultation are no longer valid, this is 

evidenced by the reduction in availability of items like vegetable oils due to the conflict over eastern Ukraine, the 

locking out of supplies from the region combined with the reduced availability of palm oil from the far east will have 

a disproportionate effect on the Irish policies as the biofuel market has failed to diversify feedstocks and the 

continued local policy failures over any meaningful bioenergy market supports leave an overly exposed market even 

more exposed. 

 

In the case of Hydrogen production, it is noted that there is a lack of definition on what exactly is Hydrogen from a 

feedstock perspective, the Nov 21 policy statement is ambiguous at best and lacks clear definition of what is Green 

Hydrogen, and the multipliers need to be expanded upon as it is unclear from a double counting perspective where 

these will be beyond 2025. 

 

It should be noted that there are other factors that effect Hydrogen that need to be looked at in the round such as 

the requirements for both temporal and geographical correlation and additionality, these have not been addressed 

anywhere. 
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As we have noted in previous consultations, we remain concerned regarding the inclusion of electricity in the mix 

for counting under the targets. 

 

Unless the electricity can be shown to be in line with the FQD requirements it would seem to be counterproductive 

to allow for a higher Carbon intensity fuel to be counted towards the blending requirements. 

 

The average grid CO2 intensity would need to be significantly below 200g/CO2/kWh for any meaningful reduction 

to be validated, currently the grid averages 250+g/CO2/kWh. 

 

The intensity of CO2 from grid sourced electricity, when the grid CO2 intensity is rising due to lack of available 

alternatives caused by market retardation by policy failure in the wider electrical marketplace, will distort any 

meagre savings that have been achieved to date from a transport substitution perspective. 

 

This needs to be examined in depth before any trajectory is decided upon, as we cannot decarbonise without a 

holistic market intervention that ensure that the grid decarbonises at the required rate. 

 

Further concern is expressed regarding the delays in implementing items like gas grid mass balancing, guarantees of 

origin tracing for gas and trans-European credit alignment. 

 

While the marketplace locally is still nascent in its growth, it should be noted that the rest of Europe has a vibrant 

alternative fuel marketplace, the evidence is clear with the recent ambitious European expansions that have been 

announced for the Biofuel and Hydrogen marketplaces by the large European economies, the lack of an export 

opportunity due to the lack of clarity on items such as mass balancing or credit alignment will mean that the 

supposed opportunities such as offshore Hydrogen will remain supposed opportunities unless there is a marked 

step up in both implementation and the timing of implementation. 

 

We continue to comment below in red: 

 

 

 

 

 

   

Consultation Question:  

Your views are sought concerning the proposed increases in biofuels supply envisaged under the  

Climate Action Plan 2021 to support the decarbonising of transport, and specifically concerning,  

  

The proposed indicative annual trajectory of the biofuel obligation rate to 2030, and the corresponding 

buy-out charge, as referred to in the Background section above.  

The trajectory needs to be increased and amplified, however the lack of follow through with things like 

the buy out charge leaves the ambition open to accusations of virtue signalling, really the market needs 

leadership rather than another ‘what if’  
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With reference to increased European ambition under the Fit for 55 proposals or further measures 

under the Climate Action Plan, the potential for even higher national targets for 2030, for example, to 

support a blending target or biodiesel/HVO of B25 or B30, or an option for supplying an E85 blend by 

2030.   

As noted, the fit for 55 proposals are now superseded by a stronger set of ambitions under the 

REpowerEU proposal, the fundamentals have changed and this needs to be addressed in any policy 

position. 

  

The challenges and opportunities presented by these ambitious targets – with reference to achievability, 

technical implementation considerations, and availability of sustainable supply whether imported or 

indigenous.  

The challenges are exacerbated by the lack of cohesive and clear long term policy signals, this is 

evidenced by the very existence of this consultation, which follows a previous consultation which asked 

the same substantive questions two plus years ago but which has not been acted upon, we refer you to 

our previous comments from the 2019 consultation: 

https://www.gov.ie/pdf/?file=https://assets.gov.ie/75812/e8864988-c8bd-461d-96b1-

cde4f33d083a.pdf#page=null  

  

Consideration of other fuels, such as gasoil, which if included within the biofuel blending obligation 

could assist in meeting the ambitious targets for decarbonising transport.   

This was asked in 2019 in question 6, our response then was yes and it remains yes 

  

Specifically, regarding a legal mandate for the implementation of E10, subject to an appropriate legal 

instrument being settled by Government, technical considerations for implementation, for example, 

lead-in time and alignment to the seasonal changeover of petrol supplies, i.e., potentially in September 

2022 or May 2023, or other key considerations.  

Funnily enough, the predicted market meltdown following the UKs introduction of E10 did not 

materialise, we refer again to the 2019 consultation and our response to Question 2 

https://www.gov.ie/pdf/?file=https://assets.gov.ie/75812/e8864988-c8bd-461d-96b1-

cde4f33d083a.pdf#page=null  

  

 

 

https://www.gov.ie/pdf/?file=https://assets.gov.ie/75812/e8864988-c8bd-461d-96b1-cde4f33d083a.pdf#page=null
https://www.gov.ie/pdf/?file=https://assets.gov.ie/75812/e8864988-c8bd-461d-96b1-cde4f33d083a.pdf#page=null
https://www.gov.ie/pdf/?file=https://assets.gov.ie/75812/e8864988-c8bd-461d-96b1-cde4f33d083a.pdf#page=null
https://www.gov.ie/pdf/?file=https://assets.gov.ie/75812/e8864988-c8bd-461d-96b1-cde4f33d083a.pdf#page=null
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Considering the incentive within the increased biofuel obligation rate, your view on the support for HVO 

through multiplier credits under the scheme in 2023 and beyond.  

The crisis in HVO is only beginning and cognisance needs to be taken of the need to diversify fuel risk 

rather than increase it, from a HVO perspective it is worthwhile pointing out that most of the worlds 

supplies of vegetable oils are effectively now off limits for the foreseeable future due to the global 

geopolitical instability 

  

Inclusion of renewable electricity under the obligation, how this can be achieved in practice and the 

appropriate lead in time for implementation in 2023 or later.  

We refer to our comments above in the preamble, unless the CO2 intensity is reduced in line with the 

FQD then the counting of electricity would be counterproductive to the ambition 

  

    

Consultation Question:  

Your views are sought concerning the proposed increases in biofuels supply envisaged under the  

Climate Action Plan 2021 to support the decarbonising of transport, and specifically concerning,  

  

What further safeguards to ensure the sustainability of biofuels supply and resilience against possible 

fuel fraud, can be implemented to build upon the existing European provisions and plans in this area.  

The Association of Issuing Bodies needs to be consulted on the implementation of a clear and 

unambiguous tracing mechanism for individual transactions. With the advent of blockchain traceability 

mechanisms it is now relatively easy to create an end-to-end custody chain for a credit from the source 

to the user and to extinguish the credit once validated, this can be done via point of sale accounting 

mechanisms which can be verified through a compulsory annual compliance audit for all fuel retailers. 

  

The European approach envisages biofuels from high-risk ILUC being phased out by 2030. Could Ireland 

phase these out earlier, and when.  

This is somewhat redundant due to the recent market lockouts of higher risk products, traceability 

mechanisms and a full implementation of the FQD and RED2 are the first steps, beyond this it is 

ambitious at best to try and claim compliance with ILUC phase out with the delays between consultation 

and implementation of any policy. 
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Considering the European limits on biofuels derived from Annex IX Part B feedstocks (incl. UCO and 

tallow) in renewable energy for transport supply, whether certificates awarded for biofuels produced 

from UCO and animal fats should continue to be allowed to be carried over to the next obligation 

period.   

Again the first step is implement RED2 in full and look at the market supplies as a whole in the shorter 

term, from the perspective of carryover certs in general, beyond the minimum stocking and physical 

reserve fuel quantities it would appear that a sensible course of action would be to adjust the ambition 

on an annual basis in order to wash out additional certs as they become declared in order to avoid 

hoarding or profiteering. 

  

The challenges and opportunities to incentivise production of advanced biofuels from Annex IX Part A 

feedstocks.  

The challenges are capable of being met rapidly once the policy is fully enacted, advanced biofuels will 

take over from biofuels in the short term due to the higher carbon efficiency of advanced biofuels. 

The fact that we are still asking this question while the rest of the world is powering ahead with roll out 

is frankly ridiculous, the lack of clear and decisive action combined with previous policy failures lead to a 

disbelief in the intentions of implementation. 

In order to be constructive and to try to contribute something to this consultation a simple concept of 

mandating that all gas used for fuel in road transport must be of a renewable nature by 2025 would 

over-achieve these targets overnight. 

  

With reference to EU Fit for 55 proposals to remove double counting of biofuels from all Annex IX 

feedstocks, views on the implementation of such a measure by 2025.  

First of all, we need to actually implement RED2 in full, it should be noted that RED3 is next and will 

supersede any action from this consultation, though based upon implementation track records it is 

unlikely that we will see anything on this before the end of the decade. 
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What risk exists of biofuel supply mandates in Ireland cumulatively with those in other jurisdictions, 

creating excessive demand on feedstocks which also constitute food supply, thereby worsening food 

price volatility, and what safeguards would be appropriate and effective in relation to such risks?  

The move towards advanced biofuels and Carbon recycling will reduce the reliance on first generation 

products, from a food versus fuel debate the last we checked the underlying products mentioned in 

annex 9 of RED2 were not particularly palatable. From a food price volatility perspective, the need to 

ensure a renewable energy supply to produce the food is the largest variable. If we had a local industry 

that was producing locally used biofuels in a circular economy then the cost volatility could be managed 

locally, with the increase in the price of fossil fuels comes the increase in price of food, removing the 

fossil fuel variable removes the food price variability, all this takes is the decision to support local 

production over international oil companies. 

The relationship and/or competition between biofuels and global and EU biodiversity policy, in particular 

the need to set aside land for biodiversity.  

Set aside land for biodiversity still needs to be sustainably managed, through proper agronomy and risk 

strategies for fire, flooding avoidance etc. such lands can contribute to advanced biofuel production. 

  

    

Consultation Question:  

Your views are sought concerning the potential for advanced and development fuels to support the 

decarbonising of transport, and specifically concerning,  

The proposed indicative annual trajectory of advanced biofuel rate to 2030, and corresponding buy-out, 

are referred to in the Background section above.  

The 0.3% basis rising to 3.5%, would appear to approximate starting around 9MW and rising to about 

100MW in 2030 ….. we are really pushing the boat out from a policy perspective…. 

 

  

With consideration of the advanced biofuel rate and buy-out, should carry over of advanced biofuel 

certificates be permitted and aligned to the provisions for carryover of standard biofuel obligation 

certificates.  Are there reasons why such carryover of advanced biofuel certificates should not be 

permitted?  

Considering the low basis of ambition, any carryover would likely retard the advancement of the market 

to a point where the incentive is only there to achieve minimum compliance 
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With reference to increased European ambition under the Fit for 55 proposals and under the Climate 

Action Plan, the potential for a higher national target to be set for advanced and development fuels.  

Yes this should be much higher, in the range of GW scale due to the Hydrogen ambitions and the use of 

items like power to X for advanced fuel production. 

  

With reference to proposals for a sub-target for renewable fuels of non-biological origin envisaged under 

the current European proposals for revision of the RED, that this could be implemented earlier in 

Ireland, e.g., from 1 January 2024.  

Based on where we are at from a fuel security perspective this should be enacted immediately, lest we 

forget Corrib runs out very quickly 

  

A further measure to be applied in implementing the proposed multiple credits for certain advanced and 

development fuels when applied in combination, considering potential distortion effects or unintended 

consequences. For example:  

Prescribing a hierarchy of supply to transport or other sectors, such as in countering the effect of market 

pricing resulting in HVO supply to the aviation sector rather than road transport.    

Further limiting the application of multipliers relative to certain feedstocks, such as limiting multiple 

credits to biomethane when produced from feedstock under Annex IX Part A, so as not to promote 

feedstocks such as grass being used in biomethane production for transport rather than animal feed.   

The inclusion of this section is highly perplexing, it would seem, at the face of it, to be completely 

counter to any decarbonisation strategy.  

The restrictions proposed will do nothing to promote decarbonisation, in fact they only serve to increase 

the Carbon intensity of other industries. 

In the aviation vs road example a position is assumed that there is a competitive marketplace, the only 

way that supply is expanded is by creating competition, when there is a market led demand then supply 

occurs, by the proposed restriction, in the case of where a small number of fuel suppliers control the 

market, such as the Irish marketplace, then there is no competition or innovation in supply as only the 

bare minimum is achieved for compliance purposes, therefore economy of scale is not achieved and 

markets are restricted, this would seem likely to be challenged if it were implemented as proposed. 

In the case of the second example, where Ireland exports enough food to feed itself 6 times, land is 

being abandoned due to certain Agri sectors being less profitable due to the expansion of milk 

production and the proposal is to provide more land for the highest intensity Carbon Agri production, in 

the face of rising fossil fuel use and cost, fertiliser nitrification of rivers, slurry runoffs etc. it beggars 

belief that such a concept can be reconciled with the ambitions that have been set out in the Carbon 

budgets. 
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Ireland grows grass by default…. When it is managed properly for advanced biofuels it becomes the 

largest carbon sink that is available to us as a nation. 

When the inputs are managed a part of the circular economy locally, i.e. anaerobic digestors, then this 

removes the need for as much imported fertiliser, the overall Carbon intensity of Agriculture is reduced 

and it creates rural jobs and opportunities.  

 

  

In addition to the proposals in the Policy Statement for credits to incentivise advanced and development 

fuels, what other measures could promote their supply and use in the transport sector?  

As noted, now that we are threatened with things like gas rationing, a very simple idea of mandating 

that from 2025, all gaseous fuels used in Transport must be renewable will achieve multiple targets. 

  

  

    

Consultation Question:  

Your views are sought concerning the future administration of the biofuel obligation, and its alignment 

with the European framework for renewable energy in transport, and specifically concerning,  

With reference to the proposal to move to an energy-based biofuel obligation system, while enabling 

continued volume-based reporting by account holders, considering the possible future move to 

European carbon intensity targets in the coming years.   

The move towards energy is a prerequisite of an integrated system and it needs to be a transparent and 

level playing field, this is an issue that again gets kicked down the road by vested interests, the consumer 

needs to know what they are buying. 

  

 

Proposed additional measures to support compliance while the obligation rate increases in coming years 

and to ensure compliance with European targets, in the short to medium term, through:  

Introduction of a penalty and progressive fine for non-compliance with the fuel quality directive target.   

Permitting upstream emissions reductions (UERs) to be offset against the fuel quality directive 

obligation.   

Limiting the proportion of certificates that can be carried over into the next obligation period, to 10% or 

5% (applicable to standard or proposed advanced biofuel obligation certificates), so as to moderate any 

distortions in annual compliance with the obligation rate.  
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The continued delinquency on the implementation of the FQD compliance is a national shame in our 

opinion. 

Some of the concepts outlined seem to be more in line with excusing bad market participant behaviour 

rather than encouraging good market citizenry. 

In the absence of a will to do anything that can be seen as being substantive in the market, a thought 

occurs that could potentially drive consumer behaviour in the absence of any real appetite from 

incumbent fuel suppliers to tackle the needed reductions. 

A potential incentive could be rolled out where the CO2 intensity of the purchased fuel is highlighted at 

the pump by a warning sticker that gives the clear CO2 intensity of the product that the customer is 

buying and this should be colour coded for ease of understanding by the consumer… for example Red = 

heavily polluting, Amber = mildly polluting, Green = 100% renewable. 

The market will react according to the consumer demand. 

 

  

The challenges and opportunities for inclusion of renewable fuel supplied for use in aviation and 

maritime within the obligation in future years, aligning to European Fit for 55 proposals. 

The disjointed approach on a national basis to the implementation of renewables policy leaves one 

asking what century is meant by 55?   

  

Whether the Department should seek to carry out further research into different types of recycled 

carbon fuels, concerning their possible contribution to decarbonising transport, other impacts, or 

unintended consequences?  

In asking this question in 2022, it shows how far behind the curve the policy is 

 

Is there other research the Department should consider around the Renewable Fuels for Transport 

Policy?  

The current position seems to be paralysis by analysis, it is now time for action, not another report 

  

Do you have anything further that you would like to add about the Renewable Fuels for Transport 

policy?  

From a commentary perspective, a theme has developed as this document was gone through, 

implementation rather than continued consultation. 

  



 
 
            

  

         

 

Reference: Public Consultation on the Renewable Fuel for Transport Policy 

 

Dear Sir/Madam, 

 

Our response to this public consultation represents our views with respect to the use of Hydrogen as 

a transport fuel in Ireland and what is required to support the origins of an indigenous green hydrogen 

supply chain for transport. We consider hydrogen to have a pivotal role to play in the decarbonisation 

of the transport sector across all modes of land, water and sea into the future. Hydrogen offers 

considerable opportunity to decarbonsie the harder to abate transport sectors, particularly HGV’s and 

buses, whilst decarbonising fuel cell vehicles are also zero emission thus improving air quality too. 

 

Whilst BOC welcomes the inclusion of hydrogen in the Biofuels Obligation Scheme which 

demonstrates good support where green hydrogen will generate x4 credits relative to other fuels, in 

order to support the development of hydrogen production and refueling infrastructure there needs to 

be more certainty around the duration of the scheme, the value of the certs and the qualification 

requirements to access the scheme, specifically with respect to additionality. Whilst the BOS scheme 

may well provide an initial level of funding, there are considerable unknowns as to the value and level 

of support beyond the initial years. A defined certification reward over a defined time period (10+ 

years) would be beneficial.  

 

 

There needs to be a level of certainty created for producers and infrastructure developers, which in 

turn gives confidence to the end users and companies with fleets who are considering their first 

deployment of fuel cell vehicles, that there is a robust hydrogen production facility, stable supply costs 

and a network of refuelling stations where they can reliably refuel.  A hydrogen plant operator could 

have a long term commitment to purchase renewable power at a fixed price in order to qualify for the 

BOS yet the BOS values are traded and the income is uncertain. This creates a risk which would need 

to be passed on in the fuel supply contract and that reduces the appetite for companies to make these 

investments. Thus creating a stable value of a green hydrogen certificate helps to remove levels of 

uncertainty for the end user. 

 

Clarity is required relating to additionality rules. It should be noted that the timescale to develop 

additional renewable energy generation is much longer than the timescale to deploy green hydrogen 

(RFNBO) refuelling stations. There should be policies in place to support the decarbonisation of the 

grid and separate policies to support the use of this power to produce RFNBOs for transport. A more 



 
 
flexible approach which allows the use of existing renewables or grid electricity, while also supporting 

the growth in new renewable capacity would significantly help the deployment of green hydrogen 

production for transport use. If the full additionality rules are applied, then this will mean that the 

production of green hydrogen and with that the deployment of fuel cell vehicles will be delayed until 

late 2020’s to correspond with new renewable generation developments.  

 

For the initial deployment of hydrogen in transport it needs to be considered that the hydrogen 

infrastructure and the hydrogen fuel are one, whereas more mature refuelling for petrol, diesel and 

other liquid fuels exist independently since they are aided by mature infrastructure and being part of 

a global market. It will take time and significant infrastructure development to replicate such a market 

for hydrogen and this needs to be considered in order to make the BOS scheme work for hydrogen 

over the coming 10+ years. At that point hydrogen will likely be used to decarbonize not only 

transport, but also heat and power for buildings and as a renewable feedstock etc. However there 

must be a starting point, and for early deployment projects to contribute to the decarbonization of the 

transport sector there will need to be direct funding support for the development of the supply chain 

to support hydrogen as a transport fuel (electrolysers, distribution trailers, refueling stations and 

vehicles), alongside the fuel incentives.  

 

 

Whilst the intent of setting sub-targets for RFNBO’s may encourage the development of hydrogen 

production and it’s associated infrastructure, this will only work for hydrogen if there is a clear 

Hydrogen Strategy developed that includes grant funding mechanisms for the initial upfront capital 

cost of the infrastructure. A strategic approach to a network of refuelling stations should be considered 

on a national level and without this investment Ireland will struggle to achieve any EU targets relating 

to hydrogen refueling infrastructure on the TEN-T road networks. Grant funding for developing 

hydrogen production facilities would also contribute to the development of an overall hydrogen 

market beyond transport which includes domestic heating, backup power and industrial use for 

heating or production process requirements. By funding green hydrogen production now it also 

provides capacity for early conversion and/or demonstrator projects for other end use purposes. 

Therefore grant funding support mechanisms being considered to support green hydrogen production 

should be aligned across the applicable Departments.  
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1. Introduction 

Bord na Móna (BnM) welcomes the opportunity to respond to the Department of Transport 

consultation on the Renewable Fuels for Transport Policy.  In the Programme for Government: Our 

Shared Future1, published in 2020, the Government identified the need to significantly decarbonise 

the transport sector within an overall 7% per annum reduction in greenhouse gas (GHG) emissions 

by 2030.  

Some sectors in the Irish economy like power generation have taken significant steps towards 

decarbonising with notable reductions in emissions over the last decade. The Transport sector 

however has proven incredibly challenging to decarbonise, and a heavy reliance on imported fossil 

fuels remains. In 2020 the transport represented 17.9% of Ireland’s total GHG emissions 

demonstrating the need to focus investment in this area.  

While some positive trends are emerging in the passenger and small fleet markets with a notable 

uptick in the purchase of electric vehicles, decarbonisation of commercial transport like road 

haulage have lagged. BnM recognises that electrification of commercial transport is not practical, 

and we see hydrogen as a viable alternative that can provide the convenience of a fossil fuel without 

the associated carbon emissions. Plans to increase the sustainability of our transport fuels through 

the obligation scheme should be accompanied by a clear pathway to fully decarbonised the sector – 

we hope that the deliverables in the Climate Action Plan, and the long awaiting Hydrogen Strategy, 

will provide sufficient clarity for businesses to invest in renewable fuel.  

Our response focuses on the opportunities and challenges for developing an indigenous renewable 

gas namely biomethane and hydrogen in Ireland. The appendix includes our response to the specific 

questions raised in the consultation.  

2. Response 

A market for renewable gas in Ireland 

The development of a renewable gas market in Ireland would reduce dependence on fuel imports 

and enhance our security of supply. Climate Action Plan 20212 includes specific actions to encourage 

the use of renewable gas in Ireland and considering the invasion of Ukraine, we believe this work 

should be accelerated.  

Ireland has several feedstocks that can be used to produce biomethane including agricultural and 

other organic waste. Bord na Móna is developing a biomethane plant in the Midlands with a view to 

injecting into the gas network. The project, which has been defined for some time, has been delayed 

in the planning process.  

Ireland is also a world leader in producing renewable electricity. In 2020 over 40% of our electricity 

was generated from renewable sources, but we also ‘curtailed’ 11.4% of this production as the grid 

could not take it, or it was produced at times of low demand3. This excess electricity could have been 

used to produce green hydrogen i.e. hydrogen produced from renewables.  

 
1 Programme for Government: Our Shared Future, June 2020. Available online: https://assets.gov.ie/130911/fe93e24e-
dfe0-40ff-9934-def2b44b7b52.pdf  
2 Climate Action Plan 2021. https://assets.gov.ie/224574/be2fecb2-2fb7-450e-9f5f-24204c9c9fbf.pdf  
3 EirGrid, Annual Constraint and Curtailment Report 2020. Available online: http://www.eirgridgroup.com/site-
files/library/EirGrid/Annual-Renewable-Constraint-and-Curtailment-Report-2020.pdf  

https://assets.gov.ie/130911/fe93e24e-dfe0-40ff-9934-def2b44b7b52.pdf
https://assets.gov.ie/130911/fe93e24e-dfe0-40ff-9934-def2b44b7b52.pdf
https://assets.gov.ie/224574/be2fecb2-2fb7-450e-9f5f-24204c9c9fbf.pdf
http://www.eirgridgroup.com/site-files/library/EirGrid/Annual-Renewable-Constraint-and-Curtailment-Report-2020.pdf
http://www.eirgridgroup.com/site-files/library/EirGrid/Annual-Renewable-Constraint-and-Curtailment-Report-2020.pdf
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GNI has established a register for green gas certification providing a monetary value for biomethane 

injected into the grid. While the capital costs of anaerobic digestors is high, we consider that it is the 

green hydrogen market that requires immediate additional support if we are to decarbonise our fuel 

sector. Our views on supply, demand, and barriers for the green hydrogen sector in Ireland are set 

out below.  

Supply  

Bord na Móna is currently in the process of applying for planning permission for a 2 MW pilot project 

at our Mt Lucas Windfarm, Co. Offaly. This facility, if developed, will be capable of producing 

approximately 860 kg of green hydrogen every day.  

Crucially, there is no market without supply. The offtake market for hydrogen needs to be stimulated 

to provide more clarity on the business case for the developers. If enough support is provided for 

the development of green hydrogen projects the Irish market would follow suit and create the 

demand for this zero-carbon emissions gas.  

The EU communication ‘REPower EU: Joint European Action for more affordable, secure and 

sustainable energy4’ published on the 18 May 2022 in response to the war in Ukraine, includes an 

increased target for renewable hydrogen production by 2030. The original target included in the Fit 

for 555 was 5.6 million tonnes per annum – this has increased to 20 million tonnes per annum 

(production and import) in acknowledgement of the potential for green hydrogen to reduce reliance 

on imported fuels. This increase of nearly 400% can only be achieved if the industry starts to invest 

immediately.  

From an Irish perspective, sending a clear economic signal to stimulate these investments is critical. 

Including hydrogen in the obligation scheme is a good first step but due to the large capital 

requirement for hydrogen infrastructure, it is our view that the provision of capital grants would 

have a more targeted impact.             

Demand 

While the Irish economy is growing, it is important to acknowledge that we do not have significant 

numbers of fuel intensive manufacturing companies like steel or glass. Therefore, one of the main 

markets for green hydrogen on the island of Ireland will be the mobility sector.  

While biomethane can act as transition medium, it will, ultimately, be green hydrogen that has a 

significant effect on the reduction of greenhouse gas emissions due to its zero carbon generation 

characteristics. The 2030 emissions reduction target is ambitious, and the timeframe is short. For 

Ireland to achieve its’ ambition, BnM believe that defined incentives are required to support 

industry to make the transition and invest in green hydrogen infrastructure like production 

equipment, refuelling stations, and vehicles.  

The new Gas Regulation also provides for sections of existing gas network to be dedicated to 

hydrogen. We would support any plans that GNI would have in this regard.  

 

 
4 EU Commission, REPower EU (2022) https://ec.europa.eu/commission/presscorner/detail/en/ip_22_3131   
5 EU Fit for 55 Package. https://www.consilium.europa.eu/en/policies/green-deal/fit-for-55-the-eu-plan-for-a-green-
transition/   

https://ec.europa.eu/commission/presscorner/detail/en/ip_22_3131
https://www.consilium.europa.eu/en/policies/green-deal/fit-for-55-the-eu-plan-for-a-green-transition/
https://www.consilium.europa.eu/en/policies/green-deal/fit-for-55-the-eu-plan-for-a-green-transition/
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Barriers 

Policy 

While the inclusion of hydrogen in the renewable fuel obligation scheme is welcomed, we still need 

to do more to provide clarity for investors and businesses seeking options to invest in zero-carbon 

alternatives.  

Ireland does not have a strategy for green hydrogen production, which results in a lack of clarity on 

the national ambition for the fuel.  Several European countries have recently published national 

strategies setting out a roadmap to achieving their green hydrogen ambition. Considering our 

offshore wind resource, and the number of offshore wind projects being developed, the lack of a 

hydrogen strategy represents a missed opportunity.  

Our assessment of the policy framework has also identified EU additionality requirements as one of 

the major risks to the evolution of the hydrogen industry.  Green hydrogen can be produced at 

existing windfarm sites, there is no technical issue. The challenges emerge in the planning and 

regulatory frameworks where obtaining consent, adhering to grid rules and ‘additionality’ 

requirements throw the installation of electrolysers at existing sites into question. As a society we do 

not have the luxury of time when it comes to decarbonisation and only utilising new developments 

for green hydrogen production will also certainty mean failing to meet our targets. Creating an 

investment environment allowing for the utilisation of existing wind farms should enable small to 

medium scale projects to be realised in the short term (prior to 2030).  

Cost  

The challenge for hydrogen in this sector is the large capital expenditure that is required initially. 

High costs for electrolysers and storage, on site fuelling stations, transport mediums (e.g. hydrogen 

dedicated pipeline networks), national network of refuelling infrastructure as well as fuel cell 

operated vehicles require significant investments.  

Even against the backdrop of rising fossil fuel costs, it is challenging to develop a business case that 

is not dependant on external support. In the absence of a clear economic signal to develop 

hydrogen, companies are reluctant to make those investments. This stifles the emerging market and 

increases that Ireland will once again fall short of meeting its’ targets for the transport sector. 

One way to stimulate a market, and to potentially reduce costs could be to incentivise pilot projects. 

Again, while we welcome the inclusion of hydrogen in the obligation scheme, providing a capital 

support for equipment could kick start the industry. Government should provide clear incentives and 

support schemes, especially for the early movers within the industry. 

Experience in other markets has shown that pilot projects encourage not only further investments 

by technology suppliers but provide important research and learnings in green hydrogen generation. 

This should, ultimately, result in more efficient technology, which reduces the overall per kg cost of 

hydrogen, increasing its competitiveness with fossil fuels. 

3. Summary 

In summary, Bord na Móna can see the potential for green hydrogen to make a meaningful 

contribution to decarbonising our transport sector. While credits and buy-out prices are positive, 

clear funding mechanisms need to be developed to support investors who are willing to take the risk 

of high upfront capital costs for projects.  
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We believe the following steps could enable Ireland to accelerate decarbonisation of our transport 

sector: 

• Incentivising rapid diversification in transport fuels by encouraging innovation in multiple 

fuels concurrently i.e. biomethane and hydrogen.  

• Providing additional funding mechanisms for green hydrogen production infrastructure 

• A clear policy that sets out production targets for green hydrogen, provides a pathway for 

co-locating electrolysers at existing and new wind farms, and incentivises early stage 

developers.  

More broadly, the emerging offshore wind sector in Ireland presents an opportunity to capitalise on 

the potential to use excess electricity to produce green hydrogen to meet indigenous demand. Given 

the scale of development being planned it is also likely that Ireland could have enough surplus 

electricity to generate green hydrogen for export. The EU ambition for renewable gases production 

before 2030 will require member states to accelerate their production and present an opportunity 

to participate in an EU-wide market.  This increase in demand should deliver price reductions and 

eventually parity with fossil fuels removing the cost barrier for decarbonisation of the transport 

sector.  For now, the blended approach can help but ultimately Ireland needs to incentivise a 

transition to wholly renewable fuels.  
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4. Appendix – BnM response to Consultation Questions 

1) Your views are sought concerning the proposed increases in biofuels supply envisaged under the 

Climate Action Plan 2021 to support the decarbonising of transport, and specifically concerning. 

 

a) The proposed indicative annual trajectory of the biofuel obligation rate to 2030, and the 

corresponding buy-out charge, as referred to in the Background section above. 

 

Response: The buy-out charge of 100 cents should be enough to begin the encouragement 

of innovation and investment in renewable fuels for transport. Possible roadmap of 

increasing buyout charge over a 5 -10-year period should be considered to act signal to 

industry. 

 

b) With reference to increased European ambition under the Fit for 55 proposals or further 

measures under the Climate Action Plan, the potential for even higher national targets for 

2030, for example, to  support a blending target or biodiesel/HVO of B25 or B30, or an 

option for supplying an E85 blend by 2030. 

 

Response: Greater ambition in blending rates over the next 5 years is needed. This support 

innovation in the technology for alternative fuelled vehicles evolve in areas such as 

hydrogen and synthetic fuels. In parallel, support is needed to enable the transition away 

from combustion engine vehicles in the HGV fleet. The upfront costs associated with 

switching from fossil fuel to renewable hydrogen or similar for transport should be covered 

separately through end user supports. This would reflect the fact that end users face 

additional switching costs and additional risks in switching to a renewable fuel. To manage 

costs, the support could be a short-term measure focused on specific categories of the HGV 

fleet. 

 

c) The challenges and opportunities presented by these ambitious targets – with reference to 

achievability, technical implementation considerations, and availability of sustainable supply 

whether imported or indigenous. 

 

Response: A review of security of supply of energy for transport should be undertaken. 

 

d) Consideration of other fuels, such as gasoil, which if included within the biofuel blending 

obligation could assist in meeting the ambitious targets for decarbonising transport. 

 

Response: No comment.  

 

e) Specifically, regarding a legal mandate for the implementation of E10, subject to an 

appropriate legal instrument being settled by Government, technical considerations for 

implementation, for example, lead-in time and alignment to the seasonal changeover of 

petrol supplies, i.e., potentially in September 2022 or May 2023, or other key 

considerations. 

 

Response: No comment.  
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f) Considering the incentive within the increased biofuel obligation rate, your view on the 

support for HVO through multiplier credits under the scheme in 2023 and beyond. 

 

Response: As part of the Departments’ study on the availability and sustainability of 

renewable fuels, consideration should be given to the risks associated with developing a 

reliance on imported HVO. There is potential to develop indigenous renewable fuel 

production utilising wind. Our view is that support should be focused on long term 

sustainable production options like green hydrogen and biomethane.    

 

g) Inclusion of renewable electricity under the obligation, how this can be achieved in practice 

and the appropriate lead in time for implementation in 2023 or later. 

 

Response: Bord na Móna would support the inclusion of renewable electricity under the 

obligation.  It would be useful to understand what the Department envisages in this regard 

and the interactions, if any, that this would have with other renewable electricity supports. I 

 

2) Your views are sought concerning the proposed increases in biofuels supply envisaged under the 

Climate Action Plan 2021 to support the decarbonising of transport, and specifically concerning: 

 

a) What further safeguards to ensure the sustainability of biofuels supply and resilience against 

possible fuel fraud, can be implemented to build upon the existing European provisions and 

plans in this area. 

 

Response: No comment.  

 

b) The European approach envisages biofuels from high-risk ILUC being phased out by 2030. 

Could Ireland phase these out earlier, and when. 

 

Response: No comment.  

 

c) Considering the European limits on biofuels derived from Annex IX Part B feedstocks (incl. 

UCO and tallow) in renewable energy for transport supply, whether certificates awarded for 

biofuels produced from UCO and animal fats should continue to be allowed to be carried 

over to the next obligation period. 

 

Response: No comment.  

 

d) The challenges and opportunities to incentivise production of advanced biofuels from Annex 

IX Part A feedstocks. 

 

Response: Bioenergy technologies are diverse spanning a wide range of options and 

technology pathways. In 2014 the IPCC published its fifth assessment report6 which suggests 

that options with low lifecycle emissions (e.g. sugar cane, miscanthus, fast-growing tree 

species, and sustainable use of biomass residues), some already available, can reduce GHG 

emissions; outcomes are site-specific and rely on efficient integrated ‘biomass-to-bioenergy 

systems’, and sustainable land-use management and governance. In that context, given the 

 
6 IPCC Report (2014) available online: https://www.ipcc.ch/site/assets/uploads/2018/02/SYR_AR5_FINAL_full.pdf 
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clear potential for advance biofuels in sectors like maritime transport and aviation, we 

believe these fuels can make a significant contribution to decarbonisation. They are also 

typically compatible with existing infrastructure and  

due to the used feedstock do not contribute to the ‘food versus fuel’ debate. 

 

e) With reference to EU Fit for 55 proposals to remove double counting of biofuels from all 

Annex IX feedstocks, views on the implementation of such a measure by 2025. 

 

Response: No comment.  

 

f) What risk exists of biofuel supply mandates in Ireland cumulatively with those in other 

jurisdictions, creating excessive demand on feedstocks which also constitute food supply, 

thereby worsening food price volatility, and what safeguards would be appropriate and 

effective in relation to such risks? 

 

Response: Biofuels obligation constitutes one element in reduction of emissions from 

transport. In Ireland electrification is addressing private demand for renewable transport 

and a proportion of the industrial need. Given the potential for biomethane production from 

organic ‘wastes’ and green hydrogen production from excess wind, we believe an alternate 

route is available that mitigates the risk of competing end uses for feedstock.   

 

Member States are required to report aggregated information to the EC on economic 

operators’ compliance with the sustainability and GHG emissions savings criteria and the 

independent auditing carried out on the information submitted by the operators. This 

requirement should go some way to assuring that feedstocks are sustainable.  

 

g) The relationship and/or competition between biofuels and global and EU biodiversity policy, 

in particular the need to set aside land for biodiversity. 

 

Response: As with the Birds and Habitats Regulations, the NPWS is the competent authority 

for the Wildlife Act. Given that growing agricultural biomass in an area of high biodiverse 

value or peatland is likely to have a significant environmental impact on the site, it is very 

unlikely that consent would be given and, therefore, implementing this legislation in Ireland 

should preclude growing agricultural biomass for energy purposes on peatland designated a 

NHA or pNHA and should ensure that the carbon stock criteria of RED II are not breached. It 

should also be noted that Less than 1% of consumption in road transport were from crop-

based fuels. The EU Average is 4%. 

 

3) Your views are sought concerning the potential for advanced and development fuels to support 

the decarbonising of transport, and specifically concerning, 

 

a) The proposed indicative annual trajectory of advanced biofuel rate to 2030, and 

corresponding buy-out, are referred to in the Background section above. 

 

Response:  Sustained growth of actual advanced biofuel use on an increasing annual 

trajectory is preferable. Flexible administrative mechanisms allowing a notional fulfilment of 

market obligations each year does not support production of biofuels with real market 

demand. If there is a real appetite or need for risk mitigation, this can be provided through 
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normal private sector commercial practices, such as commodity hedging or forward 

contracts for purchase of biofuels for subsequent years.  

 

To produce sufficient clarity for investors and to minimise the risk for produces of these 

fuels, secure long-term demand is needed. Creating the market in parallel with production is 

the only way to underpin a biofuel sector in Ireland.  

  

b) With consideration of the advanced biofuel rate and buy-out, should carry over of advanced 

biofuel certificates be permitted and aligned to the provisions for carryover of standard 

biofuel obligation certificates. Are there reasons why such carryover of advanced biofuel 

certificates should not be permitted? 

 

Response: Bord na Móna support full flexibility regarding the carryover of credits to ensure 

cost-effective implementation of the BOS. Obligated parties should be given flexibility to 

overachieve in one year. 

 

Bord na Móna recommends a continuation of the current system whereby credits can be 

maintained for a 2-year period to allow cost effective compliance. Bord na Móna also 

recommends an amendment where 25% of the advanced biofuel target can be met by 

carryover credits. This would give much needed flexibility in the early stages of the advanced 

biofuel market’s development. 

 

c) With reference to increased European ambition under the Fit for 55 proposals and under the 

Climate Action Plan, the potential for a higher national target to be set for advanced and 

development fuels. 

 

Response: Bord na Móna as potential producer of green hydrogen and biomethane at scale 

believes that downstream technology advancement needed prior to more advanced biofuels 

playing a part in the low emission mix for transport.  

 

There is a significant cost difference between FCEV and fossil-fuelled vehicles.  This cost 

barrier needs to be addressed through the provision of a support scheme for vehicle owners. 

In addition, targeted support for the HGV either by segment or weight over specific period 

can assist in the move away from combustion engine. One way to kick start the market 

would be to demonstrate leadership through green procurement mandates which could 

make significant contribution to   reaching our emission targets. 

 

d) With reference to proposals for a sub-target for renewable fuels of non-biological origin 

envisaged under the current European proposals for revision of the RED, that this could be 

implemented earlier in Ireland, e.g., from 1 January 2024. 

 

Response: Bord na Móna would be supportive of its introduction. 

 

e) A further measure to be applied in implementing the proposed multiple credits for certain 

advanced and development fuels when applied in combination, considering potential 

distortion effects or unintended consequences. For example: 
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Prescribing a hierarchy of supply to transport or other sectors, such as in countering the 

effect of market pricing resulting in HVO supply to the aviation sector rather than road 

transport. Further limiting the application of multipliers relative to certain feedstocks, such 

as limiting multiple credits to biomethane when produced from feedstock under Annex IX 

Part A, so as not to promote feedstocks such as grass being used in biomethane production 

for transport rather than animal feed. 

 

Response: 

In 2018 the Department of Transport published a report the Diesel and Alternative-Fuel Bus 

Trials, it stated that “The largest contribution to the 2030 renewable energy target would be 

delivered by gas buses run on 100%bioCNG7”. Bord na Móna recognises the contribution 

that indigenous biomethane can make to decarbonising the transport sector. A biomethane 

industry would also contribute to rural employment and offer options to farming families to 

diversify incomes.  

 

Bord na Móna plans to develop a biomethane facility which will utilise organic waste 

exemplifying the principles of a circular economy.   Our view is that biomethane and green 

hydrogen are more favourable alternative fuels than HVO which will be imported. In 

addition, while it is a ‘better’ alternative to fossil fuels, combustion still results in emissions. 

Considering the broader climate crisis and need to decarbonise, we believe biomethane and 

green hydrogen are a more sustainable alternative.   

 

Increasing production of bioenergy also means an increased need for oversight in terms of 

sustainability.  To ensure sustainability monitoring of carbon cycles, proactive steps to 

protect biodiversity, and minimising indirect land-use changes would be necessary. In this 

regard, Ireland should play to its strength as a country with an active ecosystem ideal for the 

development of a circular economy through production of alternative fuel and infrastructure 

ultimately securing our fuel supply for our transport fleet. 

 

f) In addition to the proposals in the Policy Statement for credits to incentivise advanced and 

development fuels, what other measures could promote their supply and use in the 

transport sector? 

 

Response: As with the passenger vehicle, a target should be setting focussing on the LDV and 

HGV industry stating the that combustion of transport fuel ends by 2040. A roadmap setting 

milestones for the cessation of ICE vehicles would also be welcome. This should provide a 

clear indication for the industry and provide time to develop refuelling infrastructure and 

increase the supply of alternative fuelled vehicles. 

 

Currently the demand for alternative fuelled vehicles is uncertain. This is likely due to the 

lack of clear economic and policy signals which make the option non-viable for end users.  As 

outlined above, there is a need to stimulate demand and supply in parallel. Industry focused 

measures that support a business case to switch would be helpful. For example, maintaining 

the current reduction on excise duty for gaseous fuels, and potentially increasing the relief 

long term would be beneficial.  

 
7 Department of Transport, 2018. Low-Emission Bus Trials Report available online here: 
https://assets.gov.ie/69312/eadd09d7dd5a49f698dbb4a77db4c78c.pdf  

https://assets.gov.ie/69312/eadd09d7dd5a49f698dbb4a77db4c78c.pdf
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Green procurement mandates within the public sector could also act as a stimulus for the 

market in addition to showing leadership in the alternative fuel vehicle space.  

 

4) Your views are sought concerning the future administration of the biofuel obligation, and its 

alignment with the European framework for renewable energy in transport, and specifically 

concerning 

 

a) With reference to the proposal to move to an energy-based biofuel obligation system, while 

enabling continued volume-based reporting by account holders, considering the possible 

future move to European carbon intensity targets in the coming years.  

 

Response: Move to energy – based biofuel obligation is welcomed and supports ease of 

comparison of different fuel options. More long term moving to a European carbon intensity 

target is welcomed. Setting a firm date in the next decade to do this will send a clear signal 

of intent to decarbonise transport. 

 

b) Proposed additional measures to support compliance while the obligation rate increases in 

coming years and to ensure compliance with European targets, in the short to medium term, 

through:  

• Introduction of a penalty and progressive fine for non-compliance with the fuel 

quality directive target. 

• Permitting upstream emissions reductions (UERs) to be offset against the fuel 

quality directive obligation. 

• Limiting the proportion of certificates that can be carried over into the next 

obligation period, to 10% or 5% (applicable to standard or proposed advanced 

biofuel obligation certificates), so as to moderate any distortions in annual 

compliance with the obligation rate. 

 

Response: Bord na Móna can see merit in the proposed measures. 

 

c) The challenges and opportunities for inclusion of renewable fuel supplied for use in aviation 

and maritime within the obligation in future years, aligning to European Fit for 55 proposals. 

 

Response: Considering these industries together will likely present challenges later. The 

maritime and aviation sectors have many varied subsectors that would require more 

focused consideration and perhaps targeted measures. Additional consultations may be 

required to ensure these sectors are managed effectively.   

 

d) Whether the Department should seek to carry out further research into different types of 

recycled carbon fuels, concerning their possible contribution to decarbonising transport, 

other impacts, or unintended consequences? 

 

Response: Recycled carbon fuels, as defined in the revised Renewable Energy Directive 

(REDII)8 include fuels produced from utilization of waste processing gas and exhaust gas of 

 
8 DIRECTIVE (EU) 2018/2001 on the promotion of the use of energy from renewable sources https://eur-
lex.europa.eu/legal-content/EN/TXT/PDF/?uri=CELEX:32018L2001&from=EN  

https://eur-lex.europa.eu/legal-content/EN/TXT/PDF/?uri=CELEX:32018L2001&from=EN
https://eur-lex.europa.eu/legal-content/EN/TXT/PDF/?uri=CELEX:32018L2001&from=EN
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non-renewable origin and produced from the fossil fraction of liquid and solid wastes by 

means of thermochemical conversion technologies such as, e.g., gasification, pyrolysis and 

liquefaction. 

 

To before mainstream, RCFs require investment and clarity for investors.  will only come in 

the form of market acceptance. The production of recycled carbon fuels, while a form of 

energy recovery, can also enable production of chemicals via the same process. Creating a 

market for RCFs would incentivise the deployment of facilities that can produce domestic 

fuel and pivot to produce virgin chemicals without fresh fossil feedstocks.  

 

Given the current Geopolitical situation in Europe, its incumbent on the Department to 

explore all opportunities. The probability is that other European countries are ahead of 

Ireland in exploring RCF for aviation, this may lead to Ireland be laggards in technology 

usage. 

 

e) Is there other research the Department should consider around the Renewable Fuels for 

Transport Policy? 

 

Response: Bord na Móna believes that research on how to stimulate a market for hydrogen 

in Ireland would be beneficial. As a developer we have outlined the significant capital cost 

for electrolysers, and the questions surrounding additionality that are hampering efforts to 

grow production and significant demand in Ireland. Addressing these issues through 

research or another means is imperative.  

 

f) Do you have anything further that you would like to add about the Renewable Fuels for 

Transport policy? 

 

Response:  Bord na Móna believes that there is an opportunity for Ireland to take the lead 

on decarbonising transport and increasing use of renewable fuels. Given our road network 

and HGV fleet, widespread adoption of renewable fuel would make Ireland an exemplar in 

renewable transport.  

 

The use of biofuel blending and introduction of bio-CNG can go some way in addressing the 

needs of our fleet to some extent. However, a biofuel obligation scheme dominated by 

substituting fossil fuels with bio-derived products neither leverages Ireland’s abundant 

natural resources nor reduces our dependence on imported fuels.  

 

The first step on this path is a clear policy setting out our ambition for renewable fuel use in 

transport. Providing clear targets, supports and timeframes would be a clear signal to the 

sector that Government is focused on decarbonisation and achieving our targets.   
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Introduction  
Calor welcomes the opportunity to respond to the Department of Transport’s Public Consultation on 

the Renewable Fuels for Transport Policy. 

Calor also welcomes recognition of LPG and BioLPG (HVO Renewable Propane) in the 2021 Policy 

Statement as viable lower carbon alternatives for transport. Both LPG and BioLPG have been proven 

to be effective alternatives to petrol and diesel, with significant reductions in GHG and air pollution 

levels.  

As part of Calor’s response to the Department’s consultation, we wish to respond to the consultation 

questions as outlined below. Calor fully supports the Department’s policy measure, via the Biofuels 

Obligation Scheme, to increase the share of renewable energy in the transport sector and to 

contribute to the reduction of Ireland’s greenhouse gas emissions. 

Calor has been supplying lower carbon LPG to rural homes, businesses and communities across 

Ireland for over 80 years. Sustainability is at the heart of Calor’s business strategy. By 2037, Calor’s 

ambition is that all of its energy products will be from renewable sources, the company’s centenary 

year. 

In 2020, Calor joined 40 leading companies in Ireland in achieving the Business Working Responsibly 

Mark, the leading independently audited standard for Corporate Social Responsibility (CSR) and 

Sustainability certification in Ireland. The Mark is audited by the National Standards Authority of 

Ireland (NSAI) and is based on ISO26000. 

Calor supports a multi-technology pathway to decarbonisation in the heat and transport sectors in 

Ireland and is devoting significant resources to product innovation and diversification as part of the 

company’s decarbonisation strategy. With the launch of a renewable liquefied petroleum gas 

(BioLPG) in 2018, Calor demonstrated its commitment to playing an active role in Ireland’s transition 

to a decarbonised economy. BioLPG offers up to 90% lower emissions than existing LPG products.  

Importantly, we bring considerable experience and a proven track record in delivering low carbon 

energy solutions to off-grid consumers, not only in Ireland but across Europe, through our parent 

company SHV. Liquefied Petroleum Gas (LPG), BioLPG and Liquefied Natural Gas (LNG) are low 

carbon emission technologies, proven as effective alternatives to heating oil, petrol and diesel.  

Calor has the experience and the expertise to play a leading role in Ireland’s energy transition. Our 

customers and our society demand that change and we look forward to delivering it for them. 

Calor can actively support the government’s policy goal to further reduce carbon intensity, increase 

renewable fuel use and tackle air quality challenges in the heat and transport sectors to 2030 and 

beyond. 

About Calor Ireland 
Calor supplies and distributes LPG (Liquefied Petroleum Gas) and BioLPG in Ireland, allowing homes 

and businesses, located off the natural gas network, to avail of the benefits of lower carbon and 

renewable gas. Calor launched Liquefied Natural Gas (LNG) for the commercial and industrial sectors 

in 2020.  

Calor employs 284 staff in 6 sites located throughout the island of Ireland serving c. 50,000 bulk 

customers across residential and industrial commercial sectors. Additionally, we serve c. 400,000-

cylinder users and other customers, north and south.   



 

3 
 

Calor is a part of the SHV Energy Group, the world’s largest distributor of LPG. SHV Energy operates 

in more than 20 countries – in Europe, under brands such as Primagaz, Calor Gas, Liquigas, Gaspol 

and Ipragaz. SHV is proud to serve 30 million customers across three continents. SHV firmly believes 

that its energy can create clean air and dramatically reduce carbon impact and is committed to 

working sustainably with communities, stakeholders and policymakers to advance energy, together. 

Calor’s contribution to transport sector policy delivery  
The EPA highlights that in 2020 the transport sector was responsible for 17.9% of Ireland's greenhouse 
gas emissions. Transport will have a significant role to play in Ireland’s national decarbonisation 
agenda going forward. 

According to the EPA, air pollutants released from transport are a key public health issue. In its 2021 
report on Ireland’s Air Pollutant Emissions, the EPA highlights that the main drivers of the trend in 
nitrogen oxide emissions are emissions from organic and inorganic nitrogen use in agriculture and 
transport, particularly diesel fuelled vehicles. 

Calor acknowledges the importance of the government’s National Policy Framework on Alternative 
Fuels Infrastructure for Transport in Ireland: 2017 to 2030, which outlines a long-term vision for the 
sector. Calor welcomes the Government’s strategy to reduce the sectors reliance on oil by 
implementing policy measures that will encourage a switch to alternative fuels and technologies.  

Calor can actively contribute to the government’s policy goal to further reduce carbon intensity and 
increase renewable fuel use in the transport sector to 2030 and beyond. Liquified Petroleum Gas (LPG) 
and biofuels like BioLPG are lower carbon emission technologies, proven as effective alternatives to 
petrol and diesel.  

The role of biofuels and lower carbon gaseous fuels –LPG, Bio-LPG, 

rDME, LNG, BioLNG 

LPG and BioLPG 
Calor is the first company in Ireland supplying renewable fuel BioLPG (HVO Renewable Propane) to 
homes, businesses and transport users. Its initial launch in April 2018 was as a fuel for heat, but we 
have since expanded the range of applications for which BioLPG is being used. Calor has switched all 
of its 63 autogas stations in Ireland to BioLPG. BioLPG is recognised and eligible for the Biofuels 
Obligation Scheme (BOS) under the definition of ‘road transport’. In 2019, the BOS scheme was 
extended to include ‘non-road transport’ widely used in Ireland through the forklift truck sector. This 
sector currently uses diesel, electric and LPG engines, with fossil diesel being the prominent choice of 
fuel.   

Some of Ireland’s largest businesses depend on LPG for their forklift operations, quickly moving goods 
from storage to distribution.  BioLPG offers even greater emissions benefits than conventional LPG, 
particularly in relation to CO2 emissions. While the market in Ireland has been relatively small, LPG 
for transport is a significantly larger market in Europe. With the availability of BioLPG, there is the 
opportunity to switch non-road mobile machinery and commercial vehicles to a renewable fuel. 

LPG and BioLPG powered forklifts offer Irish businesses unrivalled flexibility, offering the ability to 
work safely both indoors and outdoors and without a requirement for electric charging. Switching 
forklifts to LPG and BioLPG offers not only carbon emissions savings but also clean air benefits as LPG 
emits virtually no NOx, SOx, and Particulate Matter, enabling immediate air quality improvements. 

BioLPG can be blended up to 100% and can continue to make a significant contribution to the 
Department of Transport’s Biofuels Obligation Scheme targets for 2030, in particular in “non-road 
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transport’ widely used in Ireland through the forklift truck sector. The obligation rate increase 
trajectory, as set out above, will play a critical role in ensuring that the required levels of renewable 
energy used in the transport sector are delivered. 

Renewable DME (rDME)  
The LPG sector across Europe, is investing in the progression of advanced biofuels, such as rDME to 
achieve its decarbonisation ambitions. 

Similar, to BioLPG, rDME is a gaseous fuel produced from a wide range of renewable feedstock, 
including waste streams and residues. Chemically similar to LPG, it can be blended with LPG up to 20% 
and used in existing vehicles. 1 It offers huge opportunities for near term decarbonisation, not only in 
the transport sector but also in industrial and domestic heating and cooking applications. It is a 
sustainable gaseous fuel that can reduce greenhouse gas (GHG) emissions by more than 80% and it 
significantly improves local air quality when substituting diesel across the transport sector.  

rDME can be produced via gasification and catalytic synthesis, using feedstocks such as municipal solid 
waste, forest residues, animal waste, sewage/industrial sludge, and energy crops. Producing from cow 
manure is especially attractive as it prevents its high methane content being directly released to the 
atmosphere. 

Dimeta, the joint venture between UGI and Calor’s parent, SHV energy, will complete construction of 
the first full scale European plant in 2024, with 440GWh of rDME being produced per day in the UK. 
They have committed to developing further plants across various locations in the EU. Ireland could be 
in a position to attract an rDME plant in the future, should the investment policy framework be 
deemed suitable. The LPG industry is constantly innovating when given the correct incentives and 
time, rDME is evidence of this. 

https://www.shvenergy.com/what-we-do/sustainable-fuels/rdme  

LNG and BioLNG 
Calor launched Ireland’s first Liquefied Natural Gas (LNG) product for large business energy users in 

Ireland in 2019, bringing the economic and environmental benefits of natural gas to businesses off the 

natural gas network.    

While Calor LNG is currently available to transition large industrial heat users from heavy fuel oil (e.g., 
co-operatives, food processors, pharmaceutical companies, data centres), it can also be used for 
transport in the future. Calor and its parent company SHV Energy, brings extensive experience in low 
carbon gas technology for the transport sector from Ireland, the UK and across Europe. 

The combustion of natural gas releases significantly less CO2, NOx and SOx and virtually no ash or 
particulates. And as it evaporates rapidly when exposed to the air, it leaves no residue on water or 
soil.  

LNG also powers large vehicles more efficiently than electricity, offering better ranges and lower 
maintenance requirements.  

LNG stations could be implemented in the future, in partnership with existing forecourt providers and 
do not require connections to the existing gas network.  

 
1https://www.liquidgaseurope.eu/images/LGE_Position_on_the_Proposal_for_an_Alternative_Fuels_Infrastructur
e_Regulation.pdf  

https://www.shvenergy.com/what-we-do/sustainable-fuels/rdme
https://www.liquidgaseurope.eu/images/LGE_Position_on_the_Proposal_for_an_Alternative_Fuels_Infrastructure_Regulation.pdf
https://www.liquidgaseurope.eu/images/LGE_Position_on_the_Proposal_for_an_Alternative_Fuels_Infrastructure_Regulation.pdf
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The adoption of LNG as a lower carbon fuel opens the possibility to introduce renewable BioLNG in 
time. BioLNG is biomethane which is liquefied in the same process as LNG, it emits negligible NOx or 
particulate matters when burned and reduces CO2 by up to 90%.  

Consultation response  

As part of Calor’s response to the Department Transport’s consultation, we wish to respond to the 

consultation questions posed under the following sections: 

Section 1 Climate Action Plan – achieving ambitious targets 

Your views are sought concerning the proposed increases in biofuels supply envisaged under the 

Climate Action Plan 2021 to support the decarbonising of transport, and specifically concerning, 

• The proposed indicative annual trajectory of the biofuel obligation rate to 2030, and the 

corresponding buy-out charge, as referred to in the Background section above. 

Calor supports the proposed indicative annual trajectory of the biofuel obligation rate to 2030, 

from 13% (by volume) to 23% in 2025. We agree that a clear biofuels obligation rate increase 

trajectory is required to ensure the required levels of renewable energy used in the transport 

sector are delivered. 

LPG is the lowest carbon conventional energy source available to off-grid homes and 

businesses, which provides immediate, expedient, and cost-effective heat and energy. As LPG 

emits more than 33% fewer carbon emissions than coal and 15-20% fewer carbon emissions 

than oil, LPG is a transitional solution in its own right. It also emits virtually no NOx, SOx, and 

Particulate Matter, enabling immediate air quality improvements. 

Ireland has a high dependence on fossil fuels for transport, which results in significant GHG 

and air pollution and so causes negative societal health impacts. This is recognised as a key 

public health issue by the Environmental Protection Agency. LPG and BioLPG are recognised 

in the Policy Statement for this consultation to be viable lower carbon alternatives for 

transport fuels, especially oil. Both LPG and BioLPG, amongst other biofuels, have been proven 

to be effective alternatives to petrol and diesel, with significant reductions in GHG and air 

pollution levels.  

The use of LPG to fuel forklifts is an example of how alternative fuels, such as LPG and BioLPG 

can support significant emissions reductions across the sector. Some of the largest businesses 

in Ireland depend on LPG for their forklift operations. This means a stable and secure supply 

will be needed to support their timely movement of goods from storage to distribution, 

through indoor and outdoor environments. Using LPG and BioLPG, results in improved air 

quality when compared to other fossil fuel alternative technologies and reduced the need for 

additional infrastructure (charging points) when compared with electric. LPG is also used as 

an alternative fuel in the Autogas sector as well, which demonstrates its flexibility.  

Calor is invested in the low-carbon future for the Irish economy. The liquid gas industry in 

Ireland has committed to 100% renewable fuels by 2040 and so will support Ireland with its 

carbon reduction targets, and demand for renewable fuels – which is expected to increase. 

Calor is committed to this target and as a member of Liquid Gas Ireland is committed to 

investment in R&D to ensure fuels are successful in lowering carbon emissions, can be 

‘dropped in’ or ‘blended’ with no or minimal adjustments on existing combustion 

infrastructure, and are competitively priced.  



 

6 
 

Our renewable product, BioLPG (HVO Renewable Propane), is a chemically indistinct but 

renewable version of LPG, made from sustainably sourced renewable vegetable oils, wastes, 

and residues, and delivers up to 90% certified carbon emission savings compared to 

conventional LPG. 

BioLPG supplied on the market today is approved in accordance with EU-RED II, is a fully 

traceable renewable fuel and is certified under the International Sustainable Carbon 

Certification (ISCC) scheme. 

BioLPG can be blended up to 100% and can continue to make a significant contribution to the 

Department of Transport’s Biofuels Obligation Scheme targets for 2030, in particular in “non-

road transport’ widely used in Ireland through the forklift truck sector.  

Similarly, to BioLPG, our EU and UK sector’s development product rDME is a gaseous fuel 

produced from a wide range of renewable feedstocks, including waste streams and residues. 

Chemically similar to LPG, it can be blended with LPG up to 20% and used in existing vehicles2. 

It offers huge opportunities for near term decarbonisation, not only in the transport sector 

but also in industrial and domestic heating and cooking applications. It is a sustainable gaseous 

fuel that can reduce greenhouse gas (GHG) emissions by more than 80% and it significantly 

improves local air quality when substituting diesel across the transport sector. The wide range 

of available feedstocks to produce rDME means it has the potential for negative emissions 

when produced from cow manure 3.  

The product is not currently mass market however efforts are being made across Europe to 

change this. Dimeta, the joint venture between UGI and Calor’s parent company, SHV energy, 

will complete construction of the first full scale European plant in 2024, with 440GWh of rDME 

being produced per day in the UK. They have committed to developing further plants across 

various locations in the EU. Ireland could be in a position to attract an rDME plant in the future, 

should the investment policy framework be deemed suitable. The LPG industry is constantly 

innovating when given the correct incentives and time, rDME is evidence of this. 

In relation to the buyout charge, Calor is not an obligated party and has no further comment.  

 

• With reference to increased European ambition under the Fit for 55 proposals or further 

measures under the Climate Action Plan, the potential for even higher national targets for 

2030, for example, to support a blending target or biodiesel/HVO of B25 or B30, or an option 

for supplying an E85 blend by 2030. 

 

Please refer to Question 1 above. Calor supports the introduction of blending targets in 

incentivising the use of cleaner, greener fuels across the transport sector.  

 

As a drop-in fuel, we would like to highlight that BioLPG does not have a blend limit, which 

means that the product and technology does not present a barrier for industries who are 

 
2https://www.liquidgaseurope.eu/images/LGE_Position_on_the_Proposal_for_an_Alternative_Fuels_Infrastructur
e_Regulation.pdf  
3 https://oberonfuels.com/about-dme/dme-basics/  

https://www.liquidgaseurope.eu/images/LGE_Position_on_the_Proposal_for_an_Alternative_Fuels_Infrastructure_Regulation.pdf
https://www.liquidgaseurope.eu/images/LGE_Position_on_the_Proposal_for_an_Alternative_Fuels_Infrastructure_Regulation.pdf
https://oberonfuels.com/about-dme/dme-basics/
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under pressure to decarbonise their transport fleets. LPG and BioLPG are already used 

throughout Europe in the Autogas and FLT sectors. 

 

• The challenges and opportunities presented by these ambitious targets – with reference to 

achievability, technical implementation considerations, and availability of sustainable 

supply whether imported or Indigenous. 

Technical implementation considerations 

While Calor recognise the benefit of using obligation rates and blending targets as drivers to 

ensure levels of renewable energy used in the transport sector are delivered, we would like 

to highlight that increasing the biofuel obligation rate is likely to involve the introduction of 

fuels with higher concentrations of biofuel (such as petrol blended with 10% bioethanol and 

diesel blended with 12% biodiesel on average). This may lead to compatibility issues with older 

vehicles, additional cost to the consumer, the necessity to inform consumers in order to ease 

its introduction, and potentially a need to develop forecourt infrastructure. 

 

Availability of sustainable supply 

As set out in Liquid Gas Ireland’s Vision 2040, BioLPG currently used in Ireland is a by-product 

of a conventional hydrotreated vegetable oil (HVO) process that mainly produces renewable 

biodiesel. 4 BioLPG is made from a mix of sustainably sourced renewable vegetable oils, 

residues, and waste materials and reduces GHG by at least 50% and up to 90% against set 

values of fossil fuels, in accordance with the European Union Renewable Energy Directive (‘EU-

RED’) and is ISCC certified. The recent EU Commission’s Implementing Decision on ISCC (April 

2022) reconfirms that the ISCC voluntary scheme demonstrates compliance of BioLPG with 

the requirements set in Directive (EU) 2018/2001 for biofuels, bioliquids, biomass fuels, 

renewable liquid and gaseous fuels of non-biological origin and recycled carbon fuels. 5 

HVO production is increasing in Europe, driven by the revised EU-RED and renewable 

transport fuel targets. The Irish market is likely to be dependent on imports in the short-

medium term without investment in domestic production. There is significant potential, 

however, for investment in indigenous production facilities in Ireland. Opportunities include 

new HVO plants, coprocessing at existing refineries and commercialising new and novel 

processes for bio-propane synthesis.  

On the future potential for an indigenous supply chain for BioLPG in Ireland, we refer you to 

a similar piece of independent research commissioned by Liquid Gas UK (2020), which looked 

at BioLPG production options in England, Wales, and Scotland. 6 The study concluded that 

large volumes of bio-oils can be co-processed with petroleum intermediates to produce 

BioLPG in existing UK oil refineries, at almost no additional capital cost. 

Liquid Gas Ireland, and our European counterpart Liquid Gas Europe, recognise the 

importance of close collaboration with our national and EU industry stakeholders and 

policymakers to ensure the necessary policy support for the production and use of BioLPG 

 
4 https://www.lgi.ie/assets/uploads/documents/Calor%20Vision%20Document%202040%20Final.pdf  
5 https://ec.europa.eu/transparency/documents-register/detail?ref=C(2022)2117&lang=en  
6 https://www.liquidgasuk.org/uploads/DOC5FC77254A1388.pdf 

https://www.lgi.ie/assets/uploads/documents/LGI%20Vision%20Document%202040%20Final.pdf
https://ec.europa.eu/transparency/documents-register/detail?ref=C(2022)2117&lang=en
https://www.liquidgasuk.org/uploads/DOC5FC77254A1388.pdf
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across Europe, and to provide investment confidence to producers, suppliers, and investors 

across the bio propane supply chain. 7  

Time is however required to deliver these innovations, a fact recognised by the European 

Union when setting the 2030 deadline with respect to renewable transport targets and the 

products permitted to form part of that calculation. We advocate strongly for a similar 

timeline to be afforded to us in Ireland, not least in the context of the role our sector plays in 

incentivising consumer switching from higher carbon, polluting fuels to lower carbon, clean 

burning fuels like LPG and BioLPG. 

The use of LPG to fuel forklifts is an example of how alternative fuels, such as LPG and BioLPG 

can support significant emissions reductions across the sector. Some of the largest businesses 

in Ireland depend on LPG for their forklift operations. This means a stable and secure supply 

will be needed to support their timely movement of goods from storage to distribution, 

through indoor and outdoor environments. Using LPG and BioLPG, results in improved air 

quality when compared to other fossil fuel alternative technologies and reduced the need for 

additional infrastructure (charging points) when compared with electric. Therefore, a 

restrictive policy on LPG and BioLPG can lead to higher costs and impede business operations, 

which can result in inflationary pressures in an already precarious economic situation. LPG is 

also used as an alternative fuel in the Autogas sector as well, which demonstrates its flexibility.  

 

• Consideration of other fuels, such as gasoil, which if included within the biofuel blending 

obligation could assist in meeting the ambitious targets for decarbonising transport 

 

Ireland has a high dependence on fossil fuels for transport, which results in significant GHG 

and air pollution and so causes negative societal health impacts. This is recognised as a key 

public health issue by the Environmental Protection Agency. LPG and BioLPG are recognised 

in the Policy Statement for this consultation to be viable lower carbon alternatives for 

transport fuels, especially oil. Both LPG and BioLPG, amongst other biofuels, have been proven 

to be effective alternatives to petrol and diesel, with significant reductions in GHG and air 

pollution levels.  

 

Calor fully supports the low-carbon future for the Irish economy. The liquid gas industry has 

committed to 100% renewable fuels by 2040 and so will support Ireland with its carbon 

reduction targets, and demand for renewable fuels – which is expected to increase. Calor is 

committed to this target and contributing to future sectoral investment in R&D to ensure fuels 

are successful in lowering carbon emissions, can be ‘dropped in’ with no or minimal 

adjustments on existing combustion infrastructure, and are competitively prices.  

 

In addition to the role that BioLPG plays in decarbonising the transport sector, we wish to 

highlight the following alternative fuels for consideration.  

Renewable DME (rDME)  

Similar, to BioLPG, rDME is a gaseous fuel produced from a wide range of renewable 

feedstock, including waste streams and residues. Chemically similar to LPG, it can be blended 

 
7 https://www.liquidgaseurope.eu/images/vision_2050_SCREEN.pdf  
 

https://www.liquidgaseurope.eu/images/vision_2050_SCREEN.pdf
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with LPG up to 20% and used in existing vehicles. 8 It offers huge opportunities for near term 

decarbonisation, not only in the transport sector but also in industrial and domestic heating 

and cooking applications. It is a sustainable gaseous fuel that can reduce greenhouse gas 

(GHG) emissions by more than 80% and it significantly improves local air quality when 

substituting diesel across the transport sector.  

The wide range of available feedstocks and production methods available to produce rDME 

make it a versatile and flexible decarbonisation route. It can be produced via gasification and 

catalytic synthesis, using feedstocks such as municipal solid waste, forest residues, animal 

waste, sewage/industrial sludge, and energy crops. Producing from cow manure is especially 

attractive as it prevents its high methane content being directly released to the atmosphere. 

Therefore, rDME produced from dairy gas (cow manure) has the potential for negative carbon 

emissions of -278gCO2e/MJ, meaning the carbon emissions of an LPG:rDME blend can be 

close to 0 9. Producing from municipal waste will reduce Ireland’s reliance on EfW incineration, 

with 46% of Ireland’s municipal waste currently being incinerated 10. Incineration and landfill 

result in air pollution causing detrimental societal health impacts, such as asthma. 

Furthermore, producing rDME is a far more efficient use of waste, reducing emissions by more 

than 80% compared to incineration11. Most DME (chemically identical to rDME but not made 

from renewable feedstocks) on the market is produced via catalytic synthesis of methanol. By 

switching to renewable methanol, plants can immediately start producing rDME. Finally, 

power-to-x technology can be used to produce rDME from low-carbon hydrogen and carbon 

dioxide.  

To ensure rapid uptake of renewable fuels in the EU market across all sectors, including BioLPG 

and rDME, it is important to signal to the industry and energy citizens that production and use 

of renewable fuels will be supported in the long term by coherent legislation and policies. This 

can only be achieved if measures and incentives are consistent across legislative files. 

Liquified Natural Gas (LNG) and BioLNG 

Calor launched Ireland’s first LNG product in Ireland in 2019, bringing the economic and 

environmental benefits of natural gas to large business energy users off the natural gas 

network. LNG is a cleaner, lower carbon energy solution that delivers for businesses located 

off the natural gas network. LNG delivers a carbon emission saving of 25% when compared to 

heavy fuel oil. LNG also delivers significantly lower particulate emissions (-99%), NOx (-70%) 

and SOx (-80%) – helping to improve air quality. 

In the context of the transport sector, LNG stations could be implemented relatively quickly 

in the future, in partnership with existing forecourt providers and do not require connections 

to the existing gas network. Once LNG stations are established in Ireland, the seamless 

transition to BioLNG will be a step away. 

 
8https://www.liquidgaseurope.eu/images/LGE_Position_on_the_Proposal_for_an_Alternative_Fuels_Infrastructur
e_Regulation.pdf  
9 https://oberonfuels.com/about-dme/dme-basics/  
10 https://www.epa.ie/our-services/monitoring--assessment/waste/national-waste-
statistics/municipal/#:~:text=A%20total%20of%201.4%20million,with%20energy%20recovery%20in%202019.  
11 https://kew-tech.com/  

https://www.liquidgaseurope.eu/images/LGE_Position_on_the_Proposal_for_an_Alternative_Fuels_Infrastructure_Regulation.pdf
https://www.liquidgaseurope.eu/images/LGE_Position_on_the_Proposal_for_an_Alternative_Fuels_Infrastructure_Regulation.pdf
https://oberonfuels.com/about-dme/dme-basics/
https://www.epa.ie/our-services/monitoring--assessment/waste/national-waste-statistics/municipal/#:~:text=A%20total%20of%201.4%20million,with%20energy%20recovery%20in%202019
https://www.epa.ie/our-services/monitoring--assessment/waste/national-waste-statistics/municipal/#:~:text=A%20total%20of%201.4%20million,with%20energy%20recovery%20in%202019
https://kew-tech.com/
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• Specifically, regarding a legal mandate for the implementation of E10, subject to an 

appropriate legal instrument being settled by Government, technical considerations for 

implementation, for example, lead-in time and alignment to the seasonal changeover of 

petrol supplies, i.e., potentially in September 2022 or May 2023, or other key 

considerations. 

 

Calor’s member companies currently only supply LPG and BioLPG in the Irish transport sector, 

and we have limited knowledge of the petrol and diesel market. Therefore, we are not in a 

position to comment on this subject matter. 

 

• Considering the incentive within the increased biofuel obligation rate, your view on the 

support for HVO through multiplier credits under the scheme in 2023 and beyond. 

 

Calor fully supports incentivising the use of renewable fuels across the transport sector by 

means of an increased biofuel obligation rate. This includes support for HVO through 

multiplier credits under the scheme in 2023 and beyond.  

 

According to the Sustainable Energy Authority of Ireland (SEAI), transport is by far the largest 

source of energy-related CO2 emissions in Ireland. Before the COVID-19 pandemic it was 

responsible for over 40% of energy related CO2 emissions in 2019. 12 During 2020, transport 

was the sector whose energy use was most impacted by the public health restrictions taken 

to combat COVID-19, and transport energy use fell by 26%. Despite this drop, transport still 

had the largest share of energy related CO2 emissions in 2020. 

 

In this context, transport will have a significant role to play in Ireland’s national 

decarbonisation agenda. Ireland’s transport system is currently highly fossil fuel dependent, 

which results in significant emissions of greenhouse gases (GHGs) and air pollutants that are 

contained in exhaust fumes. 

 

Calor welcomes the Government’s long-term strategy to reduce the sectors reliance on oil by 

implementing policy measures that will encourage a switch to alternative fuels and 

technologies. Calor can actively contribute to the government’s policy goal to further reduce 

carbon intensity and increase renewable fuel use in the transport sector to 2030 and beyond. 

Liquified Petroleum Gas (LPG), BioLPG and Liquified Natural Gas (LNG) are lower carbon 

emission technologies, proven as effective alternatives to petrol and diesel. 

 

• Inclusion of renewable electricity under the obligation, how this can be achieved in practice 

and the appropriate lead in time for implementation in 2023 or later. 

We have limited knowledge of the electricity market and are therefore not in a position to 

comment on this subject matter.  

Section 2 The EU Approach – setting limits and safeguarding the sustainability  

Your views are sought concerning the proposed increases in biofuels supply envisaged under the 

Climate Action Plan 2021 to support the decarbonising of transport, and specifically concerning, 

 
12 https://www.seai.ie/data-and-insights/seai-statistics/key-statistics/co2/  

https://www.seai.ie/data-and-insights/seai-statistics/key-statistics/co2/
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• What further safeguards to ensure the sustainability of biofuels supply and resilience 

against possible fuel fraud, can be implemented to build upon the existing European 

provisions and plans in this area. 

 

Research and Development 

In order to promote the sustainability of biofuels supply, investment in Research and 

Development is imperative to continue progressing the development of advanced feedstock 

options. Our sector has demonstrated significant progress in feedstock development since the 

introduction of BioLPG to the Irish market in 2018. In 2020, 22.5% of the BioLPG in the Biofuels 

Obligation Scheme was made from Used Cooking Oil. 

We would like to see the Government incentivising the production of BioLPG and newer 

renewable liquid gas development fuels like RDME, by expanding the terms of reference for 

the Climate Action Fund to consider BioLPG and RDME and facilitating research and 

development funding for the sector to provide a platform for those entities intending to 

support domestic production to do so. 

Expanding Feedstock Pool Through New Fuels 

By supporting the development of a wide range of fuels from a variety of feedstocks, the 

market will have greater security against potential scarcity in some feedstocks. One such fuel 

is rDME which can be produced in multiple ways, can be blended for use as a drop in fuel and 

offers instant short-term reduction in emissions.  

Most DME currently in the market is produced via catalytic synthesis of methanol and so by 

switching to renewable methanol as the feedstock, plants can immediately start producing 

rDME. Alternatively, Power-to-X technology can be used to produce rDME whereby 

renewable power supplies energy for electrolysis of hydrogen and carbon dioxide. However, 

the current popular route for rDME production is via gasification and catalytic synthesis. A 

wide range of feedstocks such as dairy gas (cow manure), black liquor and municipal waste 

can be used for rDME production with the potential for carbon intensity as low as                     -

278gCO2e/MJ 13. 

 

The fact that rDME can be produced from readily available municipal waste is very attractive. 

Producing rDME from waste releases 70% fewer GHG emissions than EfW incineration even 

without advanced carbon capture and storage 14. Therefore, the benefits are four-fold: more 

efficient use of household waste compared to EfW; variety of production methods, widens 

feedstocks available for biofuels ensuring sustainability of supply; instant carbon reductions 

from switching out fossil fuels.  

BioLPG too can help widen the pool of feedstocks. 90kt of category 3 tallow is available in 

Ireland and is currently mostly exported to European plants. Therefore, an opportunity could 

arise from domestic production of BioLPG using this abundant feedstock, either through 

gasification or transesterification, creating a sustainable, homegrown supply of biofuels. 

Incentives should be put in place to support the construction of Irish plants. These could 

 
13 https://oberonfuels.com/about-dme/dme-basics/  
14 https://kew-tech.com/  

https://oberonfuels.com/about-dme/dme-basics/
https://kew-tech.com/
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include a contract for difference scheme, giving investors’ confidence throughout a strong, 

stable carbon price (as is being considered in the UK), or R&D grants. 

• The European approach envisages biofuels from high-risk ILUC being phased out by 2030. 

Could Ireland phase these out earlier, and when. 

 

Placing an earlier ban on biofuels from high-risk ILUC would have an immediate and critical 

impact on the availability and supply of critical renewable fuels such as BioLPG, which 

continue to play a significant role in decarbonising Ireland’s transport sector.  

Calor estimates that it needs 5 to 10 years to supply second generation/advanced biofuels in 

Ireland. This ambition involves a vertical integration strategy with producers to gain more 

control of the BioLPG supply-chain. This is happening in other European markets (see Dimeta 

investment in the UK) with an ambition for further investment across Europe. Ireland has an 

opportunity to secure indigenous production of rDME if it is able to offer the right commercial 

conditions for future plant location.  

As outlined above, the Government should seek to incentivise the production of BioLPG and 

development fuels like RDME, by expanding the terms of reference for the Climate Action 

Fund to consider BioLPG and RDME to facilitate research and development funding for the 

sector. Calor seeks alignment with the EU position in order to mature, alongside the EU 

biodiesel market, advanced biofuel feedstocks in the medium term and to ensure stability and 

competitive prices for rural consumers in the transport and heat sectors as we strive to reach 

our 100% decarbonisation goal by 2040. 

Figure 1 below illustrates the current position across the European biofuel and feedstock 

market, with palm oil contributing to just under a fifth of the feedstocks used to produce bio 

and renewable diesel (FAME and HVO) in 2021. It is clear from this chart that an early ban on 

high-ILUC feedstocks presents a supply problem for the European feedstock and biofuel 

market.  

Whilst high-risk ILUC feedstocks contribute to a smaller percentage of the biofuels supplied 

under the Biofuel Obligation Scheme in Ireland, we anticipate a tighter European biofuel 

market as producers and obligated suppliers across Europe accelerate their efforts to meet 

increasing obligation rates.  

https://www.ugi-international.com/news/dimeta-announces-intended-location-its-first-commercial-scale-rdme-production-plant-teesworks
https://www.ugi-international.com/news/dimeta-announces-intended-location-its-first-commercial-scale-rdme-production-plant-teesworks
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Figure 1 – Estimated volume of feedstocks used to produce biodiesel (FAME) and HVO in Europe, 2021 
(source: USDA, 2021) 

Looking out at operational and planned European HVO production capacity over the coming 

years (see Figure 2 below), it is clear to see an increasing trend. New investments in Preem 

facilities in Sweden, and Total facilities in France have continued an upward trend. We 

anticipate this will accelerate over the 2020s.  

 

Figure 2 – Projected European HVO production capacity (source: various) 
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Figure 3 – European biodiesel feedstock shortfall if palm-oil was banned by 2025 

Figure 3 takes the current consumption of palm oil for bio and renewable diesel (FAME and 

HVO – split estimated), and considers the additional demand for biodiesel by 2025, as driven 

by Member State’s National Energy and Climate Plans. Indeed, the sum of these plans shows 

transport biofuel demand increasing by 282% in the 2020s across the EU.  

The trajectory for high-risk ILUC feedstocks has been made clear by the European Commission 

and Member States. We do not think that it is necessary to move the 2030 ban forward, 

particularly given the strong signals and incentives for Annex IX feedstocks. 

It should also be noted that BioLPG supplied on today’s market complies with EU-RED II 

standards and is certified under the International Sustainable Carbon Certification (ISCC) 

Scheme. Additionally, all biofuels (crop based and palm oil) in Ireland have been vetted to 

ensure biofuels used in Ireland adhere to strict sustainability criteria. 

In short, we do not think that it is necessary for Ireland to diverge from the EU Delegated 

Regulation on a phased approach to the replacement of high-risk ILUC feedstocks. Across 

Europe, an early ban coupled with increasing demand for biodiesel and other biofuels, will 

create feedstock supply challenges and increase prices – all else equal.  

Time is required for the biofuels sector to secure advanced biofuel feedstocks, a fact 

recognised by the European Union when setting the transition period to 2030 to the phasing 

out of first-generation feedstocks, in line with the revision of EU RED II timelines covering 

transportation. We strongly advocate for a similar timeline to be afforded in Ireland, not least 

in the context of the role our sector plays in incentivising consumer switching from higher 

carbon, polluting fuels to lower carbon, clean burning fuels like LPG and BioLPG. 

 

• Considering the European limits on biofuels derived from Annex IX Part B feedstocks (incl. 

UCO and tallow) in renewable energy for transport supply, whether certificates awarded for 

biofuels produced from UCO and animal fats should continue to be allowed to be carried 

over to the next obligation period. 

 

De-risking projects concerned with the production of biofuels is key to drive growth in the 

sector. Government must acknowledge the potential volatility in the supply of biological 
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feedstocks, such as UCO and tallow, by giving producers the flexibility to carry certificates in 

times of high supply forwards to times of low supply. The price for UCO and Tallow ranged 

from $900/t to $1400/t in the period December 2018 to January 2020. Insuring investors 

against supply side volatility will encourage the development of Irish biofuel production and 

the adoption of low-carbon fuels. Allowing the carry-over of credits is an effective route of 

doing this.  

 

Ireland has 35kt category 1 tallow available however the market for biofuels produced from 

tallow is nascent and policy should mirror this fact. Time will be required to enforce supply 

chains for consistent supply of feedstocks, especially with emerging plants causing demand 

side instability. Therefore, allowing flexibility around the use of certificates for UCO and 

animal fats should be maintained, at least in the short term.  

 

With more emerging biofuel plants demanding their share of limited feedstocks, a reliable 

supply of feedstocks will take time. Therefore, allowing the carry-over of Annex IX Part B 

feedstocks will be a powerful measure to give flexibility to producers.  

 

• The challenges and opportunities to incentivise production of advanced biofuels from Annex 

IX Part A feedstocks. 

 

rDME uses multiple feedstocks listed in Annex IX Part A: biomass waste (municipal, forest, 

household), animal manure, sewage sludge, and agricultural residues. rDME is an advanced 

biofuel which can be used as a replacement for diesel. It produces up to over 80% less 

greenhouse gas emissions, and less NOx than diesel and oil. 

The industry is currently exploring the use of this fuel and there is intention for this fuel to 

play a role in decarbonising the economy as exemplified by the joint venture announced by 

SHV Energy and UGI Corporation to scale rDME. 

Opportunities 

There is established production technology for rDME (catalytic synthesis from renewable 

methanol) which means rDME can be immediately produced to support decarbonisation. 

Additionally, it is produced using advanced technologies such as gasification and pyrolysis, 

development can support the production of other fuels across all sectors. Gasification and 

pyrolysis can use a wider range of feedstocks, including those immediately available, which 

gives opportunity for low cost and low carbon DME production. As rDME uses feedstocks in 

Annex IX Part A, there is opportunity to domestically source appropriate feedstocks and 

produce rDME, which can be produced domestically and support Ireland’s energy security. 

This can also save on the GHG emissions and air pollution associated with import shipping 

from alternative fuels. Therefore, domestic production of rDME benefits the advancement of 

production technology in Ireland, energy security, and emissions reductions.  

HVO biorefineries are larger than gasification production plants (used for rDME) and so take 

a longer time to build. Considering, Irish biofuel demand could increase to 3,290 ktoe by 

203515, supply must be scaled quickly to meet this demand. Gasification production 

technology provides a relatively quick solution to supporting future low carbon biofuel 

 
15 https://www.seai.ie/publications/Bioenergy-Supply-in-Ireland-2015-2035.pdf  

https://www.seai.ie/publications/Bioenergy-Supply-in-Ireland-2015-2035.pdf
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(rDME). Additionally, gasification usage can support the production of BioLPG through syngas 

production.  

The industry needs financial support that helps innovation and development across the 

advanced biofuels sector. This includes stimulating supply and demand for products such as 

rDME. This means supporting R&D as well as the piloting of plants that use advanced biofuel 

feedstocks, whilst maintaining competition for current biofuels. This would help overcome 

the high production costs experienced with advanced biofuel production and support market 

decarbonisation. 

Challenges 

The LPG sector across Europe, is investing in the progression of advanced biofuels, such as 

rDME to achieve their target of 100% renewables by 2040. The liquid gas industry intends to 

decarbonise and by doing so gradually phase out high ILUC feedstocks, such as 

vegetable/palm oil. However, additional stipulations on ILUC feedstocks will severely restrict 

capability for the liquid gas industry to invest revenues from first generation biofuels in 

transitioning to full decarbonisation through advanced biofuels, such as rDME. Therefore, 

without stable regulation for developed biofuels, the industry may be disincentivised to invest 

in advanced biofuels. 

The industry will need clear policy direction from Government on how biofuels will be 

supported in the long term. Several years are needed to ensure the successful delivery of 

these fuels to market. Therefore, the industry needs clear signalling to direct R&D efforts, 

production facilities and supply chains for fuels such as BioLPG (AKA: HVO Renewable 

Propane) and rDME.  

• With reference to EU Fit for 55 proposals to remove double counting of biofuels from all 

Annex IX feedstocks, views on the implementation of such a measure by 2025. 

Advanced development fuel feedstocks, such as UCO and tallow are crucial to short and 

medium-term decarbonisation of the economy. For example, rDME is an advanced biofuel 

which can be used as a replacement for diesel. It produces over 80% less greenhouse gas 

emissions, and less NOx than diesel and oil. It does not have high ILUC impacts.  

Using annex IX feedstocks, rDME can deliver large GHG savings. Producing rDME from cow 

manure prevents methane being released to the atmosphere meaning the carbon intensity 

can be negative at -278gCO2e/MJ16. 46% of household waste is incinerated in Ireland17 . 

Producing rDME from municipal waste offers a saving of more than 70% compared to EfW 

incineration 18. The potential for GHG savings and better use of resources from Annex IX 

feedstocks means their use should be incentivised through double crediting.  

Implementing this measure from 2025 would not give enough time for the industry to adapt 

to reach their biofuel obligations. Removing the double counting measure would require 

companies to double their activity to produce the obligated amount of UCO in less than 3 

years. This level of scale up will be difficult and would be an issue, as approximately 67% of all 

the biofuel placed on the market in Ireland was produced from UCO, with imports from China 

 
16  https://oberonfuels.com/about-dme/dme-basics/  
17 https://www.epa.ie/our-services/monitoring--assessment/waste/national-waste-
statistics/municipal/#:~:text=A%20total%20of%201.4%20million,with%20energy%20recovery%20in%202019.  
18 https://kew-tech.com/  

https://oberonfuels.com/about-dme/dme-basics/
https://www.epa.ie/our-services/monitoring--assessment/waste/national-waste-statistics/municipal/#:~:text=A%20total%20of%201.4%20million,with%20energy%20recovery%20in%202019
https://www.epa.ie/our-services/monitoring--assessment/waste/national-waste-statistics/municipal/#:~:text=A%20total%20of%201.4%20million,with%20energy%20recovery%20in%202019
https://kew-tech.com/
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accounting for nearly half of all UCO (49%)19. Domestic production options could help 

overcome this reliance on imports and the associated risks. Nonetheless, removal of the 

double counting measures would stretch the industry. Removal would force resourcing 

difficulties and exposure to volatile market prices (from imports), which would make meeting 

biofuel obligation targets difficult. High costs from non-compliance and price volatility may 

also have to be passed to the consumer to save business operations and investment in the 

production of promising low-carbon fuels such as rDME and BioLPG could be limited.  

HVO feedstocks that are eligible for development credits are welcomed and have started to 

provide a springboard for advancing fuels and production techniques towards a low-carbon 

future. We believe this must continue and be built on, through the inclusion of BioLPG and 

rDME in the development fuel category. This is because BioLPG (AKA: HVO Renewable 

Propane) is a drop in fuel, which can be blended up to 100% with LPG, with no requirements 

to change existing applications or infrastructure. rDME should be included because of its 

versatility in production methods, end uses and feedstocks as well its potential for negative 

carbon intensity. This will support the acceleration of the low-carbon transition for the 

industry and Ireland.  

Introducing the double counting removal would disincentivise the development of Annex IX 

feedstocks. Removal risks suppliers exiting the market of advanced biofuels in the pursuit of 

cheaper more available biofuel feedstocks to meet biofuel obligations. The price producing 

advanced biofuels that use biomass feedstocks (such as in Annex XI part A) are significantly 

more than conventional fuels, whereas the bottom end of the price variation from producing 

waste-based feedstocks can be equal to conventional fuel20. This means that promising 

biofuels, such as rDME, face higher production costs than conventional fuels on the market, 

but also show signs of potential as it uses waste feedstocks.  

It must be acknowledged that these are nascent markets. Time and support are required in 

the short-term for the cost of producing fuels such as rDME to fall allowing them to reach 

commercialisation in the medium term. The double-counting measure for Annex XI feedstocks 

has provided incentive to develop fuels such as rDME and BioLPG. However, removing this 

mechanism risks stifling further development without production costs associated with 

advanced biofuels being consistently and reliably lower than competitor fuels. This would in 

effect be cutting out support from the market before it has properly developed.  

• What risk exists of biofuel supply mandates in Ireland cumulatively with those in other 

jurisdictions, creating excessive demand on feedstocks which also constitute food supply, 

thereby worsening food price volatility, and what safeguards would be appropriate and 

effective in relation to such risks? 

 

The limit on Annex IX Part B fuels, such as UCO, to less than 1.7% of the energy content of 

transport fuel impedes the development of the low-carbon fuel market. Mandating this limit 

will limit Ireland’s largest biodiesel feedstock (UCO). This limit disincentivises using UCO as a 

feedstock which is key for HVO and BioLPG production. This restricts the advancement of 

these promising low-carbon fuels into the market. As suppliers seek to fill gaps in demand 

 
19 https://www.nora.ie/_fileupload/457-21X0088%20-
%20BOS%20Annual%20Report%20for%202020%20for%20publication.pdf  
20 https://www.ieabioenergy.com/wp-content/uploads/2020/02/T41_CostReductionBiofuels-11_02_19-
final.pdf 

https://www.nora.ie/_fileupload/457-21X0088%20-%20BOS%20Annual%20Report%20for%202020%20for%20publication.pdf
https://www.nora.ie/_fileupload/457-21X0088%20-%20BOS%20Annual%20Report%20for%202020%20for%20publication.pdf
https://www.ieabioenergy.com/wp-content/uploads/2020/02/T41_CostReductionBiofuels-11_02_19-final.pdf
https://www.ieabioenergy.com/wp-content/uploads/2020/02/T41_CostReductionBiofuels-11_02_19-final.pdf
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from the limit, there is a risk of increased uptake in fuels that contribute to higher ILUC in the 

interim and so food supply may be disrupted. There is also opportunity to domestically supply 

Tallow (category 3) to support the development of a domestic bioenergy sector, specifically 

from agri-food waste and reduce ILUC dependence. 

The European Commission report21 that monitors and reports on the impact of renewable 

energy on land use and food supply found no observed correlation between biofuel demand 

and food prices. Additionally, it states that any biofuel impact on food prices is minimal 

compared to other global food market influences. Therefore, the production of renewable 

energy has a small impact on food supply and land use. This would suggest cost pressures on 

current grain supplies is from global energy inflation and uncertainty as opposed to biofuel 

demand.  

The 2% cap on biofuels produced from crop-based feedstock unnecessarily limits the potential 

for domestic supply. In contrast, the EU average is 5% of transport energy derived from crops. 

This cap is based on a 2020 baseline consumption across EU Member States plus 1%. Ireland 

had a low consumption level, which is why the target is low, as recognised by Irish officials. 

Therefore, this cap is unnecessarily limiting and low and should be reviewed to reflect the 

realities of the current market. 

It should be noted that in Ireland, crop biofuels make up only 0.5% biofuel consumption, and 

that that current requirements for crop biofuels in Ireland are equivalent to approximately 5% 

of what the brewing and distilling sector uses.  

Introducing this cap may affect the ability to supply renewable biofuels such as BioLPG which 

is a bioproduct of biodiesel production. BioLPG can deliver up to 90% GHG emissions savings 

and is sourced from renewable vegetable oils, wastes, and residues. BioLPG supplied on 

today’s market complies with EU-RED II standards and is certified under the International 

Sustainable Carbon Certification (ISCC) Scheme. Additionally, all biofuels (crop based and palm 

oil) in Ireland have been vetted to ensure biofuels used in Ireland adhere to strict sustainability 

criteria. Therefore, crop-based biofuels (and ILUC feedstocks such as palm oil), that have been 

certified to sustainability standards should not be eligible for the 2% limitation.  

Additionally, the industry aims to phase out first generation feedstocks (notably ISCC certified 

vegetable palm oil feedstocks) and once available, introduce advanced feedstocks and fuel 

technology such as rDME. Additional stipulations on ILUC feedstocks will severely restrict 

capability for the liquid gas industry to invest revenues from first generation biofuels in 

transitioning to full decarbonisation through advanced biofuels, such as rDME. Therefore, 

without stable regulation for developed biofuels, the industry may be disincentivised to invest 

in advanced biofuels. 

The trajectory for high-risk ILUC feedstocks has been made clear by the European Commission 

and Member States. We do not think that it is necessary to move the 2030 ban forward, 

particularly given the strong signals and incentives for Annex IX feedstocks. 

 

• The relationship and/or competition between biofuels and global and EU biodiversity 

policy, in particular the need to set aside land for biodiversity. 

 

 
21 RES progress report (europa.eu) 

https://ec.europa.eu/energy/sites/ener/files/renewable_energy_progress_report_com_2020_952.pdf
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Calor has demonstrated significant progress in feedstock development since BioLPG’s 

introduction to the Irish market in 2018. As mentioned previously, our sector continues to 

invest in significant research and development to progress advanced feedstock options, 

including the potential for future supply of BioLPG from local feedstock pathways which 

include the gasification of municipal solid waste.  

 

Calor’s R&D teams are currently engaged with a number of Irish universities on future 

pathway development opportunities. Calor recognises the importance of close collaboration 

with both EU and national industry stakeholders and policymakers to ensure the necessary 

policy support for the production or use of BioLPG in Ireland, and to provide investment 

confidence to producers, suppliers, and investors across the BioLPG supply chain.  

 

Time is however required for the biofuels sector to secure advanced biofuel feedstocks, a fact 

recognised by the European Union when setting the transition period to 2030 to the phasing 

out of first-generation feedstocks, in line with the revision of EU RED II timelines covering 

transportation. We strongly advocate for a similar timeline to be afforded in Ireland, not least 

in the context of the role our sector plays in incentivising consumer switching from higher 

carbon, polluting fuels to lower carbon, clean burning fuels like LPG and BioLPG. 

 

Section 3 Focus on future advanced and development of renewable fuels  

Your views are sought concerning the potential for advanced and development fuels to support the 

decarbonising of transport, and specifically concerning, 

• The proposed indicative annual trajectory of advanced biofuel rate to 2030, and 

corresponding buy-out, as referred to in the Background section above. 

 

Calor supports the proposed obligation rate for advanced biofuel supply to be established at 

0.3% by energy. An indicative trajectory of increase is proposed as 0.6% by energy in 2024, 

and then aligning to European sub-targets of 1% by energy in 2025 and 3.5% by energy in 

2030. 

BioLPG can be blended up to 100% and can continue to make a significant contribution to the 

Department of Transport’s Biofuels Obligation Scheme targets for 2030, in particular in “non-

road transport’ widely used in Ireland through the forklift truck sector. The obligation rate 

increase trajectory, as set out above, will play a critical role in ensuring that the required levels 

of renewable energy used in the transport sector are delivered. 

In relation to the buyout charge, Calor is not an obligated parties and has no further comment.  

 

• With consideration of the advanced biofuel rate and buy-out, should carry over of advanced 

biofuel certificates be permitted and aligned to the provisions for carryover of standard 

biofuel obligation certificates. Are there reasons why such carryover of advanced biofuel 

certificates should not be permitted? 

 

BioLPG has the potential for development as an advanced biofuel in Ireland from biological 

sources in the coming years. Currently, the LPG EU sector is investing in the research and 

development of second generation BioLPG, which as an advanced biofuel, will place a stronger 
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focus on advanced processes, using wastes and lignocellulosic feedstocks that typically 

achieve greater efficiencies and deliver greater GHG savings. 

Calor agree with the Department’s approach to permit the carryover of advanced biofuel 

certificates, as these fuels can and will continue to provide a method to help achieve Ireland’s 

renewable obligations in the transport sector in the longer term.  

• With reference to increased European ambition under the Fit for 55 proposals and under 

the Climate Action Plan, the potential for a higher national target to be set for advanced and 

development fuels. 

 

The European Fit for 55 Proposal increases the ambition for the supply and use of advanced 

and development renewable fuels in road transport, while introducing a sub-target for 

renewable fuels of non-biological origin (RFNBOs), and similar targets for advanced and 

development renewable fuels applicable by 2025 in the aviation sector. 

 

Calor is in favour of a potentially higher national target to be set for advanced and 

development fuels. This will promote greater use of key renewable fuels, which will support 

Ireland in meeting the ambitious targets as set out under the EU’s Fit for 55 packages.  

 

• With reference to proposals for a sub-target for renewable fuels of non-biological origin 

envisaged under the current European proposals for revision of the RED, that this could be 

implemented earlier in Ireland, e.g., from 1 January 2024. 

 

Both rDME and BioLPG can be produced via power-to-x technology, an attractive solution for 

meeting targets on renewable fuels of non-biological origin. Renewable power can supply 

energy for the electrolysis of low-carbon hydrogen and CO₂ to produce BioLPG or rDME.  

 

This has two major advantages over other power-to-x routes such as the electrolysis of water 

to produce hydrogen. BioLPG and rDME can be used immediately in vehicles to reduce 

transport emissions whereas fuel cell technology is very expensive and requires major 

overhauls to charging infrastructure and the vehicle stock. Also, liquid rDME is an attractive 

hydrogen carrier. The volumetric energy density of rDME is higher than that of liquid hydrogen 

and so a litre of rDME contains more hydrogen. Liquid rDME is easily transportable and can 

be used directly in industrial settings or converted back to hydrogen through a simple process 

before use. 

 

Calor supports the move to develop the sub-target as an overreliance on biological feedstocks 

could lead to volatility in the supply of renewable fuels. However, these targets should not be 

met solely via green hydrogen. BioLPG and rDME can be effective routes to meet these targets 

owing to their versatility and variety of feedstock options. A 2024 start-date does not give 

sufficient time for the mass sourcing of renewable energy sources and green hydrogen 

required for power-to-x BioLPG and rDME and so the target should be calibrated accordingly 

with additional support considered to incentivise domestic production.  

 

• A further measure to be applied in implementing the proposed multiple credits for certain 

advanced and development fuels when applied in combination, considering potential 

distortion effects or unintended consequences. For example: Prescribing a hierarchy of 

supply to transport or other sectors, such as in countering the effect of market pricing 
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resulting in HVO supply to the aviation sector rather than road transport. Further limiting 

the application of multipliers relative to certain feedstocks, such as limiting multiple credits 

to biomethane when produced from feedstock under Annex IX Part A, so as not to promote 

feedstocks such as grass being used in biomethane production for transport rather than 

animal feed. 

 

Liquid rDME can be used as a hydrogen carrier and should therefore qualify as a development 

fuel. Liquid hydrogen is less energy dense than liquid rDME and so rDME provides a more 

efficient way of providing hydrogen energy by volumetric comparison- it contains more 

hydrogen per litre. Liquid rDME can be used directly in industrial production or with adding a 

simple process before use can be converted back to hydrogen. This demonstrates the 

versatility of rDME as a fuel. 

Power-to-x technology can produce rDME. This has advantage over other power-to-x routes, 

such as the electrolysis of water to produce hydrogen, because rDME can be used immediately 

in vehicles to reduce transport emissions. In contrast, fuel cell technology is very expensive 

and requires major overhauls to charging infrastructure and the vehicle stock. 

HVO is included within the development fuels category and is eligible for development 

certifications. The HVO production process is currently the main method of producing BioLPG 

(AKA: HVO Renewable Propane). As BioLPG uses HVO feedstocks and production processes 

which are eligible for development certification, BioLPG should be included within the 

development fuels category.  

BioLPG can also be made from syngas as a result of the gasification process. Crediting BioLPG 

as a development fuel, provides another opportunity to develop advanced production 

processes and BioLPG within Ireland, such as through gasification. Gasification plants are 

smaller than biorefineries and so can be constructed quicker to meet increasing biofuel 

demand.  

Including BioLPG in the development fuels category can incentivise increased production to 

immediately decarbonise LPG. BioLPG can be blended up to 100% with LPG, and it delivers up 

to 90% certified carbon emission savings in comparison. The fuel can be used in the domestic, 

non-domestic and transport sector. This solution is readily available, affordable and can be 

easily transported, whilst being used in existing LPG applications. Backing this fuel will drive 

investment further, resulting in easy and immediate success decarbonising the economy.  

Any market interventions must still incentivise fuel development into different markets and, 

crucially, result in competitive and stable prices across the industry.  

• In addition to the proposals in the Policy Statement for credits to incentivise advanced and 

development fuels, what other measures could promote their supply and use in the 

transport sector? 

 

Calor notes that the current biofuel obligation only applies to fossil fuels supplied into the 

road transport sector. From 2024, the obligation will be expanded to include fossil fuels 

supplied to the rail sector. 

 

Further expanding the definition of “transport” would provide more opportunities to deliver 

biofuels and receive recognition under the Biofuels Obligation Scheme. Currently only road 
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transport is included. Materials handling is a form of transport widely used in Ireland through 

Forklift Trucks. This form of transport is of particular interest, it currently uses diesel, petrol, 

and LPG engines. Widening the scope of transport would provide new channels for innovation 

and biofuels.  

 

Marine transport and aviation could be considered under the obligation scheme. In April 2022, 

Ryanair announced its partnership with Neste to power flights using a 40% sustainable 

aviation fuel (SAF) blend, which will reduce greenhouse gas emissions by over 60%. 22  

Incentivising the use of renewable fuels across the sub sectors of transport will play a 

significant role in helping EU member states achieve their emission reduction goals. 

 

There is a large range of hard to electrify transport cases which should be priorities for biofuel 

support. Tractors, canal boats and HGVs to name a few, will need alternatives to electrification 

and rDME/BioLPG can be the fix here. rDME has already been proven to be effective in 

decarbonising HGVs as shown in trials in Sweden with a reduction in emissions of 90% 

compared to diesel 23.  

 

Biofuels such as rDME and BioLPG can provide an instant fossil fuel replacement to areas 

which require alternative solutions to electrification. However, to meet the additional 

demand, support towards the development of these fuels is required and incentives put in 

place for domestic production of BioLPG and rDME.  

 

Government should consider a contracts-for-difference scheme to encourage domestic 

production of fuels like rDME and BioLPG or increased credit incentives for fuels which can 

feed these new markets. 

 

Widening the definition would engage new stakeholders in the transport market and inform 

them of the transport targets. This could develop new interest in this sector and further 

develop solutions. 

 

Section 4 Aligning administration of the biofuel obligation with the policy for 

renewable fuels 

Your views are sought concerning the future administration of the biofuel obligation, and its 

alignment with the European framework for renewable energy in transport, and specifically 

concerning, 

• With reference to the proposal to move to an energy-based biofuel obligation system, while 

enabling continued volume-based reporting by account holders, considering the possible 

future move to European carbon intensity targets in the coming years. 

 

We support the move to an energy-based obligation based on the reasoning for alignment 

with the recast Renewable Energy Directive. However, the energy content per volume of 

biofuel is important here, we acknowledge Annex III in the recast Renewable Energy Directive 

 
22 https://corporate.ryanair.com/news/ryanair-partners-with-neste-holland-to-power-flights-with-40-saf-

blend/?market=en  
23 https://www.greencarcongress.com/2010/09/biodme-20100916.html  

https://corporate.ryanair.com/news/ryanair-partners-with-neste-holland-to-power-flights-with-40-saf-blend/?market=en
https://corporate.ryanair.com/news/ryanair-partners-with-neste-holland-to-power-flights-with-40-saf-blend/?market=en
https://www.greencarcongress.com/2010/09/biodme-20100916.html


 

23 
 

provides the default values to be used by the Member State. In line with amendments of 

Annex III RED ii, the new scheme should adopt any updates on the default values. An increase 

in the biofuel quality in the future will result in higher calorific values, the flexibility to 

recognise this is requested. 

 

• Proposed additional measures to support compliance while the obligation rate increases in 

coming years and to ensure compliance with European targets, in the short to medium term, 

through: Introduction of a penalty and progressive fine for non-compliance with the fuel 

quality directive target. Permitting upstream emissions reductions (UERs) to be offset 

against the fuel quality directive obligation. Limiting the proportion of certificates that can 

be carried over into the next obligation period, to 10% or 5% (applicable to standard or 

proposed advanced biofuel obligation certificates), so as to moderate any distortions in 

annual compliance with the obligation rate. 

 

Permitting upstream emissions reductions to qualify for offset against the fuel quality 

directive obligation should include key rDME feedstocks that would otherwise be emitted or 

used in more carbon intensive routes. For example, a wide range of feedstocks such as dairy 

gas (cow manure), black liquor and municipal waste can be used for rDME production with 

the potential for carbon intensity as low as -278gCO2e/MJ 24. Furthermore, producing rDME 

from waste releases 70% fewer GHG emissions than EfW incineration even without advanced 

carbon capture and storage 25. Therefore, the significant advantage of carbon savings that 

come with using rDME as a fuel should be rewarded. 

We do not believe that limiting the proportion of certifications that can be carried over to 10% 

or 5% will support the industry because:  

Any additional measures to support compliance of the obligation rate increase should support 

market competition through providing flexibility. This is because the industry is susceptible to 

external shocks, such as volatile feedstock prices - U.S soybean oil prices more than doubled 

2020-202126. These shocks mean producers may have to absorb or pass on costs 

unexpectedly. Carrying over certificates acts as a safety buffer against these shocks, protecting 

industry and consumers.  

The industry is moving towards decarbonisation – the liquid gas industry has announced by 

2040 all fuels will be from renewables. To ensure a smooth transition long-term policy 

certainty is required to allow the low-carbon biofuel market to develop. More stringent 

compliance could risk disrupting this transition through reduced revenue to invest in low 

carbon fuels (BioLPG and rDME) and production technology, such as pyrolysis and gasification. 

Also, if non-compliance costs are set at a value that cannot be met by industry, then there is 

a risk of passing on the higher costs to consumers. 

 

• The challenges and opportunities for inclusion of renewable fuel supplied for use in aviation 

and maritime within the obligation in future years, aligning to European Fit for 55 proposals. 

 

 
24 https://oberonfuels.com/about-dme/dme-basics/  
25 https://kew-tech.com/  
26 https://www.cmegroup.com/education/articles-and-reports/chinas-high-demand-for-soybeans-fuels-asian-

hours-futures-trading.html 

https://oberonfuels.com/about-dme/dme-basics/
https://kew-tech.com/
https://www.cmegroup.com/education/articles-and-reports/chinas-high-demand-for-soybeans-fuels-asian-hours-futures-trading.html
https://www.cmegroup.com/education/articles-and-reports/chinas-high-demand-for-soybeans-fuels-asian-hours-futures-trading.html
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As outlined above, Calor see merit in broadening the scope of the Biofuel Obligation rate to 

include renewable fuel supplied for use in other areas of the transport sector, including in 

aviation and maritime. This would engage new stakeholders in the transport market and 

inform them of the transport targets, leading to the potential development of new interests 

and solutions for the sector.  

 

These areas are far harder to electrify than passenger vehicles especially in rural areas where 

charging infrastructure will need to be installed and the electricity grid reinforced severely. 

BioLPG and rDME offer a flexible, instant solution for hard-to-treat areas such as maritime and 

aviation. BioLNG is a viable option in the maritime sector with many ships already converted 

from HFO to LNG to meet MARPOL (International Maritime Organisation) regulations. Policy 

should reflect the difficult nature of decarbonising these areas and support domestic biofuel 

production to meet the large demand these sectors will bring. Government should consider 

contracts-for-difference schemes for plants producing promising fuels such as BioLPG and 

rDME reflecting their pivotal role in decarbonising transport. One must only look as far as the 

UK rollout of offshore wind for the success of contracts-for-difference schemes.  

 

• Whether the Department should seek to carry out further research into different types of 

recycled carbon fuels, concerning their possible contribution to decarbonising transport, 

other impacts, or unintended consequences? 

 

Calor encourages the Department to align with the EU RED Directive in this regard. Divergent 

Member State implementation of RED II for recycled carbon fuels would create an 

unnecessary barrier to deployment and delay their market access in the EU. Ireland should be 

able to rely on all sustainable solutions available to transition to a low carbon economy. The 

inclusion of recycled carbon fuels in RED II will support this, enabling the deployment of 

innovative carbon capture and thermal conversion technologies such as gasification and 

liquefaction to produce fuels from gas streams and solid waste fractions, respectively. 

 

• Is there other research the Department should consider around the Renewable Fuels for 

Transport Policy? 

 

Calor would like to draw Department of Transport’s attention to Calor’s Vision 2040, which 

outlines the role that LPG and BioLPG can play as cleaner, lower carbon fuels in helping Ireland 

to meet its decarbonisation targets.  

 

Vision 2040 

In September 2020, Liquid Gas Ireland launched its Vision 2040, which sets out how our 

industry can contribute to Ireland’s ‘Green New Deal’, including the ambitious goal to reach 

net zero emissions by 2050, and to the Government’s Clean Air Strategy.  

 

Calor is committed to working with Ireland’s policymakers to develop a long-term supportive 

policy framework to achieve ‘net zero’ and address barriers to decarbonisation in the off-grid 

heat and transport sectors. 

 

Our society demands an energy transition that is fair, affordable, and convenient; Liquid Gas 

Ireland’s member companies have the experience and expertise to help deliver it. We look 
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forward to engaging with Government and energy sector stakeholders in the coming weeks 

and months. 

 

• Do you have anything further that you would like to add about the Renewable Fuels for 

Transport policy? 

 

Calor remains available to provide input to the development of the Department’s Renewable 

Fuels for Transport Policy and Biofuels Obligation scheme. We are also available to outline in 

more detail the supply pathways that our EU wide sector is developing and investing in to 

meet the needs of its LPG and BioLPG consumers in the transport sector. 

In recognising the opportunities that LPG, BioLPG and rDME will have to offer in decarbonising 

the Irish transport sector, we respectfully request that the Department considers three policy 

interventions, as set out below, to incentivise: 

1. Research and Development – Investment in R&D is imperative to continue progressing 

the development of advanced feedstock options. This will act to further promote the 

sustainability of biofuels supply. Our sector has demonstrated significant progress in 

feedstock development since the introduction of BioLPG to the Irish market in 2018 and 

would like to see the Government investing in further research to support Ireland’s 

climate ambitions.  

 

2. Indigenous Production - HVO production is increasing in Europe, driven by the revised EU-

RED and renewable transport fuel targets. The Irish market is likely to be dependent on 

imports in the short-medium term without investment in domestic production but there 

is significant potential, however, for investment in indigenous production facilities in 

Ireland. Opportunities include new HVO plants, coprocessing at existing refineries and 

commercialising new and novel processes for bio-propane synthesis.  

 

3. Financial support – Financial incentives should be put in place to attract future investment 

for the construction of domestic plants, such as a contract for difference scheme, to give 

investors’ confidence throughout a strong, stable carbon price. Increased investment will 

facilitate the longer-term development of plants for the domestic production of 

renewable fuels, which will in turn lead to the creation of green jobs, as well as in secured 

supplies that will support Ireland to meet its decarbonisation targets. 

 

Contact Details 
 

For further information or enquiries relating to this submission, please contact: 

Catherine Hannon, Public Affairs and Sustainability Manager 

Calor Gas 

Longmile Road 

Dublin 12 

E: catherine.hannon@Calorgas.ie 

mailto:catherine.hannon@calorgas.ie
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The proposed indicative annual trajectory of the biofuel obligation rate to 2030, and the 

corresponding buy-out charge, as referred to in the Background section above. 

The proposed targets for the share of energy in the transport sector in the Renewable Transport 

Policy Statement are set at 33.5%, approx. 28% GHG reduction, this is considerably higher than the 

European level of 13% GHG. Biofuel production is still developing therefore it would not be prudent 

to set targets for 2025 and beyond without first reviewing technology advancement, supply volumes 

and feedstock availability. Carbery believes that it is also essential to ringfence existing indigenous 

Low Carbon Biofuels as part of this process. 

With reference to increased European ambition under the Fit for 55 proposals or further measures 

under the Climate Action Plan, the potential for even higher national targets for 2030, for 

example, to support a blending target or biodiesel/HVO of B25 or B30, or an option for supplying 

an E85 blend by 2030. 

Carbery believes that the focus should be on moving to E10 and B20 first. Once this is completed the 

lessons learned and insights gained can be used in the move to more ambitious targets. The move to 

E85 will be challenging due to the lack of availability of waste-based ethanol currently to Ireland. In 

order for the rollout of E85 to be successful all current supply/feedstocks of waste-based ethanol to 

the Irish market need to be protected. 

The challenges and opportunities presented by these ambitious targets – with reference to 

achievability, technical implementation considerations, and availability of sustainable supply 

whether imported or indigenous. 

As mentioned above the challenge should first be to implement E10 and then move on to the more 

ambitious target of E85. Moving to E10 will achieve an overall blending rate of 14.1vol% which is 

inadequate to meet the proposed targets of > 16vol% from 2023 onwards, while this is still short of 

the target it will pave the way for the step up to E85. 

Consideration of other fuels, such as gasoil, which if included within the biofuel blending 

obligation could assist in meeting the ambitious targets for decarbonising transport. 

Carbery believes that Biomethane should be considered and could become a central element in 

meeting the decarbonising transport targets, incentivisation will be needed in this space to 

encourage investment in anaerobic digestors. The use of Biomethane is essential if we are to 

accelerate the reduction of GHG emissions in multiple sectors, including transport.  Studies show 

that biomethane is an effective way to abate GHG emissions from transport, which represent 25% of 

the total emissions in the EU.  Biomethane is used as a biofuel in the form of a CNG or LNG 

substitute, called bio-CNG or bio-LNG. Biomethane in transport is a high performer in terms of the 

reduction of GHG emissions. Depending on the feedstock used, biomethane can have even negative 

emissions. 

 



Specifically, regarding a legal mandate for the implementation of E10, subject to an appropriate 

legal instrument being settled by Government, technical considerations for implementation, for 

example, lead-in time and alignment to the seasonal changeover of petrol supplies, i.e., 

potentially in September 2022 or May 2023, or other key considerations. 

Carbery supports the introduction of E10 but recognises that there needs to be co-operation with 

the industry as there are many issues that would need to be addressed including but not limited to 

lead in times and infrastructure challenges. 

 

Considering the incentive within the increased biofuel obligation rate, your view on the support 

for HVO through multiplier credits under the scheme in 2023 and beyond. 

No strong view on this point 

Inclusion of renewable electricity under the obligation, how this can be achieved in practice and 

the appropriate lead in time for implementation in 2023 or later. 

No strong view on this point 

What further safeguards to ensure the sustainability of biofuels supply and resilience against 

possible fuel fraud, can be implemented to build upon the existing European provisions and plans 

in this area. 

Carbery believes that it is imperative to protect the integrity of the biofuel supply process, we are 

already subject to stringent regulations and these need to be upheld throughout the supply chain to 

ensure public confidence and protect against opportunities for fraud. 

The European approach envisages biofuels from high-risk ILUC being phased out by 2030. Could 

Ireland phase these out earlier, and when. 

Carbery has no issue with these fuels being phased out by 2030 as Ireland has limited use of biofuels 

from high-risk ILUC feedstocks. Currently more than 90% of Ireland’s biofuel feedstock is waste 

based not crop based ensuring a high degree of sustainability. 

Considering the European limits on biofuels derived from Annex IX Part B feedstocks (incl. UCO 

and tallow) in renewable energy for transport supply, whether certificates awarded for biofuels 

produced from UCO and animal fats should continue to be allowed to be carried over to the next 

obligation period. 

No strong view on this point 

The challenges and opportunities to incentivise production of advanced biofuels from Annex IX 

Part A feedstocks. 

The Advanced Feedstocks listed under Annex IX Part A are crucial in the long-term plan for biofuel 

production and transport decarbonisation. Carbery believes that these feedstocks should be 

supported through effective buy-out pricing to incentivise the supply chain.  There are some 

challenges to this including R&D, cost, time and the food versus fuel debate. The Government should 

look at every opportunity to ring fence existing biofuels available to be included on Annex IX Part A 

now including Whey Permeate <6% solids. 



With reference to EU Fit for 55 proposals to remove double counting of biofuels from all Annex IX 

feedstocks, views on the implementation of such a measure by 2025. 

Carbery does not support the removal of double counting from all Annex IX feedstocks. Double 

counting should be retained to incentivise purchase of sustainable biofuel, the current scheme has 

been successful in Ireland. 

What risk exists of biofuel supply mandates in Ireland cumulatively with those in other 

jurisdictions, creating excessive demand on feedstocks which also constitute food supply, thereby 

worsening food price volatility, and what safeguards would be appropriate and effective in 

relation to such risks? 

Most of the biofuels in Ireland are sourced from waste rather than being crop-based, therefore there 

is no reason to believe that a biofuel supply mandate will place any excessive demand on feedstocks. 

Carbery believes that if the EU Green Deal and Red II directive are proposed properly across all 

jurisdictions then there shouldn’t be an impact on feedstocks as more biofuels come into the mix.   

From our perspective whey permeate (<6% solids) produced in Carbery’s process is a biodegradable 

residue without any other economically viable end use. In its current form it is not fit for use in the 

food or feed chain and requires a high degree of processing to convert the whey permeate into a 

form fit for use in the food or feed chain therefore the use of a whey permeate has no impact on the 

demand for feedstocks. There are currently only two facilities in Europe with this processing 

capability accounting for less than 0.05% of all ethanol used in Europe for biofuel blending. 

The relationship and/or competition between biofuels and global and EU biodiversity policy, in 

particular the need to set aside land for biodiversity. 

Carbery believes that the development of renewable sources is crucial for achieving the EU’s energy 

and climate targets. At the same time, such developments may give rise to conflicts with EU 

biodiversity goals, especially those related to nature conservation. According to the EU 

commissioned report “POTENTIAL IMPACTS OF BIOENERGY DEVELOPMENTS ON HABITATS AND 

SPECIES PROTECTED UNDER THE BIRDS AND HABITATS DIRECTIVES” undertaken by Arcadis that 

changes in land use or management driven by bioenergy consumption may have positive, neutral or 

negative impacts depending on their scale, location, context and the EU protected habitats and 

species affected. Mitigation measures can, if correctly implemented, avoid or reduce impacts that 

may otherwise be detrimental for habitats and species of EU interest. The study highlights the 

important role that the Natura 2000 network has to play in the protection of EU protected habitats 

and species from the potential impacts of bioenergy feedstock production. Thus, the proper and full 

implementation of the Habitats Directive’s Natura 2000 site protection and management measures, 

in combination with other policy measures (e.g. CAP regulations and funding), should be sufficient to 

avoid many of the potential impacts according to the final report. In Carbery’s case we are looking at 

ways to enhance biodiversity on our farmer suppliers’ farms. Take for example the Farm Zero C 

project where we are developing a climate neutral dairy farm at Shinagh Farm. The farm has set 

itself an ambition of achieving at least 10% natural/semi-natural habitats as part of the overall farm 

land area. (The farm has gone from 6.4% to 7.9% over the past two years through measures such as 

the addition of 300 metres of native hedgerows this spring,). We are hoping to ensure that all our 

farmers (1215) meet the 10% threshold by 2030 and we know that a considerable number already 

exceed this threshold. 

The proposed indicative annual trajectory of advanced biofuel rate to 2030, and corresponding 

buy-out, are referred to in the Background section above. 



Carbery supports setting the advanced biofuel obligation at 0.3% in 2023, however we would 

support widespread consultation with regard increasing this to 1% in 2025. 

With consideration of the advanced biofuel rate and buy-out, should carry over of advanced 

biofuel certificates be permitted and aligned to the provisions for carryover of standard biofuel 

obligation certificates.  Are there reasons why such carryover of advanced biofuel certificates 

should not be permitted? 

Nil 

With reference to proposals for a sub-target for renewable fuels of non-biological origin envisaged 

under the current European proposals for revision of the RED, that this could be implemented 

earlier in Ireland, e.g., from 1 January 2024. 

Carbery believes that a strategy should be developed around the use and incentivisation of 

Hydrogen before getting into sub targets. 

A further measure to be applied in implementing the proposed multiple credits for certain 

advanced and development fuels when applied in combination, considering potential distortion 

effects or unintended consequences. For example: 

Prescribing a hierarchy of supply to transport or other sectors, such as in countering the effect of 

market pricing resulting in HVO supply to the aviation sector rather than road transport.  

 

Further limiting the application of multipliers relative to certain feedstocks, such as limiting 

multiple credits to biomethane when produced from feedstock under Annex IX Part A, so as not to 

promote feedstocks such as grass being used in biomethane production for transport rather than 

animal feed. 

Nil 

In addition to the proposals in the Policy Statement for credits to incentivise advanced and 

development fuels, what other measures could promote their supply and use in the transport 

sector? 

Carbery believes that the following measures should be used to promote their supply and use: 

Reduced duties, Carbon tax reductions and incentives to produce for the Irish market. 

 

With reference to the proposal to move to an energy-based biofuel obligation system, while 

enabling continued volume-based reporting by account holders, considering the possible future 

move to European carbon intensity targets in the coming years. 

An energy-based biofuel obligation system should be considered as a precursor to moving to a GHG 

based system, provided double counting for Annex IX, Part B feedstocks remains in place until such 

time as a GHG system is implemented 

Proposed additional measures to support compliance while the obligation rate increases in coming 

years and to ensure compliance with European targets, in the short to medium term, through: 

 

Introduction of a penalty and progressive fine for non-compliance with the fuel quality directive 

target. 

 



Permitting upstream emissions reductions (UERs) to be offset against the fuel quality directive 

obligation. 

 

Limiting the proportion of certificates that can be carried over into the next obligation period, to 

10% or 5% (applicable to standard or proposed advanced biofuel obligation certificates), so as to 

moderate any distortions in annual compliance with the obligation rate. 

We are in agreement with these proposals. 

The challenges and opportunities for inclusion of renewable fuel supplied for use in aviation and 

maritime within the obligation in future years, aligning to European Fit for 55 proposals. 

We consider one of the fundamental threats to the biofuels industry, that is currently responsible for 

significant CO2 emission reductions in road transport is any additional benefits for biofuels for 

aviation. As expressed earlier there must be a balanced approach to both industries to avoid 

feedstocks being transferred to one industry at the detriment of the other. This may reduce CO2 

emissions in aviation but at the expense of road transport, which defeats the purpose of a 

Renewable Fuels for transport Policy. 

Whether the Department should seek to carry out further research into different types of recycled 

carbon fuels, concerning their possible contribution to decarbonising transport, other impacts, or 

unintended consequences? 

Nil 

Is there other research the Department should consider around the Renewable Fuels for Transport 

Policy? 

No Comment 

Do you have anything further that you would like to add about the Renewable Fuels for Transport 

policy? 

Focus should be on both road transport and aviation emission reductions with both sectors being 

considered to ensure that Ireland maximises the GHG savings throughout all relevant sectors.  Gasoil 

blending has to be considered for its additional GHG savings and security of supply and specific 

incentives need to be introduced to ensure the continued supply of sustainable and advanced 

biofuels, namely through grant aid/excise duty relief etc. The recent conflict in Ukraine highlights the 

lack of security of supply and the corresponding effects on fuel costs. Whilst electrification will 

reduce the demand for fossil fuels, to a certain extent, biodiesel, HVO, ethanol and biomethane are 

all part of the solution and increasing the penetration of these renewable fuels will further reduce 

the use of fossil fuels. Transport policy must consider the increasingly negative effects of climate 

change through the emissions of CO2 and must recognise that the solutions will come at a cost both 

to the exchequer and the consumer so that the detrimental effects of the continued CO2 emissions 

can be reduced. 
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Renewable Fuels for Transport – CIÉ Group Response 
 

The CIÉ Group of Companies (including Bus Éireann, Iarnród Éireann, and Bus Átha Cliath) 

welcomes the Department’s publication of the Renewable Fuels for Transport Policy Statement 

and the opportunity to provide our views. CIÉ is committed to sustainability, with the mission of 

offering a low-carbon transport option, connecting communities; maximising accessibility; 

protecting biodiversity and supporting compact growth. 

Our sustainability strategy has a strong focus on meeting Ireland’s national climate targets by 

transitioning to a low carbon and zero emissions fleet and reducing our consumption of fossil 

fuels. This means reducing our carbon emissions by 51% by 2030 and achieving net zero emissions 

by 2050. The use of biofuels is being explored across the Group to reduce the carbon intensity 

across our rail and bus network, and CIÉ welcomes the Department of Transport’s development 

of the Renewable Fuels for Transport Policy to further establish the use of sustainably-sourced, 

low-carbon biofuels in the Irish transport sector. 

The CIÉ Group welcomes the provisions set out within the Renewable Fuels for Transport Policy 

Statement and wishes to draw attention to a number of areas which would benefit from further 

consideration. 

 

Biofuel Blend Rates 
CIÉ Group notes that Action 7 of the Renewable Fuels for Transport Policy Statement requires that 

the obligation rate be increased on a graduated basis with effect from 1 January 2022 with the 

indicative trajectory reaching 23% blend by volume by 2025. 

CIÉ Group aims to decarbonise the use of energy in transport, and is working across the Group to 

integrate B7 in the bus and rail fleets. Currently, approximately 10% of the Bus Éireann fleet uses 

7% biofuel (B7) through external fuelling at Forecourts which equates to approximately 3 million 

litres of B7 yearly. The remainder of the Bus Éireann bus and coach fleet uses B0 fuel. The Bus 

Átha Cliath and Iarnród Éireann fleets currently use B0 only but are working toward introducing 

B7 for use in their buses and trains. Bus Éireann, Iarnród Éireann, and Bus Átha Cliath carry out 

their internal refuelling at the same source and share the same fuel type across their vehicles. 

After conducting trials to test the compatibility of B7 with the existing bus and locomotive models 

and obtaining approval from engine manufacturers to use a B7 blend across all fleets, it was 

determined that this fuel type was suitable for use by the three Operating Companies. Bus Éireann, 



Iarnród Éireann, and Bus Átha Cliath have now recommended to adopt this fuel type to align more 

closely, with the Climate Action Plan and the Group’s emissions reduction strategy. 

CIÉ Group is undertaking best efforts to examine all opportunities to integrate B7 across our fleets, 

however, there are technical and financial challenges to this process given the significant cost and 

operational impacts of implementing B7 more widely across the Group and in using higher FAME 

blends across the CIÉ fleet of buses and trains. 

 According to vehicle OEMS specifications, the use of FAME blends above 7% by volume has 

implications on the operation and maintenance of the bus fleets. Buses that use FAME blends of 

7% by volume and higher require their filters to be changed more regularly which would create 

financial and operational impacts for Bus Éireann and Bus Átha Cliath.  The use of FAME blends of 

more than 12% by volume are especially difficult to implement as they are not supported by OEMs 

due to concerns over fuel quality and stability. Across the Iarnród Éireann fleet, there are similar 

technical barriers with the use of higher FAME blends as older locomotive models are unable to 

use FAME blends higher than 7% by volume. The use of 20% FAME by volume compared to 7% 

presents a significant technical challenge and has implications for engine performance and engine 

maintenance particularly on older engine types. Any increases in the FAME blends used for each 

Operating Company fleet would require trial periods to conduct engine compatibility testing 

across the different bus, coach, and train models to ensure fuel quality and stability for each 

vehicle. 

CIÉ Group is supportive of the use of biofuels in transport and is working, through pilot 

programmes, to integrate their use in each fleet. However, the operational changes required for 

integration incur significant associated costs. CIÉ Group faces increasing costs throughout this 

process and would greatly benefit from supportive policy measures to mitigate the above technical 

and financial limitations. 

Additionally, each Operating Company is currently working through the financial due diligence 

process with regard to the cost of putting hedges in place for biofuel in addition to the current fuel 

hedging for B0 Diesel.   Biodiesel pricing, due to its very nature and the impact of climate, 

environmental and economic factors is likely to be more volatile.  To date we have operated our 

fuel hedging for B0 with two approved partners, only one of which has indicated that they would 

be interested in hedging the B7 element.  A new Fuel Hedging Qualification System has recently 

been advertised in the Official Journal of the European Union noting the Group’s proposed move 



to biofuel.   So far, a third company has expressed interest and CIÉ will continue to seek other 

potential suppliers. 

Once the due diligence process has been completed and the financial implications are understood, 

a date will be agreed to move to the consumption of B7 across all three CIE Operating Companies. 

CIÉ Group wishes to highlight the potential role of policy in addressing the issue with biofuel 

implementation created by the complex hedging process. Any Government policy measures 

designed to minimise this barrier or simplify the hedging process would greatly support CIÉ Group 

in phasing out its consumption of B0 and adopting B7. 

 

Use of HVO 
CIÉ Group welcomes Action 3 of the Renewable Fuels for Transport Policy Statement which 

includes a provision to examine the availability of Used Cooking Oil and certain Animal Fats with a 

view to seeking a higher limit for biofuels made from these feedstocks. 

Hydrogenated Vegetable Oil is approved for use in trains and buses at blend rates of up to 100% 

by volume which would allow for the use of biofuel across the CIÉ bus fleets in accordance with 

the increasing trajectory of the biofuel obligation blend rate. The use of HVO would bypass the 

technical and operational barriers associated with higher FAME blends and engine compatibility. 

However, at present HVO is not being widely blended and the cost of purchase prohibits its use in 

the volumes that CIÉ Group would require. There are additional issues with its availability in the 

required quantities and the security of supply. Adoption of HVO fuel would also require engine 

compatibility testing prior to extending its use in the bus and train fleets. CIÉ Group supports 

raising of limit on the use of HVO in Ireland’s transport energy mix in combination with any policy 

mechanisms that would make it more affordable and accessible for use.  

 

Sustainability of Biofuels 
CIÉ Group welcomes Action 1 of the Renewable Fuels for Transport Policy Statement to increase 

the level of evaluation, analysis and enforcement of robust sustainability limits to underpin 

renewable fuels in Ireland. 

CIÉ Group supports increasing the limit on the use of HVO fuel in transport and acknowledges the 

importance of ensuring the sustainability of the feedstocks required to produce it. CIÉ Group 

welcomes the Department’s upcoming study on biofuel feedstock sustainability and emphasises 



the importance of conducting a full life cycle analysis to capture the indirect carbon emissions 

associated with each type of feedstock and ensure that the feedstocks with the lowest embedded 

carbon are prioritised and incentivised for use in Ireland. We also encourage the introduction of 

policy measures to support the development and production of indigenous biofuel feedstocks, 

particularly HVO, to cut down on the emissions associated with importing feedstocks to Ireland 

and the issues with guaranteeing the sustainability of the product. Developing indigenous HVO 

production could also assist in its availability, security of supply, and affordability. It is critical that 

the sustainability and origin of feedstocks be guaranteed, and CIÉ Group supports the 

implementation of fraud-prevention mechanisms to ensure this. 

 

Green Hydrogen 
CIÉ Group welcomes Action 13 of the Renewable Fuels for Transport Policy Statement to include 

Renewable Fuels of Non-Biological Origin in the Biofuel Obligation Scheme.  

CIÉ Group considers the potential for green hydrogen as a complementary zero emission fuel and 

technology for decarbonising public transport. While electrification of urban buses using battery 

electric drivelines has commenced successfully in some countries across Europe, the seasonal 

temperature variance impacts battery technology and can constrain daily vehicle range. In 

response, the use of hydrogen as a transport fuel was identified as a potential avenue for 

increasing the share of renewable transport fuels in CIÉ Group’s energy mix. Bus Éireann deployed 

three hydrogen fuel cell electric buses in July 2021, and since then they have collectively completed 

over 46,000 zero tailpipe emission kilometres in operation with Bus Éireann. This equates to an 

abatement of over 40 tonnes of CO2 by virtue of these services being operated by hydrogen fuel 

cell technology. However, the single biggest challenge in deploying the three buses was the 

availability of a hydrogen fuel source and refuelling station capable of delivering sufficient volumes 

for the daily operation of the buses as the production of hydrogen in Ireland is currently limited 

to very small volumes of industrial hydrogen for use in other sectors.  

CIÉ Group welcomes the inclusion of green hydrogen in the Biofuel Obligation Scheme and 

granting it quadruple credits as it is an entirely clean energy source when produced by renewable 

electricity and suitable for adoption in passenger buses and coaches. Since Ireland’s hydrogen 

market is still in its early stages, CIÉ Group supports the introduction of policy and financial 

mechanisms to incentivise the development of hydrogen production and fuelling infrastructure 

and to make hydrogen commercially viable as a fuel source.  In the nascent development of green 



hydrogen production in Ireland, a direct subsidy for transport operators, would facilitate the use 

of this fully circular, zero emissions energy carrier in transport for a transition period.  

CIÉ Group would also seek clarification as to whether the question of additionality remains in the 

case of green hydrogen production. 

 

Renewable Electricity for Transport 
CIÉ Group welcomes Action 15 of the Renewable Fuels for Transport Policy Statement and its 

provision to reconsider how renewable electricity used in transport is included in the BOS. 

As part of our decarbonisation strategy, CIÉ Group is rolling out hybrid and battery electric vehicles 

across its bus and rail fleets. The inclusion of renewable electricity in the Biofuel Obligation 

Scheme would accurately reflect the decarbonisation resulting from the electrification of the 

transport fleets. CIÉ Group recommends considering the implications for self-generated or stored 

renewable electricity that is used for to power the fleet. 

 

Certificate System 
CIÉ Group acknowledges Action 6 of the Renewable Fuels for Transport Policy Statement and the 

upcoming change in operation of the BOS to an energy basis. 

CIÉ Group wishes to raise the question of whether excess certificates (if available) could be allowed 

to be carried forward to the following calendar year, as the Policy Statement says that certificates 

carried forward could be used to meet up to 15% of a biofuel obligation in the future calendar 

year. CIÉ Group also wishes for clarification in the potential impact of the number of certificates 

available when moving from a volume to an energy basis. 
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Consultation on the Renewable Fuels for Transport Policy 
 

Background 

Circle K are the largest forecourt operator on the Island of Ireland.  As the operator of over 160 

company owned sites and supplier to over 250 Dealer partners, we welcome the opportunity to 

respond to this consultation. 

Circle K have participated successfully in all government obligations under the Biofuels Obligation 

Scheme (BOS) and look forward to continuing to work with the Irish Government as it looks to 

further de-carbonise road transport fuels.    

Circle K will continue to take a lead position in introducing alternative renewable fuels to the Irish 

market and will look to adapt best practice from other jurisdictions in which we operate such as 

Norway and Sweden. 

 

Section 2 

Your views are sought concerning the proposed increases in biofuels supply envisaged under the 

Climate Action Plan 2021 to support the decarbonising of transport, and specifically concerning, 

 

     The proposed indicative annual trajectory of the biofuel obligation rate to 2030, and the 

corresponding buy-out charge, as referred to in the Background section above. 

 

Whilst we welcome the idea of giving the industry certainty over the direction and quantum of the 

targets, we believe that the targets as they are currently set out are quite aggressive and already look 

to achieve targets in excess of the current European legislation which already aligns with the EU fit for 

55 package.  The overall target for the share of energy in the transport sector in the government policy 

statement is set at 33.5% equating to approximately 18% GHG reduction, significantly higher than the 

13% GHG reduction outlined at EU level. 

The levels as they are currently set will pose a challenge for the industry.  Any target must balance the 

need for achievement with the commercial reality of being able to source the relevant fuels at a cost 

that is not punitive to the private or commercial business users. 
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 As a result, the level of increase in the target must be reviewed annually to ensure that the targets are 

in line with the biofuel market and product availability. Whilst Biofuel availability is growing so is the 

demand as globally other countries within the EU and Internationally look to de-carbonise their own 

transport fleet. 

In other jurisdictions (such as Sweden) we see that increased GHG is drawing a significant stock of high quality 
GHG product.  This will in turn put pressure on supply chains.  

If Ireland wants to exceed the European trajectory, then we believe that all reasonable fleibiliteis must 

be allowed such as commercially viable being UERs.  This will best opportunity to meet targets with 

least cost imposition on the consumer. 

Any buy out must be reviewed in line with commercial availability of Biofuels.  Circle K agree with the 

principal of setting the buyout rate at a level that encourages blending of renewable fuels, however if 

these fuels are not commercially available this is likely to impose significantly higher costs on end users 

as the cost of the buyout will ultimately be borne by the market. 

 

With reference to increased European ambition under the Fit for 55 proposals or further measures 

under the Climate Action Plan, the potential for even higher national targets for 2030, for example, 

to support a blending target or biodiesel/HVO of B25 or B30, or an option for supplying an E85 blend 

by 2030. 

 

Circle K has experience of selling alternative grades of fuels such as E10 and B30 in other markets 

that we operate in. 

Whilst we recognise the ambition of growing the blend rates over time, we are still in the process of 

introducing increased ethanol into unleaded grades.  We believe that the successful introduction of 

E10 should be the short-term goal and clear focus rather than looking out to 2030. 

For the successful implementation of E10 to be achieved it is critical that government and industry 

work together.  Once E10 is successfully introduced this can form the platform to successfully 

introduce additional blending ambition within road transport fuels. 

 Security of supply of HVO and other diesel alternatives remains unclear so clarity will be required 

before looking to achieve even higher obligations. 

 

The challenges and opportunities presented by these ambitious targets – with reference to 

achievability, technical implementation considerations, and availability of sustainable supply 

whether imported or indigenous.  
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The Irish transport fuel market is heavily dominated by diesel at 80% market share1.  To successfully 

meet the obligations most of the decarbonisation will be met by changes to diesel grades. 

Due to the product specification limitations on EN 590 (Diesel) and EN 228 (Gasoline) it will be 

impossible to move beyond an 11% by volume target.  Even with the introduction of E10 the market 

will still fall short of the proposed targets from 2023.  As a result, HVO will be a critical part of Irelands 

fuel mix.   

Competitively priced security of supply of HVO will be critical if Irelands target is to be achieved without 

a significant cost imposition on the end consumer. 

 

Consideration of other fuels, such as gasoil, which if included within the biofuel blending obligation 

could assist in meeting the ambitious targets for decarbonising transport.  

 

Circle K understand the necessity for the introduction of blending biofuels into Sulphur Free Gasoil 

(SFGO) used for non-road transport vehicles as with our position on E10, this must be mandated by 

government.  We should consider learnings from other countries where this is already in place such as 

the UK. 

Regulations around what vehicles and end uses for SFGO, must not place an impossible burden on fuel 

suppliers in judging ultimately how the fuel will be used. 

 

Specifically, regarding a legal mandate for the implementation of E10, subject to an appropriate legal 

instrument being settled by Government, technical considerations for implementation, for example, 

lead-in time and alignment to the seasonal changeover of petrol supplies, i.e., potentially in 

September 2022 or May 2023, or other key considerations.  

 

Circle K supports the introduction of E10 to the market but cautions that there are significant 

issues that need to be addressed before this can happen: 

- Introduction of E10 will need to be a government mandated move as the industry will need 

to move to this new grade of fuel together. There must be a collaborative effort between 

industry and government. 

 
1 NORA BOS Briefing Session Ref: 457-22P0287 
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- Lead in time is contingent on government legislation and communication protocols running 

to schedule. It is critical that industry has a reasonable lead in time to organise amendments 

to base grades to allow for higher levels of E10. This must be considered in line with the 

government mandate timelines.  

- Due to the infrastructure in place in import terminals and on the forecourts in Ireland, there will 

only be one grade of petrol available in the Irish market. As a result, E5 grade petrol will not be 

available in the main, but there may be some limited opportunity to provide this on locations 

with multiple unleaded grades. Clarity on the provision of an E5 is required urgently from 

Government. 

- Circle K believes that any compatibility issues must be considered by government and be 

included as part of their communication and implementation plans. 

 

Considering the incentive within the increased biofuel obligation rate, your view on the support for 

HVO through multiplier credits under the scheme in 2023 and beyond. 

  

As HVO is required in order to meet the obligation, Circle K believe that the application of multipliers 

should be allowed.  This has already proven successful in the current BOS scheme in ensuring Ireland 

meets its annual obligations.  

 

Inclusion of renewable electricity under the obligation, how this can be achieved in practice and the 

appropriate lead in time for implementation in 2023 or later. 

 

Circle K supports the inclusion of renewable electricity supplied to transport vehicles under the 

Obligation Scheme.  Circle K believe that subject to being able to quantify the amount of electricity 

through their onsite infrastructure, this transport fuel supplied must qualify as contributing to BOS and 

FQD targets. 

The introduction of this measure will accelerate the deployment of this critical forecourt infrastructure. 
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Section 3 

Your views are sought concerning the proposed increases in biofuels supply envisaged under the 

Climate Action Plan 2021 to support the decarbonising of transport, and specifically concerning, 

 

What further safeguards to ensure the sustainability of biofuels supply and resilience against 

possible fuel fraud, can be implemented to build upon the existing European provisions and plans in 

this area.  

Circle K depend on the integrity of the current certification bodies to verify the qualification of 

relevant fuels.   

 

The European approach envisages biofuels from high-risk ILUC being phased out by 2030. Could 

Ireland phase these out earlier, and when.  

 

Circle K believes that due the current low volumes of high-risk ILUC stocks any phasing out prior to 

2030 would not have a significant impact one way or the other.  

However if Irelands ambition is to move beyond the current European ambition, then high ILUC and 

crop based can be used in parallel to fill this gap. PFAD for example is High ILUC. Without this and 

crop based we are left with only Annex IX materials to achieve this target.  

 

 

Considering the European limits on biofuels derived from Annex IX Part B feedstocks (incl. UCO and 

tallow) in renewable energy for transport supply, whether certificates awarded for biofuels 

produced from UCO and animal fats should continue to be allowed to be carried over to the next 

obligation period.  

 

As mentioned, the Irish fuel market is heavily dominated by diesel at 80% market share. As a result, 

biodiesel is key to meeting the biofuel obligation targets. The feedstocks used to produce FAME and 

HVO for blending into diesel are predominantly UCO and Tallow, >95%.  

To optimise the purchase of FAME and HVO cargoes there needs to be flexibility to allow for excess 

quantity not used by year end to be carried over into the following year.  

Circle K strongly disagrees with any limits imposed that would hinder the carryover of certs from one 
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period to the next. As the targets grow out to 2030, we see the key goal as being to achieve the 

cumulative savings and any opportunity to do this should be encouraged regardless of the period the 

savings are made. 

Circle K does not agree to any limit on the use of UCO or Tallow.  Any introduction of a limit will make 

the current and future targets impossible to achieve, without the imposition of significant cost on the 

end consumer.  This would be through the imposition of higher product costs, or the imposition of the 

buyout rate. 

Circle K considers it necessary that Ireland seeks      EU approval for removal or significant increase of 

the 1.7% limit. The basis of this argument would be the following: 

 

● Ireland is heavily reliant on biodiesel to meet its renewable energy targets due to the 

significant share of the transport market that diesel commands (81% in 2021.) (This is unlike 

most other MS where E5 or E10 plays a significant role in meeting their renewable targets. 

● Indigenous biofuel production is based on utilising UCO and Tallow, both having an established 

supply chain within Ireland. Ireland has significant quantities of indigenous tallow available 

due to a well-established agricultural sector in the country. There are no other indigenous 

feedstocks available in sufficient quantities to produce FAME or HVO. 

● At B7 blend rates UCO/Tallow represents over 5% in energy terms of the energy used in 

transport. To achieve an ambitious B12 target would require UCO/Tallow biodiesel at ~ 9% 

in energy terms, greatly exceeding the 1.7% allowable rate. Currently, there is no other 

feedstock available in sufficient quantities to substitute for UCO/Tallow. 

● Cost of fuel to the consumer would increase greatly if the 1.7% limit was not increased, as 

fuel suppliers would need to pay the buy-out charge due to an inability to meet the targets. 

● It should be noted that if UCO and Tallow qualify as wastes then they should be used to 

produce energy if there is no better use for them, following the waste hierarchy directive. 

Limiting the quantities of UCO and Tallow for use in this sector will not complement this 

directive. 

Ireland chose to utilise UCO and Tallow as the route to compliance over the last ten years 

successfully meeting RES-T targets. This pathway has now also limited our option for crop-

based feedstocks to 2% unlike other EU countries which can utilise up to 7%. If a 1.7 % limit 

on Annex IX Part B and 2% limit on crop-based fuels are implemented for Ireland, then the 
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BOS cannot be complied with by blending of the available biofuels in the marketplace. 

 

 

 

The challenges and opportunities to incentivise production of advanced biofuels from Annex IX Part 

A feedstocks.  

Circle K believe that the key challenge here will be product availability.  If there is to be an 

obligation for Advanced Feedstocks, then they must be clearly signalled and give supply chain 

providers the opportunity to develop their production capacity. 

With reference to EU Fit for 55 proposals to remove double counting of biofuels from all Annex IX 

feedstocks, views on the implementation of such a measure by 2025.  

 

Circle K do not believe that double counting of biofuels should change from the current system until 

the BOS scheme changes to a carbon intensity reduction target.  

 

What risk exists of biofuel supply mandates in Ireland cumulatively with those in other jurisdictions, 

creating excessive demand on feedstocks which also constitute food supply, thereby worsening food 

price volatility, and what safeguards would be appropriate and effective in relation to such risks?  

Based on the current mix of Irelands biofuel products we don’t believe there to be a significant risk 

in this area. 

The relationship and/or competition between biofuels and global and EU biodiversity policy, in 

particular the need to set aside land for biodiversity. 

 

Existing policies - including the use of biofuels to reduce carbon emissions associated with transport, 

combined with the application of the strong safeguards in place to protect biodiversity - can ensure 

that there is no trade-off between cutting emissions in transport and protecting the environment more 

generally. Given the source of most of our biofuels and given how far Ireland is from reaching the EU’s 

maximum limit for biofuels, bioliquids and biomass fuels produced from food or feed crops, we can 

continue to make use of these products without jeopardising our other environmental targets, 

including the necessary setting aside of land to protect biodiversity.  
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Section 4 

Your views are sought concerning the potential for advanced and development fuels to support the 

decarbonising of transport, and specifically concerning, 

 

The proposed indicative annual trajectory of advanced biofuel rate to 2030, and corresponding 

buy-out, are referred to in the Background section above. 

Circle K is happy to support the imposition of advance biofuels so long as they are commercially 

available without a significant cost imposition on the end user.  Any increase needs to balance the 

reality of product availability across Europe with the % target. 

At present there are very limited volumes of these biofuels on the market. Ireland is unlikely to be 

producing indigenous biofuels from feedstocks within Annex IX, Part A and therefore will be reliant on 

technology development and commercial deployment in other jurisdictions, importing the quantities 

of advanced biofuels required. 

A stated key aim of the buy-out charge is to protect the end consumer from unforeseen price rises due 

to a biofuel market shortage. While Circle K agrees it is appropriate that there are buyout charges 

rather than fines for non-compliance with BOS, we remain concerned at the level at which this buy-

out is set. 

The buy-out for advanced biofuels is ‘heavy handed.’ As stated previously there are limited supplies of 

advanced biofuels available on the market currently. Circle K feels that it is unreasonable to expect the 

industry to agree to a high buy-out charge when the cost to meet the target in future is impossible to 

assess. Fuel suppliers have no insight into what the availability of advanced biofuels will be in 2023. 

If a fuel supplier is in a position where they are non-compliant and therefore need to pay the buy-out, 

this will result in a significant cost increase to the consumer. Not only will the fuel supplier need to pay 

the buy-out, but the carbon tax paid by the fuel supplier will be higher due to the increased volumes 

of fossil fuel in the mix. 

Circle K recommends that the buy-out for advanced biofuels be set at the same level as the main 

biofuel obligation and not increased until there is a secure supply of advanced biofuel available. 

 

 

 

With consideration of the advanced biofuel rate and buy-out, should carry over of advanced biofuel 
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certificates be permitted and aligned to the provisions for carryover of standard biofuel obligation 

certificates. Are there reasons why such carryover of advanced biofuel certificates should not be 

permitted? 

 

No, we don’t agree with any limitations to carry over of advanced biofuel certificates.  As referenced 

previously the key objective is to achieve the targets of blending renewable fuels.  All reasonable 

flexibility should be offered to suppliers to ensure compliance.  Especially in a period where the 

supply of advance biofuels remains unclear. 

 

With reference to proposals for a sub-target for renewable fuels of non- biological origin envisaged 

under the current European proposals for revision of the RED, that this could be implemented earlier 

in Ireland, e.g., from 1 January 2024. 

No sub target should be introduced until it is clear how it can be met.  At present we don’t believe 

there to be a supply chain capable of meeting any significant targets.   

A further measure to be applied in implementing the proposed multiple credits for certain advanced 

and development fuels when applied in combination, considering potential distortion effects or 

unintended consequences. For example: 

Prescribing a hierarchy of supply to transport or other sectors, such as in countering the effect of 

market pricing resulting in HVO supply to the aviation sector rather than road transport. 

Further limiting the application of multipliers relative to certain feedstocks, such as limiting multiple 

credits to biomethane when produced from feedstock under Annex IX Part A, so as not to promote 

feedstocks such as grass being used in biomethane production for transport rather than animal feed.  

 

Transport sectors should be treated on a level playing field with no specific incentives in one transport 

mode over another. Inter modal transport policies should not disadvantage another sector or divert 

fuels from one to the other. A holistic approach needs to be adopted with governments incentivising 

fuel types and pathways which can be managed through effective buy-out pricing and clear long-term 

policy intentions which gives investment certainty.  

 

The suggestion to limit the multiplier for grass into biomethane is too complex. To be implemented 

fairly, the assessment on any displacement effects would have to be done regionally which becomes 
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burdensome and subject to auditor interpretation.  

 

In addition to the proposals in the Policy Statement for credits to incentivise advanced and 

development fuels, what other measures could promote their supply and use in the transport 

sector?  

Ensure that all product incorporating these fuels benefit from: 

o Lower Duty  

o Government carbon tax reductions 

o Incentives for producers of these fuels to produce them for the Irish market – Key 

challenge remains access to advanced and development fuels. Direct investment 

support / and risk capital made available through loans on particularly attractive 

terms. 
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Section 5 

Your views are sought concerning the future administration of the biofuel obligation, and its 

alignment with the European framework for renewable energy in transport, and specifically 

concerning, 

 

With reference to the proposal to move to an energy-based biofuel obligation system, while enabling 

continued volume-based reporting by account holders, considering the possible future move to 

European carbon intensity targets in the coming years.  

As with other fuel suppliers Circle K operates in volumes calculated in litres.  The vast majority of 

our reporting is done in litres.  In operationally meeting our obligation it critical for us to continue 

to operate and report in litres. 

The current proposal of reporting to continue to be reported in litres and converted to energy by the 

scheme administrator is the best approach. 

Circle K believes that significant support should be put in place to assist in the correct calculation of 

target achievement should the obligation move to an energy based system. 

 

With regard to moving to a carbon intensity reduction target, this would make the most sense, over 

and above a move to energy. Ultimately a reduction in carbon emissions is the end goal, therefore 

setting a target directly relating to this will drive the right behaviours. This would help to align with 

both the RED and FQD as we transition to the outcome of the Fit for 55 legislative package. The same 

arguments as above would apply to the reporting structure: this should remain on a volume basis.  

 

Proposed additional measures to support compliance while the obligation rate increases in coming 

years and to ensure compliance with European targets, in the short to medium term, through: 

Introduction of a penalty and progressive fine for non-compliance with the fuel quality directive 

target.  

 

Based on the success to date we believe Circle K have proven our ability to meet our obligations.  Whilst 

we understand the need for a buyout, this should only be in priced at a level that encourages blending 

and not used as a punitive measure.  In addition, any buyout rate must be set whilst being cognisant 

of available products to meet the target. 
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Permitting upstream emissions reductions (UERs) to be offset against the fuel quality directive 

obligation. 

 

Circle K believe that UERs should be allowed in the meeting of the FQD targets with no limits as to 
the proportion of the obligation that the UER meets for obligated parties. 
 

Limiting the proportion of certificates that can be carried over into the next obligation period, to 

10% or 5% (applicable to standard or proposed advanced biofuel obligation certificates), so as to 

moderate any distortions in annual compliance with the obligation rate.  

Circle K does not support the further limiting of carrying over of certificates beyond the current 15%. 

 

While Circle K accepts that only 15% of the obligation each year can be met by carry over credits, there 

should not be a restriction on the number of credits that can be carried from one year to the next. 

There needs to be operational flexibility to allow fuel suppliers to over-blend in a given year to cater 

for future planned tank outages, unforeseen downtime and potential economic opportunities 

regarding biofuel purchase. Limiting fuel suppliers to 10% or 5% of the current year obligation does 

not consider an increasing obligation in the following year.  

Fuel suppliers should be able to manage their balance of certificates within the BOS system and not 

be restricted in their operations. 

With regards to carbon credits, these should also be considered for carry over in the same manner as 

BOS certificates.  

 

The challenges and opportunities for inclusion of renewable fuel supplied for use in aviation and 

maritime within the obligation in future years, aligning to European Fit for 55 proposals.  

Any imposition of renewable transport obligations on these sectors must be in line with what is 

being done in other jurisdictions.  Current product availability is limited and whilst supply chain is 

improving, the supply of these products is not keeping pace with the increase demand. 

It should be borne in mind, that increased obligations in aviation and maritime, could reduce product 

availability to meet existing obligations. 

 

 



   

 

Part of Alimentation Couche-Tard 

 

 

 

By continuing to engage with all stakeholders and by adopting an approach geared towards 

encouraging technological innovation, policymakers can play an important role in accelerating the shift 

towards alternative fuels in both the aviation and maritime sectors.  

 

Whether the Department should seek to carry out further research into different types of recycled 

carbon fuels, concerning their possible contribution to decarbonising transport, other impacts, or 

unintended consequences?  

 

Circle K supports the suggested approach proposed by the Department. 

 

Is there other research the Department should consider around the Renewable Fuels for Transport 

Policy?  

 

In order to bring about the changes we need to see, it is vital that all solutions are carefully examined. 

The Department should support research across-the-board to examine the pathways towards 

decarbonisation in the various sectors. Products such as liquefied natural gas (LNG), compressed 

natural gas (CNG), e-fuels made from renewable power can all play a role, as can other technologies 

such as green hydrogen. As well as researching new technologies like green hydrogen and providing 

the support necessary to promote its introduction, it will be important to ensure that all fuels are 

subject to the same strong controls in relation to environmental and sustainability standards which 

exist in other areas.  

 

     Do you have anything further that you would like to add about the Renewable Fuels for Transport 

policy?  

 
Circle K would like to reiterate that on-going consultation is vital to the future development of policy 
in relation to biofuels. It is also vital that policy changes are communicated in a timely manner, 
allowing the fuels industry adequate time to source and secure revised requirements, as well as 
make any infrastructural developments that may be required to meet future developments. We 
welcome this consultation, and we hope to see future consultation continue. 



DAA response on the Renewable Fuels for Transport Policy 

 

DAA is a state-owned company, which owns and operates Dublin and Cork airports, with subsidiaries 

ARI and DAAi involved in retail and airport management. We welcome the opportunity to provide 

input to the consultation on the Renewable Fuels for Transport Policy. We are actively making 

changes to reduce our dependency on fossil fuels, increase our use of renewable energy to power 

our buildings and operations and to ensure that we comply with national targets for the public 

sector to reduce our carbon emissions by 51% against 2018 figures. We have also set a target for our 

airports to achieve Net Zero carbon emissions by 2050. DAA recognises that transitioning to 

alternative fuels is crucial to the decarbonisation efforts of the aviation sector.  

DAA is supportive of the ambition to electrify transport system, and notes that a strong focus on 

electrified mass transit in the near future, will be extremely important to ensure that the population 

has viable, low carbon options to travel within the island. It will be extremely challenging to meet 

the national target of 845,000 electric vehicles on our roads by 2030 given the fact that this is new 

technology, the associated upfront costs, the requirement for charging infrastructure at scale to 

support different vehicle types and the competition on the market for such vehicles. Additionally, 

the public sector is challenged to comply with strict procurement and planning rules, which means 

that the installation of the required infrastructure to facilitate this changeover may face delays, even 

when other challenges to implementation are addressed. In reality it is likely that alternative , in 

addition to electrification, will be required to ensure a decarbonised transport system in the near 

and distant future.  

DAA highlights the need for a biofuel industry in Ireland to ensure long term security supply to the 

Irish market. It is likely that we will need to allow for alternative fuel types (including biofuels) fuels 

in the case of heavy vehicles and fleets – where electrified technology cannot meet the specific size 

of scale of the demand, or is not economically viable. While we recognise the role of biofuels as key 

enabler in the transition to a decarbonised transport system we also urge policy makers to consider 

negative effects on biodiversity where expansion of biofuel corps leads to expansion of cultivated 

areas displacing natural landscapes. 

The requirement for Sustainable Aviation Fuels (SAF) in flights taking off from our airports, under 

ReFuel EU, is noted. From 2025, all flights at our airports will be required include a minimum blend 

of 2% sustainable aviation fuels (a biofuel), with this target increasing to 2050. Irish Airlines have 

also  SAF targets to this end. However, as it stands, we have no clarity on how this will be managed 

and whether a physical supply will be available in Ireland at that time. In order to allow us to 

decarbonise the aviation sector in Ireland, a supply of sustainable aviation fuels is very important. 

The aviation sector is an essential component of our economy. Financial incentives, including tax 

incentives for SAF, should be considered as part of this assessment to ensure that we can comply 

with the EU directive, ensure a supply is available in Ireland and that we can remain competitive on 

this issue.  

The production of hydrogen in Ireland has significant potential to support our renewable energy 

demand well into the future. It is particularly relevant to the aviation sector where hydrogen has the 

potential to power not only aeroplanes in future, but also to power the ground fleet that comes to 

and operates at our airport. However, the transition required is rapid so we would note that 

investment support and streamlining of procurement and planning requirements will be very 

important to expedite the changeover to renewable energy transport options in aviation and 



airports. We would encourage you to prioritise a National Hydrogen Strategy for Ireland that 

supports the aviation sector and aligns with this policy for Renewable Fuels and Transport. 

In summary, DAA supports the Department’s plans to undertake a study on the availability and 

sustainability of renewable fuels to meet future targets. Key concerns of DAA in relation to the 

introduction of renewable fuels at our own sites is the physical location for supply, demand 

management and ensuring security of supply. It is imperative that there is alignment of intention 

and outcome across the regulatory landscape affecting this area. There must be agility in public 

sector procurement and planning for large scale infrastructural changes to support the rapid shift to 

decarbonized transport.  Security of supply of alternative fuels as we navigate the introduction of 

new technologies is essential to rapidly decarbonize and ensure the viability of Ireland’s island 

economy.   
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The Electricity Association of Ireland (EAI) is the representative body for the electricity industry and 

gas retail sector operating within the Single Electricity Market (SEM) on the island of Ireland.   

Our membership comprises utilities that represent 90% of generation and retail business activities 

and 100% of distribution within the market. Our members range in size from single plant operators 

and independent suppliers to international power utilities. Our members have a significant presence 

in Ireland, Northern Ireland and Great Britain across the sector value chain. We represent the 

interests of the all-island market in all relevant jurisdictions, including the EU via our membership of 

the European electricity representative body Eurelectric.   

We believe that electricity has a fundamental role in providing energy services in a decarbonised, 

sustainable future, in particular through the progressive electrification of transport and heating. We 

believe that this can be achieved, in the overall interest of society, through competitive markets that 

foster investment and innovation.   

We promote this vision through constructive engagement with key policy, regulatory, technology and 

academic stakeholders both at domestic and EU levels.   

Our ambition is to contribute to the realisation of a net-zero GHG emissions economy by 2050 or 

sooner, in order to limit the impact of rising temperatures. Electricity offers opportunities to 

decarbonise the Irish economy in a cost-effective manner.  

 

 

 

 
 
 
 
 
 
 
 
 
 

https://www.eurelectric.org/
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Introduction 

EAI welcomes the opportunity to respond to the consultation on the renewable fuels for transport 

Policy.  The biofuel obligation scheme has been highly successful for Ireland in reducing transport 

emissions and in introducing renewable energy into transport. Given the structure of carbon budgets 

and the effort sharing regulation, we can understand why it will continue to be an important feature 

of Ireland’s transport strategy in the coming years.   

The biofuels obligation scheme has worked well because Ireland has traditionally had two transport 

fuels which required attention. This has allowed a policy and implementation focus on a known and 

largely predictable demand which reduced risks for those involved in the sector. It has also worked 

well since the overall levels of renewable penetration were at the lower end of the scale and so 

largely avoided technical issues at the point of use.  

 

Net Zero Transport 

The transport sector is changing, and the pace of change will very soon accelerate.  

• The EU Fit for 55 package will require high renewable energy penetration levels such that the 

percentage of biofuel blending required to meet the targets will likely hit technical issues.  

• EU regulations will almost certainly see cars and vans transition to electric, with this expected to 

accelerate in the second half of this decade.  

• Given Ireland’s net zero legislative commitment, in the longer term, all transport fuels must have 

a pathway to zero emissions. The enduring use of fossil fuels in transport will only be in   hard to 

abate niche areas accompanied by certified offsets.   

 

The International Energy Agency, in their 2021 Net Zero analysis, foresees mass market biofuel 

blending peak around 2030 with biofuels moving to harder to abate sectors form that point1. The IEA 

 

1 Net Zero by 2050 – A Roadmap for the Global Energy Sector 

https://iea.blob.core.windows.net/assets/deebef5d-0c34-4539-9d0c-10b13d840027/NetZeroby2050-ARoadmapfortheGlobalEnergySector_CORR.pdf
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also modelled the changes in transport technology required to achieve net zero. This, shown below, 

demonstrates the changes that are required in the internal combustion engine dominated transport 

sector.  

 

The above shows that bioenergy will remain an important feature of transport decarbonisation but,  

its volumes will not notably increase compared to now and its usage will move to sectors that cannot 

transition from the internal combustion engine.   

Dedicated Approach for New Technology  

As referenced above, the biofuel obligation has worked well and will play an important role in the 

coming years. However, in the context of the net zero transition, new approaches should be explored.  

The existing scheme has worked well since the underlying fuel demand was pre-existing and certain 

and the obligated parties were easily identifiable. These key characteristics are not present for the 

transition to net zero transport in that the vehicle fleet needs to change and the players supplying 

blended fossil fuels will be joined by other energy providers.  In addition, there are likely to incentive 

compatibility concerns where providers of traditional fuels are required to support a transition away 

from their own fuels.   
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Given the level of change expected in the transport sector, EAI supports establishing a process, 

outside of the biofuels obligation scheme to support increased renewable transport within  a net 

zero pathway. This could ultimately see the successful incorporation of newer fuels such as 

electricity, hydrogen or biomethane, etc, into the existing scheme or it might be that a new approach 

is required.  

EAI members stand ready to support the Department of Transport in future discussions on 

encouraging transport decarbonisation.  

 

 

The Electricity Association of Ireland, 20th May 2022  

 



  

 

Engineers Ireland Submission on “Consultation on the 
Renewable Fuels for Transport Policy ‘’ 
For the attention of the Department of Transport  
20 May 2022 

1. Introduction 

Engineers Ireland members identified transport as a critical area of focus to combat the 
climate crisis; we support the development of renewable fuels for transport. Transport plays 
a vital role in Irish life, from social inclusion to economic activity and a clean environment. 
The ability of people to travel from home to their place of work, education or recreational 
activity directly affects the health and well-being of our citizens and the economy.  

Ireland has a dispersed population of approximately 72 Persons/km2, making it one of the 
lowest population densities in the EU1. This results in transportation having the single largest 
share of energy use in Ireland, responsible for about 34.5%2 of energy use, contributing to 
carbon and particulate matter in our air. Nearly 50% of emissions are created by private cars. 
This has damaging consequences for health, air quality and congestion. Identifying 
alternative fuels is paramount to achieving Ireland’s Carbon budget and Clean Air goals.  

Ireland’s carbon goals are a 51% reduction by 2030 compared to 2018 and carbon neutral 
by 2050. Ireland’s population is predicted to increase by almost 10% by 2030 and 23% by 
20503. This increased population will result in higher requirements for energy; efficiency 
improvements are needed to meet this.  

Two approaches can help. Firstly, identifying and using alternative fuel sources and 
technological advances.  The second is a cultural shift away from short individual fuel driven 
transport. Policy integration and joined-up investment decisions across planning, Housing 
and Transport are needed to generate more attractive alternatives to the private car and 
reduce the future demand for fuel. 

Key Solutions: 

• Shifting to increased biofuel blends must happen now; CIÉ vehicles can lead the way 
in this shift 

• Accelerate the expansion of the rail electrification; through investment in battery 
powered rolling stock to have 10% of stock battery powered by 2023 

• Extend credits for renewable fuels to the new fuel category Renewable Fuels of Non-
Biological Origin (RFNBOs) 

• Incentivise the use of alternative travel options like video conferencing, public 
transport, walking, or cycling through changes in taxation on mileage and investments 
in broadband and cycle lane infrastructure 

• Identify and create low traffic zones in urban areas to encourage alternative travel and 
reduce car dependence 

• Create a policy framework with low-cost micro cars with low insurance and tax 
requirements and exemptions from normal parking restrictions to replace short 
urban journeys  

 

1 Countries in the EU by Population (2022) - Worldometer (worldometers.info) 
2 Energy Use Overview | Energy Statistics In Ireland | SEAI 
3 Populations.pdf 

https://www.gov.ie/en/organisation/department-of-the-environment-climate-and-communications/
https://www.gov.ie/en/organisation/department-of-transport/
https://www.worldometers.info/population/countries-in-the-eu-by-population/
https://www.seai.ie/data-and-insights/seai-statistics/key-statistics/energy-use-overview/
file:///C:/Users/keelankeogh/OneDrive%20-%20Engineers%20Ireland/Documents/Irish%20Gov/Renewable%20Fuels%20for%20Transport%20Policy/Populations.pdf
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2. Renewable Energy in the transport sector 

The transport sector is broad, and it will be challenging to switch to renewable energy 
sources in one step due to physical limitations and the cultural inertia of the general public. 
The transport sector includes but is not limited to: 

• Private vehicles (Cars, motorcycles, vans etc.) 
• Rail 
• Buses 
• Trams 
• Aviation 
• Maritime 

With the need to prevent a global temperature increase of 1.5-degrees becoming more 
challenging, Ireland must accelerate the shift to renewable fuel sources and reduce our 
reliance on imported fossil fuels. This will be challenging, but a staggered approach could 
focus first on government subsidiaries like CIÉ (Córas Iompair Éireann) and then move to the 
private market. The CIÉ rail and bus network should be viewed as valuable national assets 
with the ability to contribute to broader key policies, including climate change. 

Currently, the standard fuel composition in Ireland is a 7% (B7) blend of biodiesel in diesel 
and a 5% (E5) blend of bioethanol in petrol4. The proposed increases in biofuels supply 

envisaged under the Climate Action Plan 2021 to support the decarbonising of transport will 
increase to 20% (B20) and 10% (E10) in 2030, respectively. These fuel compositions are 
already used regularly in Europe under Fit for 55, and recently the UK shifted the standard 
to E10 in September 20215. Ireland should take the opportunity to follow suit immediately 
for vehicles under the control of CIÉ.  

CIÉ vehicles can lead the use of these renewable fuels as a test bed and reduce the buy-out 
charge complexity as the use of B25 or B30 will be a direct cost. This fuel can significantly 
reduce the total emissions damage created by the country, particularly in urban areas like 
the Greater Dublin Area (GDA), where significant and increasing traffic congestion has been 
evident in recent years, with lengthy delays and unreliable journey times at peak hours. This 
congested traffic creates a significantly high level of particulate matter in the air in a localised 
area.  

This shift to renewable fuel wholesale in Ireland will be challenging because of the risk of 
supply created by the war in Ukraine and the loss of Ukrainian sunflower oil production and 
exports. The price of all vegetable oils has tripled in world markets. Ukraine accounted for an 
estimated 80% of world sunflower oil exports. Consequently, suppliers of transport fuels are 
no longer meeting the existing renewable transport fuel obligation in some areas. By focusing 
on the small controlled CIÉ sector, Ireland will start on the right path to our carbon budget 
and clean air goals leading to a fully green transport system by 2050. The required levels of 
biofuels for CIÉ can be created from indigenous sources to reduce the impact of the Ukrainian 
war. 

The potential for advanced and developed fuels to support the decarbonising of 
transport is needed now. The electrification of transportation in parallel to increasing 

 

4 Biofuels Obligation Scheme 
5 Fuelling a greener future – E10 petrol available at pumps from today - GOV.UK (www.gov.uk) 

https://assets.gov.ie/27459/6b584c067783491d972c57c2b08bd63b.pdf#:~:text=Petrol%20Vehicles%20Petrol%20in%20Ireland%20currently%20contains%20up,E10%20in%20older%20vehicles%20may%20cause%20technical%20difficulties.?msclkid=0113baecd14511ec82016d0a3cd50ae7
https://www.gov.uk/government/news/fuelling-a-greener-future-e10-petrol-available-at-pumps-from-today
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renewable energy such as green hydrogen and wind on the grid is necessary to ensure 
Ireland’s energy independence from imported fossil fuels. 

Rail is a big part of the transport network in Ireland, particularly in the GDA. To improve the 
renewable fuel of rail, the electrification of lines beyond Dublin is needed. Battery electric 
multiple units (BEMU) rail is a practical opportunity in Ireland. Vivarail 6  in the UK has 
produced a battery-powered rolling stock power system design, which they claim has a range 
of 150 km and can be recharged in 10 mins to replace or convert existing diesel engines. 
Battery technology is well suited to Ireland as Ireland’s longest single rail route is Dublin to 
Tralee, about 332km,7 estimated to take about four hours. With the current technology stated 
by Vivarail, two additional stops could be needed. However, as a large portion of the Irish rail 
network is single track, there are standard stops along the line to allow trains to pass that 
could be adapted to become charging stations.  

Irish Rail already plans to use battery powered trains on its Mallow-Midleton and Heuston-
Kildare services and has placed an order with Alstom 8  for the required rolling stock. In 
addition, there are plans for electrification of the Dublin-Drogheda services, assuming that 
trainsets capable of both 1500V DC and battery operation will be used, with battery powered 
operation north of Malahide. The Galway-Athenry and proposed Limerick commuter services 
will also be battery powered in the future. The Maynooth service will be conventional DART. 
The first electrification is planned for 2024; we must achieve that milestone or bring it in to 
get electrification of the rail to be the national standard instead of unique examples. An aim 
of 10% BEMU units in the national rolling stock by 2023 is desirable.   

It is also vital to encourage research and development in alternative fuels, particularly 
maritime and aviation transport. Globally, the conventional shipping industry produces 600 
to 700 million tonnes of carbon dioxide into the atmosphere every year. The answer for 
marine transport decarbonisation will likely be a combination of modern sails9, kites and 
batteries or green hydrogen with backup diesel in case of emergency. Green hydrogen can be 
a significant replacement for high power fossil fuels. JCB has created prototype excavators10 
using modified diesel engines which burn hydrogen directly. This has great potential as it is 
a slight change to the manufacturing process but similar torque outputs and production 
processes that the existing production lines could adapt.  

The Transport department already sees the potential in hydrogen shown in Section 13 of the 
Transport Policy Statement: Inclusion of Renewable Fuels of Non-Biological Origin 11 
proposes to extend credits for renewable fuels (previously applied only to biofuels) to the 
new fuel category Renewable Fuels of Non-Biological Origin (RFNBOs). RFNBOs will become 
eligible for credit under the scheme from 1 January 2023.  

This is an essential commitment to facilitating green hydrogen in Ireland. However, a robust 
hydrogen strategy is needed; embracing hydrogen’s potential to serve as a replacement for 
existing fossil fuels is critical for innovation to succeed. 

 

6 Vivarail Battery Trains - Vivarail 
7 Irish Train Routes & Railway Map - IRELAND TRAINS 
8 About Alstom 
9 This cargo ship runs on wind | WIRED UK 
10 Hydrogen | JCB.com 
11 Transport Policy Statement  

https://vivarail.co.uk/vivarail-battery-trains/
https://www.irelandtrains.com/popular-routes.html#:~:text=The%20longest%20railway%20route%20in%20the%20country%20of,Tralee%20route%20of%20332%20km%20%28about%20206%20mi%29.?msclkid=917d5f74d04a11ec9ab372d8c461191d
https://www.alstom.com/
https://www.wired.co.uk/article/wind-powered-cargo-ships?msclkid=b8b11b66d11011ec9f4e85f9cd15f30d
https://www.jcb.com/en-gb/campaigns/hydrogen
https://www.bing.com/ck/a?!&&p=aa126f54248b41d9123b28d01283dc2751ae559d9d89e0e8ce453da57fc0b859JmltdHM9MTY1MjcyMjc4NCZpZ3VpZD02YWNmMjI5OC03ZWU3LTQ3NTktOWU4NC01N2Q2ODE1MThhYjQmaW5zaWQ9NTE0OA&ptn=3&fclid=2bbcabaa-d53f-11ec-8cb8-6ef76be4b1af&u=a1aHR0cHM6Ly9hc3NldHMuZ292LmllLzIxODc5MC9hMzY4NjBlZi00YTcxLTRhZTgtOTQ4Zi05MWQ5Njc5N2I3MDUucGRm&ntb=1
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Against the backdrop of the requirement to meet RED II obligations, the European 
Commission’s proposal on a Regulation for Alternative Fuels Infrastructure will require 
hydrogen refuelling infrastructure. Part of the Fit for 55, Article 6 contains provisions for 
Member States to ensure publicly accessible refuelling points for hydrogen dedicated to 
heavy and light-duty vehicles every 150km on the TEN-T network.  

The table below provided by Hydrogen Ireland shows comparative information on green 
hydrogen’s supporting role in fuelling transport. 

 

Comparison of fossil fuel use and carbon emissions with zero emission hydrogen fuel cell 
electric vehicle (FCEV) 

Vehicle 
type 

Annual 
average 
distance  
travelled 

Annual diesel 
consumption 
(l) 

Annual CO2 
emissions 
from diesel 

Equivalent 
hydrogen 
consumption 
(kg)3 

HGV 200,000 100,000 260,000 20,000 

Bus 60,000 18,000 65,000 5,000 

Taxi 45,000 3,000 7,800 450 

Private 
car 

15,000 1,000 2,600 150 

3Assumes the following hydrogen fuel consumption: car/taxi 1kg/100km, bus 
8.33kg/100km, HGV 10kg/100km  

 

Actions 

• Shifting to increased biofuel blends must happen now; CIÉ vehicles can lead the way 
in this shift 

• Accelerate the expansion of the rail electrification; through investment in battery 
powered rolling stock to have 10% of stock battery powered by 2023 

• Extend credits for renewable fuels to the new fuel category Renewable Fuels of Non-
Biological Origin (RFNBOs) 

3. Alternative Transport 

In parallel to renewable fuels, the most significant way to reduce emissions and reach our 
climate goals is to minimise short distance travel in private cars, using alternatives like video 
conferencing, public transport, walking or cycling. Ireland’s dispersed population can make 
this challenging. To reduce travel, further digitalisation is required through the National 
Broadband Plan, including investment in small local digital hubs and revitalising small towns 
in the countryside.  

Towns and cities can increase low emission zones and low traffic areas to encourage people 
to take alternative transport options like cycling. Due to age or ability, some local people may 
be adversely affected. Lessons can be learned from the Netherlands, where infrastructure is 
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based on a combination of cycling with micro cars like the Biró12, allowing people unable to 
cycle to travel inside the cities on cycle routes where the majority of travel is between 3 - 10 
km. Creating policies around these micro cars in Ireland and providing opportunities for 
people to purchase or use them will be needed to develop personal transport away from the 
general trend towards larger SUVs. A national Electric Small Public Service Vehicle (SPSV) 
Grant Scheme was established in 2018 to support the electrification of the taxi, hackney and 
limousine fleets; adding the micro car to this grant may be attractive due to the low unit cost. 

There needs to be a fully integrated public transport system (such as in Copenhagen) that 
provides regular and reliable heavy rail, light rail, bus, and cycling options accessible to the 
majority of the population and not focused on major urban environments.  

Transport and housing need to work together from the design phase to generate more 
attractive alternatives to private cars; By Focusing on mixes of commercial and residential 
hubs which encourage people to travel short distances to amenities by walking or cycling.  

Actions 

• Incentivise the use of alternative travel options like video conferencing, public 
transport, walking, or cycling through changes in taxation on mileage and investments 
in broadband and cycle lane infrastructure 

• Identify and create low traffic zones in urban areas to encourage alternative travel 
and reduce car dependence 

• Create a policy framework with low-cost micro cars with low insurance and tax 
requirements and exemptions from normal parking restrictions to replace short 
urban journeys  

ENDS 
 
Submitted by: 

Keelan Keogh CEng  
Policy Officer 
Engineers Ireland 
22 Clyde Road, 
Ballsbridge, Dublin 4. 
D04 R3N2 
 
Tel: +353 1 6651313 
Email: kkeogh@engineersireland.ie 
  

 

12 Birò | Home (biro.nl) 

mailto:kkeogh@engineersireland.ie
https://biro.nl/en/
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Background to Engineers Ireland  
With over 25,000 members from every discipline of engineering, Engineers Ireland is the 
voice of the engineering profession in Ireland. Engineers Ireland was established in 1835 
making us one of the oldest and largest professional bodies in the country. Members come 
from every discipline of engineering and range from engineering students to fellows of the 
profession.  

 
Our responsibility is to  
• Promote knowledge of engineering  
• Establish and maintain standards of professional engineering and engineering education  
• Provide opportunities for Continuing Professional Development (CPD)  
• Maintain standards of professional ethics and conduct  
• Ensure that professional titles are granted to qualified candidates  
• Act as the authoritative voice of the engineering profession in Ireland  
 
Our Vision Statement  
Engineers Ireland: a community of creative professionals delivering sustainable solutions for 
society.  

 
Our Mission Statement  
Engineers Ireland is an institution that enables the engineering community to progress their 
professional development and make a sustainable impact on society, advocates for the 
profession, quality assures education and encourages the future generations of engineers.  
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Consultation on the Renewable Fuels for Transport Policy 

Dear Sir/Madam, 

Thank you for the opportunity to respond to this consultation.  Feel free to contact the undersigned for any 

clarifications on the attached response.   

Yours sincerely, 

 
 
Meadhbh Connolly 

Innovation and R&D Manager, 

ESB Generation and Trading  

 

meadhbh.connolly@esb.ie 
  

mailto:meadhbh.connolly@esb.ie


 

 

 

 

  

 

Public Consultation on the Renewable Fuels for 
Transport Policy 2022 

Introduction 

ESB Generation and Trading (ESB GT) welcomes the opportunity to respond to the Renewable Fuels 

for Transport Policy Consultation.   

Ireland has set ambitious targets to reduce carbon emissions by 51% by 2030 from a 2018 baseline.  

Renewable electricity will play a significant role in delivering this objective.  ESB’s “2040 strategy Driven 

to Make a Difference: Net Zero by 2040” sets out a clear roadmap for ESB to achieve net zero emissions 

by 2040. It also commits ESB to a Science Based Target for 2030 to provide assurance that we are 

decarbonising our operations at the necessary pace and scale.  Our strategy is fully aligned with the 

EU policy on Powering a Climate Neutral Economy: an EU strategy for Energy System Integration which 

recognises the priority of:  

• increasing efficiency of energy use and production  

• the role of electrification to replace fossil fuel usage,   

• the role of zero carbon molecules, such as renewable H2 for ‘hard to abate sectors’ where 

electrification is not feasible. 

There is consensus in the energy industry on the potential scale of indigenous H2 production from our 

continental scale of onshore and offshore renewable energy resources for use in Ireland and beyond 

as we decarbonise the economy and secure our energy system.  There should be an urgency in 

Government to establish a role for hydrogen in Ireland’s long-term energy strategy. This requires a H2 

strategy and roadmap with concrete targets for H2 production and use, consistent with an overarching 

energy sector integration strategy, which are critical to build stakeholder confidence in the potential for 

a hydrogen market. This is a key first step to create momentum and trigger investment to scale up and 

accelerate deployment and ESB GT looks forward to engaging with public consultations on Ireland’s 

H2 strategy. 

Decarbonisation of transport via electrification: BEV and FCEV 

Electricity has a transformative role to play in tackling climate change by eliminating carbon and other 

harmful greenhouse gas emissions from the energy sector. Within the Climate Action Plan 2021, 

significant abatement targets are linked to electrification of transport.   

Hydrogen FCEV can complement BEV in achieving significant reduction of emissions and CO2 within 

the transport sector.   ESB GT advocates “Zero Emission Smart Transport” (ZEST) approach for clean 

transport, demonstrating energy sector integration (power and transport) where energy from wind 

turbines/ solar produces renewable electrons and molecules1 for e-fuelling of Zero Emission vehicles, 

either BEV or FCEV.  The smart, flexible, dispatchable demand associated with ZEST e-fuelling2 can 

play an active role in the power system, contributing to the overall balance and flexibility of the system 

with load balancing and fast acting system services.  This creates strong links between the renewable 

energy sources and the transport customer.   

 
1 Hydrogen produced by electrolysers powered by renewable energy 
2 BEV charging or production of hydrogen via electrolysis 



 

 

 

 

  

 

 

Limitations of Biofuels Obligation Scheme for incentivising renewable  H2 in transport 

While the intention behind the multiple credits for renewable H2 for transport is welcome, retrofitting an 

existing scheme to incentivise production of renewable hydrogen into an existing scheme for dilution of 

fossil fuels with bio-substitutes is insufficient to provide confidence for investors in hydrogen production.   

It is not ‘bankable’ and so is not sufficient to be a reliable revenue stream to de-risk early  projects.  We 

elaborate on this in our answer to question 22.    

In general, the consultation questions were more focussed on technical elements of bioethanol etc. and 

it was somewhat challenging to weave our views on incentivising hydrogen for transport via the 

questions posed which are mainly directed towards transport fuel suppliers with obligations to meet.  

This may be an unavoidable consequence of “shoehorning” incentivisation of a new fuel like renewable 

hydrogen into the existing Biofuels Obligation Scheme.  

Early deployments require a significant capital investment to create the new infrastructure for 
producing, distribution and dispensing hydrogen for mobility.   In contrast petrol and diesel have an 
existing infrastructure including a forecourt model, where transport customers have a wide choice of 
suppliers, and the commodity is part of an established global market.  Ireland has obligations arising 
from the Alternative Fuels Infrastructure Regulation in relation to hydrogen refuelling infrastructure of 
road vehicles.  This will require capital funding support. 

H2 mobility projects- kickstarting H2 economy and showcasing sector integration 

A lighthouse project is a small-scale but big-picture project- a beacon for future development.   Zero 

Emission Smart Transport projects can be   lighthouse projects for other sectors, showcasing how 

variable renewable energy sources can smartly and securely provide zero carbon energy in the form of 

electricity or molecules to customers, as appropriate to their requirements, in an optimal manner to 

support a lightly interconnected island power system with high renewable penetration. 

H2 for transport projects have been key in GB and in European member states to early scaling of 

hydrogen demand and progressing from first mover to H2 production projects to projects entering a 

more developed H2 market with more mature technologies and processes with less risk.   

Inadequate support for early investors in producing / using H2 at small scale such as in transport, could 

stymie development of the hydrogen economy and slow the pace of learnings for the entire industry.  

Hydrogen for transport projects could kickstart the hydrogen economy in Ireland and help secure 

important early supply chain investment.  Valuable learning could be gleaned from early, smaller scale 

H2 projects which could be leveraged to optimise larger scale projects in the future integrated energy 

system.   

 

Q 18 

View on the proposed indicative annual trajectory of advanced biofuel rate to 2030, 
and corresponding buy-out 

The efficiency and cost advantages of battery electric vehicles (BEVs) and substantial head-start in the 

roll-out of electric vehicle charging infrastructure mean that it is unlikely that there will be a role for 



 

 

 

 

  

 

hydrogen in the passenger car markets in the near term3.  The optimal use of renewable H2 in transport 

is to displace diesel in heavy commercial long-distance vehicles due to its superior energy to 

mass/volume compared to batteries, growing restrictions on particulate emissions, and associated 

proposed bans on diesel powered engines.4    Hydrogen will also play a major role in the longer term in 

the decarbonisation of rail, aviation and shipping.  5     

ESB GT echoes the calls of Hydrogen Europe6 that in relation to H2, the current target of at least 2.6% 

of the final energy demand with RFNBOs should be maintained and that ambitions beyond this target 

could help the transport sector increase its GHG saving target beyond the currently proposed 13%.    

ESB GT considers that the GHG saving ambition in the aviation and maritime sectors using RFNBO 

such as renewable H2 must be considered as well.   

The Programme for Government7 alludes to the need to plan to harvest the potential of at least 30GW 

of offshore floating wind power in our deeper waters in the Atlantic.  ESB GT suggest consideration be 

given to accelerating delivery of renewables both onshore and offshore in Ireland.  There is a 

tremendous opportunity to accelerate Ireland’s transition to a net zero future bringing significant positive 

economic benefits while providing energy security for future generations.  The following table shows a 

potential scenario quantifying the onshore and offshore wind needed to produce H2 to progressively 

displace diesel in transport.  It would be a missed opportunity if the scaling up of renewable H2 for zero 

emission vehicles in Ireland was slowed down due to ‘support’ via the biofuels obligation scheme being 

effectively capped by volumes based solely on targets for advanced renewable fuels directed by the 

EU. 

 

The proposed multiplier of 4 for renewable hydrogen is welcome, however, ESB has concerns around 

the ability of this to derisk investments for hydrogen producers compared to a ‘contract for difference’ 

business model where the hydrogen producer is paid the difference between the hydrogen reference 

price and the strike price.   

Q19a8 

With reference to increased European ambition under the Fit for 55 proposals and 
under the Climate Action Plan, the potential for a higher national target to be set for 
advanced and development fuels 

 

 
3 https://windenergyireland.com/images/files/final-hydrogen-and-wind-energy-report.pdf 
4 “Are electrofuels a sustainable transport fuel? Analysis of the effect of controls on carbon, curtailment, and cost of hydrogen”, 
McDonagh et Al, 2019 
5 https://windenergyireland.com/images/files/20220127-greenhydrogenactionreport-002.pdf 
6 https://hydrogeneurope.eu/wp-content/uploads/2022/05/2022.05.16_HE_PositionPaper_REPowerEU.pdf 
7 https://assets.gov.ie/130911/fe93e24e-dfe0-40ff-9934-def2b44b7b52.pdf 
8 This question appears to be omitted from the online questionnaire and, hence, has not an assigned number 



 

 

 

 

  

 

Potential scenarios for national targets for renewable H2 in Irish heavy transport via FCEV are tabulated 

above in the response to Q189  This excludes the potential for renewable energy to decarbonise rail, 

shipping, and aviation via renewable hydrogen-based fuels in the long term.    

 

ESB also acknowledges the role of low carbon biofuels in the transition to increased electrification of 

transport. Hydrogen is a key component in the production of renewable biofuels and offers an early 

route to market for Hydrogen producers. As mentioned in the government Climate Action Plan, 

Hydrotreated Vegetable Oil (HVO) will be key to meeting our transport targets, particularly in difficult to 

decarbonise sectors such as aviation and maritime. There is an opportunity for synergies between the 

HVO producers and Hydrogen producers to increase the decarbonisation efforts within the transport 

sector. 

Q22 

In addition to the proposals in the Policy Statement for credits to incentivise 
advanced and development fuels, what other measures could promote their supply 
and use in the transport sector? 

The greening of fossil fuels is expensive and bioenergy resources are not available indigenously at 

scale to fully replace the underlying fossil fuel use for transport in Ireland. 10An obligation scheme 

dominated by substituting fossil fuels with bio-derived products neither leverages Ireland’s abundant 

natural resources nor reduces our dependence on imported fuels.  In contrast to renewable electricity 

and renewable H2, biofuels are not zero emission. 

Bringing the wind to the wheel either as electrons for BEV or renewable hydrogen for FCEV could 

progressively replace imported fossil fuel with indigenous, zero emission energy for Irish transport.    

ESB GT welcomes the principle of multiple credits for renewable H2 for transport, however, we have 

concerns around shoehorning incentives for production of renewable hydrogen into an established 

scheme to incentivise dilution of fossil fuels with bio-substitutes.  We recognise the success of the 

scheme in reducing transport emissions and in incorporating renewable energy into transport and its 

role in the next few years, however, as has been highlighted within some of the BEIS publications, there 

are a number of shortcomings in use of obligation11 schemes to incubate a new industry such as 

production and use of renewable  H2.12  It does not allocate cost risk or volume risk in a way that attracts 

investment and finance from hydrogen producers at the appropriate cost of capital . 

To attract investment, hydrogen producers need a dedicated “per unit” support scheme to subsidise the 

difference between the cost of renewable h2 and the fossil fuel alternatives for a defined period.13 Under 

a business model such as that based on contractual payments the hydrogen producer receives a 

subsidy which covers the incremental cost of renewable hydrogen above the carbon-intensive 

 
9 Assumptions 

 
 
11 The obligation in this case is imposed on parties outside the hydrogen production sector (e.g., fuel suppliers or end users) to 
supply or consume a certain quantity of low carbon hydrogen. 
12 
https://assets.publishing.service.gov.uk/government/uploads/system/uploads/attachment_data/file/910382/Business_models_fo
r_low_carbon_hydrogen_production.pdf 
13 Analogous to RESS scheme to support wind and solar 

load factor electrolyser 70% Diesel ICE efficiency 30%

efficiency electrolyser/storage 70% FCEV efficiency 50%

Onshore wind LF 30% Diesel kg CO2/l 2.64

Offshore wind LF 50% Diesel energy density (kWh/l) 10.56

Diesel kg CO2/MWhr 250



 

 

 

 

  

 

alternative fuel. 14  Support payments can be reduced over time for successive investments.  This results 

in an affordable low carbon fuel for the end user, in this case transport customers. 

Demand for renewable hydrogen will initially rely on policy supports to make it an economic option for 

end users.  Obligations are subject to change over time by policymakers.  Obligation schemes do not 

protect investors in H2 production from uncertainty around demand for hydrogen.   

Risks for H2 producers associated with obligation schemes 

Investors may be exposed to policy uncertainty under an obligation model. Before investing in 

production plants, investors will need confidence that support levels for a given investment will not be 

adjusted in unforeseen ways over the lifetime of their investment. However, it is difficult to design an 

obligation model to be robust to the risk of policy change. Support for a given investment would be open 

to ongoing unilateral adjustments. This is because the obligation certificate price will be in part 

determined by detailed rules of the scheme, such as the level of the obligation and the buyout 

provisions. These detailed rules can be changed over time by policymakers. Investors’ cost of capital 

(and therefore cost of the hydrogen) will be higher than under business models, such as a contract for 

difference, that provide more certainty. 

1. Size of markets for RTFCs 

The BiOS does not offer certainty in relation to the size of the market for demand certificates 

associated with production of renewable hydrogen.   Under the proposal, it appears that the 

market for RTFCs is dependent on an enduring demand for these certificates from fossil fuel 

suppliers to meet their obligations.   As Ireland electrifies transport in line with its Climate Action 

Plan, the use of fossil fuels in transport, and the consequent demand for RTFCs will diminish. 

2. Value of RTFC 

There is a ceiling value of the RTFC, based on buy-out price, but no floor value.  The value of 

RTFC will be a depend on the supply of and demand for these certificates. Given the significant 

volume of imported biofuels combined with shrinking use of fossil fuels for transport if Ireland 

achieves transport electrification targets, this will put downward pressure on the value of RTFC.  

This gives no certainty to a Hydrogen investor in relation to level of opex funding available to 

subsidise the price of hydrogen to make it affordable to transport customers 

3. Duration of RTFC “support” 

There is no clarity on the duration of the ‘support’ mechanism in the format of RTFC for H2.  

Renewable hydrogen production facilities are long-lived assets, with expected economic lives 

of 15 years or more. Before sinking investment into such assets, investors will require 

confidence that “support payments” for the specific investment will not be adjusted in 

unforeseen ways over its lifetime.  

4. Definition of ‘renewable’ H2 

 
14 
https://assets.publishing.service.gov.uk/government/uploads/system/uploads/attachment_data/file/910382/Business_models_fo
r_low_carbon_hydrogen_production.pdf 
 

https://assets.publishing.service.gov.uk/government/uploads/system/uploads/attachment_data/file/910382/Business_models_for_low_carbon_hydrogen_production.pdf
https://assets.publishing.service.gov.uk/government/uploads/system/uploads/attachment_data/file/910382/Business_models_for_low_carbon_hydrogen_production.pdf


 

 

 

 

  

 

It is not clear if the proposed ‘support’ in the format of RTFCs is linked to compliance with all 

the clauses within RED II15. Some elements of the REDII directive provide unintentional hurdles 

for early renewable H2 for mobility that may delay projects and will add to the hydrogen cost.     

Enablers 

There are several enablers needed to incentivise H2 production and use in transport. 

1. H2 fuel subsidy 

A key barrier to fuel switching is cost.  In GB, their business model recommends a ‘contract for 

difference’ business model where the hydrogen producer is paid the difference between the 

hydrogen reference price and the strike price.  This derisks the investment for the hydrogen 

producer and makes the zero-carbon fuel affordable to the end user.  A dedicated scheme for 

H2 for transport is would better incentivise investment in producing hydrogen for transport.  

Hydrogen produced for transport is one of the ends uses that is closest to commercial viability 

and, is the only feasible decarbonisation solution available for certain parts of the transport 

sector.16 

2. Demand Creation 

There is significant volume risk for hydrogen producers as the industry is nascent, i.e., there is 

a risk of being unable to sell enough volumes of hydrogen to cover costs with reasonable 

confidence.  It is critical that policymakers set ambitious targets for zero emission in public 

transport fleet and clean air targets for urban areas. It is also suggested that the ramp-up of % 

RFNBO in road transport fuel is increased beyond the EU obliged target of 2.6% 

3. Separate switching support for H2 customers 

The upfront costs associated with switching from fossil fuel to renewable H2 for transport should 

be covered separately through supports for end users. This is because end users face 

additional switching costs and additional risks in switching to hydrogen. Without a separate end 

 
15 Transport customers needed secure, reliable, resilient fuel supply.  Matching a variable source of 

renewable energy with the customer need for steady supply of fuel is challenging, therefore, flexibility is 

required.  Enforcing temporal matching of electrolyser operation with output of designated renewable 

asset(s)15 will result low load factors of high cost H2 production and storage assets which will increase 

the cost of H2 for customers.  It also prevents the dispatchable electricity demand associated with H2 

production from operation in line with overall power system requirements for load balancing/ system 

services and, instead, converts it to a ‘dumb’ load tied to the operation of a designated renewable asset(s). 

‘Additionality’, whereby electrolyser must use energy from new renewable assets, will potentially delay 

availability of renewable H2 for 5+ years, due to the challenges and lead-times associated with building 

infrastructure in Ireland.  H2 from curtailed wind is not a low-cost option for producing H2 due to the large 

capital investment in H2 production and storage assets to harness the so-called ‘free energy’.  Flexibility 

should be afforded to early small scale H2 deployments until the industry reaches scale. The demand 

associated with electrolysers in the early years will be small (<5%) in the context of average electricity 

demand. 
 
16 https://www.bmwk.de/Redaktion/EN/Publikationen/Energie/the-national-hydrogen-strategy.html 
 

https://www.bmwk.de/Redaktion/EN/Publikationen/Energie/the-national-hydrogen-strategy.html


 

 

 

 

  

 

user subsidy, demand for hydrogen may be limited even where renewable hydrogen is 

subsidised to compete on price with the incumbent carbon-intense alternative fuel. 

• Capital cost support for hydrogen supply infrastructure 

The lack of refuelling infrastructure is a barrier for those wishing to use hydrogen vehicles.  We 

discuss AFIR obligations under Q28.  In the near term, some local fleets could be used as a 

source of transport demand that does not require a national refuelling network.  Capital support 

will be required for H2 storage and H2 dispensing for local fleets. 

• Capital cost support for Vehicles 

There is a significant cost difference between FCEV and fossil-fuelled vehicles currently.  This 

is a significant barrier which needs to be addressed with an effective support scheme for vehicle 

owners 

• Facilitate early access to right hand drive FCEV trucks 

There is a need to accelerate the pace of availability of right-hand drive Fuel Cell trucks and 

heavy-duty van to ensure that Ireland will be able to decarbonise the heavy goods vehicles.    

There needs to be a genuine demand for a cost effective, zero emission alternative to traditional 

high duty cycle diesel trucks to attract one or more OEMs to provide the product.  OEMs will 

also need visibility of hydrogen refuelling stations, both in situ and in development, to be 

attracted to the Irish market.   

 

4. Flexibility is needed in relation to RED II additionality and temporal matching clauses until 

hydrogen reaches scale in Ireland.  Any funding mechanisms for H2 need to be decoupled from 

compliance with these clauses within REDII.   Renewable energy power plants that are exiting 

their support scheme and are approaching a decommissioning decision should be considered 

‘additional’ under the terms of RED II for renewable hydrogen production. 

 

5. Enable development of renewable projects for hydrogen production as well as electricity 

An ambitious target of 80% renewables for the electricity system has been set for 2030.  ESB 

GT proposed that additional targets for renewables for hydrogen and grid connected 

electrolyser for hydrogen production should also be set.   

 

ESB GT proposed targets for 2030, 2035 and 2040  

 Technology Current 
Government 
2030 Target 

ESB GT 
Proposed 2030 

Target 

ESB GT Proposed 
2035 Target (net zero 

electricity system) 

ESB GT Proposed 
2040 Target (net 

zero energy system) 
Offshore Wind 5 GW 7 GW Approx. 15 GW Approx. 30 GW 

Green Hydrogen 
Production (grid 

connected electrolysers) 

0 GW Approx. 2 GW At least 8 GW Up to 15 GW 

H2 for transport (TWh)  2.36 7.45 10.58 

Diesel replaced (TWh)  3.93 12.41 17.63 

CO2 saved transport 
(tonnes)  984,000 3,103,000 4,409,000 



 

 

 

 

  

 

  Q28 

Do you have anything further that you would like to add about the Renewable Fuels for 

Transport policy 

In Sections 13 and 14 of the Renewable Fuels for Transport Policy Statement of November 2021, 

Hydrogen is classified as an RFNBO,  anticipated to take effect on 1 January 2023.  ESB GT disagree 

with any proposed delay in implementing these measures, now suggested to take effect in 2024. 

It has been signalled by DECC that electricity-based hydrogen is priority for Ireland and investment will 

not be made in fossil based H2. In this context it is appropriate that H2 FCEV are classified with 

electrified transport (BEV) rather than with CNG, LNG, LPG as was done in section 12 of Renewable 

Fuels for Transport Policy Statement November 2021.  BEV and FCEV are complementary 

technologies which will enable Ireland’s wind energy resources to fully decarbonise transport.   

The revision of the 2014 Directive on the Alternative Fuels Infrastructure (AFID) is one of the most 

important proposals of the “Fit for 55” Package, particularly when it comes to promoting alternative 

modes of transport.17  The move from a Directive to a Regulation (AFIR) means the targets set within 

the measure will be binding and directly applicable in all Member States.  An ambitious AFIR is key to 

ensure that infrastructure and zero-emission vehicles are rolled out simultaneously across the EU. This 

would grant further confidence to all stakeholders, from vehicle manufacturers to transport operators 

and infrastructure providers. 

Article 6 of AFIR sets out targets for hydrogen refuelling infrastructure of road vehicles 

1. By 31 December 2030 publicly accessible hydrogen refuelling stations (HRS) with a minimum 

capacity of 2 t/day with a maximum distance of 150 km in-between them along the TEN-T core 

and the TEN-T comprehensive network.  

2. Liquid hydrogen shall be made available at publicly accessible refuelling stations with a 

maximum distance of 450 km in-between them. 

3. By 31 December 2030, at least one publicly accessible hydrogen refuelling station is deployed 

in each urban node 

Early deployments require a significant capital investment to create the new infrastructure for 

distribution and dispensing hydrogen for transport.   This type of investment is challenging without a 

line of sight to demand for H2 for transport, creating “chicken and egg” challenge, that will restrict 

initiation and expansion of the hydrogen deployment in transport without public sector intervention in 

the form of capex support for investment in hydrogen refuelling infrastructure. 

ESB GT would also like to highlight that decarbonisation efforts concern all transport modes including 

rail, water transport and aviation, which will also require the development of alternative fuels trajectories.  

Analysis by MaREI and WEI in Our Climate neutral future- 0 by 50  indicate that full decarbonisation of  

Ireland’s aviation and shipping fuel demand in 2050 could be achieved using electricity from 9 GW 

offshore wind, a small fraction of our total potential wind resource. The development of e-fuel industries 

based on hydrogen around our ports and airports could be transformative for Ireland’s economy and 

our climate action targets.  

 
17 https://hydrogeneurope.eu/wp-content/uploads/2021/12/Hydrogen-Europe-Alternative-Fuels-Infrastructure-Regulation.pdf 

https://windenergyireland.com/images/files/our-climate-neutral-future-0by50-final-report.pdf


 

Q4 - The proposed indicative annual trajectory of the biofuel obligation rate to 2030, and the 

corresponding buy-out charge, as referred to in the Background section above. 

The trajectory could be met (16% by volume from 2023, 19% from 2024, 23% from 2025) by way of 

5% ethanol, 5.3% FAME, 5.6% B20, 1.6% biomethane and 6% HVO.  Ireland’s ill-advised crop cap of 

2% would need to be revised upwards, petrol would need to be 20% ethanol on average (E10, E85), 

B20 would need to reach 6% and biomethane 2% of total transport demand.  All of these require 

major programmes to achieve, requiring great leadership.  With current policy crop cap and 

infrastructure, the achievable figure may touch 6%. 

Q5-   With reference to increased European ambition under the Fit for 55 proposals or further 

measures under the Climate Action Plan, the potential for even higher national targets for 2030, 

for example, to support a blending target or biodiesel/HVO of B25 or B30, or an option for 

supplying an E85 blend by 2030. 

The Fit for 55 proposals will not bring 50% cuts in transport emissions.  They may not bring any cuts 

at all. The main proposals are RED3 (too small), tailpipe emssions (too late) and ETS (too vague).   

Further and more extreme measures will indeed be needed, going well beyond and making 

redundant Fit for 55, which will not survive the legislative process.  Among these measures should 

be crop biofuels (5% or higher), E10, E15 and E85 (requiring additional supply infrastructure), 

biomethane in tens of thousands of heavy goods vehicles (with grass and waste as feedstocks) and 

B20 in heavy goods transport.  Support should be increased for the collection and processing of 

greater volumes of indigenous waste oils and fats.  Ireland can and should develop its own 

biomethane and ethanol industries.  Note:  HVO comes from crop or cooking oil feedstocks just like 

biodiesel, and will be subject to the same sustainabilty criteria as conventional biodiesel. 

Q6 –   The challenges and opportunities presented by these ambitious targets – with reference to 

achievability, technical implementation considerations, and availability of sustainable supply 

whether imported or indigenous. 

 Biomethane production and ethanol production are achievable at scale in Ireland, using indigenous 

and imported sustainable crop feedstock.   Sustainability is assured by biorefining practices which 

separate and valorise non energy components, such as protein, and by the small size of the biofuels 

sector in relation to the size of Europe’s agricultural capacity.  Ireland can enlarge its indigenous 

waste-based biofuels capacity, using more tallow, used cooking oil and food chain waste.  We invite 

government officials to contact us for field visits to demonstrate this.   

Q7 -   Consideration of other fuels, such as gasoil, which if included within the biofuel blending 

obligation could assist in meeting the ambitious targets for decarbonising transport. 

No comment. 

 

 

Q8. -   Specifically, regarding a legal mandate for the implementation of E10, subject to an 

appropriate legal instrument being settled by Government, technical considerations for 



implementation, for example, lead-in time and alignment to the seasonal changeover of petrol 

supplies, i.e., potentially in September 2022 or May 2023, or other key considerations. 

The most important action is to mandate the change the labels on the unleaded fuel pump from E5 

to E10, allowing fuels suppliers distribute E10 at will.  There is no technical or regulatory obstacle to 

the label change, and the E10 label allows suppliers continue using E5 which is a sub-catergory of 

E10.  Fuel suppliers have economic, logistical and compliance incentives for blending E10 once the 

pump label allows it.   

 Q9. - Considering the incentive within the increased biofuel obligation rate, your view on the 

support for HVO through multiplier credits under the scheme in 2023 and beyond. 

HVO is made either from crop feedstocks or used cooking oil, and EU regulations apply to these in 

the same way as to FAME biodiesel.  There is no rationale for applying different multipliers to HVO, 

and EU law would prohibit it. 

Q10. -  Inclusion of renewable electricity under the obligation, how this can be achieved in practice 

and the appropriate lead in time for implementation in 2023 or later. 

It is difficult to see how this could work in practice.  It may be simpler to keep separate schemes for 

electromobility and internal combustion.  There surely isn’t time to devise and trial hybrid schemes 

by 2030. 

Q11. What further safeguards to ensure the sustainability of biofuels supply and resilience against 

possible fuel fraud, can be implemented to build upon the existing European provisions and plans 

in this area. 

There should be an anti-fraud office for renewable fuels and energy, staffed by investigators with 

powers to investigate and expose abuses.  Data on the types and origins of renewable fuels 

feedstocks should be published by the European Commission within three months of the end of 

each reporting period, allowing all stakeholders to analyse supply chains for signs of suspicious 

trends.  Current schemes do not provide sufficient safaguards against fuel fraud.  The proposed 

Union Database does not yet exist, does not have a firm implementation date, does not have firm 

designs, is extremely complex in concept, and there is no proper governance structure for the 

project which lacks accountability.    The database has no capability to investigate or prosecute 

fraud. 

Q12. -  The European approach envisages biofuels from high-risk ILUC being phased out by 2030. 

Could Ireland phase these out earlier, and when. 

Ireland does not use biofuels from high ILUC-risk feedstocks, i.e. palm oil (with the exception of the 

0.9% palm oil bioLPG which showed up in the data for 2020).   Crop biofuels sourced from European 

feedstocks are highly sustainly and come with zero ILUC risk. 

Q13. - Considering the European limits on biofuels derived from Annex IX Part B feedstocks (incl. 

UCO and tallow) in renewable energy for transport supply, whether certificates awarded for 

biofuels produced from UCO and animal fats should continue to be allowed to be carried over to 

the next obligation period. 

Proper sustainability and traceability measures should be applied in place of arbitrary limits, which 

should not be applied.  If any limit is introduced it must not be allowed undermine domestic 

production (which meets all sustainability and circular economy criteria) in favour of imports from 

outside the EU.  This cannot be stressed highly enough. 



Q14. -   The challenges and opportunities to incentivise production of advanced biofuels from 

Annex IX Part A feedstocks. 

The increased obligation and buy-out charge will incentivise production of biofuels from IXa 

feedstocks.  Biomethane offers the greatest means for scale-up, using silage and organic wastes in 

the case of Ireland, and this should be supported if reliance on imports is to be minimised.  Ireland 

must support Annex IXa silage as a feedstock. 

Q15 -  With reference to EU Fit for 55 proposals to remove double counting of biofuels from all 

Annex IX feedstocks, views on the implementation of such a measure by 2025. 

The transition to actual carbon savings is welcome. 

Q16 -  What risk exists of biofuel supply mandates in Ireland cumulatively with those in other 

jurisdictions, creating excessive demand on feedstocks which also constitute food supply, thereby 

worsening food price volatility, and what safeguards would be appropriate and effective in 

relation to such risks? 

No risk.  Europe’s farm sector produces five to ten times more crops than required for essential 

nutrition.  The bulk of Europe’s farm output serves the needs of modern society for choice, 

convenience, quality and export business.   A quarter of it goes to supply chain losses and waste. The 

cost drivers are energy and fertiliser costs, and erratic market behavour. Biofuels have zero or 

negligible role either as an end-use or a price driver.   Policy makers and influencers should strive to 

understand these fundamentals.   Ireland is a small market and hence has even less bearing on 

commodity prices, while Ireland has the potential to become much more self-sufficient in biofuels 

supply.  This is no risk whatsover of Irish supply mandates adversely impacting food supply or price 

(See A 27). 

Q17. -  The relationship and/or competition between biofuels and global and EU biodiversity 

policy, in particular the need to set aside land for biodiversity. 

There is no risk of adverse impacts for biodiversity.  The True Nature Foundation estimates that 

Europe has 50 million hectares of land suited to immediate restoration to carbon rich biodiverse 

status (equivalent to a third of total farm land) while the EU Joint Research Council reports that 

another five to thirty million hectares of farmland will be abandoned by 2030.  Biofuels have nothing 

to do with this and biofuels are not inhibiting restoration of land to carbon rich biodiverse status.   

Policy makers and influencers should strive to understand these fundamentals. 

Q18. -  The proposed indicative annual trajectory of advanced biofuel rate to 2030, and 

corresponding buy-out, are referred to in the Background section above. 

Scale-up of advanced and development fuels have consistently lagged expectations by an order of 

magnitude and there are no signs of an investment boom any time soon, except in the area of 

biogas.  An investment boom in liquid biofuels would be required this year to assure meaningful 

volumes by 2030.  It is a good thing to support such solutions, but not to count on advanced liquid 

biofuels for short term transition programmes at scale.  Advanced biogas will form an important part 

of the mix by 2030, whether indigenous or imported. 

Q19. -   With consideration of the advanced biofuel rate and buy-out, should carry over of 

advanced biofuel certificates be permitted and aligned to the provisions for carryover of standard 

biofuel obligation certificates.  Are there reasons why such carryover of advanced biofuel 

certificates should not be permitted? 



They should be same as for conventional biofuels. 

Q20.  With reference to proposals for a sub-target for renewable fuels of non-biological origin 

envisaged under the current European proposals for revision of the RED, that this could be 

implemented earlier in Ireland, e.g., from 1 January 2024. 

See Q 18. 

Q21. -  A further measure to be applied in implementing the proposed multiple credits for certain 

advanced and development fuels when applied in combination, considering potential distortion 

effects or unintended consequences. For example: 

Prescribing a hierarchy of supply to transport or other sectors, such as in countering the effect of 

market pricing resulting in HVO supply to the aviation sector rather than road transport.  

 

Further limiting the application of multipliers relative to certain feedstocks, such as limiting 

multiple credits to biomethane when produced from feedstock under Annex IX Part A, so as not to 

promote feedstocks such as grass being used in biomethane production for transport rather than 

animal feed. 

It will not be possible to design a support system for Irish transport which takes account of the 

hundreds of other renewable energy support systems across the world.   Therefore the overarching 

principle should be to assure that any given unit of renewable energy placed on the market is itself 

sustainable and genuine, and mechanisms for this are already in place (though not without serious 

weaknesses).  Grass should be used for biomethane for transport.  It is a gross error to suggest 

otherwise.   See A 27. 

Q22. -   In addition to the proposals in the Policy Statement for credits to incentivise advanced and 

development fuels, what other measures could promote their supply and use in the transport 

sector? 

See Q 18. 

Q23. With reference to the proposal to move to an energy-based biofuel obligation system, while 

enabling continued volume-based reporting by account holders, considering the possible future 

move to European carbon intensity targets in the coming years. 

No comment. 

Q24. -   Proposed additional measures to support compliance while the obligation rate increases in 

coming years and to ensure compliance with European targets, in the short to medium term, 

through: 

 

Introduction of a penalty and progressive fine for non-compliance with the fuel quality directive 

target. 

 

Permitting upstream emissions reductions (UERs) to be offset against the fuel quality directive 

obligation. 

 

Limiting the proportion of certificates that can be carried over into the next obligation period, to 

10% or 5% (applicable to standard or proposed advanced biofuel obligation certificates), so as to 

moderate any distortions in annual compliance with the obligation rate. 



We support these measures which are long overdue. 

Q25. -   The challenges and opportunities for inclusion of renewable fuel supplied for use in 

aviation and maritime within the obligation in future years, aligning to European Fit for 55 

proposals. 

See A 5 and A 21. 

Q26. -  Whether the Department should seek to carry out further research into different types of 

recycled carbon fuels, concerning their possible contribution to decarbonising transport, other 

impacts, or unintended consequences? 

No 

Q27. - Is there other research the Department should consider around the Renewable Fuels for 

Transport Policy? 

Yes, the Department should perform research to confirm the sustainability of EU crop-based 

biofuels, including grass derived biomethane.  The research should address the fundamentals of 

sustainability (food security, land use, carbon emissions) relating to the real world supply chains for 

Ireland and Europe this decade. The research should not be based on meta studies or abstract 

supply chains.  See A 16 and A 17. 

 

Q28. - Do you have anything further that you would like to add about the Renewable Fuels for 

Transport policy? 

There are two fundamentals:  Ireland must recognise the true sustainability of crop biofuels, revising 

up the “crop cap” and Ireland must support indigenous EU and Irish product, protecting it from 

extra-EU imports. 



EWABA response to the Renewable Fuels for Transport Policy consultation 

 

EWABA is a Brussels-based association representing the interests of the European waste-based and 

advanced biofuels industry before EU institutions, national governments, industry, civil society and 

the media. We promote the inclusion of waste-based and advanced biofuels in the EU fuel mix as a 

sustainable means of reducing greenhouse gas emissions in EU transport. Our +35 members active in 

most EU Member States collect and use waste and advanced feedstocks listed in parts A and B of 

Annex IX of the Renewable Energy Directive (REDII) to produce sustainable biodiesel with the highest 

GHG savings (up to +90%) when compared with fossil fuels, thus enabling “near-term 

decarbonization” of the EU road and maritime transport sectors. 

 

Please find our responses to your questions below.  

 

Consultation Question: Your views are sought concerning the proposed increases in biofuels supply 

envisaged under the Climate Action Plan 2021 to support the decarbonising of transport, and 

specifically concerning 

 

The proposed indicative annual trajectory of the biofuel obligation rate to 2030, and the 

corresponding buy-out charge, as referred to in the Background section above.  

An increasing trajectory such as the one indicated is fit for purpose to both progressively 

decarbonize the EU transport sector and sufficiently comply with REDII and REDIII objectives. We 

believe that the proposed 1.5 multiplier for HVO is a negative solution as it gives an unfair amount of 

additional promotion to a particular technology (waste-based HVO) to the detriment of existing 

more energy and cost-efficient alternatives (waste-based biodiesel). Decision-makers should put 

forward public support solutions that ensure that different alternatives compete on an equal 

footing.  

 

With reference to increased European ambition under the Fit for 55 proposals or further measures 

under the Climate Action Plan, the potential for even higher national targets for 2030, for 

example, to support a blending target or biodiesel/HVO of B25 or B30, or an option for supplying 

an E85 blend by 2030.  

The vast majority of the vehicles sold in the EU today are compatible with higher biodiesel blends 

(see engine compatibility list here). Beyond cars and vans, these higher blends are also a solid 

decarbonization option for different heavy-duty vehicle (HDV) segments that may find switching to 

battery electric vehicles or hydrogen (fuel cell) vehicles challenging in the near term. High blends of 

waste-based biodiesel significantly reduce emissions from vehicles with the heaviest payloads, often 

travelling long distances, which are accountable for the highest proportion of GHG emissions in the 

HDV sector. Existing paraffinic diesel such as HVO can be used in addition to the 10 % FAME and thus 

make a further contribution to GHG reduction. These 2 technologies should not compete against 

each other but rather work together in a level-playing field in order to reach the best 

decarbonization results for the road transport. 

https://smex12-5-en-ctp.trendmicro.com/wis/clicktime/v1/query?url=https%3a%2f%2fwww.ewaba.eu%2four%2dmembers&umid=1ef7d277-ac61-4697-85cb-ae922e6a5e05&auth=ae4ce2711027f630252f42757470a2577fa9fe86-e16c8a88738b2053dfaee57535cea3c19c3b88a6
https://www.mvak.eu/wp-content/uploads/2020/11/mvak_approval_list_b10_v07.pdf


 

The challenges and opportunities presented by these ambitious targets – with reference to 

achievability, technical implementation considerations, and availability of sustainable supply 

whether imported or indigenous.  

FAME’s production capacity is sufficiently available in the EU to immediately allow general rollout of 

B10 and beyond. The European standard EN 16734 specifies requirements for B10 fuels, thus 

ensuring the high quality necessary to ensure a smooth use across the EU.  

 

In some Member States, such as France or Portugal, higher blends such B15 are already being used 

successfully. The labelling of fuels at the petrol pump makes incorrect refueling extremely unlikely 

for the limited number vehicles that may not be B10 compatible.  

 

The main reason held by those opposing increasing biodiesel blends to B10 is engine compatibility. 

This seems to be a distinct European issue as non-EU countries have experienced a proliferation of 

higher blends spanning from B10 to B100, with, for example, US fuel suppliers being able to blend up 

to B20 without any labelling requirements in a conspicuous reminder of the EU’s exceptionally 

conservative approach.  

 

Consideration of other fuels, such as gasoil, which if included within the biofuel blending 

obligation could assist in meeting the ambitious targets for decarbonising transport.  

No comment 

 

Specifically, regarding a legal mandate for the implementation of E10, subject to an appropriate 

legal instrument being settled by Government, technical considerations for implementation, for 

example, lead-in time and alignment to the seasonal changeover of petrol supplies, i.e., 

potentially in September 2022 or May 2023, or other key considerations.  

No comment  

 

Considering the incentive within the increased biofuel obligation rate, your view on the support 

for HVO through multiplier credits under the scheme in 2023 and beyond.  

Waste-based HVO and waste-based FAME utilize the same waste lipid feedstocks  such as used 

cooking oil-UCO and animal fats (REDII Annex IX B) and other advanced wastes such as palm oil mill 

effluent (POME) and municipal wastes (different letters within REDII Annex IX A). By giving a specific 

multiplier exclusively to HVO, producers of this technology (large fuel suppliers) would get a 

formidable competitive advantage allowing them to outbuy the feedstocks used by the waste-based 

biodiesel industry.  This would not only result in economic damage and disinvestments against an 

established industry, but it would also result in lower net emission savings, given that the HVO 

technology is less efficient and more energy intensive. This is established by the different typical and 

default values included in Annex V of the REDII and by different studies (here). In addition, HVO 

https://www.studiogearup.com/used-cooking-oil-one-feedstock-different-renewable-fuels-a-comparative-study/


prices customarily more than double waste-based biodiesel prices (see attached excel file with data 

from market analyst Argus). Extra-incentivization of HVO to the detriment of waste-based biodiesel 

would result in even higher fuel prices at the pump.   

 

Inclusion of renewable electricity under the obligation, how this can be achieved in practice and 

the appropriate lead in time for implementation in 2023 or later.  

No comment 

 

What further safeguards to ensure the sustainability of biofuels supply and resilience against 

possible fuel fraud, can be implemented to build upon the existing European provisions and plans 

in this area.  

The European Commission adopted on 10 March an implementing act with revised, stringent, 

standard for biofuels certification schemes (accessible here). Certification schemes will now increase 

surveillance audit frequency and controls and verification of supply chain information. In addition 

the European Commission is progressing with setting up a pan-EU track and trace database for 

biofuels and bioliquids to become operational on 1 January 2023. The Commission has opted to go 

well beyond of the REDII scope and make traceability compulsory as from the point of origination of 

the feedstock in the case of UCO and animal fats, and as from the point of collection for all other 

biofuels. The database will record all market transactions and include relevant sustainability data, 

including GHG savings. Certifications schemes will play a major role in the smooth functioning the 

database. (we enclose a presentation from the Commission to our members from 30 March with 

relevant information on the database). With these two developments (stricter certification schemes 

and database) ensure a formidable level of resilience against potential unsound market practices.  

 

The European approach envisages biofuels from high-risk ILUC being phased out by 2030. Could 

Ireland phase these out earlier, and when.  

No comment 

 

Considering the European limits on biofuels derived from Annex IX Part B feedstocks (incl. UCO 

and tallow) in renewable energy for transport supply, whether certificates awarded for biofuels 

produced from UCO and animal fats should continue to be allowed to be carried over to the next 

obligation period.  

There are currently different Member States incorporating more than 1.7% biofuels produced from 

feedstocks in Annex IX part B (Italy, the Netherlands, Germany). This is a soft cap in application of 

Article 27(1)(b) of the REDII. Given its reliance on Annex IX B feedstocks Ireland should consider this 

option.  

 

The challenges and opportunities to incentivise production of advanced biofuels from Annex IX 

Part A feedstocks.  

https://ec.europa.eu/transparency/comitology-register/screen/documents/078959/4/consult?lang=en


A specific minimum sub-target is a good measure to incentivize the use of these feedstocks. An 

additional measure (such as double counting) is needed to extra incentivize the use of Annex IX A 

feedstocks. Waste lipids in part A (POME, municipal waste, etc) are notoriously difficult and must be 

pre-treated ahead of biofuel production. This requires investments in novel pretreatment facilities 

and increases the overall cost of production, thus justifying a twofold approach when it comes to 

policy promotion.  

 

With reference to EU Fit for 55 proposals to remove double counting of biofuels from all Annex IX 

feedstocks, views on the implementation of such a measure by 2025. 

The provision eliminating double counting as from 2025 was included the REDIII as a result of the 

fact that the REDIII Commission proposal only contains a 13% GHG reduction target. Double 

counting is not compatible with such mechanism. According to the latest versions of the Council 

compromises on the REDIII, Member States will be able to maintain volumetric or energy contents 

targets (as long as they meet the 13% GHG savings objective). In this context double counting is 

likely to be reintroduced for those Member States during the trialogue phase of the negotiations. 

Double counting should therefore be maintained in Ireland given that it has proved extremely 

successful in promoting the collection of difficult waste feedstocks in parts A and B of REDII Annex IX 

and their conversion into advanced and waste-based biofuels.  

 

What risk exists of biofuel supply mandates in Ireland cumulatively with those in other 

jurisdictions, creating excessive demand on feedstocks which also constitute food supply, thereby 

worsening food price volatility, and what safeguards would be appropriate and effective in 

relation to such risks?  

No comment 

 

The relationship and/or competition between biofuels and global and EU biodiversity policy, in 

particular the need to set aside land for biodiversity. 

No comment  

 

The proposed indicative annual trajectory of advanced biofuel rate to 2030, and corresponding 

buy-out, are referred to in the Background section above.  

We support increasing targets for Part A advanced biofuels, this is aligned with the REDIII 

Commission proposal and with current discussions at the European Parliament, where its first 

reading position is likely to include even higher minimum incorporation sub-targets for part A.  

 

With consideration of the advanced biofuel rate and buy-out, should carry over of advanced 

biofuel certificates be permitted and aligned to the provisions for carryover of standard biofuel 

obligation certificates. Are there reasons why such carryover of advanced biofuel certificates 

should not be permitted?  



No comment. 

 

With reference to increased European ambition under the Fit for 55 proposals and under the 

Climate Action Plan, the potential for a higher national target to be set for advanced and 

development fuels.  

We believe this should be considered in the framework of an expected revision of Annex IX 

(expected in Q3 2022) which will bring new feedstocks to part A. Cellulosic and Sugary feedstocks 

constitute the majority of feedstocks in part A of Annex IX – these are available in very large 

quantities and a quick technological ramp up is expected in the post-2025 period.  

 

With reference to proposals for a sub-target for renewable fuels of non-biological origin envisaged 

under the current European proposals for revision of the RED, that this could be implemented 

earlier in Ireland, e.g., from 1 January 2024.  

No comment 

 

A further measure to be applied in implementing the proposed multiple credits for certain 

advanced and development fuels when applied in combination, considering potential distortion 

effects or unintended consequences.  

For example:  

Prescribing a hierarchy of supply to transport or other sectors, such as in countering the effect of 

market pricing resulting in HVO supply to the aviation sector rather than road transport.  

Further limiting the application of multipliers relative to certain feedstocks, such as limiting 

multiple credits to biomethane when produced from feedstock under Annex IX Part A, so as not to 

promote feedstocks such as grass being used in biomethane production for transport rather than 

animal feed.  

Extra incentivization of one specific technology should be implemented only when it is completely 

clear that no unintended negative effects might arise as a consequence of the promotion. In the case 

of promoting HVO for aviation (HEFA) technology, the negative impacts emanating from the HVO 

multiplier (economic damage to the waste-based biodiesel industry, lower net GHG savings, higher 

fuel prices- as described above) would be intensified and accompanied by a further negative effect: 

the really scalable feedstocks for SAF production, listed in part A of annex IX are processed by 

developing technologies (fischer-tropsch, alcohol to jet). Investment directed towards waste lipids 

HEFA SAF will not reach the technologies that can better effectively decarbonize aviation. See 

relevant graph from the International Council on Clean Transportation:  



 

 

In addition to the proposals in the Policy Statement for credits to incentivise advanced and 

development fuels, what other measures could promote their supply and use in the transport 

sector? 

Double counting for as long as volumetric / energy content targets are also kept and the minimum 

GHG reduction is achieved.  

 

With reference to the proposal to move to an energy-based biofuel obligation system, while 

enabling continued volume-based reporting by account holders, considering the possible future 

move to European carbon intensity targets in the coming years.  

As noted above – following the consistent inclusion of a possibility to maintain energy-based 

volumetric options in subsequent Council compromises we expect Ireland to be able to maintain its 

current approach. We see no reason why the Parliament should oppose this possibility at the 

trilogue phase of the negotiations given that achieving the GHG reduction would be a prerequisite.  

 

Proposed additional measures to support compliance while the obligation rate increases in coming 

years and to ensure compliance with European targets, in the short to medium term, through: 

Introduction of a penalty and progressive fine for non-compliance with the fuel quality directive 

target. Permitting upstream emissions reductions (UERs) to be offset against the fuel quality 

directive obligation. Limiting the proportion of certificates that can be carried over into the next 

obligation period, to 10% or 5% (applicable to standard or proposed advanced biofuel obligation 

certificates), so as to moderate any distortions in annual compliance with the obligation rate.  

No comment 

 

The challenges and opportunities for inclusion of renewable fuel supplied for use in aviation and 

maritime within the obligation in future years, aligning to European Fit for 55 proposals. 



As elaborated in earlier responses, HEFA SAF using waste lipid feedstocks (especially those in part B 

of Annex IX) should not be extra incentivized to the detriment of waste-based biodiesel with 

maritime and road uses. In this context we would like to share a recent report on SAF by Barclays 

Bank Equity Research (see attached). This report, with title “Sustainable Aviation Fuel (SAF): It can 

fly, but can it scale?” reproduces several of our arguments on SAF – relevant excerpts below:   

 

"SAF will require over a trillion USD in capital and ... a limited supply of sustainable oil feedstocks 

(e.g., used cooking oil, animal waste fats) has already sparked controversy over SAF’s competing 

interests with not only food supply, but also other transport sectors. Since biodiesel, renewable 

diesel, and SAF rely on the same limited oil feedstocks, SAF could redirect feedstocks away from 

decarbonizing marine and road transports". 

 

“However, biodiesel, renewable diesel, and SAF all rely on the same limited FOG feedstocks. This 

presents dilemmas with not only competing interests in decarbonizing the aviation, road, and marine 

sectors, but also bio-based fuel’s competition with food supply for vegetable oils.” 

 

“Sustainable waste oil feedstocks are in short supply. While waste oils, notably UCO and animal fats, 

offer a more sustainable and lower carbon-intensive source of lipids than vegetable oils, their 

supplies are capped by human activity and collection infrastructure.” 

 

“Aviation vs. road and marine transports. Since biodiesel, renewable diesel, and SAF rely on the same 

limited FOG feedstocks, there are concerns that SAF could redirect FOG feedstocks away from 

decarbonizing marine and road transports and actually increase net emissions, at least until broader 

electrification and other options are available for surface transports.” 

 

“Given sustainable FOG feedstock constraints, there is urgency to advance more nascent 2nd Gen 

SAF pathways that can unlock additional feedstock alternatives, including agriculture and forestry 

residues (e.g., corn husks, cereal straw, branches, bark, wood chips) and non-recyclable municipal 

solid waste (MSW), suggesting one industry’s trash could be aviation’s treasury.” 

 

Whether the Department should seek to carry out further research into different types of recycled 

carbon fuels, concerning their possible contribution to decarbonising transport, other impacts, or 

unintended consequences?  

No comment 

 

Is there other research the Department should consider around the Renewable Fuels for Transport 

Policy?  

No comment 



 

Do you have anything further that you would like to add about the Renewable Fuels for Transport 

policy? 

Many thanks for this initiative.  

 



  

 

Consultation on the Renewable Fuels for Transport Policy 

May 20th 22 
Introduction  

      

When Fuels for Ireland first outlined our vision for how our industry can become carbon neutral by 

2050, we knew that an enormous challenge lay before us. We also knew that thanks to rapidly-evolving 

technology and the dedication and insights of those working in the liquid fuels sector, we could achieve 

this crucial goal in the coming decades. Just as importantly, we understood that with the right policy 

approach, we could help Ireland meet its ambitious climate action goals without jeopardising the 

public’s transportation needs.  

      

In fact, for many years prior to the publication of our ‘Powering today and tomorrow’ strategy on 

carbon neutrality, our industry has been playing a key role in cutting emissions by utilising more and 

more renewable fuels. When publishing the Renewable Fuels for Transport Policy in November 2021, 

the Department of Transport noted the success of the Biofuels Obligation Scheme: in 2020 alone, the 

operation of the Scheme meant that 239 million litres of biofuels replaced c. 209 million litres of fossil 

fuels, thus avoiding approximately 520kt CO2eq transport emissions.1 Building on this good work - 

while continuing to ensure that there are strong safeguards in place to protect biodiversity - will be a 

vital component in decarbonising the transport sector. 

      

It will not be the only component of this strategy, however. Along with increasing our use of renewable 

fuels, improvements in engine efficiency, technological innovation and exciting new fuels are all 

helping to curb emissions. Fuels for Ireland is proud of the efforts which our members have long been 

making, including the large-scale installation of electric vehicle charging points nationwide. Last year, 

we published our ‘Leading the Charge: EV Charging Report 2021 which highlighted how Irish forecourts 

 
1 Department of Transport, ‘Minister Eamon Ryan announces the publication of the Renewable Fuels for Transport Policy Statement,’ 

https://www.gov.ie/en/press-release/93827-minister-eamon-ryan-announces-the-publication-of-the-renewable-fuels-for-transport-policy-
statement/ 



  

 

lead the way in Europe when it comes to EV charging, while also detailing the steps which need to be 

taken to accelerate this process and develop the world-class EV charging infrastructure Ireland needs.2 

 

Fuels for Ireland’s members have been fully compliant with all previous legislation and guidelines when 

it comes to renewable fuels, and we welcomed the publication of the Renewable Fuels for Transport 

Policy Statement. Moreover, we welcome this opportunity to contribute our views as part of the 

Consultation. In order to bring about further emissions reductions in the transportation sector, it is 

vital that the Government continues to engage with all stakeholders while adopting a pragmatic 

approach involving achievable targets. There is no one measure that taken alone will bring about the 

necessary changes, but if the right policies are introduced and properly structured, we can achieve our 

shared climate action goals in the years to come. 

      

Kevin McPartlan, 

CEO of Fuels for Ireland 

      

About Fuels for Ireland 

 

Fuels for Ireland brings together companies involved in the importation, distribution and marketing of 

liquid fuels. Our members are Emo, Inver, Irving, LCC Group, Top, Circle K, Maxol, Valero, Applegreen 

and Corrib Oil. In 2020, our organisation - which was previously known as the Irish Petroleum Industry 

Association - published the ‘Powering today and tomorrow’ strategy document setting out our vision 

for how we can gradually decarbonise our fuels to make our industry carbon neutral by 2050. This 

included a range of measures across the road transport, home heating, aviation and maritime sectors: 

steps which will allow us to transform the fuels we provide while continuing to play an essential role 

in fuelling Irish life long into the future.3 

 

 
2 Fuels for Ireland, ‘Leading the Charge: EV Charging Report 2021,’ 

https://static1.squarespace.com/static/5f310883c542ed5446733d3b/t/60fac648c93024784b24cdbd/1627047498093/Fuels+For+Ireland+E
V+Charging+Report+2021.pdf 
3

 Fuels for Ireland, ‘Powering today and tomorrow,’ 

https://static1.squarespace.com/static/5f310883c542ed5446733d3b/t/5f3a3e73acc4a17e490396ec/1597652602400/FFI_Vision_Doc_Digital_PDF-
compressed.pdf 



  

 

Overview 

 

The Department of Transport is seeking views in relation to the further development of the Renewable 

Fuels for Transport Statement. This includes implementation of the transport elements of the recast 

Renewable Energy Directives (‘REDII’) and consideration of the EU’s ‘Fit for 55’ proposals.  

 

Input is sought on several questions including the scope of the policy, the level of renewable energy in 

the transport sector in 2030, the trajectory to that point, methods of meeting an increased obligation, 

the introduction of an additional obligation for advanced biofuels, technical challenges, cost impacts 

and the move to an energy basis for calculating the obligation.  

 

This consultation will help inform changes that will be made to the next iteration of the Renewable 

Fuels for Transport Policy4 assist with the implementation of elements of REDII, and it will also inform 

some of Ireland’s position under EU Fit for 55. 
 

  

 
4 Renewable Fuels for Transport Policy, https://www.gov.ie/en/policy-information/168c6-renewable-fuels-for-transport-policy-statement/ 



  

 

Acronyms: 

 

BOS:   Biofuel Obligation Scheme 

B7:  Diesel containing 7vol% FAME 

E5:   Gasoline with 5vol% ethanol added 

E10:   Gasoline with 10vol% ethanol added 

E85:  Gasoline with 85vol% ethanol added 

FAME:   Fatty Acid Methyl Ester 

FFV:  Flexible Fuel Vehicles 

FQD:   Fuels Quality Directive 

GHG:  Green House Gas 

HVO:   Hydrotreated Vegetable Oil 

NRMM:  Non-Road Mobile Machinery 

RED:   Renewable Energy Directive 

SAF:  Sustainable Aviation Fuel 

UCO:   Used Cooking Oil 

UCOME:  Used Cooking Oil Methyl Ester 

TME:   Tallow Methyl Ester 

  



  

 

Section 2 

Your views are sought concerning the proposed increases in biofuels supply envisaged under the 

Climate Action Plan 2021 to support the decarbonising of transport, and specifically concerning, 

 

The proposed indicative annual trajectory of the biofuel obligation rate to 2030, and the 

corresponding buy-out charge, as referred to in the Background section above. 

FFI welcomes the policy certainty that comes with an approach indicating the biofuel trajectory rate 

annually. The proposed targets as outlined in the Renewable Transport Policy Statement are 

significantly more aggressive than those required by European legislation, such as the proposed 

revision of RED II, loosely referred to as RED III, which aligns with the EU Fit for 55 package. The overall 

target for the share of energy in the transport sector in the government policy statement is set at 

33.5% equating to approximately 18% GHG reduction, significantly higher than the 13% GHG reduction 

outlined at EU level. 

 

It must be noted that these levels of blending are extremely ambitious and will certainly pose 

challenges to the industry. As a result, the level of increase in the target should be reviewed annually 

to ensure that the targets are in line with the biofuel market. Biofuel production is still evolving; 

therefore, it would be difficult to set appropriate targets for 2025 onwards without reviewing biofuel 

technology advancement, supply volumes and feedstock availability. There is a concern that demand 

for renewable fuel will outstrip supply. 

 

While it is recognised that the buy-out charge must be set higher than the cost of blending biofuels, 

the level that this buy-out charge should be set at needs to take into consideration cost to the 

consumer. If a fuel supplier is in a position where they are non-compliant and therefore need to pay 

the buy-out, this will result in a significant cost increase in the supply of fuel. Not only will the fuel 

supplier need to pay the buy-out, but the carbon tax paid by the fuel supplier will be higher due to the 

increased volumes of fossil fuel in the mix. 

 

 

 



  

 

With reference to increased European ambition under the Fit for 55 proposals or further measures 

under the Climate Action Plan, the potential for even higher national targets for 2030, for example, 

to support a blending target or biodiesel/HVO of B25 or B30, or an option for supplying an E85 blend 

by 2030. 

As mentioned above, FFI supports the current trajectory of blending to meet Ireland’s 2030 targets. 

However, these targets are challenging and ambitious and will be a significant achievement by 

industry when they are met. With this in mind, FFI believes that it is more important to concentrate 

on moving to E10 and B20 first, understanding the complexities and challenges these targets bring 

without planning for more ambitious targets presently. Security of supply of HVO remains somewhat 

unclear so clarity will be required before looking to achieve even higher obligations. 

 

FFI does not object to considering the option of supplying E85 to the Irish market. However, the 

following are some points to note in relation to this consideration: 

- Ireland is limited to 2% crop-based biofuels, a move to E85 would challenge this limit due to 

the lack of availability of waste-based ethanol currently available. Timing of the introduction 

of E85 would need to align with a growth in the supply of waste-based ethanol to the 

market.  

- E85 is used in Flexible Fuel Vehicles (FFV) with engines modified to accept higher 

concentrations of ethanol up to 85%. FFV’s are not currently available for sale in Ireland. 

Although these vehicles are available in other European countries, they are left hand drive 

markets, and therefore may pose a challenge as Ireland is a right-hand drive market. 

-  In the early 2000’s FFV’s using E85 were introduced into Ireland by Ford, Volvo, and Saab. 

These vehicles enjoyed initial success, in part due to a VRT-reduction tax break and in part 

due to the Mineral Oil Tax Relief Scheme (MOTR) which provided relief between 2006 and 

2010 for biofuels including ethanol. When the tax relief ended E85 fuels became 

uncompetitive versus regular petrol due to the significantly higher cost of ethanol and 

demand from the motoring public waned. Government initiatives such as tax breaks would 

need to be considered for E85 introduction to be a success.  

Note: Other EU countries such as France and Sweden have a widespread E85 infrastructure 

supported by government initiatives (Sweden has the highest number of bioethanol service 



  

 

stations in Europe as all Swedish service stations are required by law to offer at least one 

alternative fuel). Germany previously had a widespread E85 biofuel infrastructure but once 

tax incentives were withdrawn in 2015 the demand for E85 disappeared. 

- Due to the infrastructure in place in import terminals and on the forecourts in Ireland, there 

is currently only one grade of petrol available in the Irish market. Reintroduction of E85 to 

the Irish market would require significant changes to the import terminal and forecourt 

infrastructure to facilitate the additional grade.  

 

The challenges and opportunities presented by these ambitious targets – with reference to 

achievability, technical implementation considerations, and availability of sustainable supply 

whether imported or indigenous.  

The Irish transport fuel market is heavily dominated by diesel at 80% market share5. As a result, 

appreciable increases in renewable blending targets will need to be met predominantly within the 

diesel pool.  

 

EN 590 diesel specification sets a limit on the amount of FAME that can be blended into Diesel, set at 

7vol% (referred to as B7). EN 228 gasoline specifications allows for up to 10vol% ethanol blend into 

gasoline, however the Irish market only caters for 5vol% (referred to as E5). The maximum obligation 

rate achievable with B7/E5 blending is ~11 vol%. Above this level of obligation, a move to E10 and 

Hydrotreated Vegetable Oil (HVO) will be required.  

 

Although moving to E10 is necessary to increase the overall renewable content of the transport pool, 

this will achieve an overall blending rate of 12.5vol%, far short of the proposed targets of > 16vol% 

from 2023 onwards.  

 

Security of supply of HVO will be challenging for the industry, although increasing production is 

expected both at national and European levels as the sector moves to decarbonise. On a national level, 

Irving Oil Whitegate refinery is currently producing HVO from sustainable feedstocks and supplying 
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this to the Irish market. 

Consideration of other fuels, such as gasoil, which if included within the biofuel blending obligation 

could assist in meeting the ambitious targets for decarbonising transport.  

 

FFI supports the introduction of a mandate for blending biofuels into Sulphur Free Gasoil (SFGO) used 

for non-road mobile machinery (NRMM).  

 

Details on how this would be regulated would need to be determined. In the UK, there is a presumption 

that the SFGO is used for NRMM unless a supplier can satisfy the administrator to the contrary. This is 

to minimise administrative burden by not placing a requirement on the supplier to know the end use 

for their gasoil supply.  

 

A similar approach could be taken in Ireland which would result in a blending obligation for the 

NRMM sector, with the remaining SFGO volumes exempt. As SFGO is obligated under the Fuels 

Quality Directive (FQD) a blending mandate under RED would improve compliance under FQD by ~ 

0.8%.  

 

Specifically, regarding a legal mandate for the implementation of E10, subject to an appropriate legal 

instrument being settled by Government, technical considerations for implementation, for example, 

lead-in time and alignment to the seasonal changeover of petrol supplies, i.e., potentially in 

September 2022 or May 2023, or other key considerations.  

 

FFI supports the introduction of E10 to the market but cautions that there are significant 

issues that need to be addressed before this can happen: 

- Introduction of E10 will need to be a government mandated move as the industry will need 

to move to this new grade of fuel together. There must be a collaborative effort between 

industry and government. 

- Lead in time is contingent on government legislation and communication protocols running 

schedule. It is critical that industry has a reasonable lead in time to organise amendments to 

base grades to allow for higher levels of E10. This must be considered in line with the 



  

 

government mandate timelines.  

- Due to the infrastructure in place in import terminals and on the forecourts in Ireland, there 

will only be one grade of petrol available in the Irish market. As a result, E5 grade petrol will 

not be available once E10 is introduced onto the market. To maintain a separate grade fuel 

would be prohibitively costly for suppliers and impossible at a practical level for many 

independent operators within the marketplace. 

- FFI believes that any compatibility issues must be considered by government and be included 

as part of their communication and implementation plans. 

 

Considering the incentive within the increased biofuel obligation rate, your view on the support for 

HVO through multiplier credits under the scheme in 2023 and beyond. 

 

In order to meet the increasing biofuels obligation targets HVO is required in the diesel pool for Ireland 

to meet its renewable ambition. FFI members have differing views on the support for HVO through 

multiplier credits. 

 

Inclusion of renewable electricity under the obligation, how this can be achieved in practice and the 

appropriate lead in time for implementation in 2023 or later. 

FFI supports the inclusion of renewable electricity under the obligation scheme based on the number 

of EVs utilising electricity and an equivalent requirement for renewable content.  Details regarding the 

administration of this proposal should be subject to consultation.  

 

Regarding GHG reduction credits under FQD FFI believe that the owner and operator of any electric 

vehicle infrastructure should be allocated these credits. Currently these are only allocated to the 

electricity providers. FFI members have been at the forefront of bringing fast charge solutions to 

consumers since 2010. The quantifying of these credits would be relatively easy based on metered 

and quantifiable supply of electricity to Battery Electric Vehicles (BEV) consumers. With the 

ambitious governmental targets of ~1 million BEV’s on Irish roads by 2030 FFI members have a key 

role to play in the introduction of fast charging solutions to BEV consumers.    



  

 

Section 3 

Your views are sought concerning the proposed increases in biofuels supply envisaged under the 

Climate Action Plan 2021 to support the decarbonising of transport, and specifically concerning, 

 

What further safeguards to ensure the sustainability of biofuels supply and resilience against 

possible fuel fraud, can be implemented to build upon the existing European provisions and plans in 

this area.  

 

It is critical to the biofuel industry, obligated fuel supplying parties and to the trust that the public 

has in carbon reduction measures that no level of fraud is tolerated. Fuel suppliers must be able to 

rely upon the integrity processes of the certification bodies, throughout the entire supply chain. The 

further strengthening of these schemes is the best way to ensure that opportunities for fraud to 

occur are removed. Due to the global nature of supply chains any solutions, including central 

databases would need to extend beyond the EU. 

 

The European approach envisages biofuels from high-risk ILUC being phased out by 2030. Could 

Ireland phase these out earlier, and when.  

 

Given Ireland has very limited use of biofuels produced from high-risk ILUC feedstocks such as palm 

oil, FFI would see no issue with these fuels being phased out from 2023 onwards. Coupled with this, 

more than 90% of Ireland’s biofuel feedstocks are waste based, i.e., not based on crop feedstocks, 

therefore ensuring a high degree of sustainability within the sector.  

 

Considering the European limits on biofuels derived from Annex IX Part B feedstocks (incl. UCO and 

tallow) in renewable energy for transport supply, whether certificates awarded for biofuels 

produced from UCO and animal fats should continue to be allowed to be carried over to the next 

obligation period.  

 

The Irish transport fuel market is heavily dominated by diesel at 80% market share. As a result, 

biodiesel is key to meeting the biofuel obligation targets. The feedstocks used to produce FAME and 



  

 

HVO for blending into diesel are predominantly UCO and Tallow, >95%6.  

 

In order to optimise the purchase of FAME and HVO cargoes there needs to be flexibility to allow for 

excess quantity not used by year end to be carried over into the following year. FFI does not agree that 

there should be limits imposed on the carryover of certs generated from UCO and Tallow. Introduction 

of this limitation would significantly impact industries’ ability to meet the growing targets.   

 

Regarding the 1.7% limit imposed by RED II on Annex IX Part B feedstocks, in 2020 biodiesel placed on 

the market in Ireland represented over 5% in energy terms of the energy used in the transport sector. 

As the BOS obligation increases from 11 vol% to 13 vol% this metric will be over 6% in energy terms of 

the energy used in 2022. As the BOS obligation increases further to 16 vol% in 2023, with little change 

to the feedstocks available this will result in the biodiesel share of the market increasing to over 8% by 

energy terms. This is considerably higher than the 1.7% allowed under RED II. 

 

FFI does not agree that a 1.7% limit on the use of UCO and Tallow imposed on the industry. There is 

already a cap on the food and feed crop volumes (2%) that can be placed on the market. To add another 

cap on the Tallow and UCO allowed would greatly reduce the operational flexibility required by the 

industry to meet the challenging biofuel targets set out. 

 

FFI considers it necessary that Ireland seeks EU approval for removal or significant increase of the 1.7% 

limit. The basis of this argument would be the following: 

 

● Ireland is heavily reliant on biodiesel to meet its renewable energy targets due to the 

significant share of the transport market that diesel commands (81% in 2021.) (This is unlike 

most other MS where E5 or E10 plays a significant role in meeting their renewable targets. 

● Indigenous biofuel production is based on utilising UCO and Tallow, both having an established 

supply chain within Ireland. Ireland has significant quantities of indigenous tallow available 

due to a well-established agricultural sector in the country. There are no other indigenous 
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feedstocks available in sufficient quantities to produce FAME or HVO. 

● At B7 blend rates UCO/Tallow represents over 5% in energy terms of the energy used in 

transport. To achieve an ambitious B12 target would require UCO/Tallow biodiesel at ~ 9% in 

energy terms, greatly exceeding the 1.7% allowable rate. Currently, there is no other feedstock 

available in sufficient quantities to substitute for UCO/Tallow. 

● Cost of fuel to the consumer would increase greatly if the 1.7% limit was not increased, as fuel 

suppliers would need to pay the buy-out charge due to an inability to meet the targets. 

● It should be noted that if UCO and Tallow qualify as wastes then they should be used to 

produce energy if there is no better use for them, following the waste hierarchy directive. 

Limiting the quantities of UCO and Tallow for use in this sector will not complement this 

directive. 

 

Ireland chose to utilise UCO and Tallow as the route to compliance over the last ten years successfully 

meeting RES-T targets. This pathway has now also limited our option for crop-based feedstocks to 2% 

unlike other EU countries which can utilise up to 7%. If a 1.7 % limit on Annex IX Part B and 2% limit on 

crop-based fuels are implemented for Ireland, then the BOS cannot be complied with by blending of 

the available biofuels in the marketplace. 

 

The challenges and opportunities to incentivise production of advanced biofuels from Annex IX Part 

A feedstocks.  

 

Advanced Feedstocks as listed under Annex IX Part A will have a long-term role to play in biofuel 

production and decarbonising transport. These feedstocks can be supported through effective buy-

out pricing to incentivise supply chains and the collectability of these feedstocks. The BOS can further 

strengthen investment in supply chains by defining feedstocks which comply with Annex IX Part A (d), 

as the Netherlands and Spain have.  

 

  



  

 

With reference to EU Fit for 55 proposals to remove double counting of biofuels from all Annex IX 

feedstocks, views on the implementation of such a measure by 2025.  

 

FFI does not support the removal of double counting as the BOS system is currently administered, i.e., 

as a volume or energy-based system. Double counting supports wastes being collected in an 

environmentally friendly manner and encourages fuel suppliers to blend waste-based biofuels into 

their fuel supply which reduces the dependency on crop-based biofuel.  

 

The removal of double counting could reduce the amount of waste-based biofuel being blended into 

transport fuel if removed and not replaced with another mechanism which continues to encourage 

waste-based biofuel. Another mechanism to encourage wastes would be a GHG reduction 

mandate/carbon intensity reduction target. Waste-based biofuels have higher GHG% savings than 

crop-based biofuels so this would give suppliers an incentive to utilize wastes over crops.  

 

Until such a time that the BOS moves to a carbon intensity reduction target then it would be 

recommended to maintain double counting.  

 

 

What risk exists of biofuel supply mandates in Ireland cumulatively with those in other jurisdictions, 

creating excessive demand on feedstocks which also constitute food supply, thereby worsening food 

price volatility, and what safeguards would be appropriate and effective in relation to such risks?  

 

Given that most of the biofuels used in Ireland come from waste sources rather than being crop-

based, there is no reason to believe that biofuel supply mandates will place any excessive demand on 

feedstocks. According to NORA’s Annual Report 2020 on the Biofuels Obligation Scheme, 67% of all 

the biofuel placed on the market in Ireland was produced from used cooking oil (UCO).7 Safeguards 

designed to both protect biodiversity and reduce the risk of increased pressures on food supply are 
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already in place at European Union level, with strict limits being set for the total contribution of food 

or feed crops towards renewable energy targets for biofuels, bioliquids and biomass.8 Ireland is 

performing very well in this area, and given how most of our biofuels are sourced here, there is no 

reason to believe that feedstocks would be adversely impacted by the continuation of recent 

policies. This is a benefit of Ireland having chosen to utilise Annex IX Part B feedstocks. 

The relationship and/or competition between biofuels and global and EU biodiversity policy, in 

particular the need to set aside land for biodiversity. 

 

Existing policies - including the use of biofuels to reduce carbon emissions associated with transport, 

combined with the application of the strong safeguards in place to protect biodiversity - can ensure 

that there is no trade-off between cutting emissions in transport and protecting the environment more 

generally. Given the source of most of our biofuels and given how far Ireland is from reaching the EU’s 

maximum limit for biofuels, bioliquids and biomass fuels produced from food or feed crops, we can 

continue to make use of these products without jeopardising our other environmental targets, 

including the necessary setting aside of land to protect biodiversity.  
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Section 4 

Your views are sought concerning the potential for advanced and development fuels to support the 

decarbonising of transport, and specifically concerning, 

 

The proposed indicative annual trajectory of advanced biofuel rate to 2030, and corresponding 

buy-out, are referred to in the Background section above. 

 

FFI recommends caution regarding the implementation of the advanced biofuel targets. FFI supports 

setting the advanced biofuel obligation at 0.3% in 2023, however increasing this to 1% in 2025 without 

consultation with the industry is not advised. Prior to increasing this target, a review of the commercial 

availability of suitable feedstocks needs to occur. FFI would welcome a consultation prior to 2025 

regarding this target. The level of the obligation should be set relative to the availability of the 

advanced biofuels on the market. Currently there is very limited supply of Annex IX Part A biofuels on 

the market. 

 

If the obligation is to increase through the period to 2030 it would be recommended to ensure the 

increases are conservative at first, allowing technology development, increasing towards the latter 

part of the period, i.e., 2027 onwards. If the targets are set at a value that cannot be achieved by the 

fuel suppliers, this will only increase costs to the consumer due to the proposed high buy-out charge 

for non-compliance with the advanced biofuel targets. 

 

The buy-out for advanced biofuels is ‘heavy handed.’ As stated previously there are limited supplies of 

advanced biofuels available on the market currently. FFI feels that it is unreasonable to expect the 

industry to agree to a high buy-out charge when the cost to meet the target in future is impossible to 

assess. Fuel suppliers have no insight into what the availability of advanced biofuels will be in 2023. 

 

A stated key aim of the buy-out charge is to protect the end consumer from unforeseen price rises due 

to a biofuel market shortage. While FFI considers it appropriate that there are buyout charges rather 

than fines for non-compliance with BOS, FFI cautions the government regarding the level at which this 



  

 

buy-out is set. 

If a fuel supplier is in a position where they are non-compliant and therefore need to pay the buy-out, 

this will result in a significant cost increase in the supply of fuel. Not only will the fuel supplier need to 

pay the buy-out, but the carbon tax paid by the fuel supplier will be higher due to the increased 

volumes of fossil fuel in the mix. 

 

FFI recommends that the buy-out for advanced biofuels be set at the same level as the main biofuel 

obligation and not increased until there is a secure supply of advanced biofuel available. 

 

With consideration of the advanced biofuel rate and buy-out, should carry over of advanced biofuel 

certificates be permitted and aligned to the provisions for carryover of standard biofuel obligation 

certificates. Are there reasons why such carryover of advanced biofuel certificates should not be 

permitted? 

 

FFI recommends that carryover of advanced biofuel certificates should be allowed and aligned with 

carryover of standard biofuel certificates. The argument for this is to allow greatest operational 

flexibility. Such limitations will only increase the risk of non-compliance, resulting in a potential buy-

out and ultimately increase in cost of fuel for the end consumer.  

 

FFI would recommend that consideration would be given to allowing 25% of the advanced biofuel 

target to be met by carryover certificates from the previous year. This should be considered for a 

period to allow the advanced biofuel market to develop. 

 

 

With reference to proposals for a sub-target for renewable fuels of non- biological origin envisaged 

under the current European proposals for revision of the RED, that this could be implemented earlier 

in Ireland, e.g., from 1 January 2024. 

 

In general, FFI would caution that introduction of multiple sub-mandates reduces the flexibility in how 

the high-level RES-T mandate can be met. It is important both to reduce the cost and to ensure that 



  

 

shortages in feedstock or energy sources don’t impact GHG reduction objectives to allow optionality 

in how the overall mandates are achieved. 

 

Principally introducing a RFNBO sub target should stimulate demand for RFNBOs and therefore lead 

to revenues to incentivise further production of RFNBOs such as, green Hydrogen. However, FFI would 

caution against introducing such a target ahead of the development of a Hydrogen Strategy for Ireland 

at government level. There are too many uncertainties currently with regard to policy resulting in a 

lack of confidence for investors. Until such policy certainty exists, the timing of introducing a sub target 

for RFNBOs should be considered.  

 

A further measure to be applied in implementing the proposed multiple credits for certain advanced 

and development fuels when applied in combination, considering potential distortion effects or 

unintended consequences. For example: 

 

Prescribing a hierarchy of supply to transport or other sectors, such as in countering the effect of 

market pricing resulting in HVO supply to the aviation sector rather than road transport. 

 

Further limiting the application of multipliers relative to certain feedstocks, such as limiting multiple 

credits to biomethane when produced from feedstock under Annex IX Part A, so as not to promote 

feedstocks such as grass being used in biomethane production for transport rather than animal feed.  

 

The renewable sector will evolve and should be allowed to evolve; however, transport sectors should 

be treated on a level playing field with no specific incentives in one transport mode over another. Inter 

modal transport policies should not disadvantage another sector or divert fuels from one to the other. 

A holistic approach needs to be adopted with governments incentivising fuel types and pathways 

which can be managed through effective buy-out pricing and clear long-term policy intentions which 

gives investment certainty. In the long-term some HVO plants are likely to shift towards SAF 

production, focussing upon this most difficult to decarbonise sector. 

 

The suggestion to limit the multiplier for grass into biomethane is too complex. To be implemented 



  

 

fairly, the assessment on any displacement effects would have to be done regionally which becomes 

burdensome and subject to auditor interpretation.  

 

In addition to the proposals in the Policy Statement for credits to incentivise advanced and 

development fuels, what other measures could promote their supply and use in the transport 

sector?  

 

Long-term policy certainty is key. Rule changes that have the potential to adversely impact existing 

production facilities can have a detrimental effect on investor confidence in new projects. Free trade 

between EU member states and globally will be vital to Ireland meeting its decarbonisation ambitions. 

The following are some measures that could promote further supply of advanced and development 

fuels. Ensure that all products incorporating low carbon renewable fuels benefit from: 

o Lower Duty  

o Government carbon tax reductions 

o Incentives for producers of these fuels to produce them for the Irish market – Key 

challenge remains access to advanced and development fuels. Direct investment 

support / and risk capital made available through loans on particularly attractive 

terms. 

 

  



  

 

Section 5 

Your views are sought concerning the future administration of the biofuel obligation, and its 

alignment with the European framework for renewable energy in transport, and specifically 

concerning, 

 

With reference to the proposal to move to an energy-based biofuel obligation system, while 

enabling continued volume-based reporting by account holders, considering the possible future 

move to European carbon intensity targets in the coming years.  

 

FFI recognises that the move to an energy-based system for BOS aligns Ireland’s energy targets with 

the Renewable Energy Directive (RED), where targets are specified in energy terms. FFI also 

understands that this simplifies reporting from a government perspective. However, moving to an 

energy-based system for fuel suppliers increases the level of complexity required to meet the BOS 

targets. Unlike the RED, the fuel industry in Ireland operates on a volume basis, and levies and taxes, 

sales contracts and the OLA system are all based on litres @15. In order to manage the biofuel injection 

at terminal level it will be necessary for fuel suppliers to continue to operate the BOS scheme on a 

volume basis. It is impractical to operate on an energy basis at terminal level. 

 

FFI welcomes the recommendation that if the BOS targets move to an energy basis, then the 

conversion would be carried out within the BOS operating system, ensuring there is consistency in 

the way all fuel suppliers convert from volume to energy. Fuel suppliers would continue to report 

their data in volumes – consistent with OLA. The onus would be on the fuel suppliers to convert their 

energy targets over to volume targets based on the respective energy content of the biofuels 

blended to ensure compliance. An online calculator to assist fuel suppliers convert the energy targets 

into an equivalent volume target would greatly assist the industry in ensuring compliance. 

 

With regards to converting to energy targets, it is recommended that the equivalent energy target is 

set using the split of fuels on the market in the prior year. For example, if the diesel/gasoline split on 



  

 

the market in 2021 is 81%/19% then this needs to form the basis of the calculated energy targets for 

2022. 

 

With regard to moving to a carbon intensity reduction target, this would make the most sense, over 

and above a move to energy. Ultimately a reduction in carbon emissions is the end goal, therefore 

setting a target directly relating to this will drive the right behaviours. This would help to align with 

both the RED and FQD as we transition to the outcome of the Fit for 55 legislative package. The same 

arguments as above would apply to the reporting structure: this should remain on a volume basis.  

 

Proposed additional measures to support compliance while the obligation rate increases in coming 

years and to ensure compliance with European targets, in the short to medium term, through: 

 

Introduction of a penalty and progressive fine for non-compliance with the fuel quality directive 

target.  

 

FFI supports the use of buyout charges over a penalty or progressive fine however the overall 

objective should be at all times to incentivise physical blending of renewable fuels. Buyouts are 

equitable to all parties and should be known and published in advance. The buyout charge has 

worked well for the BOS and FFI seeks the same approach and clarity for FQD 

 

Permitting upstream emissions reductions (UERs) to be offset against the fuel quality directive 

obligation. 

 

The use of UERs as an offset against the Fuel Quality Directive is supported by FFI and should not be 

removed. UERs are an important alternative established compliance method that are currently used 

in several European countries. It is recognised that UERs' should be subject to the same stringent 

sustainability and fraud protection measures as all other pathways to compliance. 

  



  

 

Limiting the proportion of certificates that can be carried over into the next obligation period, to 

10% or 5% (applicable to standard or proposed advanced biofuel obligation certificates), so as to 

moderate any distortions in annual compliance with the obligation rate.  

 

FFI does not agree that there should be a limit on the proportion of certificates carried over into a 

given year. While FFI accepts that only 15% of the obligation each year can be met by carry over credits, 

there should not be a restriction on the number of credits that can be carried into a year. There needs 

to be operational flexibility to allow fuel suppliers to over-blend each year to cater for future planned 

tank outages, unforeseen downtime and potential economic opportunities regarding biofuel 

purchase. Limiting fuel suppliers to 10% or 5% of the current year obligation does not consider an 

increasing obligation in the following year. Fuel suppliers should be able to manage their balance of 

certificates within the BOS system and not be restricted in their operations. 

 

Limiting fuel suppliers to 10% or 5% carryover based on 2022 obligation does not equate to 15% of an 

increased obligation in 2023. This undermines the ability of fuel suppliers to meet 15% of their 2023 

obligation with carryover certificates. This situation will occur annually if the obligation is set to 

increase accordingly. This 15% restriction also makes it more challenging for a supplier to meet its 

obligation if there is growth in their market share. 

 

With regards to carbon credits, these should also be considered for carry over in the same manner as 

BOS certificates.  

 

The challenges and opportunities for inclusion of renewable fuel supplied for use in aviation and 

maritime within the obligation in future years, aligning to European Fit for 55 proposals.  

 

Due to our position as an island dependent on international trade, the aviation and maritime sectors 

each present considerable challenges when it comes to achieving carbon reductions, not least due to 

the fact that it remains difficult to power these modes of transport using the battery technology 

currently at our disposal. These are sectors that require global decarbonisation solutions. 

Opportunities to support international efforts should be encouraged.   



  

 

 

Important developments are afoot in this area, including advances in renewable fuels which could play 

a central role in achieving major carbon reductions. As the authors of the Fit for 55 proposals 

themselves noted, “clean hydrogen and hydrogen based synthetic fuels as well as advanced biofuels 

will be crucial for decarbonising the aviation and maritime sector.”9 This is not simply aspirational: as 

noted in Fuels for Ireland’s vision for achieving carbon neutrality by 2050, projects have already come 

to fruition involving the production of jet fuel made from 100% waste and residue raw materials, while 

reductions in the use of sulphur in maritime fuel have lowered sulphur emissions from shipping 

dramatically.10 By continuing to engage with all stakeholders and by adopting an approach geared 

towards encouraging technological innovation, policymakers can play an important role in accelerating 

the shift towards alternative fuels in both the aviation and maritime sectors.  

 

Whether the Department should seek to carry out further research into different types of recycled 

carbon fuels, concerning their possible contribution to decarbonising transport, other impacts, or 

unintended consequences?  

 

Yes. 

 

Is there other research the Department should consider around the Renewable Fuels for Transport 

Policy?  

 

In order to bring about the changes we need to see, it is vital that all solutions are carefully examined. 

The Department should support research across-the-board to examine the pathways towards 

decarbonisation in the various sectors. Research into current and future supply and demand for 

Advanced Fuels, as previously mentioned. Also, products such as liquefied natural gas (LNG), 

compressed natural gas (CNG), e-fuels made from renewable power can all play a role, as can other 
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 European Council, ‘Fit for 55,’ https://www.consilium.europa.eu/en/policies/green-deal/fit-for-55-the-eu-plan-for-a-green-

transition/#:~:text=Fit%20for%2055%20refers%20to,line%20with%20the%202030%20goal. 
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 Fuels for Ireland, ‘Powering today and tomorrow,’ 
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compressed.pdf 



  

 

technologies such as green hydrogen. As well as researching new technologies like green hydrogen 

and providing the support necessary to promote its introduction, it will be important to ensure that all 

fuels are subject to the same strong controls in relation to environmental and sustainability standards 

which exist in other areas.  

 

 

Do you have anything further that you would like to add about the Renewable Fuels for Transport 

policy?       

      

Fuels for Ireland would like to express our thanks for the opportunity to participate in this consultation. 

We believe that an ongoing and inclusive process of stakeholder engagement will help ensure that 

certainty exists around the overall policy framework, while also allowing for appropriate changes to 

be made where necessary. Given the importance of effective climate action, ambitious targets need 

to be set out, yet given the significant challenges which this will pose to our sector, flexibility (for 

example, in relation to blending targets and the setting of buy-out charges) will be of paramount 

importance. Fuels for Ireland is committed to working with policymakers to build on the strong 

foundation laid in recent years in increasing the use of renewable fuels, thereby reducing emissions 

across the transportation sector and helping to safeguard our environment for generations to come.       
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Energy, Air & Adaptation Division 
Department of Transport, 
Leeson Lane, 
Dublin 2, 
D02 TR60  
 
20th May 2022  
 
 
RE: Response to Renewable Fuels for Transport Consultation 
 
 
 
To Whom It Concerns, 
 
Over the past 42 years, Fingleton White has grown to be a leading provider of engineering 
design and project management services to the energy sector in Ireland. We are the leading 
provider of industrial scale combined heat power (CHP) in addition to designing and 
operating renewable energy sources such as solar PV and hydro-electric generators. 
Additionally, we have significant experience with design and project management in the gas 
networks sector both in Ireland and the UK. 
 
We welcome this consultation and the opportunity to respond to the proposed Renewable 
Transport Fuel Obligation policy. Find our response below; 
 
Consultation Question: Your views are sought concerning the potential for advanced 
and development fuels to support the decarbonising of transport, and specifically: 
 
“A further measure to be applied in implementing the proposed multiple credits for certain 
advanced and development fuels when applied in combination, considering potential 
distortion effects or unintended consequences. For example: 
 
Prescribing a hierarchy of supply to transport or other sectors, such as in countering the 
effect of market pricing resulting in HVO supply to the aviation sector rather than road 
transport. 
 
Further limiting the application of multipliers relative to certain feedstocks, such as limiting 
multiple credits to biomethane when produced from feedstock under Annex IX Part A, so as 
not to promote feedstocks such as grass being used in biomethane production for transport 
rather than animal feed.”  
 
Implementation of a credit limitation would be detrimental to the development of AD and 
biomethane in Ireland, which is currently under-developed with slow adoption. For context, 
some nearly 19,000 biogas plants and 725 biomethane plants are in operation in Europe, 
producing some 192 TWh in gas aggregate. There are 77 anaerobic digestion (AD) plants in 
operation in Northern Ireland alone while in the Republic some 28 biogas plant and 1 
biomethane plant are in operation. 
 



  

 

Ireland is set to reduce all GHG emissions by 51% by 2030 as per EU obligations, 
specifically, the Climate Action Plan. Biomethane, while a viable alternative to natural gas 
(NG), presents a solution for the decarbonisation of the transport sector using CNG 
technologies; particularly HGVs given the difficulty in their electrification due to limitations in 
battery technology. HGVs, while making up 4% of all road vehicles, are responsible for 30% 
of Irish transport emissions. Switching to CNG can reduce these emissions by 23% alone, 
providing significant carbon savings, and can achieve carbon neutrality if NG is replaced with 
biomethane. 
 
However, biomethane is currently requires support from the state to de-risk such 
developments. Limiting credit multipliers would disincentivise this. Feedstock security is 
crucial to biomethane success and limiting feedstocks can prove detrimental to AD 
development. Where additional grass silage or other feedstocks are or could be available 
then they should be incentivised for AD use in line with RED II policy. Grass silage is an 
attractive substrate for co-digestion with animal manures due to its high biomethane potential 
and high carbon content.  
 
Furthermore, existing policy already sufficiently discourages the use of energy crops. RED II 
Article 29 clause 10 (c) requires that at least a 65% GHG saving for biofuels and biogas 
consumed in the transport sector as of 1st January 2021 compared to their fossil fuel 
equivalent to qualify and meet sustainability targets. 
 
Energy crops such as maize and grass silage are actively disincentivised through the 
awarding of an emissions bonus for feedstocks such as slurries, manures and agri-waste in 
recognition of improved agricultural and manure management, under Annex VI (B 1. (b)).  
 
Thus, grass silage while providing significant GHG savings, only does so when used in 
limited quantities as outlined by the RED II. Should grass silage (or other crop) constitute a 
majority of a plant’s feedstock above RED II limits, the plant sustainability is impacted and 
lowered: potentially missing the outlined sustainability targets. 
 
We trust the Department of Transport will take the above suggestions into consideration 
when considering any policy development.   
 
Yours faithfully, 
 

 

Cian Flanagan 
Fingleton White 
cian.flanagan@fingleton.ie 
 
 
 
 
    
 
 
 
 
 



 

 
 
 
 
 
Renewable Fuels for Transport Consultation 
Energy, Air, and Adaptation Division 
Department of Transport 
Leeson Lane 
Dublin 2 
D02 TR60 
       
20th May 2022 
 
By email only to energyair&adaptationdivision@transport.gov.ie  
 
RE:  Public Consultation on the Renewable Fuels for Transport Policy 
 
 
Dear Sirs, 
  
Flogas Enterprise Solutions Limited (“FESL”) welcomes the opportunity to provide its 
views on the consultation paper “Public Consultation on the Renewable Fuels for 
Transport Policy April 2022” (“the Consultation”). 
 
FESL is a supplier of natural gas, electricity, energy services, renewable electricity and 
biomethane to energy users in Ireland. FESL is also a supplier of market services to 
renewable energy producers of electricity and/or biomethane. 
 
FESL were the first supplier to supply 100% green electricity in Ireland in 2013 and 
became the first supplier of biomethane to industrial and commercial users through the 
gas network in Ireland in 2020 (trading as “Naturgy Ireland” at the time)1. 
 
FESL also supplies CNG to the transport sector and in 2019 we supported our customer 
Virginia Transport to become one of the first hauliers in Ireland to complete a carbon 
free journey from Ireland to France using a CNG fueled truck.2 (also, at that time, trading 
as "Naturgy Ireland”). 
 
We firmly believe in the potential for biomethane as a commercially viable and proven 
option to decarbonise the transport sector. We take confidence from evidence of this 
demonstrated recently in the UK market, as reported by Energy Census on 10 May 
20223: “Alternative fuels including biomethane…… accounted for 17% of overall fuels 
supply in 2021 – the largest-ever share for the segment”. 
 
FESL supports the response submitted to the Consultation provided by the Renewable 
Gas Forum of Ireland (“RGFI”). 
  
FESL also supports the response submitted to the Consultation provided by Gas 
Networks Ireland (“GNI”).  

 
1 https://www.gasnetworks.ie/corporate/news/active-news-articles/naturgy-biomethane/  
2 https://flogasenterprise.ie/9924-2/  
3 https://www.energycensus.com/Article/Non-conventional-biofuels-made-big-inroads-in-
2021-says-DFT-data-update-22106.html  
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The following are the questions posed in the Consultation, alongside FESL responses to 
each question. 
 

Q1 Comments on the proposed indicative annual trajectory of the biofuel obligation rate 
to 2030, and the corresponding buy-out charge, as referred to in the Background 
section above.  

A1 FESL believes the annual trajectories are reassuring in their ambition, along with the 
proposed buyout charge. 
 
FESL believes that any increases in the development fuel obligation rates should be 
designed to ensure diversification of decarbonised fuels supply in the transport 
sector. FESL believes the proposed development fuel obligation rates should be kept 
under constant review to ensure physical volumes (e.g. biomethane for transport) 
are incentivised to remain in Ireland; a tripling of rates versus what has been 
proposed in the Consultation should be a sufficient incentive. 
  

Q2 With reference to increased European ambition under the Fit for 55 proposals or 
further measures under the Climate Action Plan, the potential for even higher 
national targets for 2030, for example, to support a blending target or biodiesel/HVO 
of B25 or B30, or an option for supplying an E85 blend by 2030. 

A2  EU ambitions have been further enhanced with the launch of the REPower EU plan4 
Whilst ambitious, we support the target levels being aimed for and furthermore 
believe that Ireland Inc. is well positioned and can hugely benefit from achieving 
these targets. 
  

Q3 The challenges and opportunities presented by these ambitious targets – with 
reference to achievability, technical implementation considerations, and availability 
of sustainable supply whether imported or indigenous. 

A3 FESL would advise the Department to review the - KPMG/Devenish, GNI, Sustainable 
Feedstock Report 20215, which reports: 
 
“Our review of the available evidence strongly suggests that Ireland has both the 
technical capacity and capability to produce this additional 5% of feedstock to supply 
an indigenous biomethane industry” 
 
The impending launch of the EU’s “Greening of Freight Package”, should also be 
leveraged in assessing, setting and measuring the outcomes from these targets. 
  

Q4 Consideration of other fuels, such as gasoil, which if included within the biofuel 
blending obligation could assist in meeting the ambitious targets for decarbonising 
transport. 

A4  Biomethane certified as Renewable Gas by an EU Voluntary Scheme can be 
produced in Ireland and would allow for a 100% supply of zero-carbon rated biofuel 

 
4 https://ec.europa.eu/commission/presscorner/detail/en/IP_22_3131  
5 https://www.gasnetworks.ie/biomethane-sustainability-report-2021.pdf  
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to CNG powered trucks. This is an example of how other fuels can contribute to 
Government targets.  
  

Q5 Specifically, regarding a legal mandate for the implementation of E10, subject to an 
appropriate legal instrument being settled by Government, technical considerations 
for implementation, for example, lead-in time and alignment to the seasonal 
changeover of petrol supplies, i.e., potentially in September 2022 or May 2023, or 
other key considerations. 

A5 FESL proposes that any legal mandate to supply renewable transport fuels should be 
reflected by increased development fuel targets which support the diversification of 
renewable transport fuels supply.  
  

Q6 Considering the incentive within the increased biofuel obligation rate, your view on 
the support for HVO through multiplier credits under the scheme in 2023 and beyond. 

A6  No comment 
 
  

Q7 Inclusion of renewable electricity under the obligation, how this can be achieved in 
practice and the appropriate lead in time for implementation in 2023 or later.  

A7  FESL believes this to be a positive proposal, but appropriate controls and 
coordination between government departments need to be put in place to avoid 
double counting across the renewable electricity and renewable transport sectors. 
  

Q8 What further safeguards to ensure the sustainability of biofuels supply and resilience 
against possible fuel fraud, can be implemented to build upon the existing European 
provisions and plans in this area. 

A8  Only biofuels certified by an EU Voluntary scheme to comply with the sustainability 
and GHG criteria and the mass-balance requirements set-out in RED II should be 
recognised by NORA. 
  

Q9 The European approach envisages biofuels from high-risk ILUC being phased out by 
2030. Could Ireland phase these out earlier, and when. 

A9  No comment 
  

Q10 Considering the European limits on biofuels derived from Annex IX Part B feedstocks 
(incl. UCO and tallow) in renewable energy for transport supply, whether certificates 
awarded for biofuels produced from UCO and animal fats should continue to be 
allowed to be carried over to the next obligation period. 

A10 No comment.  
  

Q11 The challenges and opportunities to incentivise production of advanced biofuels from 
Annex IX Part A feedstocks. 

A11  No comment. 
  

Q12 With reference to EU Fit for 55 proposals to remove double counting of biofuels from 
all Annex IX feedstocks, views on the implementation of such a measure by 2025. 

A12 FESL advises against the removal of double counting of biofuels from Annex IX 
feedstocks, due to the relative immaturity of this feedstock market in Ireland. 



 
  

Q13 What risk exists of biofuel supply mandates in Ireland cumulatively with those in 
other jurisdictions, creating excessive demand on feedstocks which also constitute 
food supply, thereby worsening food price volatility, and what safeguards would be 
appropriate and effective in relation to such risks? 

A13  No comment. 
  

Q14 The relationship and/or competition between biofuels and global and EU biodiversity 
policy, in particular the need to set aside land for biodiversity. 

A14  No comment. 
  

A15 The proposed indicative annual trajectory of advanced biofuel rate to 2030, and 
corresponding buy-out, are referred to in the Background section above. 

A15  No comment 
  

Q16 With consideration of the advanced biofuel rate and buy-out, should carry over of 
advanced biofuel certificates be permitted and aligned to the provisions for carryover 
of standard biofuel obligation certificates. Are there reasons why such carryover of 
advanced biofuel certificates should not be permitted? 

A16 It may be useful for the Department to analyse similar carry-over arrangements in 
other schemes such as the Energy Efficiency Obligation Scheme. 
 
  

Q17 With reference to increased European ambition under the Fit for 55 proposals and 
under the Climate Action Plan, the potential for a higher national target to be set for 
advanced and development fuels. 

A17   
FESL proposes to increase the development fuel obligation rates to ensure 
diversification of decarbonised fuels supply in the transport sector. FESL believes the 
proposed development fuel obligation rate should ensure physical volumes (e.g. 
biomethane for transport) are incentivised to remain in Ireland and should be tripled 
versus what has been proposed in the Consultation. The impending launch of the 
EU’s “Greening of Freight Package” will influence these rates also. 
  

Q18 With reference to proposals for a sub-target for renewable fuels of non-biological 
origin envisaged under the current European proposals for revision of the RED, that 
this could be implemented earlier in Ireland, e.g., from 1 January 2024. 

A18 FESL supports this proposal.  
  

Q19 A further measure to be applied in implementing the proposed multiple credits for 
certain advanced and development fuels when applied in combination, considering 
potential distortion effects or unintended consequences. For example: 
Prescribing a hierarchy of supply to transport or other sectors, such as in countering 
the effect of market pricing resulting in HVO supply to the aviation sector rather than 
road transport. 
Further limiting the application of multipliers relative to certain feedstocks, such as 
limiting multiple credits to biomethane when produced from feedstock under Annex 



 
IX Part A, so as not to promote feedstocks such as grass being used in biomethane 
production for transport rather than animal feed. 

A19   
FESL supports the idea of a hierarchy to avoid over-attribution of credits to the point 
that they are disproportionately allocated in respect of a fuel. This measure should 
not be implemented as a means to restrict innovation in advanced and development 
fuels supply, but should only be used to avoid excessive awarding of credits as an 
unintended consequence and to protect public confidence in the obligation scheme. 
  

Q20 In addition to the proposals in the Policy Statement for credits to incentivise 
advanced and development fuels, what other measures could promote their supply 
and use in the transport sector? 

A20  FESL believes biomethane should receive a credit multiplier of 4x (four). 
  

Q21 With reference to the proposal to move to an energy-based biofuel obligation system, 
while enabling continued volume-based reporting by account holders, considering the 
possible future move to European carbon intensity targets in the coming years.  

A21  FESL supports this proposal and believes the more aligned the obligation scheme is 
with the ultimate accounting methodology for national targets, the better. 
  

Q22 Proposed additional measures to support compliance while the obligation rate 
increases in coming years and to ensure compliance with European targets, in the 
short to medium term, through: 
Introduction of a penalty and progressive fine for non-compliance with the fuel 
quality directive target; Permitting upstream emissions reductions (UERs) to be offset 
against the fuel quality directive obligation; Limiting the proportion of certificates 
that can be carried over into the next obligation period, to 10% or 5% (applicable to 
standard or proposed advanced biofuel obligation certificates), so as to moderate any 
distortions in annual compliance with the obligation rate. 

A22   
FESL does not support the measure to limit carry over of certificates. All certificates 
should have a limited lifespan similar in principle to how a lifespan is attributed to 
electricity Guarantees of Origin.  
  

Q23 The challenges and opportunities for inclusion of renewable fuel supplied for use in 
aviation and maritime within the obligation in future years, aligning to European Fit 
for 55 proposals. 

A23  FESL believes renewable transport fuel should also be mandated in aviation and 
maritime sectors. 
  

Q24 Whether the Department should seek to carry out further research into different 
types of recycled carbon fuels, concerning their possible contribution to decarbonising 
transport, other impacts, or unintended consequences?  

A24  No comment 
  

Q25 Is there other research the Department should consider around the Renewable Fuels 
for Transport Policy? 
  



 
A25  No comment 

  
Q26 Do you have anything further that you would like to add about the Renewable Fuels 

for Transport policy? 
  

A26 No comment 
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PUBLIC CONSULTATION ON THE RENEWABLE FUELS FOR 
TRANSPORT POLICY APRIL 2022. 
SUBMISSION ON BEHALF OF GREEN BIOFUELS IRELAND 
LIMITED. (GBIL).  
Date: 19TH MAY 2022. 
 
Dear Sir/Madam, 
 
We welcome the opportunity to make this submission regarding Renewable Fuels 
in Transport. GBIL is Ireland’s largest indigenous biodiesel manufacturer.  
Employing 35 full time staff and with more than 100 in the supply chain, 
production commenced in July 2008 and to date the company has manufactured 
and sold over 500,000,000 litres of fully sustainable and certified waste biodiesel, 
servicing most of the obligated parties in Ireland and providing over 1,320,000 
tonnes of CO2 savings to the Irish transport sector in that period. 
The feedstocks for the facility are used cooking oil and Category 1 animal fats 
sourced solely on the island of Ireland, thus providing a valuable revenue to the 
farming and waste collection industries in Ireland, whilst providing the highest 
greenhouse gas saving biofuel to Irish consumers. 
 
PART 1 
Consultation Question:  
 
The proposed indicative annual trajectory of the biofuel obligation rate to 2030, 
and the corresponding buy-out charge, as referred to in the Background section 
above.  
We consider the proposed increases in the biofuel obligation rate to 2030 to be 
reasonable and necessary to achieve a higher penetration of biofuels in transport and 
to meet indigenous and EU obligations. We are of the opinion that to ensure 
compliance with national and EU targets that further increases in the buy-out charge 
be incorporated into legislation in line with additional increases in the biofuel 
obligation rate. 
With reference to increased European ambition under the Fit for 55 proposals or 
further measures under the Climate Action Plan, the potential for even higher 
national targets for 2030, for example, to support a blending target or 
biodiesel/HVO of B25 or B30, or an option for supplying an E85 blend by 2030.  
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We consider that it is feasible to achieve higher penetration rates for biofuels in 
Ireland, however this will be difficult without legislative changes or subsidies. 
Currently there is a move within the EU to rollout a B10 blend to allow more 
biodiesel to be blended with fossil diesel which would result in higher GHG savings. 
However, with respect to a B25/B30 blend these would be more relevant to captive 
fleets but would be unlikely to be successful without financial incentives. 
As an example, during the MOTR I and MOTR II, excise duty relief schemes, 
whereby specific volumes of biofuels were exempted from excise duty, implemented 
prior to the introduction of the Irish Biofuel Obligation an E85 blend proved 
reasonably successful especially in vehicles that were compatible at that time. 
However, once this relief was removed the E85 was quickly discontinued. Further 
consideration needs to be taken regarding the efficiency of ethanol as a fuel source 
as it has a significantly lower energy content than gasoline, with an energy content of 
27 MJ/Kg V 43 MJ/Kg. (Source: Renewable Directive I and II). 
 
The challenges and opportunities presented by these ambitious targets – with 
reference to achievability, technical implementation considerations, and 
availability of sustainable supply whether imported or indigenous. 
With the improvements in both petrol and diesel engines over the last number of 
years, there appear to be few technical considerations. With respect to sustainable 
supplies, there are sufficient indigenous feedstock resources from used cooking oil 
and animal fats, Category 1,2 and 3 to supply at least 160 million litres of sustainable 
biofuels, which would equate to 82% of the total biodiesel consumed in 2021. (193.6 
million litres – source NORA.ie/statistics). 
Consideration of other fuels, such as gasoil, which if included within the biofuel 
blending obligation could assist in meeting the ambitious targets for decarbonising 
transport.  
We consider it imperative that the Irish Biofuel Obligation includes a mandate to 
blend biofuel into gasoil. This mandate has been successfully implemented in the 
United Kingdom for several years, under the RTFO (Renewable Transport Fuels 
Obligation) and it would provide significant additional GHG savings in Ireland.  
GBIL has supplied biodiesel to RTFO obligated parties for a number of years and no 
technical/blending issues have been experienced whatsoever. 
Specifically, regarding a legal mandate for the implementation of E10, subject to 
an appropriate legal instrument being settled by Government, technical 
considerations for implementation, for example, lead-in time and alignment to the 
seasonal changeover of petrol supplies, i.e., potentially in September 2022 or May 
2023, or other key considerations.  
We agree with the implementation of an E10 blend in Ireland with a rollout in May 
2023 to ensure that there is sufficient time to complete a consumer orientation 
process. We are also of the view that the E10 blend be rolled throughout the country 
without a protection E5 blend to overcome the issues surrounding the logistics and 
expenditure required with the installation of additional tankage, especially in smaller 
fuel stations. 
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Considering the incentive within the increased biofuel obligation rate, your view 
on the support for HVO through multiplier credits under the scheme in 2023 and 
beyond.  
We are of the opinion that crop-based feedstock, especially palm oil, and other waste-
based feedstocks as well as Category 3 animal fat, which are used in the production of 
HVO, are also used in the production of biodiesel and there can be no rationale 
whatsoever in applying different multipliers to HVO. 
As well as this there are no clear guidelines as to which fuels would potentially qualify 
for additional multiplier supports. It would be more beneficial if GHG emissions 
reduction values be applied. 
Inclusion of renewable electricity under the obligation, how this can be achieved in 
practice and the appropriate lead in time for implementation in 2023 or later. 
No comment. 
 
 
 
 
 
 
PART II 
Consultation Questions 
What further safeguards to ensure the sustainability of biofuels supply and 
resilience against possible fuel fraud, can be implemented to build upon the 
existing European provisions and plans in this area.  
The use of indigenous feedstocks can supply a significant percentage of the biofuel 
demand in Ireland, feedstocks which are fully sustainable and traceable. Current 
estimates are that there is 120,000 tonnes of animal fats Cat 1,2 & 3 and a further 
25,000 to 30,000 tonnes of used cooking oil available in Ireland. 
An EU wide database will be rolled out in the short term and together with 
increasingly stringent regulations within the “voluntary schemes”, the possibility of 
fuel fraud will be considerably diminished. 
 
The European approach envisages biofuels from high-risk ILUC being phased out 
by 2030. Could Ireland phase these out earlier, and when.  
With regard to high risk ILUC biofuels being phased out by 2030 consideration 
should be taken of the fact that the vast majority of biofuels consumed in Ireland, for 
many years, have been and continue to be sourced from waste-based feedstocks as 
opposed to crop-based feedstocks.  
In effect, the industry itself has already made the decision to phase out biofuels from 
high risk ILUC feedstocks.  
However, unless the Annex IX, Part B feedstock limits are either removed or greatly 
increased there is a distinct possibility that obligated parties will have no option but to 
refocus on crop-based biofuels. 
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Considering the European limits on biofuels derived from Annex IX Part B 
feedstocks (incl. UCO and tallow) in renewable energy for transport supply, 
whether certificates awarded for biofuels produced from UCO and animal fats 
should continue to be allowed to be carried over to the next obligation period.  
As has been referenced by numerous parties in the recent transport workshops 
Ireland has been almost exclusively reliant on waste-based biodiesel from feedstocks 
listed in Annex IX, Part B.  
We consider it imperative that the “soft cap” be either removed completely or 
substantially increased to avoid obligated parties having to revert to crop-based 
biofuels. 
As referenced above there are sufficient indigenous waste-based feedstocks to provide 
a significant proportion of Ireland’s biofuel needs. 
During the recent workshops the limits were discussed on numerous occasions and 
those present were of the view that the Department would be seeking an increase in 
this proposed limit. Without this increase it will be exceedingly difficult for obligated 
parties to meet their obligations, especially as the 3.5% advanced target will be even 
more difficult to achieve. 
As well as this these feedstocks are classified as wastes and therefore, they also carry 
significant benefits in converting t hem into biodiesel. 
 
The challenges and opportunities to incentivise production of advanced biofuels 
from Annex IX Part A feedstocks.  
We consider that there are significant hurdles to overcome to increase the 
penetration of advanced biofuels from feedstocks listed in Annex IX, Part A. There 
are currently very few commercial scale advanced biofuel operations and 
consideration needs to be taken regarding the costs and timescale necessary to 
commercialise these operations. 
The advanced 2030 target of 3.5% will be difficult to achieve and the creation of an 
Irish production facility would require significant state aid notwithstanding the lack 
of sufficient volumes of feedstocks currently listed in the Annex. 
 
With reference to EU Fit for 55 proposals to remove double counting of biofuels 
from all Annex IX feedstocks, views on the implementation of such a measure by 
2025.  
We are of the opinion that as long as a volumetric obligation is in place in Ireland 
that double counting should not be removed. The removal of double counting would 
make it impossible to achieve even the existing mandates. We believe that this should 
only be considered once the Irish Obligation has moved to a GHG saving basis 
whereby the market will naturally focus on higher GHG saving biofuels. 
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Once a GHG reduction obligation has been implemented then the market will 
naturally choose biofuels providing the greatest level of carbon reductions. 
What risk exists of biofuel supply mandates in Ireland cumulatively with those in 
other jurisdictions, creating excessive demand on feedstocks which also constitute 
food supply, thereby worsening food price volatility, and what safeguards would 
be appropriate and effective in relation to such risks?  
In relation to the current situation in Ireland there is little biofuel consumed from 
feedstocks which also constitute food supply as the market is almost completely 
reliant on waste feedstocks.  
Taking into account other jurisdictions as well as Ireland, the inclusion of animal fat, 
Cat3 as an “advanced feedstock” under high GHG saving feedstocks would ensure 
that the focus remains not only on indigenous feedstocks but also on non crop-based 
feedstocks. 
It should be noted that animal fat, Cat3 is and has been eligible for double counting 
in Finland for many years and Ireland has been exporting a valuable natural 
resource that could be used here to produce more sustainable biofuels. 
It has been revealed that only 7% from 1.4 billion ha of crops such as grain, oilseeds, 
protein, sugar and fibre plants, fruits, vegetables, nuts and others were grown 
worldwide went into biofuels production in 2020. 
Biofuel production is mostly located in countries where there is already a surplus of 
feedstock (especially maize, soy and palm oil) and legally prescribed blending 
obligations. 
According to UFOP, if the surplus were not used to produce biofuels, it would have to 
be placed on the global market, where it would weigh heavily on feedstock prices. 
The use in biofuel production reduces the production overhang, generates extra 
value added and reduces the need for foreign currency for imports of crude or fossil 
fuels. This is primarily a problem in poorer countries. Another advantage is the 
amount of high-quality protein feed that is generated in biofuel production, demand 
for which is steadily increasing. 
The amount and quality of these protein feeds have a strong influence on feedstock 
prices. Consequently, they also determine the amount of land dedicated to growing 
the feedstocks. 
In other words, biofuels are by no means the price drivers in the commodities 
markets. 
If necessary, the feedstocks grown for biofuel production are primarily available for 
food supply. In the case of politically motivated extensification, the EU Commission 
is currently pursuing with its reduction strategy for fertilizers and plant protection 
products as part of the "green deal", this option for "buffering" food demand would 
be omitted. (Source: biofuels international, Jan 24, 2022). 
 
The relationship and/or competition between biofuels and global and EU 
biodiversity policy, in particular the need to set aside land for biodiversity. 
No comment. 
 



 
 

 
Directors:   Donal Tierney (Chairman), Nicholas Tierney, Tony Hennebry 

Registered In Ireland No.  388054    
Registered Office:   Marshmeadows, New Ross, Co. Wexford Y34 TV72 

 

 
 
 
 
 
 
 
 
 
 
 
 
PART III 
Consultation Questions: 
 
With consideration of the advanced biofuel rate and buy-out, should carry over of 
advanced biofuel certificates be permitted and aligned to the provisions for 
carryover of standard biofuel obligation certificates. Are there reasons why such 
carryover of advanced biofuel certificates should not be permitted?  
Yes, as there are few commercial scale advanced facilities the carryover of advanced 
biofuel certificates should be permitted in the short term in line with existing 
carryover provisions, until such time as the availability of advanced biofuels 
increases substantially. 
It would be a mistake to assume that not only will there be an abundance of advanced 
biofuels available by 2030 and that there will be a fundamental shirt to electrification 
in road vehicles in the same timeframe. It will take a significant amount of time to 
develop commercial, scalable technologies to produce sufficient volumes of advanced 
biofuels to satisfy the market requirements.  
An analysis of the availability of feedstocks listed under Annex IX, Part A needs to be 
carried out as for a majority of these feedstocks there is unlikely to be substantial 
available volumes available.  
EV’s will provide a certain level of fossil fuel reduction by 2030 but it is highly 
unlikely that the penetration rate will be significant, and that fossil fuelled vehicles 
will remain the dominant mode of transport even post 2030.    
 
With reference to increased European ambition under the Fit for 55 proposals and 
under the Climate Action Plan, the potential for a higher national target to be set 
for advanced and development fuels. 
We believe that this will be difficult to achieve without significant state aid due to the 
lack of sufficient available advanced feedstocks and the development of technology to 
convert these feedstocks into biofuels.  
The timescale from planning to commissioning has to be taken into account as these 
types of facilities could take up to five years to become fully operational. 
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With reference to proposals for a sub-target for renewable fuels of non-biological 
origin envisaged under the current European proposals for revision of the RED, 
that this could be implemented earlier in Ireland, e.g., from 1 January 2024.  
No comment. 
 
A further measure to be applied in implementing the proposed multiple credits for 
certain advanced and development fuels when applied in combination, considering 
potential distortion effects or unintended consequences.  
For example:  
Prescribing a hierarchy of supply to transport or other sectors, such as in 
countering the effect of market pricing resulting in HVO supply to the aviation 
sector rather than road transport.  
Further limiting the application of multipliers relative to certain feedstocks, such 
as limiting multiple credits to biomethane when produced from feedstock under 
Annex IX Part A, so as not to promote feedstocks such as grass being used in 
biomethane production for transport rather than animal feed.  
We believe that it is imperative that there is a level playing field between biofuels for 
road transport and aviation. Granting additional multipliers to HVO for aviation will 
only result in the diversion of feedstocks currently used in the road transport industry 
to aviation, thus compromising the GHG savings associated with biofuels in road 
transport, which accounted for 18% of all GHG emissions in Ireland in 2020, second 
only to agriculture, with an expected increase to 24% by 2030. (Source: EPA.ie). 
 
In addition to the proposals in the Policy Statement for credits to incentivise 
advanced and development fuels, what other measures could promote their supply 
and use in the transport sector? 
To promote an indigenous manufacturing capability for advanced and development 
fuels in Ireland, which should be considered necessary from a security of supply 
perspective, specific grants should be made available to the industry. Being reliant on 
imported advanced biofuels will merely result in Ireland becoming a price taker, with 
a consequential increased cost to the consumer and susceptibility to supply shortages.  
It is important that Ireland develops its own advanced biofuel industry alongside the 
existing biofuels facilities. 
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PART IV 
Consultation Question: 
With reference to the proposal to move to an energy-based biofuel obligation 
system, while enabling continued volume-based reporting by account holders, 
considering the possible future move to European carbon intensity targets in the 
coming years.  
An energy-based biofuel obligation system should be considered as a precursor to 
moving to a GHG based system, provided double counting for Annex IX, Part B 
feedstocks remains in place until such time as a GHG system is implemented. 
 
Proposed additional measures to support compliance while the obligation rate 
increases in coming years and to ensure compliance with European targets, in the 
short to medium term, through: Introduction of a penalty and progressive fine for 
non-compliance with the fuel quality directive target. Permitting upstream 
emissions reductions (UERs) to be offset against the fuel quality directive 
obligation. Limiting the proportion of certificates that can be carried over into the 
next obligation period, to 10% or 5% (applicable to standard or proposed 
advanced biofuel obligation certificates), so as to moderate any distortions in 
annual compliance with the obligation rate.  
We are in agreement with these proposals. 
 
The challenges and opportunities for inclusion of renewable fuel supplied for use 
in aviation and maritime within the obligation in future years, aligning to 
European Fit for 55 proposals.  
We consider one of the fundamental threats to the biofuels industry, that is currently 
responsible for significant CO2 emission reductions in road transport is any 
additional benefits for biofuels for aviation. As expressed earlier there must be a 
balanced approach to both industries to avoid feedstocks being transferred to one 
industry at the detriment of the other. This may reduce CO2 emissions in aviation but 
at the expense of road transport, which defeats the purpose of a Renewable Fuels for 
transport Policy. 



 
 

 
Directors:   Donal Tierney (Chairman), Nicholas Tierney, Tony Hennebry 

Registered In Ireland No.  388054    
Registered Office:   Marshmeadows, New Ross, Co. Wexford Y34 TV72 

 

 
Whether the Department should seek to carry out further research into different 
types of recycled carbon fuels, concerning their possible contribution to 
decarbonising transport, other impacts, or unintended consequences?  
No comment. 
 
Is there other research the Department should consider around the Renewable 
Fuels for Transport Policy?  
No comment. 
 
Do you have anything further that you would like to add about the Renewable 
Fuels for Transport policy? 
Focus should be on both road transport and aviation emission reductions with both 
sectors being considered to ensure that Ireland maximises the GHG savings 
throughout all relevant sectors.  
Gasoil blending has to be considered for its additional GHG savings and security of 
supply and specific incentives need to be introduced to ensure the continued supply 
of sustainable and advanced biofuels, namely through grant aid/excise duty relief etc. 
The recent conflict in Ukraine highlights the lack of security of supply and the 
corresponding effects on fuel costs. Whilst electrification will reduce the demand for 
fossil fuels, to a certain extent, biodiesel, HVO, ethanol and biomethane are all part 
of the solution and increasing the penetration of these renewable fuels will further 
reduce the use of fossil fuels. 
Transport policy must consider the increasingly negative effects of climate change 
through the emissions of CO2 and must recognise that the solutions will come at a 
cost both to the exchequer and the consumer so that the detrimental effects of the 
continued CO2 emissions can be reduced. 
 



 

Q4 - The proposed indicative annual trajectory of the biofuel obligation rate to 2030, and the 

corresponding buy-out charge, as referred to in the Background section above. 

Gas Networks Ireland supports the proposed trajectory to 2030 and believe it is an achievable 

target. Buy-out prices should be reviewed annually to ensure they are set at an appropriate level to 

incentivise the purchase of biofuels to make a real reduction in GHG emissions rather than 

incentivising Obligated Parties to pay the buy-out charges. 

Q5-   With reference to increased European ambition under the Fit for 55 proposals or further 

measures under the Climate Action Plan, the potential for even higher national targets for 2030, 

for example, to support a blending target or biodiesel/HVO of B25 or B30, or an option for 

supplying an E85 blend by 2030. 

Nil 

Q6 –   The challenges and opportunities presented by these ambitious targets – with reference to 

achievability, technical implementation considerations, and availability of sustainable supply 

whether imported or indigenous. 

The transition towards more sustainable transport will be dependant to the availability of LEV’s and 

of sustainable fuels. There will be increased demand across the EU for limited supply of biofuels. 

However, if the buy-out charges are set at an appropriate level, then the business case will exist for 

increased production and supply. 

Q7 -   Consideration of other fuels, such as gasoil, which if included within the biofuel blending 

obligation could assist in meeting the ambitious targets for decarbonising transport. 

Biomethane certified as Renewable Gas by an EU Voluntary Scheme is currently produced in Ireland. 

This Renewable Gas allows for a 100% supply of zero-carbon rated biofuel to Compressed Natural 

Gas (CNG) powered trucks. This is an example of how other fuels and the increased production of 

biomethane in ROI can contribute to Government targets. 

 

Q8. -   Specifically, regarding a legal mandate for the implementation of E10, subject to an 

appropriate legal instrument being settled by Government, technical considerations for 

implementation, for example, lead-in time and alignment to the seasonal changeover of petrol 

supplies, i.e., potentially in September 2022 or May 2023, or other key considerations. 

Gas Networks Ireland supports the transition to E10 as it appears to be already proven in other 

Member States 

 

 



Q9. - Considering the incentive within the increased biofuel obligation rate, your view on the 

support for HVO through multiplier credits under the scheme in 2023 and beyond. 

Nil 

Q10. -  Inclusion of renewable electricity under the obligation, how this can be achieved in practice 

and the appropriate lead in time for implementation in 2023 or later. 

Gas Networks Ireland supports the inclusion of Renewable Electricity under the obligation. Sales of 

EV’s continue to increase and will do so for the foreseeable future: the entire EV fleet in ROI should 

be running on Renewable Electricity. If appropriate policy is implemented, then new generators (i.e., 

wind, solar, hydro, etc.) will enter PPA’s with suppliers to allocate their energy to the transport 

sector. 

Q11. What further safeguards to ensure the sustainability of biofuels supply and resilience against 

possible fuel fraud, can be implemented to build upon the existing European provisions and plans 

in this area. 

Only biofuels certified by an EU Voluntary scheme to comply with the sustainability and GHG criteria 

and the mass-balance requirements set-out in RED II should be recognised by NORA. Where fraud 

exists at a local production level at an EU or non-EU site, it will not be possible for NORA to identify 

or eliminate. The introduction of the EU biofuels database will enhance transparency and 

significantly reduce the risk of double counting. 

Q12. -  The European approach envisages biofuels from high-risk ILUC being phased out by 2030. 

Could Ireland phase these out earlier, and when. 

It may be possible to introduce additional criteria to disqualify biofuels produced from particular 

crops or from crops from particular countries where ILUC is a known problem. However, where ROI 

is importing the significant majority of its biofuels, we are unlikely to be able to progress this 

transition at an earlier date than 2030. 

Q13. - Considering the European limits on biofuels derived from Annex IX Part B feedstocks (incl. 

UCO and tallow) in renewable energy for transport supply, whether certificates awarded for 

biofuels produced from UCO and animal fats should continue to be allowed to be carried over to 

the next obligation period. 

Nil 

Q14. -   The challenges and opportunities to incentivise production of advanced biofuels from 

Annex IX Part A feedstocks. 

Gas Networks Ireland has consistently identified the potential and opportunity for ROI to produce 

biomethane from various waste streams and ryegrass. This can be certified by an EU Voluntary 

scheme to qualify as a renewable transport fuel. Furthermore, biomethane produced from a mix of 

animal slurry and ryegrass qualifies as an advanced biofuel as per Annex IX Part A. 

Q15 -  With reference to EU Fit for 55 proposals to remove double counting of biofuels from all 

Annex IX feedstocks, views on the implementation of such a measure by 2025. 

Considering the low volumes of advanced biofuels being produced, the current double incentive 

should remain in place beyond 2025 to support the increased production of such biofuels. 



Q16 -  What risk exists of biofuel supply mandates in Ireland cumulatively with those in other 

jurisdictions, creating excessive demand on feedstocks which also constitute food supply, thereby 

worsening food price volatility, and what safeguards would be appropriate and effective in 

relation to such risks? 

Such risks are valid and could well materialise with the increase in demand across the EU. For ROI, 

we could mitigate such risks by becoming less reliant on imported biofuels and implementing policy 

to support indigenously produced alternatives. ROI has the potential to produce our own 

biomethane for CNG vehicles and renewable electricity for EV transport. 

Q17. -  The relationship and/or competition between biofuels and global and EU biodiversity 

policy, in particular the need to set aside land for biodiversity. 

Nil 

Q18. -  The proposed indicative annual trajectory of advanced biofuel rate to 2030, and 

corresponding buy-out, are referred to in the Background section above. 

Gas Networks Ireland believes the annual trajectory and corresponding buy-out are reasonable. 

Q19. -   With consideration of the advanced biofuel rate and buy-out, should carry over of 

advanced biofuel certificates be permitted and aligned to the provisions for carryover of standard 

biofuel obligation certificates.  Are there reasons why such carryover of advanced biofuel 

certificates should not be permitted? 

Gas Networks Ireland believes the carry-over provisions for standard biofuel certificates should also 

apply to advanced biofuels. This provides flexibility for obligated parties and allows them to 

purchase when prices are competitive. The carryover is more likely to result in an oversupply of 

advanced biofuels as obligated parties can be confident they can apply them over a longer time 

period. 

Q20.  With reference to proposals for a sub-target for renewable fuels of non-biological origin 

envisaged under the current European proposals for revision of the RED, that this could be 

implemented earlier in Ireland, e.g., from 1 January 2024. 

Nil 

Q21. -  A further measure to be applied in implementing the proposed multiple credits for certain 

advanced and development fuels when applied in combination, considering potential distortion 

effects or unintended consequences. For example: 

Prescribing a hierarchy of supply to transport or other sectors, such as in countering the effect of 

market pricing resulting in HVO supply to the aviation sector rather than road transport.  

 

Further limiting the application of multipliers relative to certain feedstocks, such as limiting 

multiple credits to biomethane when produced from feedstock under Annex IX Part A, so as not to 

promote feedstocks such as grass being used in biomethane production for transport rather than 

animal feed. 

A report produced by KPMG and Devenish Nutrition in October 2021 (ref: Sustainability of 

Biomethane Production in Ireland: Exploring how Ireland can deliver a sustainable, agriculture-led 

biomethane industry) has already considered grass as a feedstock for the production of biomethane. 



It concluded that ROI can grow incremental grass, sustainably for AD without impacting grazing and 

silage requirements. https://www.gasnetworks.ie/biomethane-sustainability-report-2021.pdf 

Q22. -   In addition to the proposals in the Policy Statement for credits to incentivise advanced and 

development fuels, what other measures could promote their supply and use in the transport 

sector? 

Any further measures under consideration should only be implemented following detailed research 

being completed to understand all potential consequences. 

Q23. With reference to the proposal to move to an energy-based biofuel obligation system, while 

enabling continued volume-based reporting by account holders, considering the possible future 

move to European carbon intensity targets in the coming years. 

Gas Networks Ireland supports the move towards an energy-based biofuel obligation system. 

Q24. -   Proposed additional measures to support compliance while the obligation rate increases in 

coming years and to ensure compliance with European targets, in the short to medium term, 

through: 

 

Introduction of a penalty and progressive fine for non-compliance with the fuel quality directive 

target. 

 

Permitting upstream emissions reductions (UERs) to be offset against the fuel quality directive 

obligation. 

 

Limiting the proportion of certificates that can be carried over into the next obligation period, to 

10% or 5% (applicable to standard or proposed advanced biofuel obligation certificates), so as to 

moderate any distortions in annual compliance with the obligation rate. 

Nil 

Q25. -   The challenges and opportunities for inclusion of renewable fuel supplied for use in 

aviation and maritime within the obligation in future years, aligning to European Fit for 55 

proposals. 

Nil 

Q26. -  Whether the Department should seek to carry out further research into different types of 

recycled carbon fuels, concerning their possible contribution to decarbonising transport, other 

impacts, or unintended consequences? 

Nil 

Q27. - Is there other research the Department should consider around the Renewable Fuels for 

Transport Policy? 

Nil 

Q28. - Do you have anything further that you would like to add about the Renewable Fuels for 

Transport policy? 

Nil 

https://www.gasnetworks.ie/biomethane-sustainability-report-2021.pdf
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Overview 

 

The Irish Department of Transport is seeking views in relation to the further development of the 

Renewable Fuels for Transport Statement. This includes implementation of the transport elements of 

the recast Renewable Energy Directives (‘REDII’) and consideration of the EU’s ‘Fit for 55’ proposals.  

 

Input is sought on several questions including the scope of the policy, the level of renewable energy in 

the transport sector in 2030, the trajectory to that point, methods of meeting an increased obligation, 

the introduction of an additional obligation for advanced biofuels, technical challenges, cost impacts 

and the move to an energy basis for calculating the obligation.  

 

This consultation will help inform changes that will be made to the next iteration of the Renewable 

Fuels for Transport Policy1 assist with the implementation of elements of REDII, and it will also inform 

some of Ireland’s position under EU Fit for 55. 
 

  

 
1 Renewable Fuels for Transport Policy, https://www.gov.ie/en/policy-information/168c6-renewable-fuels-for-
transport-policy-statement/ 



 

 

Acronyms: 
 
BOS:   Biofuel Obligation Scheme 

B7:  Diesel containing 7vol% FAME 

E5:   Gasoline with 5vol% ethanol added 

E10:   Gasoline with 10vol% ethanol added 

E85:  Gasoline with 85vol% ethanol added 

FAME:   Fatty Acid Methyl Ester 

FFV:  Flexible Fuel Vehicles 

FQD:   Fuels Quality Directive 

GHG:  Green House Gas 

HVO:   Hydrotreated Vegetable Oil 

NRMM:  Non-Road Mobile Machinery 

RED:   Renewable Energy Directive 

UCO:   Used Cooking Oil 

UCOME:  Used Cooking Oil Methyl Ester 

TME:   Tallow Methyl Ester 

  



 

 

Section 2 

Your views are sought concerning the proposed increases in biofuels supply envisaged under the 

Climate Action Plan 2021 to support the decarbonising of transport, and specifically concerning, 
 

The proposed indicative annual trajectory of the biofuel obligation rate to 2030, and the 

corresponding buy-out charge, as referred to in the Background section above. 

Greenergy Ireland welcomes the policy certainty that comes with an approach indicating the biofuel 

trajectory rate annually. The proposed targets as outlined in the Renewable Transport Policy 

Statement are significantly more aggressive than those required by European legislation, such as the 

proposed revision of RED II, loosely referred to as RED III, which aligns with the EU Fit for 55 package. 

The overall target for the share of energy in the transport sector in the government policy statement 

is set at 33.5% equating to approximately 28% GHG reduction, significantly higher than the 13% GHG 

reduction outlined at EU level. 

 

It must be noted that these levels of blending are extremely ambitious and will certainly pose 

challenges to the industry. As a result, the level of increase in the target should be reviewed annually 

to ensure that the targets are in line with the biofuel market. Biofuel production is still evolving; 

therefore, it would be difficult to set appropriate targets for 2025 onwards without reviewing biofuel 

technology advancement, supply volumes and feedstock availability. There is a concern that demand 

for renewable fuel will outstrip supply. 

 

While it is recognised that the buy-out charge must be set higher than the cost of blending biofuels, 

the level that this buy-out charge should be set at needs to take into consideration cost to the 

consumer. If a fuel supplier is in a position where they are non-compliant and therefore need to pay 

the buy-out, this will result in a significant cost increase to the consumer. Not only will the fuel supplier 

need to pay the buy-out, but the carbon tax paid by the fuel supplier will be higher due to the increased 

volumes of fossil fuel in the mix. 

 

 

 



 

 

With reference to increased European ambition under the Fit for 55 proposals or further 

measures under the Climate Action Plan, the potential for even higher national targets for 2030, 

for example, to support a blending target or biodiesel/HVO of B25 or B30, or an option for 

supplying an E85 blend by 2030. 

As mentioned above, Greenergy Ireland supports the current trajectory of blending to meet Ireland’s 

2030 targets. However, these targets are challenging and ambitious and will be a significant 

achievement by industry when they are met. With this in mind, Greenergy Ireland believes that it is 

more important to concentrate on moving to E10 and B20 first, understanding the complexities and 

challenges these targets bring without planning for more ambitious targets presently. Security of 

supply of HVO remains somewhat unclear so clarity will be required before looking to achieve 

even higher obligations. 

 

Greenergy Ireland does not object to considering the option of supplying E85 to the Irish market. 

However, the following are some points to note in relation to this consideration: 

- Ireland is limited to 2% crop-based biofuels, a move to E85 would challenge this limit due to 

the lack of availability of waste-based ethanol currently available. Timing of the introduction 

of E85 would need to align with a growth in the supply of waste-based ethanol to the 

market.  

- E85 is used in Flexible Fuel Vehicles (FFV) with engines modified to accept higher 

concentrations of ethanol up to 85%. FFV’s are not currently available for sale in Ireland. 

Although these vehicles are available in other European countries, they are left hand drive 

markets, and therefore may pose a challenge as Ireland is a right-hand drive market. 

-  In the early 2000’s FFV’s using E85 were introduced into Ireland by Ford, Volvo, and Saab. 

These vehicles enjoyed initial success, in part due to a VRT-reduction tax break and in part 

due to the Mineral Oil Tax Relief Scheme (MOTR) which provided relief between 2006 and 

2010 for biofuels including ethanol. When the tax relief ended E85 fuels became 

uncompetitive versus regular petrol due to the significantly higher cost of ethanol and 

demand from the motoring public waned. Government initiatives such as tax breaks would 

need to be considered for E85 introduction to be a success.  

Note: Other EU countries such as France and Sweden have a widespread E85 infrastructure 

supported by government initiatives (Sweden has the highest number of bioethanol service 

stations in Europe as all Swedish service stations are required by law to offer at least one 

alternative fuel). Germany previously had a widespread E85 biofuel infrastructure but once 



 

 

tax incentives were withdrawn in 2015 the demand for E85 disappeared. 

- Due to the infrastructure in place in import terminals and on the forecourts in Ireland, there 

is currently only one grade of petrol available in the Irish market. Reintroduction of E85 to 

the Irish market would require significant change s to the import terminal and 

forecourt infrastructure to facilitate the additional grade.  

 
 
The challenges and opportunities presented by these ambitious targets – with reference to 

achievability, technical implementation considerations, and availability of sustainable supply 

whether imported or indigenous.  

The Irish transport fuel market is heavily dominated by diesel at 80% market share2. As a result, 

appreciable increases in renewable blending targets will need to be met predominantly within the 

diesel pool.  

 

EN 590 diesel specification sets a limit on the amount of FAME that can be blended into 

Diesel, set at 7vol% (referred to as B7). EN 228 gasoline specifications sets a limit on the amount of 

ethanol that can be blended into gasoline, set at 5vol% (referred to as E5). The maximum obligation 

rate achievable with B7/E5 blending is ~12.4 vol%. Above this level of obligation, a move to E10 and 

Hydrotreated Vegetable Oil (HVO) will be required.  

 

Although moving to E10 is necessary to increase the overall renewable content of the transport pool, 

this will achieve an overall blending rate of 14.1vol%, far short of the proposed targets of > 16vol% 

from 2023 onwards.  

 

Security of supply of HVO will be challenging for the industry. 

 

 

Consideration of other fuels, such as gasoil, which if included within the biofuel blending 

obligation could assist in meeting the ambitious targets for decarbonising transport.  

Greenergy Ireland supports the introduction of a mandate for blending biofuels into Sulphur Free 

 
2 NORA BOS Briefing Session Ref: 457-22P0287 



 

 

Gasoil (SFGO) used for non-road mobile machinery (NRMM).  

 

Details on how this would be regulated would need to be determined. In the UK, there is a presumption 

that the SFGO is used for NRMM unless a supplier can satisfy the administrator to the contrary. This is 

to minimise administrative burden by not placing a requirement on the supplier to know the end use 

for their gasoil supply.  

 

A similar approach could be taken in Ireland which would result in a blending obligation for the 

NRMM sector, with the remaining SFGO volumes exempt. As SFGO is obligated under the Fuels 

Quality Directive (FQD) a blending mandate under RED would improve compliance under FQD by ~ 

1.03% to ~4.38%. 

 

Specifically, regarding a legal mandate for the implementation of E10, subject to an appropriate 

legal instrument being settled by Government, technical considerations for implementation, for 

example, lead-in time and alignment to the seasonal changeover of petrol supplies, i.e., 

potentially in September 2022 or May 2023, or other key considerations.  

Greenergy Ireland supports the introduction of E10 to the market but cautions that there are 

significant issues that need to be addressed before this can happen: 

- Introduction of E10 will need to be a government mandated move as the industry will need 

to move to this new grade of fuel together. There must be a collaborative effort between 

industry and government. 

- Lead in time is contingent on government legislation and communication protocols running 

to schedule. It is critical that industry has a reasonable lead in time to organise amendments 

to base grades to allow for higher levels of E10. This must be considered in line with the 

government mandate timelines.  

- Due to the infrastructure in place in import terminals and on the forecourts in Ireland, there 

will only be one grade of petrol available in the Irish market. As a result, E5 grade petrol will 

not be available once E10 is introduced onto the market. To maintain a separate grade fuel 

would be prohibitively costly for suppliers and impossible at a practical level for many 

independent operators within the marketplace. 



 

 

- Greenergy Ireland believes that any compatibility issues must be considered by government 

and be included as part of their communication and implementation plans. 

 

Considering the incentive within the increased biofuel obligation rate, your view on the support 

for HVO through multiplier credits under the scheme in 2023 and beyond. 

Greenergy Ireland want to highlight our strong concern regarding the Irish proposed HVO multiplier of 

1.5x in addition to double counting (if applicable) from 2023. We believe that this approach is not the 

most efficient way to decarbonize the Irish transport sector. This has to do with the efficiency of the 

conversion technologies and the reduction potential of the different types of biofuels. Despite the use 

of the same raw materials, production of HVO is much more energy intensive and leads to less emission 

reductions when compared to biodiesel. A Studio Gear Up study commissioned by EWABA & MVaK 

found that UCOME (FAME, biodiesel) has the lowest production costs, the highest feedstock efficiency, 

the highest emission reduction performance and, consequently, the lowest carbon abatement costs. 

This means that when the deployment of UCO is limited, it is best deployed as UCOME in road and 

maritime transport.  

 

But the negative effects go beyond environment: with UCOME biodiesel being the most cost-effective 

way of reducing transport emissions when compared to HVO along with the recent announcement to 

reduce fuel duty to support Irish citizens, incentivizing HVO would further increase pump prices due 

to the increased costs per ton over biodiesel, undoing the tax break during this cost-of-living crisis. 

 

The Irish government can stimulate increased biodiesel consumption through lifting the blend wall to 

B10, a possibility already included in the EU Fuel Quality Directive. This measure reduces the reliance 

on Russian diesel and aligns to the RED II proposals whereby B10 is the main fuel standard. B10 

increases emissions savings further with the proposed 2030 target 13% GHG reduction from transport 

in mind. 

 

Additional multipliers beyond double counting should only be applied to novel pathways using scalable 

feedstocks such as development fuel projects. Biodiesel can be used in higher blends, subject to 

government policy, which will deliver greater decarbonization than HVO in a more cost-effective 



 

 

manner. 

 

Inclusion of renewable electricity under the obligation, how this can be achieved in practice and 

the appropriate lead in time for implementation in 2023 or later. 

Greenergy Ireland supports the inclusion of renewable electricity under the obligation scheme based 

on the number of EVs' utilising electricity and an equivalent requirement for renewable content.  

Details regarding the administration of this proposal should be subject to consultation.  

 

Regarding GHG reduction credits under FQD Greenergy Ireland believe that the owner and 

operator of any electric vehicle infrastructure should be allocated these credits. Currently 

these are only allocated to the electricity providers. The quantifying of these credits would 

be relatively easy based on metered and quantifiable supply of electricity to Battery Electric 

Vehicles (BEV) consumers. With the ambitious governmental targets of ~1 million BEV’s on 

Irish roads by 2030 Greenergy Ireland has a key role to play in the introduction of fast 

charging solutions to BEV consumers.    



 

 

Section 3 

Your views are sought concerning the proposed increases in biofuels supply envisaged under the 

Climate Action Plan 2021 to support the decarbonising of transport, and specifically concerning, 

 

What further safeguards to ensure the sustainability of biofuels supply and resilience against 

possible fuel fraud, can be implemented to build upon the existing European provisions and plans 

in this area.  

It is critical to the biofuel industry, obligated fuel supplying parties and to the trust that the public 

has in carbon reduction measures that no level of fraud is tolerated. Fuel suppliers must be able to 

rely upon the integrity processes of the certification bodies, throughout the entire supply chain. The 

further strengthening of these schemes is the best way to ensure that opportunities for fraud to 

occur are removed. Due to the global nature of supply chains any solutions, including central 

databases would need to extend beyond the EU. 

 

The European approach envisages biofuels from high-risk ILUC being phased out by 2030. Could 

Ireland phase these out earlier, and when.  

Given Ireland has very limited use of biofuels produced from high-risk ILUC feedstocks such as palm 

oil, Greenergy Ireland would see no issue with these fuels being phased out from 2023 onwards. 

Coupled with this, more than 90% of Ireland’s biofuel feedstocks are waste based, i.e., not based on 

crop feedstocks, therefore ensuring a high degree of sustainability within the sector.  

 

Considering the European limits on biofuels derived from Annex IX Part B feedstocks (incl. UCO 

and tallow) in renewable energy for transport supply, whether certificates awarded for biofuels 

produced from UCO and animal fats should continue to be allowed to be carried over to the next 

obligation period.  

The Irish transport fuel market is heavily dominated by diesel at 80% market share. As a result, 

biodiesel is key to meeting the biofuel obligation targets. The feedstocks used to produce FAME and 

HVO for blending into diesel are predominantly UCO and Tallow, >95%1.  

 

In order to optimise the purchase of FAME and HVO cargoes there needs to be flexibility to allow for 

excess quantity not used by year end to be carried over into the following year. Greenergy Ireland does 



 

 

not agree that there should be limits imposed on the carryover of certs generated from UCO and 

Tallow. Introduction of this limitation would significantly impact industries’ ability to meet the growing 

targets.   

 

Regarding the 1.7% limit imposed by RED II on Annex IX Part B feedstocks, in 2020 biodiesel placed on 

the market in Ireland represented over 5% in energy terms of the energy used in the transport sector. 

As the BOS obligation increases from 11 vol% to 13 vol% this metric will be over 6% in energy terms of 

the energy used in 2022. As the BOS obligation increases further to 16 vol% in 2023, with little change 

to the feedstocks available this will result in the biodiesel share of the market increasing to over 7.6% 

by energy terms. This is considerably higher than the 1.7% allowed under RED II. 

 

Greenergy Ireland does not agree that a 1.7% limit on the use of UCO and Tallow imposed on the 

industry. There is already a cap on the food and feed crop volumes (2%) that can be placed on the 

market. To add another cap on the Tallow and UCO allowed would greatly reduce the operational 

flexibility required by the industry to meet the challenging biofuel targets set out. 

 

Greenergy Ireland considers it necessary that Ireland seeks EU approval for removal or significant 

increase of the 1.7% limit. The basis of this argument would be the following: 

 

● Ireland is heavily reliant on biodiesel to meet its renewable energy targets due to the 

significant share of the transport market that diesel commands (80% in 2021.) (This is unlike 

most other Member States where E5 or E10 plays a significant role in meeting their renewable 

targets. 

● Indigenous biofuel production is based on utilising UCO and Tallow, both having an established 

supply chain within Ireland. Ireland has significant quantities of indigenous tallow available 

due to a well-established agricultural sector in the country. There are no other indigenous 

feedstocks available in sufficient quantities to produce FAME or HVO. 

● At B7 blend rates UCO/Tallow represents over 5% in energy terms of the energy used in 

transport. To achieve an ambitious B12 target would require UCO/Tallow biodiesel at ~ 9% 

in energy terms, greatly exceeding the 1.7% allowable rate. Currently, there is no other 



 

 

feedstock available in sufficient quantities to substitute for UCO/Tallow. 

● Cost of fuel to the consumer would increase greatly if the 1.7% limit was not increased, as 

fuel suppliers would need to pay the buy-out charge due to an inability to meet the targets. 

● It should be noted that if UCO and Tallow qualify as wastes then they should be used to 

produce energy if there is no better use for them, following the waste hierarchy directive. 

Limiting the quantities of UCO and Tallow for use in this sector will not complement this 

directive. 

Ireland chose to utilise UCO and Tallow as the route to compliance over the last ten years 

successfully meeting RES-T targets. This pathway has now also limited our option for crop-

based feedstocks to 2% unlike other EU countries which can utilise up to 7%. If a 1.7 % limit 

on Annex IX Part B and 2% limit on crop-based fuels are implemented for Ireland, then the 

BOS cannot be complied with by blending of the available biofuels in the marketplace. 

 

The challenges and opportunities to incentivise production of advanced biofuels from Annex IX 

Part A feedstocks.  

Advanced Feedstocks as listed under Annex IX Part A will have a long-term role to play in biofuel 

production and decarbonising transport. These feedstocks can be supported through effective buy-

out pricing to incentivise supply chains and the collectability of these feedstocks. The BOS can further 

strengthen investment in supply chains by defining feedstocks which comply with Annex IX Part (d), as 

the Netherlands and Spain have.  

 

With reference to EU Fit for 55 proposals to remove double counting of biofuels from all Annex 

IX feedstocks, views on the implementation of such a measure by 2025.  

Greenergy Ireland does not support the removal of double counting as the BOS system is currently 

administered, i.e., as a volume or energy-based system. Double counting supports wastes being 

collected in an environmentally friendly manner and encourages fuel suppliers to blend waste-based 

biofuels into their fuel supply which reduces the dependency on crop-based biofuel.  

 

The removal of double counting could reduce the amount of waste-based biofuel being blended into 

transport fuel if removed and not replaced with another mechanism which continues to encourage 

waste-based biofuel. Another mechanism to encourage wastes would be a GHG reduction 



 

 

mandate/carbon intensity reduction target. Waste-based biofuels have higher GHG% savings than 

crop-based biofuels so this would give suppliers an incentive to utilize wastes over crops.  

 

Until such a time that the BOS moves to a carbon intensity reduction target then it would be 

recommended to maintain double counting.  

 

What risk exists of biofuel supply mandates in Ireland cumulatively with those in other 

jurisdictions, creating excessive demand on feedstocks which also constitute food supply, 

thereby worsening food price volatility, and what safeguards would be appropriate and effective 

in relation to such risks?  

Given that most of the biofuels used in Ireland come from waste sources rather than being crop-

based, there is no reason to believe that biofuel supply mandates will place any excessive demand on 

feedstocks. According to NORA’s Annual Report 2020 on the Biofuels Obligation Scheme, 67% of all 

the biofuel placed on the market in Ireland was produced from used cooking oil (UCO).3 Safeguards 

designed to both protect biodiversity and reduce the risk of increased pressures on food supply are 

already in place at European Union level, with strict limits being set for the total contribution of food 

or feed crops towards renewable energy targets for biofuels, bioliquids and biomass.4 Ireland is 

performing very well in this area, and given how most of our biofuels are sourced here, there is no 

reason to believe that feedstocks would be adversely impacted by the continuation of recent 

policies. This is a benefit of Ireland having chosen to utilise Annex IX Part B feedstocks 

 

The relationship and/or competition between biofuels and global and EU biodiversity policy, in 

particular the need to set aside land for biodiversity. 

Existing policies - including the use of biofuels to reduce carbon emissions associated with transport, 

combined with the application of the strong safeguards in place to protect biodiversity - can ensure 

that there is no trade-off between cutting emissions in transport and protecting the environment more 

generally. Given the source of most of our biofuels and given how far Ireland is from reaching the EU’s 

maximum limit for biofuels, bioliquids and biomass fuels produced from food or feed crops, we can 

 
3

 National Oil Reserves Agency, ‘The Biofuels Obligation Scheme Annual Report 2020,’ https://www.nora.ie/_fileupload/457-21X0088%20-

%20BOS%20Annual%20Report%20for%202020%20for%20publication.pdf 
4

 European Commission, ‘Sustainability criteria for biofuels specified,’ https://ec.europa.eu/commission/presscorner/detail/en/MEMO_19_1656 



 

 

continue to make use of these products without jeopardising our other environmental targets, 

including the necessary setting aside of land to protect biodiversity.  

 

  



 

 

Section 4 

Your views are sought concerning the potential for advanced and development fuels to support 

the decarbonising of transport, and specifically concerning, 

 

The proposed indicative annual trajectory of advanced biofuel rate to 2030, and corresponding 

buy-out, are referred to in the Background section above. 

Greenergy Ireland recommends caution regarding the implementation of the advanced biofuel 

targets. Greenergy Ireland supports setting the advanced biofuel obligation at 0.3% in 2023, however 

increasing this to 1% in 2025 without consultation with the industry is not advised. Prior to increasing 

this target, a review of the commercial availability of suitable feedstocks needs to occur. Greenergy 

Ireland would welcome a consultation prior to 2025 regarding this target. The level of the obligation 

should be set relative to the availability of the advanced biofuels on the market. Currently there is very 

limited supply of Annex IX Part A biofuels on the market. 

 

If the obligation is to increase through the period to 2030 it would be recommended to ensure the 

increases are conservative at first, allowing technology development, increasing towards the latter 

part of the period, i.e., 2027 onwards. If the targets are set at a value that cannot be achieved by the 

fuel suppliers, this will only increase costs to the consumer due to the proposed high buy-out charge 

for non-compliance with the advanced biofuel targets. 

 

Biofuels produced from feedstocks listed in Part A of Annex IX, RED II – subject to there being 

sufficient supplies of this product at a commercial level. Presently there are very limited volumes of 

these biofuels on the market. Ireland is unlikely to be producing indigenous biofuels from feedstocks 

within Annex IX, Part A and therefore will be reliant on technology development and commercial 

deployment in other jurisdictions, importing the quantities of 

advanced biofuels required. 

 

A stated key aim of the buy-out charge is to protect the end consumer from unforeseen price rises due 

to a biofuel market shortage. While Greenergy Ireland considers it appropriate that there are buyout 

charges rather than fines for non-compliance with BOS, Greenergy Ireland cautions the government 



 

 

regarding the level at which this buy-out is set. 

 

The buy-out for advanced biofuels is ‘heavy handed.’ As stated previously there are limited supplies of 

advanced biofuels available on the market currently. Greenergy Ireland feels that it is unreasonable to 

expect the industry to agree to a high buy-out charge when the cost to meet the target in future is 

impossible to assess. Fuel suppliers have no insight into what the availability of advanced biofuels will 

be in 2023. 

 

If a fuel supplier is in a position where they are non-compliant and therefore need to pay the buy-out, 

this will result in a significant cost increase to the consumer. Not only will the fuel supplier need to pay 

the buy-out, but the carbon tax paid by the fuel supplier will be higher due to the increased volumes 

of fossil fuel in the mix. 

 

Greenergy Ireland recommends that the buy-out for advanced biofuels be set at the same level as the 

main biofuel obligation and not increased until there is a secure supply of advanced biofuel available. 

 

With consideration of the advanced biofuel rate and buy-out, should carry over of advanced 

biofuel certificates be permitted and aligned to the provisions for carryover of standard biofuel 

obligation certificates. Are there reasons why such carryover of advanced biofuel certificates 

should not be permitted? 

Greenergy Ireland recommends that carryover of advanced biofuel certificates should be allowed and 

aligned with carryover of standard biofuel certificates. The argument for this is to allow greatest 

operational flexibility. Such limitations will only increase the risk of non-compliance, resulting in a 

potential buy-out and ultimately increase in cost of fuel for the end consumer.  

 

Greenergy Ireland would recommend that consideration would be given to allowing 25% of the 

advanced biofuel target to be met by carryover certificates from the previous year. This should be 

considered for a period to allow the advanced biofuel market to develop. 

 

 

With reference to proposals for a sub-target for renewable fuels of non- biological origin 



 

 

envisaged under the current European proposals for revision of the RED, that this could be 

implemented earlier in Ireland, e.g., from 1 January 2024. 

Principally introducing a RFNBO sub target should stimulate demand for RFNBOs and therefore lead 

to revenues to incentivise further production of RFNBOs such as, green Hydrogen. However, Greenergy 

Ireland would caution against introducing such a target ahead of the development of a Hydrogen 

Strategy for Ireland at government level. There are too many uncertainties currently with regard to 

policy resulting in a lack of confidence for investors. Until such policy certainty exists, the timing of 

introducing a sub target for RFNBOs should be considered.   

 

A further measure to be applied in implementing the proposed multiple credits for certain 

advanced and development fuels when applied in combination, considering potential distortion 

effects or unintended consequences. For example: 

 

Prescribing a hierarchy of supply to transport or other sectors, such as in countering the effect 

of market pricing resulting in HVO supply to the aviation sector rather than road transport. 

 

Further limiting the application of multipliers relative to certain feedstocks, such as limiting 

multiple credits to biomethane when produced from feedstock under Annex IX Part A, so as not 

to promote feedstocks such as grass being used in biomethane production for transport rather 

than animal feed.  

 

Transport sectors should be treated on a level playing field with no specific incentives in one transport 

mode over another. Inter modal transport policies should not disadvantage another sector or divert 

fuels from one to the other. A holistic approach needs to be adopted with governments incentivising 

fuel types and pathways which can be managed through effective buy-out pricing and clear long-term 

policy intentions which gives investment certainty.  

 

The suggestion to limit the multiplier for grass into biomethane is too complex. To be implemented 

fairly, the assessment on any displacement effects would have to be done regionally which becomes 

burdensome and subject to auditor interpretation.  

 

In addition to the proposals in the Policy Statement for credits to incentivise advanced and 



 

 

development fuels, what other measures could promote their supply and use in the transport 

sector?  

Ensure that all product incorporating these fuels benefit from: 

o Lower Duty  

o Government carbon tax reductions 

o Incentives for producers of these fuels to produce them for the Irish market – 

Key challenge remains access to advanced and development fuels. Direct 

investment support / and risk capital made available through loans on 

particularly attractive terms. 

 

  



 

 

Section 5 

Your views are sought concerning the future administration of the biofuel obligation, and its 

alignment with the European framework for renewable energy in transport, and specifically 

concerning, 

 

With reference to the proposal to move to an energy-based biofuel obligation system, while 

enabling continued volume-based reporting by account holders, considering the possible future 

move to European carbon intensity targets in the coming years.  

 
Greenergy Ireland recognises that the move to an energy-based system for BOS aligns Ireland’s energy 

targets with the Renewable Energy Directive (RED), where targets are specified in energy terms. 

Greenergy Ireland also understands that this simplifies reporting from a government perspective. 

However, moving to an energy-based system for fuel suppliers increases the level of complexity 

required to meet the BOS targets. Unlike the RED, the fuel industry in Ireland operates on a volume 

basis, and levies and taxes, sales contracts and the OLA system are all based on litres @15. In order to 

manage the biofuel injection at terminal level it will be necessary for fuel suppliers to continue to 

operate the BOS scheme on a volume basis. It is impractical to operate on an energy basis at terminal 

level. 

 

Greenergy Ireland welcomes the recommendation that if the BOS targets move to an energy basis, 

then the conversion would be carried out within the BOS operating system, ensuring there is 

consistency in the way all fuel suppliers convert from volume to energy. Fuel suppliers would 

continue to report their data in volumes – consistent with OLA. The onus would be on the fuel 

suppliers to convert their energy targets over to volume targets based on the respective energy 

content of the biofuels blended to ensure compliance. An online calculator to assist fuel suppliers 

convert the energy targets into an equivalent volume target would greatly assist the industry in 

ensuring compliance. 

 

With regards to converting to energy targets, it is recommended that the equivalent energy target is 

set using the split from the individual company of fuels on the market in the prior year. For example, 



 

 

if the diesel/gasoline split for the individual company in 2021 is 81%/19% then this needs to form the 

basis of the calculated energy targets for 2022. 

 

With regard to moving to a carbon intensity reduction target, this would make the most sense, over 

and above a move to energy. Ultimately a reduction in carbon emissions is the end goal, therefore 

setting a target directly relating to this will drive the right behaviours. This would help to align with 

both the RED and FQD as we transition to the outcome of the Fit for 55 legislative package. The same 

arguments as above would apply to the reporting structure: this should remain on a volume basis.  

 

Proposed additional measures to support compliance while the obligation rate increases in 

coming years and to ensure compliance with European targets, in the short to medium term, 

through: 

 

Introduction of a penalty and progressive fine for non-compliance with the fuel quality directive 

target.  

Greenergy Ireland supports the use of buyout charges over a penalty or progressive fine however the 

overall objective should be at all times to incentivise physical blending of renewable fuels. Buyouts 

are equitable to all parties and should be known and published in advance. The buyout charge has 

worked well for the BOS and Greenergy Ireland seeks the same approach and clarity for FQD 

 

 

Permitting upstream emissions reductions (UERs) to be offset against the fuel quality directive 

obligation. 

The use of UERs as an offset against the Fuel Quality Directive is supported by Greenergy Ireland and 

should not be removed. UERs are an important alternative established compliance method that are 

currently used in several European countries. It is recognised that UERs' should be subject to the 

same stringent sustainability and fraud protection measures as all other pathways to compliance. 

 

 

  



 

 

Limiting the proportion of certificates that can be carried over into the next obligation period, to 

10% or 5% (applicable to standard or proposed advanced biofuel obligation certificates), so as 

to moderate any distortions in annual compliance with the obligation rate.  

 

Greenergy Ireland does not agree that there should be a limit on the proportion of certificates carried 

over into a given year. While Greenergy Ireland accepts that only 15% of the obligation in a given year 

can be met by carry over credits, there should not be a restriction on the number of credits that can 

be carried into a year. There needs to be operational flexibility to allow fuel suppliers to over-blend in 

a given year to cater for future planned tank outages, unforeseen downtime and potential economic 

opportunities regarding biofuel purchase. Limiting fuel suppliers to 10% or 5% of the current year 

obligation does not consider an increasing obligation in the following year. Fuel suppliers should be 

able to manage their balance of certificates within the BOS system and not be restricted in their 

operations. 

 

Limiting fuel suppliers to 10% or 5% carryover based on 2022 obligation does not equate to 15% of an 

increased obligation in 2023. This undermines the ability of fuel suppliers to meet 15% of their 2023 

obligation with carryover certificates. This situation will occur annually if the obligation is set to 

increase accordingly. This 15% restriction also makes it more challenging for a supplier to meet its 

obligation if there is growth in their market share. 

 

With regards to carbon credits, these should also be considered for carry over in the same manner as 

BOS certificates.  

 

The challenges and opportunities for inclusion of renewable fuel supplied for use in aviation and 

maritime within the obligation in future years, aligning to European Fit for 55 proposals.  

 

Due to our position as an island dependent on international trade, the aviation and maritime sectors 

each present considerable challenges when it comes to achieving carbon reductions, not least due to 

the fact that it remains difficult to power these modes of transport using the battery technology 

currently at our disposal.  



 

 

 

 

Important developments are afoot in this area, including advances in renewable fuels which could play 

a central role in achieving major carbon reductions. As the authors of the Fit for 55 proposals 

themselves noted, “clean hydrogen and hydrogen based synthetic fuels as well as advanced biofuels 

will be crucial for decarbonising the aviation and maritime sector.”5 This is not simply aspirational: as 

noted in Fuels for Ireland’s vision for achieving carbon neutrality by 2050, projects have already come 

to fruition involving the production of jet fuel made from 100% waste and residue raw materials, while 

reductions in the use of sulphur in maritime fuel have lowered sulphur emissions from shipping 

dramatically.6 By continuing to engage with all stakeholders and by adopting an approach geared 

towards encouraging technological innovation, policymakers can play an important role in accelerating 

the shift towards alternative fuels in both the aviation and maritime sectors.  

 

Whether the Department should seek to carry out further research into different types of 

recycled carbon fuels, concerning their possible contribution to decarbonising transport, other 

impacts, or unintended consequences?  

 

Yes. 

 

Is there other research the Department should consider around the Renewable Fuels for 

Transport Policy?  

 

In order to bring about the changes we need to see, it is vital that all solutions are carefully examined. 

The Department should support research across-the-board to examine the pathways towards 

decarbonisation in the various sectors. Products such as liquefied natural gas (LNG), compressed 

natural gas (CNG), e-fuels made from renewable power can all play a role, as can other technologies 

such as green hydrogen. As well as researching new technologies like green hydrogen and providing 

the support necessary to promote its introduction, it will be important to ensure that all fuels are 

 
5

 European Council, ‘Fit for 55,’ https://www.consilium.europa.eu/en/policies/green-deal/fit-for-55-the-eu-plan-for-a-green-

transition/#:~:text=Fit%20for%2055%20refers%20to,line%20with%20the%202030%20goal. 
6

 Fuels for Ireland, ‘Powering today and tomorrow,’ 

https://static1.squarespace.com/static/5f310883c542ed5446733d3b/t/5f3a3e73acc4a17e490396ec/1597652602400/FFI_Vision_Doc_Digital_PDF-
compressed.pdf 



 

 

subject to the same strong controls in relation to environmental and sustainability standards which 

exist in other areas.  
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Date: 20/05/2022 

Response to Public Consultation on the Renewable Fuels for Transport Policy 

 

Dear Sir/Madam, 

Our response focuses on the use of hydrogen for mobility. 

Summary of Hydrogen Mobility Ireland’s recommended actions 
The inclusion of hydrogen within the Biofuels Obligation Scheme (BOS) is a positive and the value of 

the credits, 4x, reflect the qualities of hydrogen and the early stage of the mobility sector. But there 

are limitations. in contrast to fuels such as biodiesel and bioethanol: 

• Hydrogen is unable to leverage existing infrastructure, so the industry must be developed from 

scratch. The first hydrogen mobility projects require high risk investments. 

• Hydrogen production and supply is characterised by costs that are heavily front-loaded, while 

equipment will be operated for more than 10 years. Companies seeking to invest in hydrogen 

(producers, infrastructure providers and users) require visibility of revenues through the lifetime 

of the assets. 

The support for green hydrogen proposed through the BOS, carries little certainty in terms of 

duration and monetary amount beyond a few years. 

Yet hydrogen can deliver zero particulate emissions and zero carbon dioxide. It is a storable fuel, 

which means it 1) enhances security of supply, and 2) provides the operational certainty that many 

commercial users require. Its use would diversify Ireland’s energy sources (complementing battery 

electric vehicles in the future). 

Recommended actions 
• Flexibility for hydrogen in the BOS: 

o Relax additionality rules around the use of renewable generation 

o Permit the use of grid electricity for hydrogen production. 

• A hydrogen strategy and separate legislation that: 

o Provides appropriate dedicated supports for 1) hydrogen infrastructure (e.g., vehicles, 

hydrogen refuelling stations) and 2) for hydrogen as a commodity (like the BOS does). 

o Sends clear signals of the future role of hydrogen in Ireland to industry with ambitious 

targets. 

• 10+ year support commitment for hydrogen projects to provide certainty to companies willing 

to invest in long-term, strategic infrastructure, in the same way that onshore wind, offshore 

wind, and solar are supported. 

• Reward zero emissions with an economic value for this factor. 

Without these measures, particularly the flexibility in the BOS, it will be difficult for early hydrogen 

mobility projects to develop. This would leave Ireland lagging Europe and putting us at risk of 

missing EU targets. For instance, having hydrogen refuelling stations every 150km on the major EU 

(TEN-T) road network, as per The Fit for 55 package which may be transposed into a Regulation by 

the end of this year. 
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In addition, delaying the introduction of hydrogen through mobility risks missing our 

decarbonisation targets. Hydrogen is a key option for decarbonising heavy duty transport and is 

important for the whole energy system decarbonisation through use in hard to electrify sectors 

(industry, heat) and providing a means for long duration energy storage.
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Limitations of the Biofuels Obligation Scheme for hydrogen 
Hydrogen is characterised by upfront capital costs 
Early deployments require a significant capital investment to create the new infrastructure for 

producing, distribution and dispensing hydrogen for mobility. In contrast to, say, oil and gas, 

hydrogen for mobility is characterised by a high proportion of fixed upfront costs (renewable power, 

electrolyser, distribution trailers, hydrogen refuelling stations), and low ongoing costs. 

These factors, coupled with the incumbent option being lower cost for users, makes investing in 

hydrogen for mobility challenging; Fleet operators do not want to purchase vehicles due to the lack 

of infrastructure and risk of not being able to reliably refuel, while infrastructure providers do not 

want to develop refuelling stations as a lack of vehicles on the road risks not guaranteeing offtake 

for hydrogen produced. At the same time, initial hydrogen refuelling stations should be constructed 

with capacity to accommodate growth, so in the early years, they would not operate at full capacity. 

One could argue that many of the point above are ‘infrastructure’ issues, whereas the Biofuels 

Obligation Scheme is directed to incentivising the uptake of commodity fuels. For hydrogen, the 

infrastructure and the commodity need to be incentivised as one package. 

Hydrogen refuelling is a different business to diesel refuelling 
Because of the dynamics outlined above, supply will directly match specific demand in early projects, 

potentially tying users to specific suppliers for multiple years. This is different to the established 

petrol and diesel forecourt model, where vehicle users are free to use multiple suppliers—even 

when no business agreement exists—and the commodity is part of a global market. The early 

hydrogen refuelling market will therefore not replicate the diesel market. 

Challenges facing the early hydrogen mobility market 
To commercialise the hydrogen market, consumer confidence needs generating. This will come 

from: 

• A refuelling network, with stations in strategic locations that enable viable commercial vehicle 

operations. 

• Fleet operators in Ireland having hands on experience with the new technology before it is rolled 

out at scale. 

• Visibility of hydrogen supply for lifetime of vehicles. Commercial vehicles typically operate for 

10+ years. Consumers need confidence that hydrogen fuel will be available for the full lifetime of 

these operations and a guarantee of supply in times of low green hydrogen production from low 

wind supply. 

• High reliability of hydrogen supply, this requires ensuring sufficient redundancy in case of down 

time at the refuelling stations as well as upstream supply chain components. 

Summary of BOS limitations 
From the discussion above, it is evident that hydrogen is different from biofuels. Biodiesel and 

bioethanol integrate with existing markets, which has developed over decades. In contrast, 

hydrogen for mobility must be created from scratch. 

Infrastructure for hydrogen does not exist. To develop it, investors will be looking at business cases 

that operate for 10+ years. Hydrogen Mobility Ireland hopes that grant funding will be available for 
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infrastructure (e.g., hydrogen refuelling stations, vehicles, and electrolysers) in addition to BOS 

credits. 

Flexibility needed to make the BOS work for hydrogen  
The inclusion of hydrogen in the Biofuels Obligation Scheme (BOS) as detailed in the Renewable 

Fuels for Transport Policy Statement 2021 – 2023 can help provide fuel cost parity for early projects, 

but without the actions below, it will be extremely difficult to see a hydrogen mobility market 

develop, in our view. 

Additionality rules 
Strict additionality rules will slow down early hydrogen vehicle deployments. Full renewable 

additionality requirements will mean hydrogen vehicle deployments must coincide with 

developments of new renewable facilities. This is challenging to align. New renewable projects 

typically have lead times of over 5 years and will sell power generated through power-purchase-

agreements (PPAs) that are negotiated long before commissioning. Therefore, strict additionality 

rules could delay first hydrogen deployments to the lates 2020’s or later. 

Early Renewable Energy Feed-in Tariff (REFIT) energy projects are approaching the end of their 15-

year price support period, yet the assets themselves can operate for more years. Allowing 

electrolysers to connect to these assets without strict additionality requirements would be 

advantageous to hydrogen mobility projects and the REFIT assets. 

Allow use of grid electricity  
Grid electricity can be a source of low-cost power for electrolytic production of hydrogen during 

periods of high renewable generation and low electricity demand. The ability to use grid power also 

mitigates the need for large quantities of hydrogen storage and helps to balance grid renewable 

intermittency. Grid-connected electrolysers can also make use of curtailed wind power from other 

wind assets on the grid. This will help improve the economics for early hydrogen projects, by 

increasing the electrolyser utilisation and accessing low-cost power. 

It is therefore beneficial for hydrogen if there are not strict rules on electricity sourcing for green 

hydrogen production, e.g., only permitting electrolysers directly connected to renewable assets with 

no grid connections. Allowing electrolysers to use grid power will help early hydrogen projects. 

Hydrogen Mobility Ireland has developed plans that would see the rollout of 20 hydrogen refuelling 

stations and serving 4,500 commercial vehicles. We estimate that by 2030 this would require c. 300 

MW of electrolysis capacity. Even if we assume all the electricity supply comes from the grid (in 

reality it may be a mix of grid electricity and direct connection to renewables), this is small in the 

context of the total renewable generation forecast by 2030 of over 11GW1. The Climate Action Plan 

targets up to 15.5GW renewable electricity generation. 

10-year+ commitment 
Electrolysers, compressors, hydrogen storage, hydrogen refuelling stations, and vehicles are all 

assets that can have 10+ year asset lifetimes. The BOS carries no guarantee of duration of support. 

 
1 ‘’ All-Island Generation Capacity Statement 2021-2030, EirGrid Group 
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This makes constructing the required infrastructure risky on the basis that BOS certificates will 

underpin the costs for an indeterminant period. 

Hydrogen mobility projects need multi-year support in the same way that other renewable energy 

technologies do (e.g., onshore wind, offshore wind, solar). 

Reward air quality 
In addition to decarbonising transport, we must improve air quality for the citizens of this country. 

Hydrogen fuel cell vehicles are zero emission and can be part of the solution to make this happen. 

An economic value should be placed on zero emissions, e.g., no nitrogen oxides. 

 

Yours Sincerely, 

Jonathan Hogan 

 

On behalf of Hydrogen Mobility Ireland 

 
About Hydrogen Mobility Ireland 

 
Hydrogen Mobility Ireland is a group of stakeholders looking to develop the use of hydrogen for 

transport in Ireland to help meet the challenge of decarbonising transport whilst keeping transport 

practical and affordable. Hydrogen Mobility Ireland includes industry members from across the 

transport and energy industries and has been informed by input from a range of policy stakeholders 

from the Republic of Ireland and Northern Ireland. 
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Responses to specific consultation questions 

 

The ambition for significant increase in the use of renewable transport fuels provides an opportunity 

to accelerate the introduction and uptake of hydrogen mobility that provides both air quality and 

CO2 emissions benefits. The uptake of hydrogen mobility is the first step to unlocking the other 

benefits of hydrogen in Ireland for example for long duration energy storage, export of Ireland’s 

renewable resources and the decarbonisation of other hard to electrify sectors (e.g., industry, heat) 

However, the Biofuels Obligation Scheme does not provide sufficient incentive to encourage the 

rapid roll-out of hydrogen mobility to levels that will make a significant contribution to Ireland’s 

targets above. As highlighted above, in the section ‘Limitations of the Biofuels Obligation Scheme for 

hydrogen’, to catalyse the creation of the new infrastructure required to produce and supply 

hydrogen to vehicles requires long term certainty on the values of support. 

If this dedicated support for hydrogen is made available, and funding is available to support the 

deployment of zero emission vehicles, then hydrogen production and use can be rapidly scaled to 

provide a significant contribution to renewable fuel targets. 

 

Hydrogen Mobility Ireland would welcome a sub-target for Renewable Fuels of Non-Biological Origin 

(RFNBO), as a specific RFNBO target provides some extra protection to hydrogen producers on the 

future value of the BOS which will be less tied to the value of biofuels. However, as highlighted 

above, even with an RFNBO sub-target, Hydrogen uptake will still be limited by the factors set out in 

the section ‘Limitations of the Biofuels Obligation Scheme for hydrogen’ above. There will be a risk 

that further hydrogen producers come online (or other fuel types) and reduce the value of the BOS 

certificates. A dedicated hydrogen support scheme, as set out above, would provide much greater 

certainty to investors in hydrogen supply projects and enable the rapid introduction and scale-up of 

hydrogen in Ireland.  

 

The inclusion of hydrogen in the Biofuels Obligation Scheme (BOS), with a significant 4 x multiplier, is 

welcomed as an incentive for the supply of hydrogen. However, the BOS alone is note enough to 

incentivize the large-scale roll-out of hydrogen mobility, the reasons for this are set out in the 

section ‘Limitations of the Biofuels Obligation Scheme for hydrogen’ above. Instead, a dedicated 
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support scheme, which provides certainty of hydrogen support over the lifetime of the hydrogen 

infrastructure is needed.  

Capital costs for hydrogen vehicles are also higher than fossil fuel alternatives, though they are 

reducing as manufacturing scale up increases. These means that to incentive the use of hydrogen, 

capital grant support is needed for hydrogen vehicles 



 

1 
The Association for Energy, Mobility, Industry & Community 

www.hydrogenireland.org  

Public Consultation on the Renewable Fuels for Transport Policy May 2022 

Reply from: Hydrogen Ireland Association 

“Hydrogen Ireland” is an all island association composed of academics, individuals, NGO’s, students 

and small and large industrial partners from all over Ireland and the UK and a few from wider afield, 

so that it is an all Island Association, but not limited by the island. 

“Hydrogen Ireland Association” aims to:  

• Promote the role of hydrogen as a clean fuel and energy vector and related technologies in 

the energy, mobility, heat, domestic & industrial systems to enable them to become key 

components of our future low carbon economy on the island of Ireland (Northern Ireland 

and the Republic of Ireland) 

• Contribute to the introduction of sustainable clean technologies and processes for the 

benefit to safeguard the interest of members &amp; citizens through the promotion, use 

and development of safe hydrogen technology. 

“Hydrogen Ireland” achieves this by: 

• Hydrogen Ireland Association facilitates public and business awareness of the potential of 

hydrogen via informing, showcasing and demonstration of the latest scientific data & 

technology. 

• Hydrogen Ireland Association provides clear, informed and current view on best practice for 

hydrogen technologies.  

• Hydrogen Ireland Association engages with government on both sides of the border to 

develop policy and support for the inclusion of hydrogen, and its related equipment, within 

this energy transition.  

• Hydrogen Ireland Association expects to create new high-tech jobs and skill sets in all areas of 

society to enable the green economy.  

Hydrogen Ireland welcomes the opportunity to respond to the Renewable Fuels for Transport Policy 

Consultation.   

Please do not hesitate to contact us for further information or clarification. 

   

http://www.hydrogenireland.org/
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Introduction: 

The EU Energy Sector integration strategy has 3 clear pillars: maximise energy efficiency, electrify 

where possible and finally use a zero or low carbon molecule where electrification is not feasible.  

The REPowerEU Plan first published in March 2022, updated in a detailed proposal in May 2022, 

updated in a detailed proposal in May 2022, envisages the consumption of an additional 15 million 

tonnes of renewable hydrogen in the EU by 2030, in addition to the 5.6 million tonnes foreseen under 

the Fit for 55 package. While a National Hydrogen Strategy for Ireland remains to be developed and 

completed, it is envisaged that Ireland will produce, transport, and use renewable hydrogen to assist 

in decarbonising all sectors of our economy including Transport. It is recommended that 

considerations relating to the use of Renewable Fuels of Non-Biological Origin (RFNBO) i.e. green 

hydrogen in transport are also considered in the broader context of REPowerEU, to facilitate policy 

coherence and accelerated development of green hydrogen production, transport and transmission, 

and end uses. 

Electricity can play a significant role in renewable transport either through direct electrification, 

battery EVs or FCEVs powered by hydrogen derived from renewable electricity, particularly for 

vehicles such as passenger cars, small-medium buses and commercial vehicles. The national target of 

approximately 945,000 electric vehicles by 2030 will be immensely challenging to meet. The transport 

sector will require an array of alternative technologies and fuels to reach our climate goals.  

As Ireland transitions towards electrification of the transport fleet, low carbon biofuels will continue 

to play an important role in this transition. Hydrogen1 is a key component in the production of 

renewable biofuels and offers an early route to market for Hydrogen producers. As mentioned in the 

government Climate Action Plan, Hydrotreated Vegetable Oil (HVO) & synthetic efuels will be key to 

meeting our transport targets, particularly in difficult to decarbonise sectors such as aviation and 

maritime. There is an opportunity for synergies between the HVO & synthetic fuel producers and 

Hydrogen producers to increase the decarbonisation efforts within the transport sector. 

Renewable electricity will be available in abundance later this decade as Ireland moves towards 80% 

renewable electricity and harnesses continental scale of renewable energy offshore. Bringing the wind 

to the wheel either as electrons for BEV or renewable hydrogen for FCEV  can displace imported fossil 

fuel with indigenous, zero emission energy for Irish transport.    

Hydrogen Ireland  welcome the proposed multiple credits for renewable hydrogen which in principle 

should help incentivise renewable hydrogen production. However, we have concerns that a scheme 

set up primarily for incentivising low carbon liquid fuels in the market may provide challenges for the 

introduction of renewable hydrogen to the market in the long term. We elaborate on this in our 

answer to question ”what other measures could promote their supply and use in the transport 

sector?” below. 

  

 
1 HyLIGHT – Leading Ireland’s Green Hydrogen Transition https://www.marei.ie/project/hylight/  

http://www.hydrogenireland.org/
https://www.marei.ie/project/hylight/
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Q With reference to increased European ambition under the Fit for 55 proposals and under the 

Climate Action Plan, the potential for a higher national target to be set for advanced and 

development fuels 

The REPowerEU Plan first published in March 2022, updated in a detailed proposal in May 2022, 

updated in a detailed proposal in May 2022, envisages the consumption of an additional 15 million 

tonnes of renewable hydrogen in the EU by 2030, in addition to the 5.6 million tonnes foreseen under 

the Fit for 55 package.  

Potential higher national targets for renewable  Hydrogen in Irish heavy road transport3 

Renewable electricity will be available in abundance from 2030 as Ireland moves towards 80% 

renewable electricity and harnesses continental scale of renewable energy offshore.   

Bringing the wind to the wheel either as electrons for BEV or renewable hydrogen for FCEV  directly 

can displace imported fossil fuel with indigenous, zero emission energy for Irish transport.  

We summarise below the potential quantities of diesel that could be displaced by hydrogen in the 

coming years and decades and the associated renewable resources  needed.  There is a current target 

of 5GW offshore wind for electricity by 2030.  Hydrogen Ireland believes that additional targets for 

renewables for hydrogen should also be set.   

 

There  are significant opportunities for Ireland to leverage its offshore and onshore renewable energy 

resources to develop of an indigenous e-fuel industry based on renewable hydrogen to produce zero 

carbon fuel for shipping and aviation for domestic use and for export4.   

Port / airport locations including Dublin, Rosslare, Cork, Galway, Shannon. might now also be 

considered priorities for HYDROGEN based e-fuelling for ferries, ships and planes.  This would be 

transformative for the climate and for the Irish economy.  

  

 
3 Assumptions 

 
4 https://windenergyireland.com/images/files/20220127-greenhydrogenactionreport-002.pdf 
 

load factor electrolyser 70% Diesel ICE efficiency 30%

efficiency electrolyser/storage 70% FCEV efficiency 50%

Onshore wind LF 30% Diesel kg CO2/l 2.64

Offshore wind LF 50% Diesel energy density (kWh/l) 10.56

Diesel kg CO2/MWhr 250

(TWh) 

 700 

http://www.hydrogenireland.org/
https://windenergyireland.com/images/files/20220127-greenhydrogenactionreport-002.pdf
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Q In addition to the proposals in the Policy Statement for credits to incentivise advanced and 

development fuels, what other measures could promote their supply and use in the transport sector? 

Hydrogen Ireland welcome the intention of multiple credits for renewable hydrogen which in principle 

should help incentivise renewable hydrogen production. However, Hydrogen Ireland has concerns 

that a scheme set up primarily for incentivising low carbon liquid fuels in the market may provide 

challenges for the introduction of renewable hydrogen to the market in the long term.   

Small scale hydrogen for transport  (<5MW) projects are widely recognised internationally as vital to 

early scaling of hydrogen demand and progressing from “First of a kind” to “Nth of a kind” hydrogen 

production projects. Failure to provide adequate and early support for small scale projects could be 

detrimental to the development of the hydrogen economy and slow the pace of learnings for the 

entire industry.  An early pipeline of small projects could also help secure important early supply chain 

investment in Ireland.  Furthermore, distributed electrolysis sites to produce renewable hydrogen at 

the point of use for hydrogen production for transport could play a valuable role in the electricity 

market by providing demand side response services. 

To give sufficient confidence to investors, hydrogen producers, including hydrogen for use in transport 

needs a targeted hydrogen business model with a dedicated “per kg” support scheme to subsidise the 

difference between the cost of renewable hydrogen and the lower cost fossil fuel alternatives for a 

defined period of time.5 Under a business model such as that based on contractual payments the 

hydrogen producer receives a subsidy which covers the incremental cost of renewable hydrogen 

above the carbon-intensive alternative fuel.6  Support payments can be reduced over time for 

successive investments.  This enables supply of a renewable fuel to transport customers at a cost 

comparable to fossil fuel. 

Hydrogen producers also need a line of sight to a secure demand for their product to address volume 

risk.  Demand for renewable hydrogen is highly uncertain and will  largely be  policy-driven because it  

will rely on policy support to make it an economic option for end users. Investors therefore are not 

well placed to manage this risk, and so an effective business support model should help to insulate 

investors from uncertainty around demand for their product.   

  

 
5 Analogous to RESS scheme to support wind and solar 
6 
https://assets.publishing.service.gov.uk/government/uploads/system/uploads/attachment_data/file/910382/
Business_models_for_low_carbon_hydrogen_production.pdf 
 

http://www.hydrogenireland.org/
https://assets.publishing.service.gov.uk/government/uploads/system/uploads/attachment_data/file/910382/Business_models_for_low_carbon_hydrogen_production.pdf
https://assets.publishing.service.gov.uk/government/uploads/system/uploads/attachment_data/file/910382/Business_models_for_low_carbon_hydrogen_production.pdf
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Risks for HYDROGEN producers associated with obligation schemes 

Investors may be exposed to policy uncertainty under an obligation model. Before investing in 

production plants, investors will need confidence that support levels for a given investment will not 

be adjusted in unforeseen ways over the lifetime of their investment. However, it is difficult to design 

an obligation model to be robust to the risk of policy change. Support for a given investment would 

be open to ongoing unilateral adjustments. This is because the obligation certificate price will be in 

part determined by detailed rules of the scheme, such as the level of the obligation and the buyout 

provisions. These detailed rules can be changed over time by policymakers. Investors’ cost of capital 

(and therefore cost of the hydrogen) will be higher than under business models, such as a contract for 

difference, that provide more certainty. 

1. Value of RTFC 

There is a ceiling value of the RTFC, based on buy-out price, and the ‘floor value’ is set by the 

alternative options  for the fuel suppliers to meet their obligations.  This may not be sufficient 

to subsidise the difference between the cost of producing renewable hydrogen and the price 

of the fossil fuel alternative to incentivise the transport customer to switch. The lack of 

visibility of a clear subsidy value  gives no certainty to a Hydrogen investor in relation to level 

of OPEX funding available to subsidise the price of hydrogen supplied to transport customers. 

2. Duration of RTFC “support” 

There is no clarity on the duration of the ‘support’ mechanism in the format of RTFC for 

hydrogen. Renewable hydrogen production facilities are long-lived assets, with expected 

economic lives of 15 years or more. Before sinking investment into such assets, investors will 

require confidence that “support payments” for the specific investment will not be adjusted 

in unforeseen ways over its lifetime.  

3. Definition of ‘renewable’ Hydrogen 

It is not clear if the proposed ‘support’ in the format of RTFCs is linked to compliance with all 

of the clauses within RED II. Some element of the REDII directive provide unintentional hurdles 

for renewable hydrogen that may  delay projects and  will add to cost.     

Transport customers needed secure, reliable, resilient fuel supply.  Matching an intermittent 

source of renewable energy with the customer need for steady supply of fuel is challenging, 

therefore, flexibility is required.  Enforcing temporal matching of electrolyser operation with 

output of designated renewable asset(s) will result low load factors of high cost hydrogen 

production and storage assets which will increase the cost of hydrogen for customers, 

‘Additionality’, whereby electrolyser must use energy from new renewable assets, will 

potentially delay availability of renewable hydrogen for 5+ years , due to the challenges and 

lead-times associated with building infrastructure in Ireland.  Hydrogen from curtailed wind is 

not a low cost option for producing  hydrogen due to the large capital investment in hydrogen 

production and storage assets to harness the so-called ‘free energy’.  Flexibility should be 

afforded to early small scale  hydrogen deployments until the industry reaches scale.  These, 

and other larger scale Power to X green hydrogen production projects currently at pre-

http://www.hydrogenireland.org/
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planning stage in Ireland would benefit from the certainties that could be provided by a 

National Hydrogen Strategy for Ireland.  

There are a number of enablers needed to incentivise HYDROGEN production for use in transport. 

1. HYDROGEN fuel subsidy 

It is very difficult to model the business case and justify investment in  hydrogen for transport 

in the absence of a clear subsidy between the cost of renewable   hydrogen and the cost of 

the fossil alternative for a defined period of time. A dedicated scheme for  hydrogen for 

transport is needed.  Hydrogen produced for transport is one of the end uses that is closes to 

commercial viability and, is the only feasible decarbonisation solution available for certain 

parts of the transport sector.7 

2. Demand Creation 

Set ambitious targets for zero emission public transport fleet. Accelerate the ramp-up of % 

RFNBO in road transport fuel beyond the EU obliged target of 2.6% to reflect our vast 

renewable resources that could be harnessed to produce renewable  hydrogen to increasingly 

displace imported fossil fuels in transport. 

3. Separate switching support for HYDROGEN customers 

The upfront costs associated with switching from fossil fuel to renewable  hydrogen for 

transport should be covered separately through supports for end users. This is because end 

users face additional switching costs and additional risks in switching to hydrogen. Without a 

separate end user subsidy, demand for hydrogen may be limited even where renewable 

hydrogen is subsidised to compete on price with the incumbent carbon-intense alternative 

fuel. 

• Capital cost support for hydrogen supply infrastructure 

The lack of refuelling infrastructure is a barrier for those wishing to use hydrogen  vehicles. In 

the near term, some local fleets could be used as a source of transport demand that does  not 

require a national refuelling network.  Capital support will be required for HYDROGEN storage 

and  hydrogen dispensing for local fleets. 

• Capital cost support for Vehicles 

There is a significant cost difference between FCEV and fossil-fuelled vehicles currently.  This 

is a significant barrier which needs to be addressed with an effective support scheme for 

vehicle owners 

• Facilitate early access to right hand drive FCEV trucks 

There is a need to accelerate the pace of availability of right hand drive Fuel Cell trucks and  

heavy-duty van to ensure that Ireland will be able to decarbonise the heavy goods vehicles.    

There needs to be a genuine demand for a cost effective, zero emission alternative to 

 
7 https://www.bmwk.de/Redaktion/EN/Publikationen/Energie/the-national-hydrogen-strategy.html 
 

http://www.hydrogenireland.org/
https://www.bmwk.de/Redaktion/EN/Publikationen/Energie/the-national-hydrogen-strategy.html
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traditional high duty cycle diesel trucks to attract one or more OEMs to provide the product.  

OEMs will also need visibility of hydrogen refuelling stations in situ and in development to be 

attracted to the Irish market.   

 

4. Flexibility needed in relation to RED II additionality and temporal matching clauses until 

hydrogen reaches scale in Ireland. Any funding mechanisms for HYDROGEN need to  be 

decoupled from compliance with these clauses within REDII.   Early Power to X projects should 

be facilitated by providing subsidies for the provision of  hydrogen re-fuelling stations, and 

setting ambitious targets for “net zero energy system”  which will incentivise large scale 

indigenous production and  use of green hydrogen. . 

 

5. Enable development of renewable projects for hydrogen production as well as electricity 

An ambitious target of 80% renewables for the electricity system has been set for 2030.  

Hydrogen Ireland believes that additional targets for renewables for hydrogen should also be 

set.  Renewable energy power plants that are already at or are approaching  the end of their 

support scheme and are approaching a decommissioning decision should be considered 

‘additional’ under the terms of RED II for renewable hydrogen production. 

 

  

http://www.hydrogenireland.org/
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Q The challenges and opportunities for inclusion of renewable fuel supplied for use in aviation and 

maritime within the obligation in future years, aligning to European Fit for 55 proposals. 

The REPowerEU Plan published in May 2022, updated in a detailed proposal in May 2022, envisages 

the consumption of an additional 15 million tonnes of renewable hydrogen in the EU by 2030, in 

addition to the 5.6 million tonnes foreseen under the Fit for 55 package.  

As mentioned in the government Climate Action Plan, Hydrotreated Vegetable Oil (HVO) & synthetic 

efuels will be key to meeting our transport targets, particularly in difficult to decarbonise sectors 

such as aviation and maritime.  

There is an opportunity for synergies between the HVO & synthetic fuel producers and Hydrogen 

producers to increase the decarbonisation efforts within the aviation and maritime transport 

sectors. 

 

Q Is there other research the Department should consider around the Renewable Fuels for 

Transport Policy? 

The Department should consider research outputs from HyLIGHT – Leading Ireland’s Green 

Hydrogen Transition [https://www.marei.ie/project/hylight/ ]. HyLIGHT is a 3-year project funded by 

Science Foundation Ireland (SFI) and a 25-strong industry consortium through MaREI the SFI 

Research Centre for Energy, Climate and Marine, UCC, DCU & NUIG. 

The overall aim of HyLIGHT is to provide the knowledge, data and the necessary tools to guide the 

cost-effective decarbonisation and roadmaps for sustainable large-scale implementation of 

hydrogen technologies in Ireland to enable sector integration for a zero-carbon, secure, resilient 

energy system.  

http://www.hydrogenireland.org/
https://www.marei.ie/project/hylight/
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Q  Do you have anything further that you would like to add about the Renewable Fuels for Transport 

policy 

In Sections 13 and 14 of the Renewable Fuels for Transport Policy Statement of November 2021. 

Hydrogen is classified as an RFNBO in Sections 13 and 14, anticipated to take effect on 1 January 2023.  

Hydrogen Ireland oppose any proposed  delay in implementing these measures, now suggested to 

take effect in 2024. 

Section 14 of the Transport Policy Statement: Treatment of Development Renewable Fuels refers to a 

category for certain renewable fuels called ‘Development Renewable Fuels’ will be added to the 

scheme and multiple credit will be awarded to incentivise their deployment. Subject to enabling 

legislation, the highest level of credit proposed among the fuels in question applies to Green 

Hydrogen, and the credit multiplier to apply from 1 January 2023 is x4.  

While the credit level to which the multiplier will apply remains to be determined, this Transport Policy 

initiative is welcomed by Hydrogen Ireland as indicating an important commitment to facilitating and 

supporting the production and use of green hydrogen in Ireland. It is noted that the proposed credits 

would usefully be considered with regard to the production, fuelling infrastructure, and vehicle 

purchase by the end users of green hydrogen, in public, commercial, and private transport.  

It is recommended that the TII grant scheme and price differential calculations (15/03/2021) are 

updated to increase the incentives for FCEV vehicles across the entire range of FCEV vehicle types now 

available: trucks, refuse collection trucks, buses, vans, and cars. It is further recommended that the 

vehicle purchase grant scheme does not limit the number of FCEV vehicles to be purchased by an 

individual enterprise, because larger / bulk orders of FCEVs will be likely to result in a lower unit price 

per vehicle.  

Recently announced supports for taxis apply to grants will enable owners of small public service 

vehicles (SPSV), such as taxis and hackneys, to buy electric vehicles (EVs). It is recommended that 

supports for EVs should be extended to Hydrogen fuel cell EVs (FCEVs), as FCEVs including cars and 

mini-buses are increasingly becoming available as detailed in the IERC paper Hydrogen in the Irish 

Energy Transition: Opportunities and Challenges.  

The revision of the 2014 Directive on the Alternative Fuels Infrastructure (AFID) is one of the most 

important proposals of the “Fit for 55” Package, particularly when it comes to promoting alternative 

modes of transport.8  The move from a Directive to a Regulation (AFIR) means the targets set within 

the measure will be binding and directly applicable in all Member States.  An ambitious AFIR is key to 

ensure that infrastructure and zero-emission vehicles are rolled out simultaneously across the EU. This 

would grant further confidence to all stakeholders, from vehicle manufacturers to transport operators 

and infrastructure providers. 

 

 

 
8 https://hydrogeneurope.eu/wp-content/uploads/2021/12/Hydrogen-Europe-Alternative-Fuels-
Infrastructure-Regulation.pdf 

http://www.hydrogenireland.org/
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Article 6 of AFIR sets out targets for hydrogen refuelling infrastructure of road vehicles 

1. By  31 December 2030 publicly accessible hydrogen refuelling stations (HRS) with a minimum 

capacity of 2 t/day with a maximum distance of 150 km in-between them along the TEN-T core 

and the TEN-T comprehensive network.  

2. Liquid hydrogen shall be made available at publicly accessible refuelling stations with a 

maximum distance of 450 km in-between them. 

3. By 31 December 2030, at least one publicly accessible hydrogen refuelling station is deployed 

in each urban node 

Early deployments require a significant capital investment to create the new infrastructure for 

distribution and dispensing hydrogen for transport.   This type of investment is challenging without a 

line of sight to demand for HYDROGEN for transport, creating “chicken and egg” challenge, that will 

restrict initiation and expansion of the hydrogen deployment in transport  without public sector 

intervention in the form of  capex support for investment in hydrogen refuelling infrastructure. Initial 

green hydrogen re-fuelling infrastructure will be needed to be in place in 2023 – see Phase 1 and Phase 

2 roadmap provided by Hydrogen Mobility Ireland in https://h2mi.ie/publications/.  

Port cities including Dublin, Rosslare, Cork, Galway etc. might now also be considered priorities for 

hydrogen re-fuelling, Ireland will need to be able to facilitate trade and transport within the EU 

Hydrogen Ireland would also like to highlight that decarbonisation efforts concern all transport modes 

including rail, water transport and aviation, which will also require the development of alternative 

fuels trajectories.  Analysis by MaREI and WEI in Our Climate neutral future- 0 by 50  indicate that full 

decarbonisation of  Ireland’s aviation and shipping fuel demand in 2050 could be achieved using 

electricity from 9 GW offshore wind, a small fraction of our total potential wind resource. 

 

 

 

http://www.hydrogenireland.org/
https://h2mi.ie/publications/
https://windenergyireland.com/images/files/our-climate-neutral-future-0by50-final-report.pdf
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Re: Consultation on the Renewable Fuels for Transport Policy 

 

 
Dear Sir/Madam,  
 

Ibec, the group that represents Irish business, welcomes the opportunity to present 
its views on the development of a new Renewable Fuels for Transport Statement.  

Ibec is the largest business representative organisation in Ireland. We speak for 
businesses across a range of industrial, commercial, and non-profit sectors. The 
organisation and its sector associations strive for business conditions that enable 
sustainable economic growth.  

Overview 

Climate change is the single greatest challenge facing mankind today. Ireland must 
urgently transition away from a reliance on fossil fuels and build a more secure and 
sustainable energy system. This makes sense environmentally and economically. In 
a world where investment, talent, and consumers increasingly follow environmental 
integrity, Ireland’s long term industrial competitiveness can only be secured by an 
effective transition to net zero. Accordingly, Ibec’ supports the national climate 
ambition to reduce emission by 51% (on 2018 levels) this decade and achieve carbon 
neutrality by 2050. 

 

Transport decarbonisation  

The decarbonisation of our transport sector has proved immensely challenging, and 
the sector remains heavily reliant on imported fossil fuels. In 2020 transport 
represented 17.9% of Ireland’s total GHG emissions. Moreover, emissions in this 
sector are rising, having increased by 100% between 1990 and 2020. Electrification, 
gasification, and modal shift in the sector has been slow to take off. Accordingly., 
renewable biofuels have been the primary driver of decarbonisation in the sector.  
With Ireland’s population projected to increase to 5.7 million by 2040, Ireland needs 
to experience a major step up in fuel switching and modal shift this decade. Climate 
Action Plan 2021 indicates that emissions in the sector will need to fall by 42-50% by 



 

 

 

2030 on 2018 levels. Given that emissions in this sector only fell by 16% during 2020, 
a year of enforced lockdown and travel restrictions, the scale of this 2030 target is 
considerable.  

As an industry group Ibec is particularly interested in the decarbonisation of 
commercial transport (road haulage, air freight, and marine freight). Transport 
emissions can comprise a significant share of a company’s emissions profile and yet 
it is one of the hardest sectors to achieve reductions. This presents major challenges 
for businesses which have set ambitious greenhouse gas reduction targets. Ibec is 
therefore supportive of efforts to help enhance the sustainability of Ireland’s transport 
system. Investment in the sustainability of our transport system is ultimately an 
investment in Ireland’s competitiveness offering as more and more business, 
investors, and consumers place a premium on such environmental factors. 

 

Technology and policy options 

Ibec supports government’s ambition to electrify large parts of the transport system. 
Electrification is an obvious alternative to petrol and diesel for many vehicle types 
including passenger cars and small-medium buses and commercial vehicles. 
However, the national target of 945,000 electric vehicles by 2030 will be immensely 
challenging to meet given the upfront costs and lack of a dynamic/liquid second hand 
electric vehicle market. An array of alternative technologies and fuels will be needed 
in the transport system to reach our climate goals.  

 

a. Renewable Biofuels 

The Biofuel Obligation Scheme (BOS) has proved to be a great success, achieving 
>99% of Irelands RES-T target, removing millions of litres of petrol and diesel from 
the market each year and is largely unnoticed by end consumers. It offers a relatively 
low resistance path to decarbonisation without relying on large volumes of individual 
consumer decisions. As more electric vehicles enter circulation, greater volumes of 
these biofuels can be directed towards those vehicles that cannot be easily electrified.  

Ibec supports the transition to B12/E10 by 2025 and B20/E10 by 2030 as proposed 
in the consultation document. However, these blending rates come with technical 
and financial challenges for fuel suppliers. More advanced biofuels like 
Hydrotreated Vegetable Oil (HVO) are needed to overcome technical limits. There is 
clear demand for these next generation biofuels from many sectors. HVO is 
currently produced at Irving Oil Whitegate Refinery. However, to avail of further 
production opportunities greater regulatory and investment certainty is needed from 
Government. This Statement is an opportunity to give producers and end users that 
direction they need to make these investments and ensure security of supply of 
these renewable fuels to the market. 

Ibec supports the use of multipliers to incentivise and encourage the blending of 
HVO, ensuring fuel suppliers continue to meet their obligation targets resulting in 



 

 

 

Ireland meeting its renewable ambition. The application of multipliers has already 
proved successful in encouraging the use of waste derived biofuels over crop 
derived biofuels. 
    

b. Feedstock challenges  

Ibec has major concerns about the limits on biofuels derived from Annex IX Part B 
feedstocks like used cooking oil (UCO) and category 1 tallow. Irelands high 
consumption of diesel (80% market share) compared to petrol is unique in Europe 
and as a result means Ireland is reliant on biodiesel and HVO to meet its renewable 
targets. 99% of the biodiesel and HVO placed on the market in Ireland in 2021 was 
produced from Annex IX Part B feedstocks, namely UCO and category 1 tallow.  It is 
our view that these are legitimate waste streams that meet the stringent sustainability 
and greenhouse gas reduction requirements as set out in legislation, and their 
conversion to biofuels are aligned with the principles of the circular economy. Ibec 
supports all efforts for Ireland to seek a derogation to this 1.7% limit to ensure 
compliance with the future European requirements in renewable transport energy. 
Ireland chose to utilise UCO and Tallow as the route to compliance over the last ten 
years successfully meeting RES-T targets. This pathway has now also limited our 
option for crop-based feedstocks to 2% unlike other EU countries which can utilise 
up to 7%. If a 1.7 % limit on Annex IX Part B and 2% limit on crop-based fuels are 
implemented for Ireland, then the BOS cannot be complied with by blending of the 
available biofuels in the marketplace. 

Consideration should be given to allow the contribution of Category 3 Tallow 
feedstock towards Biofuel Obligation Scheme mandates within the Renewable 
Transport Policy in Ireland. Ireland produces significant quantities of Category 3 
tallow, currently being exported for production of HVO outside Ireland.  At a European 
level, Ibec supports calls to include Category 3 tallow in Annex IX B of the Renewable 
Energy Directive. Its inclusion in the annex would acknowledge the benefits of 
Category 3 animal fat as a relevant feedstock for producing biofuels for road, aviation 
and maritime transport, without ILUC effects.  

 

A 2021 report from KPMG and Devenish Nutrition concluded that Ireland can grow 
incremental grass, sustainably for the production of renewable gas without impacting 
grazing and silage requirements. Renewable gas produced from silage, animal 
manure and waste residues qualify as an advanced biofuel as per Annex IX of RED 
II. 

Concerns about fraud with these feedstocks should be addressed through other 
means and greater enforcement not through restriction on their use.  Ibec also 
supports the Department’s plans to undertake a study on the availability and 
sustainability of renewable fuels to meet future targets. 

 



 

 

 

 

c. Compressed Natural Gas (CNG) & Renewable Gas in Transport 

Gas in transport is another proven alternative for large vehicles. At combustion, 
natural gas produces fewer air pollutants, and approximately 20% less CO2 than 
diesel options. The potential for CNG vehicles to be fuelled by biomethane, an 
indigenously produced renewable gas, offers a significant opportunity to fully 
decarbonise HGV transport in Ireland while also supporting security of energy supply, 
thereby, protecting against price volatility in international markets.  Progress on 
renewable gas in transport is already evident, with circa. 80 CNG vehicles on the 
road, seven CNG refuelling stations operational and indigenous biomethane being 
injected into the national gas network. Biomethane is currently being produced in 
Kildare, certified as being a renewable fuel in compliance with RED II by ISCC (an 
EU Voluntary Scheme) and it also qualifies as an Advance Biofuel. It is an example 
of the potential to produce indigenous biofuels and reduce our reliance on imports. 

However, the cost differential remains a disincentive for many businesses. Ibec 
welcomes the new Department of Transport low emission vehicle grant scheme and 
the Gas Networks Ireland grant scheme to help address some of this cost difference. 
The development of an accessible CNG refuelling infrastructure through Gas 
Networks Ireland’s Causeway will also help address access issues. To be a 
sustainable solution in line with Ireland’s 2030 and 2050 ambition, CNG users will 
need access to renewable biomethane. Ibec supports the development of further 
incentives from 2023 to develop the supply of biomethane (along with green 
hydrogen).  

In addition, LNG stations can also offer a future decarbonisation option in the HGV 
transport sector, with a seamless transition to BioLNG in time. These can provide 
alternatives for business with HGV fleets that are located away from the national gas 
network. Ibec notes that LNG is already being used by some firms to replace oil with 
no access to piped gas.  

 

 

d. LPG and Bio-LPG 

While occupying a relatively small share of the Irish market, LPG Autogas is growing 
in popularity globally. Ibec welcomes the inclusion of LPG and BioLPG in the 2021 
statement and identification as a cleaner alternative to diesel and petrol. Meanwhile 
BioLPG is a certified renewable fuel and can be blended with LPG as it is chemically 
identical. There are no technical limits at user end. BioLPG is currently contributing 
to the BOS scheme transport targets. 

Some of the largest businesses in Ireland depend on LPG for their forklift operations. 
The use of LPG/BioLPG to fuel forklift trucks (FLT’s) is an example of how alternative 
fuels can support significant emissions reductions across the sector. 



 

 

 

Ibec also notes the emergence of rDME, dimethyl ether produced from renewable 
and recycled carbon feedstock. There is an opportunity to produce rDME locally using 
a wide range of feedstocks including municipal waste that is currently exported.  

 

e. Hydrogen  

Hydrogen will play a key role in our future electricity system and will emerge as an 
option for commercial HGVs, rail, aviation etc. In Ireland there is great scope to 
produce green hydrogen from indigenous renewable generation through electrolysis. 
Ibec supports the use of a multipliers to support investment in hydrogen through the 
BOS. However, given the high up front capital investment required to develop the 
infrastructure needed for hydrogen production, storage, refuelling and distribution, 
additional time limited supports will be needed to support the early development of 
the sector. Such supports are permitted under the Energy and Environment Aid 
Guidelines and have been used to support other energy sectors. Ibec also notes the 
recent publication of a European Commission Delegated Act on Renewable Fuels 
from Non-Biological Origin in RED II. This ruling helps clarify what can be counted as 
additional green hydrogen and gives important regulatory certainty to this developing 
industry.  Ibec welcomes the development of a new national hydrogen strategy. It is 
vital that the forthcoming hydrogen strategy and this Renewable Fuels for Transport 
Statement are fully aligned given the competing demands for hydrogen in the coming 
years from transport, industry, power generation (storage) and international markets.  

 

e. ReFuel EU plans – aviation and maritime 

 

Ibec supports measures to boost the sustainability of the aviation and maritime 
sectors. However, it is our view that the incorporation of the ReFuel EU proposals 
into the national obligation scheme at this stage would be premature given these files 
are still in negotiation and the targets have yet to be agreed. This is something that 
should be revisited when the legislation has been finalised and the targets for both 
sectors are set. However, the proposed study on the availability of biofuels and 
feedstock will need to consider the growing demand from these sectors driven by 
these new obligations. Transport sectors should be treated on a level playing field 
with no specific incentives in one transport mode over another. Inter modal transport 
policies should not disadvantage another sector or divert fuels from one to the other. 

In January 2022, Aircraft Leasing Ireland (ALI), an Ibec group, published a 
comprehensive roadmap for the sector’s decarbonisation. Ibec recommends that in 
setting policy for this sector, the Department of Transport engage directly with ALI. 
The report is global in scope and identifies different pathways, technology options 
and policy options out to 2050. It also provides insight into the timelines and 
contributions different interventions can make over the course of the next thirty years.  

 



 

 

 

The need for greater investment certainty  

 

Irish businesses are increasingly setting ambitious voluntary climate and renewable 
targets. Those businesses with large transport emissions are actively looking for fuel 
and technology alternatives. Before investing in alternatives, these businesses 
needed assurances and greater regulatory certainty from Government as to the long-
term future of different technologies and fuels. 

It is Ibec’s view that decarbonisation of this sector and investment in potential 
solutions have been delayed in part due to longstanding regulatory uncertainty. The 
government’s commitment to certain schemes and technological solutions remains 
unclear. There have been mixed messages on the role of bioenergy in our energy 
mix more generally. Moreover, the time between consultations and decisions being 
made has been considerable. Ibec asks that the development of this new statement 
on Renewable Fuels for Transport Policy be prioritised and given adequate resources 
within the Department to ensure a speedy completion.  

 

Yours sincerely, 

Conor Minogue 

Senior Executive, Energy and Climate Policy, Ibec 

 

 

 

 

 

 

 
 
 



 

Q4 - The proposed indicative annual trajectory of the biofuel obligation rate to 2030, and the 

corresponding buy-out charge, as referred to in the Background section above. 

Nil 

Q5-   With reference to increased European ambition under the Fit for 55 proposals or further 

measures under the Climate Action Plan, the potential for even higher national targets for 2030, 

for example, to support a blending target or biodiesel/HVO of B25 or B30, or an option for 

supplying an E85 blend by 2030. 

Nil 

Q6 –   The challenges and opportunities presented by these ambitious targets – with reference to 

achievability, technical implementation considerations, and availability of sustainable supply 

whether imported or indigenous. 

Nil 

Q7 -   Consideration of other fuels, such as gasoil, which if included within the biofuel blending 

obligation could assist in meeting the ambitious targets for decarbonising transport. 

Nil 

Q8. -   Specifically, regarding a legal mandate for the implementation of E10, subject to an 

appropriate legal instrument being settled by Government, technical considerations for 

implementation, for example, lead-in time and alignment to the seasonal changeover of petrol 

supplies, i.e., potentially in September 2022 or May 2023, or other key considerations. 

Nil 

Q9. - Considering the incentive within the increased biofuel obligation rate, your view on the 

support for HVO through multiplier credits under the scheme in 2023 and beyond. 

Nil 

Q10. -  Inclusion of renewable electricity under the obligation, how this can be achieved in practice 

and the appropriate lead in time for implementation in 2023 or later. 

Nil 

Q11. What further safeguards to ensure the sustainability of biofuels supply and resilience against 

possible fuel fraud, can be implemented to build upon the existing European provisions and plans 

in this area. 

Nil 

Q12. -  The European approach envisages biofuels from high-risk ILUC being phased out by 2030. 

Could Ireland phase these out earlier, and when. 



Nil 

Q13. - Considering the European limits on biofuels derived from Annex IX Part B feedstocks (incl. 

UCO and tallow) in renewable energy for transport supply, whether certificates awarded for 

biofuels produced from UCO and animal fats should continue to be allowed to be carried over to 

the next obligation period. 

Nil 

Q14. -   The challenges and opportunities to incentivise production of advanced biofuels from 

Annex IX Part A feedstocks. 

Our comments specifically relate to electrolytic hydrogen derived from waste to energy. This 

involves the thermal treatment of non-recyclable waste to produce electricity. The electricity is 

partly renewable, as circa 50% of the feedstock is categorised as biomass according to the 

Renewable Energy Directive (RED).    The precise categorisation of hydrogen from an electrolyser 

connected to a waste to energy (WtE) facility still remains unclear. The forthcoming European 

Commission delegated regulation setting out the appropriate rules for RFNBOs  from electricity will 

not address this either, as it is expected to exclude units producing electricity from biomass. With 

respect to hydrogen from WtE, one possibility is that hydrogen from the energy produced from the 

biodegradable fraction of waste could be considered as “Biomass fuel”, according to the definition in 

RED II, Article 2(27) RED II. Hydrogen from the energy produced from the non-biodegradable fraction 

of waste (the so-called fossil fraction) could possibly be considered as “Recycled Carbon Fuel”, 

according to the definition in Article 2(35) RED II.    In the absence of definitive guidance form the 

European Commission, the UK has progressed policy in this area. Over the course of the past number 

of years, the UK government has made a series of amendments to its Renewable Transport Fuel 

Obligation (RTFO). While initially aimed at incentivising the use of biofuels, the rationale for 

amendments was to use the RTFO as a mechanism  to maximise GHG emission savings and increase 

sustainability. Depending on how it is produced, hydrogen can be eligible for support under the 

RTFO – either as a biofuel, where produced using biomass, or, since 2018, as an RFNBO where it is 

‘green hydrogen’ – i.e. produced using non-biological renewable power such as wind or solar.   In 

2019, a “development fuel” obligation was introduced to provide additional incentives for the supply 

of fuels of strategic importance which are currently more costly to produce, such as renewable 

hydrogen. Fuels qualifying as “development fuels” receive double RTFCs. However, the uptake of 

renewable hydrogen on the back of the RTFO did not materialise. Some of the reasons cited include 

the lack of clarity over how hydrogen projects could participate in the RTFO and lack of 

administrative practice to genuinely support and guide supply and demand side through the RTFO 

requirements which would qualify for double RTFCs. Further detail is provided in response to Q28 as 

to other aspects that need to be considered in providing a supportive policy environment to nurture 

the development of an indigenous hydrogen industry.    The UK has revised the scope of what is 

included in the RTFO. While further detail is expected in the coming months on certain aspects 

relating to hydrogen from waste to energy, they have provided clarity on the categorisation of the 

hydrogen that is derived from non-recyclable waste, so called recycled carbon fuels. Recycled carbon 

fuels (RCFs) are fuels produced from fossil wastes that cannot be avoided, reused or recycled; for 

example, unrecyclable waste plastic and waste industrial gases. UK policy has recognised they have 

the potential to deliver GHG savings and hence will be included in the  RTFO. 

 



Q15 -  With reference to EU Fit for 55 proposals to remove double counting of biofuels from all 

Annex IX feedstocks, views on the implementation of such a measure by 2025. 

Given that the consultation reports there are concerns regarding the availability of certain 

feedstocks, and the proposal that the Department plans on engaging with the European Commission 

regarding a possible derogation to ensure compliance, it does not make sense  to remove the double 

counting of biofuels from Annex IX feedstocks by 2025. 

Q16 -  What risk exists of biofuel supply mandates in Ireland cumulatively with those in other 

jurisdictions, creating excessive demand on feedstocks which also constitute food supply, thereby 

worsening food price volatility, and what safeguards would be appropriate and effective in 

relation to such risks? 

Nil 

Q17. -  The relationship and/or competition between biofuels and global and EU biodiversity 

policy, in particular the need to set aside land for biodiversity. 

Nil 

Q18. -  The proposed indicative annual trajectory of advanced biofuel rate to 2030, and 

corresponding buy-out, are referred to in the Background section above. 

Nil 

Q19. -   With consideration of the advanced biofuel rate and buy-out, should carry over of 

advanced biofuel certificates be permitted and aligned to the provisions for carryover of standard 

biofuel obligation certificates.  Are there reasons why such carryover of advanced biofuel 

certificates should not be permitted? 

Nil 

Q20.  With reference to proposals for a sub-target for renewable fuels of non-biological origin 

envisaged under the current European proposals for revision of the RED, that this could be 

implemented earlier in Ireland, e.g., from 1 January 2024. 

Nil 

Q21. -  A further measure to be applied in implementing the proposed multiple credits for certain 

advanced and development fuels when applied in combination, considering potential distortion 

effects or unintended consequences. For example: 

Prescribing a hierarchy of supply to transport or other sectors, such as in countering the effect of 

market pricing resulting in HVO supply to the aviation sector rather than road transport.  

 

Further limiting the application of multipliers relative to certain feedstocks, such as limiting 

multiple credits to biomethane when produced from feedstock under Annex IX Part A, so as not to 

promote feedstocks such as grass being used in biomethane production for transport rather than 

animal feed. 

Nil 



Q22. -   In addition to the proposals in the Policy Statement for credits to incentivise advanced and 

development fuels, what other measures could promote their supply and use in the transport 

sector? 

Nil 

Q23. With reference to the proposal to move to an energy-based biofuel obligation system, while 

enabling continued volume-based reporting by account holders, considering the possible future 

move to European carbon intensity targets in the coming years. 

Nil 

Q24. -   Proposed additional measures to support compliance while the obligation rate increases in 

coming years and to ensure compliance with European targets, in the short to medium term, 

through: 

 

Introduction of a penalty and progressive fine for non-compliance with the fuel quality directive 

target. 

 

Permitting upstream emissions reductions (UERs) to be offset against the fuel quality directive 

obligation. 

 

Limiting the proportion of certificates that can be carried over into the next obligation period, to 

10% or 5% (applicable to standard or proposed advanced biofuel obligation certificates), so as to 

moderate any distortions in annual compliance with the obligation rate. 

Nil 

Q25. -   The challenges and opportunities for inclusion of renewable fuel supplied for use in 

aviation and maritime within the obligation in future years, aligning to European Fit for 55 

proposals. 

Nil 

Q26. -  Whether the Department should seek to carry out further research into different types of 

recycled carbon fuels, concerning their possible contribution to decarbonising transport, other 

impacts, or unintended consequences? 

Yes 

Q27. - Is there other research the Department should consider around the Renewable Fuels for 

Transport Policy? 

Nil 

Q28. - Do you have anything further that you would like to add about the Renewable Fuels for 

Transport policy? 

Hydrogen Ireland, Hydrogen Mobility Ireland and Ibec’s submissions address some of the practical 

issues associated with solely relying on the Biofuel Obligation Scheme (BOS) to support the 

development of hydrogen as a transport fuel. The support for hydrogen through the BOS, while 

greater than other fuels at a multiple of 4 credits, does not provide sufficient certain in terms of 

duration and financial support amount beyond a few years. The value of Renewable Transport Fuel 



Certificate (RTFC) will be a function of supply and demand. There is currently no clarity on the 

duration of the support mechanism in the format of RTFC for hydrogen.  Secondly, the strict  

application of the RED additionality criterion, whereby electrolysers must use energy from new 

renewable assets, will delay availability of renewable hydrogen until the end of the decade as result 

of the systemic delays associated with planning and permitting infrastructure in Ireland. In order to 

get the sector up and running, some form of flexibility should be afforded to early hydrogen 

deployment until the industry reaches scale. Furthermore, the level of investment needed for 

hydrogen refuelling infrastructure also needs to be considered. 
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Renewable Fuels for Transport Consultation 
Energy, Air, and Adaptation Division 
Department of Transport 
Leeson Lane 
Dublin 2 
D02 TR60 
 
By email  
 
Irish Bioenergy Association (IrBEA) 
www.irbea.org 
@irishbioenergy 
From: seanfinan@irbea.org  
To: biofuels@decc.gov.ie  
 
20th May 2022 
 
IrBEA Response to the Consultation on the Renewable Fuels for Transport Policy  
 
Dear Sir / Madam, 
 
Thank you for the opportunity to contribute to this consultation on behalf of our members. 
IrBEA as the representative organisation for the bioenergy sector including biofuels and 
biomethane, strongly advocates for clear direction and actions to support the rapid increase 
of the use of biofuels and biomethane to power our transport fleet.  

We have previously called for the timely introduction of the increased ambition in the Biofuels 
Obligation Scheme (BOS) rate as set out in the recently published in the ‘Renewable Fuels for 
Transport Policy Statement’. We have answered the specific consultation questions below, 
but would like to make some general points in response to this consultation including: 

- Europe as a continent has recently become acutely aware of the lack of security of 
supply of fossil fuels. Separate to this the climate emergency sets forward the urgent 
need to transition to low carbon fuels. These are both exceptionally large push and 
pull factors that clearly highlight the immediate need to expand our portfolio of 
renewable energy sources.  
 

- Technology such as biomethane, biodiesel, ethanol and HVO sourced from sustainable 
feedstocks are a key part of the solution. These technologies exist, are fully developed, 
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can be rapidly deployed and are proven to deliver. Policy must immediately move to 
deploy these technologies to their full potential. Action is required now considering 
the scale of the challenge that exists and the immediate contribution that these 
technologies can make to our decarbonisation agenda. 
 

- The proposed increase in the BOS rate lacks ambitions giving the circumstances and 
climate action imperative that exists. 
 

- There is a strong role for crop and waste feedstocks, however limiting factors set out 
in current proposals are hampering these technologies from being fully deployed. 
Policy must strongly support the use of all proven sustainable renewable fuels with 
immediate effect. 

- Emissions reductions in Transport arising from an ambitious and increased BOS rate 
presents the Government with an immediate win. As emissions are cumulative, 
earlier action through the implementation of increased ambition in the BOS will help 
with carbon budgeting for the transport sector as many of the other current 
proposed policy measures are more medium to long term items (EV targets).  
 

- There are no technical barriers to increases in blending rates of E10 and B12 and 
higher in line with an increasing BOS rate. 

  
- The recently published ‘Irish Bioenergy Association Transport Report: A Pathway to 

Halving Emissions1 report clearly outlines the policy measures and interventions that 
are required to achieve the Programme for Government ambition of 51% emission 
reduction by 2030. 

 
 

Yours sincerely, 

Seán Finan                             Noel Gavigan              

Seán Finan B.E. C. Eng MIEI                                             Noel Gavigan B.Agr.Sc.  
Chief Executive Officer     Technical Executive 
Irish Bioenergy Association (IrBEA)                             Irish Bioenergy Association (IrBEA) 
Tel: 087 4146480                               Tel: 087 6845977 
 

 
1www.irbea.org/wp-content/uploads/2021/12/Irish-Bioenergy-Association-UCC-MaREI-Renewables-In-
Transport-Report-Final.pdf  
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Specific Consultation Question Responses 
 
Your views are sought concerning the proposed increases in biofuels supply envisaged 
under the Climate Action Plan 2021 to support the decarbonising of transport, and 
specifically concerning,  
 

1. The proposed indicative annual trajectory of the biofuel obligation rate to 2030, and 
the corresponding buy-out charge, as referred to in the Background section above.  

 
We have stated in previous consultations such as the BOS Consultation of November last 
year that the trajectory is ultimately not ambitious enough, and that the technical capability 
exists to provide for far greater ambition.  
In order to achieve the targets for 2023 (16%), 2024 (19%) and 2025 (23%) our biofuel policy 
needs to promote and maximise the utilisation of crop and waste based feedstocks. The 
current limits on crop biofuels are an impediment and needs to be removed. For biodiesel 
production the category 1 & 3 tallow resources within Ireland should be maximised to 
generate additional output from the sector. 
Since our December 2021 submission the issue of security of supply has suddenly taken a 
substantial role in policy formation. Given that biofuels can assist in decarbonisation and in 
securing energy supply into the long term future we consider that the proposed increases 
should be far more ambitious. 
To ensure compliance with the increasing biofuels policy targets, we consider it necessary to 
increase the buy-out charge in favour of biofuel inclusion. 
 
 

2. With reference to increased European ambition under the Fit for 55 proposals or 
further measures under the Climate Action Plan, the potential for even higher 
national targets for 2030, for example, to support a blending target or biodiesel/HVO 
of B25 or B30, or an option for supplying an E85 blend by 2030.  
 

We fully support having greater ambition through higher national targets for 2030 and for 
the intervening years. E85 is already available in France and could be made available in 
Ireland. 
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However the Fit for 55 proposals will not realise the 51% cuts in transport emissions as set 
out in Irish legislation.   
Further measures and more extreme measures will be needed.  Among these measures 
should be the allowance of crop biofuels to provide in excess of 5% of biofuels; the 
implementation of higher blend rates including E10, E15 and E85 (requiring additional 
supply infrastructure), and B20 in HGVs; and the development of biomethane for tens of 
thousands of heavy goods vehicles (with grass and waste as feedstocks).  Ireland can and 
should develop its own biomethane and ethanol industries and further expand our biodiesel 
industry.  
 

 
 

3. The challenges and opportunities presented by these ambitious targets – with 
reference to achievability, technical implementation considerations, and availability 
of sustainable supply whether imported or indigenous.  
 

We fully support the requirements for sustainable supply, all supply must have minimal 
impact, and not encourage practices that disrupt the natural environment. We fully support 
the requirements of RED II regarding sustainability. Indigenous bioliquid and biogas 
production are achievable at scale in Ireland, using indigenous and imported sustainable 
crop and waste feedstocks.    
Ireland can enlarge its indigenous waste-based biofuels capacity, using more tallow, used 
cooking oil and food chain waste.   
 
 

4. Consideration of other fuels, such as gasoil, which if included within the biofuel 
blending obligation could assist in meeting the ambitious targets for decarbonising 
transport.  

 
The department need to clarify what they mean by “gasoil”. 
 
The ultimate goal is to decarbonise transport while ensuring protection of our natural 
ecosystems. On that basis all options and fuels should be considered on their merits. If a 
renewable sustainable fuel product can displace fossil fuel by substitution or 
displacement then it should be considered.   
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5. Specifically, regarding a legal mandate for the implementation of E10, subject to an 
appropriate legal instrument being settled by Government, technical considerations 
for implementation, for example, lead-in time and alignment to the seasonal 
changeover of petrol supplies, i.e., potentially in September 2022 or May 2023, or 
other key considerations.  
 

Technically and practically this is achievable immediately and is a missed opportunity in 
decarbonisation, therefore we consider that this policy should be implemented 
immediately. September 2022 would be our preferred date for implementation. 
 
Simple measures such as mandating or encouraging the change of labels on the unleaded 
fuel pump from E5 to E10 will allow for fuels suppliers distribute E10 at will.  There is no 
technical or regulatory obstacle to the label change, and the E10 label allows suppliers 
continue using E5 which is a sub-category of E10.  Fuel suppliers have economic, logistical 
and compliance incentives for blending E10 once the pump label allows it.  If fuels suppliers 
require a minimum blend obligation, such as 5.5%, then the mandate should be provided. 
 
IrBEA is not opposed to the inclusion of a protection grade but don’t see any need to include 
a protection grade here as part of a roll out of E10. 
 
 
 

6. Considering the incentive within the increased biofuel obligation rate, your view on 
the support for HVO through multiplier credits under the scheme in 2023 and 
beyond. 
 

There is continued debate over the use of multipliers for various fuel forms, clear guidelines 
need to be established to determine what will qualify any fuel for multipliers or more 
favourable support. Simply being the “new technology” is not a sufficient reason. 
Percentage GHG reduction for each fuel should the valuing factor in determining any 
multiplication of credits. 

 
With agreed criteria any new technology can be scientifically assessed against benchmarks 
and may gain multiplier credits as a result. This will also encourage existing proven 
technologies to enhance their processes to meet these criteria, thus improving the impact 
of technologies that are already deployed.  
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HVO is made either from crop feedstocks, used cooking oil or tallow, and EU sustainability 
regulations apply to these in the same way as to FAME biodiesel.  There is no rationale for 
applying different multipliers to HVO, and EU law would prohibit it.  
 

 
7. Inclusion of renewable electricity under the obligation, how this can be achieved in 

practice and the appropriate lead in time for implementation in 2023 or later. 

Electrification of transport is already supported by a number of government measures*,  
inclusion of electricity must ensure that only the renewable portion of electricity is 
allowed to generate obligation certificates and that this renewable electricity is not 
double subsidised through the PSO levy or any other mechanism. 

In practice metering will need to be put in place that is compliant with tax warehousing 
requirements alongside the requirements imposed on other BOS renewable energy 
sources. 

It is difficult to see how this could work in practice.  It may be simpler to keep separate 
schemes for electromobility and internal combustion.  IrBEA propose that the treatment 
of renewable electricity should not be included in the short term so as not to add 
unnecessary complication to the scheme until other items of priority are ironed out. 

*PSO levy, Grants and tax breaks for electric cars, charge points, lack of Motor Oil Tax,  

 

Your views are sought concerning the proposed increases in biofuels supply envisaged 
under the Climate Action Plan 2021 to support the decarbonising of transport, and 
specifically concerning, 
  

8. What further safeguards to ensure the sustainability of biofuels supply and resilience 
against possible fuel fraud, can be implemented to build upon the existing European 
provisions and plans in this area.  

 
Irish manufactured material can be readily inspected, therefore we consider no difficulty in 
safeguarding the sustainability of raw materials and fuels. We would note that imported 
feedstocks will need to be considered higher risk, but risk that can be mitigated with the 
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appropriate traceability in line with RED II. Material from the rest of the EU should meet the 
RED II requirements. 
IrBEA calls for the rapid development of the EU anti-fraud database to provide sufficient 
safeguards against fuel fraud.   
The proposed Union Database does not yet exist and has no firm implementation date. Its 
design, governance and implementation should strike a balance between simplicity and 
effectiveness.  
The use of indigenous feedstocks can supply a significant percentage of the biofuel demand 
in Ireland, feedstocks which are fully sustainable and traceable. Current estimates are that 
there is 120,000 tonnes of animal fats Cat 1,2 & 3 and a further 25,000 to 30,000 tonnes of 
used cooking oil available in Ireland. 

Utilising all available Irish feedstocks will improve sustainability and traceability. Currently, 
the use of Cat.3 tallow is not commercially viable as, unlike Cat.1 tallow and UCO, it is not a 
double counted feedstock. Rating of biofuels by GHG emission savings and incentivising the 
use of Irish raw materials for Irish biodiesel will ensure sustainability and security of supply. 
The unutilised Cat.3 tallow available in Ireland represents three times the contribution 
currently being made by Cat.1 tallow. 

An EU wide database will be rolled out in the short term and together with increasingly 
stringent regulations within the “voluntary schemes”, the possibility of fuel fraud will be 
considerably diminished. 

 

 
 

9. The European approach envisages biofuels from high-risk ILUC being phased out by 
2030. Could Ireland phase these out earlier, and when.  
 

Assessment of high risk ILUC feedstocks should be undertaken as soon as possible. Material 
originating from outside the EU needs particular attention. Positive land use change, such as 
diverting Irish land in lower profitability farm enterprises to biofuel (mainly biomethane) 
production, should be considered on its merits in terms of its broader positive overall 
environmental and climate impact. 

Ireland does not use biofuels from high ILUC-risk feedstocks, i.e. palm oil (with the exception 
of the 0.9% palm oil bioLPG which showed up in the data for 2020).   
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10. Considering the European limits on biofuels derived from Annex IX Part B feedstocks 

(incl. UCO and tallow) in renewable energy for transport supply, whether certificates 
awarded for biofuels produced from UCO and animal fats should continue to be 
allowed to be carried over to the next obligation period. 

 
Biofuels from UCO and animal fat should not be treated any less favourably to other 
biofuels / renewable transport fuels. Such material is otherwise a waste and therefore 
carries significant positive benefits to being converted into a biofuel. 

 
As has been referenced by numerous parties in the recent transport workshops Ireland has 
been almost exclusively reliant on waste-based biodiesel from feedstocks listed in Annex IX, 
Part B. Any policy measure to limit its use would effect Ireland in particular, and would favour 
imports from outside the EU. Ireland has sufficient indigenous waste-based feedstocks to 
provide a significant proportion of Ireland’s biofuel needs, it would make no sense to limit the 
use of these feedstocks in Ireland. 

We consider it imperative that the “soft cap” be either removed completely or substantially 
increased to avoid obligated parties having to revert to crop-based biofuels.  

During the recent workshops the limits were discussed on numerous occasions and those 
present were of the view that the Department would be seeking an increase in this proposed 
limit. Without this increase it will be exceedingly difficult for obligated parties to meet their 
obligations, especially as the 3.5% advanced target will be even more difficult to achieve. 

As clearly recommended in the IrBEA presentation at Workshop 3, the IrBEA members 
strongly encourage the Department of Transport to seek a derogation from the EC on the 
1.7% cap on biofuels produced from UCO or tallow. 83% of biofuel used in the transport sector 
is currently produced from either UCO or Cat.1 tallow. This cannot be replaced by overnight. 

 
  
11. The challenges and opportunities to incentivise production of advanced biofuels 

from Annex IX Part A feedstocks.  
 
 
There is considerable opportunity to utilise the obligations under Annex IXa. These 
feedstocks should be maximised, and the buy-out charge should be increased to 
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incentivise production of biofuels from IXa feedstocks.  Biomethane offers the greatest 
means for scale-up, using grass and organic wastes in the case of Ireland, and this should 
be supported if reliance on imports is to be minimised. 
 
 
12. With reference to EU Fit for 55 proposals to remove double counting of biofuels 

from all Annex IX feedstocks, views on the implementation of such a measure by 
2025.  

 
The proposal to move to carbon saving being the considered measure is welcome. It 
encourages only the most carbon efficient technologies and encourages existing 
technologies to continue to improve carbon efficiency. 

 
 

13. What risk exists of biofuel supply mandates in Ireland cumulatively with those in 
other jurisdictions, creating excessive demand on feedstocks which also constitute 
food supply, thereby worsening food price volatility, and what safeguards would be 
appropriate and effective in relation to such risks?  
 

Europe’s farm sector produces five to ten times more crops than required for essential 
nutrition.  The bulk of Europe’s farm output serves the needs of modern society for choice, 
convenience, quality and export business.   A quarter of it goes to supply chain losses and 
waste. The cost drivers are energy and fertiliser costs, and erratic market behaviour. 
Biofuels have zero or negligible role either as an end-use or a price driver.   Policy makers 
and influencers should strive to understand these fundamentals.   Ireland is a small market 
and hence has even less bearing on commodity prices, while Ireland has the potential to 
become much more self-sufficient in biofuels supply.  This is no risk whatsoever of Irish 
supply mandates adversely impacting food supply or price (See A 27). 
 

14. The relationship and/or competition between biofuels and global and EU biodiversity 
policy, in particular the need to set aside land for biodiversity. 

The True Nature Foundation estimates that Europe has 50 million hectares of land suited to 
immediate restoration to carbon rich biodiverse status (equivalent to a third of total farm 
land) while the EU Joint Research Council reports that another five to thirty million hectares 
of farmland will be abandoned by 2030.  Biofuels have nothing to do with this and biofuels 
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are not inhibiting restoration of land to carbon rich biodiverse status.   Policy makers and 
influencers should strive to understand these fundamentals. 

 

Your views are sought concerning the potential for advanced and development fuels to 
support the decarbonising of transport, and specifically concerning,  

15. The proposed indicative annual trajectory of advanced biofuel rate to 2030, and 
corresponding buy-out, are referred to in the Background section above.  

 
Scale-up of advanced and development fuels have consistently lagged expectations by an 
order of magnitude and there are no signs of an investment boom any time soon, except in 
the area of biogas.  An investment boom in liquid biofuels would be required this year to 
assure meaningful volumes by 2030.  It is a good thing to support such solutions, but not to 
count on advanced liquid biofuels for short term transition programmes at scale.  Biogas will 
form an important part of the mix by 2030, whether indigenous or imported. 

 
16. With consideration of the advanced biofuel rate and buy-out, should carry over of 

advanced biofuel certificates be permitted and aligned to the provisions for 
carryover of standard biofuel obligation certificates. Are there reasons why such 
carryover of advanced biofuel certificates should not be permitted? 

  
Technologies should only be differentiated based on carbon reductions and not terminology 
such as “advanced”. In that sense all biofuels should be treated the same. 
 

17. With reference to increased European ambition under the Fit for 55 proposals and 
under the Climate Action Plan, the potential for a higher national target to be set for 
advanced and development fuels.  

 
See 15 above. We also repeat our question of how is “advanced” determined. Clear criteria 
should be set around GHG reduction requirements and other practical considerations and 
not set around ambiguous terminology. 
 

18. With reference to proposals for a sub-target for renewable fuels of non-biological 
origin envisaged under the current European proposals for revision of the RED, that 
this could be implemented earlier in Ireland, e.g., from 1 January 2024.  
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The distinction of “non-biological” versus “biological” bears little value in terms of how best 
to reduce fossil fuel use, however distinctions such as energy storage potential should be 
considered. Many biological and chemical fuel types offer a distinct advantage being fuel 
stores and being dispatchable, a considerable weakness of intermittent energy sources of 
electrical energy such as wind and solar. Given the energy security situation in Europe this 
has significant importance.  

 
19. A further measure to be applied in implementing the proposed multiple credits for 

certain advanced and development fuels when applied in combination, considering 
potential distortion effects or unintended consequences. For example:  

a. Prescribing a hierarchy of supply to transport or other sectors, such as in 
countering the effect of market pricing resulting in HVO supply to the 
aviation sector rather than road transport.  

b. Further limiting the application of multipliers relative to certain feedstocks, 
such as limiting multiple credits to biomethane when produced from 
feedstock under Annex IX Part A, so as not to promote feedstocks such as 
grass being used in biomethane production for transport rather than animal 
feed.  

 
It will not be possible to design a support system for Irish transport which takes account of 
the hundreds of other renewable energy support systems across the world.  Therefore the 
overarching principle should be to assure that any given unit of renewable energy placed on 
the market is itself sustainable and genuine, and mechanisms for this are already in place 
(though not without serious weaknesses). 
 
Using grass which is an inedible protein with significant potential for growth in a temperate 
climate like Ireland presents a significant opportunity to reduce livestock numbers through 
the development of alternative farming systems producing grass for sustainable biomethane 
production. In addition, digestate used in a circular nutrient economy will eliminate all 
chemical fertiliser usage for the production of this silage and presents a unique opportunity 
for rural Ireland. IrBEA strongly advocates for the use of grass as a feedstock for the 
production of biomethane for transport.  It is a gross error and uninformed narrow position 
to suggest otherwise.   See 24. 
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20. In addition to the proposals in the Policy Statement for credits to incentivise 
advanced and development fuels, what other measures could promote their supply 
and use in the transport sector? 

See 15 above 

 

Your views are sought concerning the future administration of the biofuel obligation, and 
its alignment with the European framework for renewable energy in transport, and 
specifically concerning,  

21. With reference to the proposal to move to an energy-based biofuel obligation 
system, while enabling continued volume-based reporting by account holders, 
considering the possible future move to European carbon intensity targets in the 
coming years.  

 
The proposal to move to energy based system aligns the BOS closer to the ultimate goal 
of reduced carbon emissions per km travelled, therefore we support this measure. 

 
22. Proposed additional measures to support compliance while the obligation rate 

increases in coming years and to ensure compliance with European targets, in the 
short to medium term, through:  

a. Introduction of a penalty and progressive fine for non-compliance with the 
fuel quality directive target.  

b. Permitting upstream emissions reductions (UERs) to be offset against the fuel 
quality directive obligation.  

c. Limiting the proportion of certificates that can be carried over into the next 
obligation period, to 10% or 5% (applicable to standard or proposed 
advanced biofuel obligation certificates), so as to moderate any distortions in 
annual compliance with the obligation rate.  

 
We support these measures. 
 

23. The challenges and opportunities for inclusion of renewable fuel supplied for use in 
aviation and maritime within the obligation in future years, aligning to European Fit 
for 55 proposals.  

 
See 3 and 18 
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24. Whether the Department should seek to carry out further research into different 

types of recycled carbon fuels, concerning their possible contribution to 
decarbonising transport, other impacts, or unintended consequences?  

 
We must now act, there are several proven and reliable technologies which are at 
commercial scale in Europe. Hoping for some other silver bullet to come along is 
procrastination and should be avoided. Now is the time for policy to row in behind 
proven technology and ensure they are employed to their full potential as a matter of 
urgency. These include bioethanol, biodiesel, HVO, and biomethane. Awaiting further 
research and development of potential future fuels cannot be used as an excuse for 
inaction and delay in rolling out proven tech. 

 
25. Is there other research the Department should consider around the Renewable Fuels 

for Transport Policy? 
 
The Department should consult the existing research that confirms the sustainability of EU 
crop-based biofuels. Further research is required to determine the sustainability and GHG 
savings of grass derived biomethane using zero chemical fertiliser input systems that take 
account of livestock displacement resulting from the land use change. The research should 
address the fundamentals of sustainability (food security, land use, carbon emissions) 
relating to the real world supply chains for Ireland and Europe this decade. The research 
should not be based on abstract supply chains.  See 13 and 14 above. 

 
 
26. Do you have anything further that you would like to add about the Renewable Fuels 

for Transport policy? 

We reiterate the fact that Europe as a continent has recently become acutely aware of the 
lack of security of supply of fossil fuels, and of the need to transition to low carbon fuels 
rapidly. These are both exceptionally large push and pull factors that clearly highlight the 
immediate need to expand our portfolio of renewable energy sources. While electrification 
will remove some of the reliance on fossil fuels, its intermittence of renewable supply, 
coupled with reliance on fossil gas clearly show that other fuels such as biofuels must be 
expanded rapidly in a broad mix of technology options. Technology such as biomethane, 
biodiesel, ethanol and HVO sourced from sustainable feedstocks are a key part of the solution. 
These technologies exist, are fully developed, can be rapidly deployed and are proven to 
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deliver. Policy must immediately move to deploy these technologies to their full potential. 
Action is required now considering the scale of the challenge that exists and the immediate 
contribution that these technologies can make to our decarbonisation agenda. 

Please refer to the IrBEA report “Transport in Ireland : A pathway to Halving Emissions”   
https://www.irbea.org/wp-content/uploads/2021/12/Irish-Bioenergy-Association-UCC-
MaREI-Renewables-In-Transport-Report-Final.pdf 

 



Consultation on the Renewable Fuels for Transport Policy 

 

Irving Oil           20th May 2022 

 

Irving Oil is pleased to provide a response to the consultation on the development of the Renewable 

Fuels for Transport Policy including implementation of the transport elements of the recast Renewable 

Energy Directives (‘REDII’) and consideration of the EU fit for 55 proposals. We appreciate the 

opportunity to participate as a stakeholder as this is an important policy with impacts to fuel suppliers, 

terminal and retail operators as well as end consumers. We look forward to working with the 

Department of Transport (DOT) as an active stakeholder in the development of these future climate 

targets. 

 

Background 

 

Irving Oil an international refining and marketing company with a history of long-term partnerships 

and relationships. Founded in 1924, Irving Oil operates Canada’s largest refinery in Saint John, New 

Brunswick, along with more than 1,100 fueling locations and a network of distribution terminals 

spanning Eastern Canada, New England and Ireland. We are on a continuous journey of sustainable 

development while meeting the evolving energy needs of our customers. Named one of Canada’s Top 

100 Employers for six consecutive years, we have a strong customer and community focus and are 

committed to growing for tomorrow. 

 

In Ireland, Irving Oil operates the country’s only oil refinery in Whitegate, Co Cork and the TOP brand 

which operates fueling locations nationally and an import terminal in Dublin. As such, we serve our 

customers through the full suite of supply, manufacturing, distribution and sale of transportation and 

heating fuel products. Our operations in Dublin and Cork are already a significant supplier of biofuels 

to the Irish economy and we look forward to a continued contribution to the objectives of the Biofuels 

Obligation Scheme (BOS). We welcome the regulatory certainty on the implementation of renewable 

fuels policy as it is a key component to our business planning as we look to 2030 and beyond. 

 

Our industry’s contribution to meeting the recast RED targets will be an important component to 

Ireland’s Climate Action Plan as we transition to a lower carbon economy. Every country in Europe has 



its own unique regional strengths and challenges. To this end, Ireland is well placed to utilize 

indigenous feedstocks (largely from waste streams in the agricultural sector) for biofuels 

manufacturing and there are already a number of indigenous companies operating in this sector. Irving 

Oil believes that the BOS should promote flexibility on the pathway to compliance. This will encourage 

utilizing different biofuel streams and result in optimizing the contribution from local biofuel supply 

and production. 

 

At our Irving Oil Whitegate Refinery, our company continues to explore opportunities which could 

utilize indigenous feedstocks in the production of renewable diesel, an alternative advantaged biofuel 

product which will be required in delivering the 2030 targets called for in this consultation. 

 

As a member company of Fuels for Ireland (FFI), we share in the feedback given in FFI’s response to 

this consultation especially with respect to the technical and operational aspects of the BOS. This is 

reflected and included in our responses which follow. 

  



Acronyms: 

 

BOS:   Biofuel Obligation Scheme 

B7:  Diesel containing 7vol% FAME 

DECC:  Department of Environment, Climate and Communications 

E5:  Gasoline with 5vol% ethanol added 

E10:  Gasoline with 10vol% ethanol added 

FAME:  Fatty Acid Methyl Ester 

FFV:  Flexible Fuel Vehicles 

FQD:   Fuels Quality Directive 

GHG:  Green House Gas 

HVO:   Hydrotreated Vegetable Oil 

NRMM:  Non-Road Mobile Machinery 

RED:   Renewable Energy Directive 

SAF:  Sustainable Aviation Fuel 

UCO:   Used Cooking Oil 

UCOME:  Used Cooking Oil Methyl Ester 

TME:   Tallow Methyl Ester 

 

  



Section 2 

Your views are sought concerning the proposed increases in biofuels supply envisaged under the 

Climate Action Plan 2021 to support the decarbonising of transport, and specifically concerning, 

 

The proposed indicative annual trajectory of the biofuel obligation rate to 2030, and the 

corresponding buy-out charge, as referred to in the Background section above. 

 

Irving Oil welcomes the policy certainty that comes with an approach that indicates the biofuel 

trajectory rate annually. The proposed targets as outlined in the Renewable Transport Policy 

Statement are ambitious and will pose certain challenges and opportunities to the industry. It should 

be noted that the overall target for the share of energy in the transport sector in the government policy 

statement set at 33.5% which equates to approximately 18% GHG reduction, is significantly higher 

than the 13% GHG reduction outlined at EU level, under the Fit for 55 package. Caution needs to be 

taken to ensure the planned increases align with the availability of sustainable feedstocks to produce 

the renewable fuels. The plan to consult every two years will greatly assist in moving with 

developments in feedstock availability. 

 

With reference to increased European ambition under the Fit for 55 proposals or further measures 

under the Climate Action Plan, the potential for even higher national targets for 2030, for example, 

to support a blending target or biodiesel/HVO of B25 or B30, or an option for supplying an E85 blend 

by 2030. 

 

As mentioned above, Irving Oil supports the current trajectory of blending to meet Ireland’s 2030 

targets. However, these targets are challenging and ambitious and will be a significant achievement 

by industry when they are met. With this in mind, Irving Oil believes that it is more important to 

concentrate on moving to E10 and B20 first, understanding the complexities and challenges these 

targets bring without planning for more ambitious targets presently. Security of supply of 

Hydrotreated Vegetable Oil (HVO) will be key to meeting these targets, requiring further investment 

in HVO production capabilities worldwide to meet this demand. Regulatory certainty and clear 

definition regarding sustainable feedstocks is required in order to promote investment in this area.  

 



Irving Oil does not object to considering the option of supplying E85 to the Irish market. However, 

the following are some points to note in relation to this consideration: 

- Ireland is limited to 2% crop-based biofuels. A move to E85 would challenge this limit due to 

the lack of availability of waste-based ethanol currently available. Timing of the introduction 

of E85 would need to align with a growth in the supply of waste-based ethanol to the 

market.  

- Right hand drive Flexible Fuel Vehicles (FFV) would need to be manufactured and sold on to 

the Irish market. 

- Due to the infrastructure in place in import terminals and on the forecourts in Ireland, there 

is currently only one grade of petrol available in the Irish market. Reintroduction of E85 to 

the Irish market would require significant changes to the import terminal and forecourt 

infrastructure to facilitate the additional grade.  

 

The challenges and opportunities presented by these ambitious targets – with reference to 

achievability, technical implementation considerations, and availability of sustainable supply 

whether imported or indigenous.  

 

The Irish transport fuel market is heavily dominated by diesel at 80% market share1. As a result, 

appreciable increases in renewable blending targets will need to be met predominantly within the 

diesel pool.  

 

EN 590 diesel specification sets a limit on the amount of FAME that can be blended into Diesel, set at 

7vol% (referred to as B7). EN 228 gasoline specifications allows for up to 10vol% ethanol blend into 

gasoline, however the Irish market only caters for 5vol% (referred to as E5). The maximum obligation 

rate achievable with B7/E5 blending is ~11 vol%. Above this level of obligation, a move to E10 and HVO 

will be required.  

 

Although moving to E10 is necessary to increase the overall renewable content of the transport pool, 

this will achieve an overall blending rate of 12.5vol%, far short of the proposed targets of > 16vol% 

from 2023 onwards.  

 
1 NORA BOS Briefing Session Ref: 457-22P0287 



 

Security of supply of HVO will be challenging for the industry, although increasing production is 

expected both at national and international levels as the sector moves to decarbonise. Here at the 

Irving Oil Whitegate Refinery, HVO is currently produced from sustainable feedstocks and supplied to 

the Irish market. There are no technical issues with blending HVO into diesel once compliant with the 

EN590 diesel specification. HVO is chemically indistinguishable from diesel and requires no 

infrastructure investments for distribution. We believe that identifying and utilizing locally available 

feedstocks makes sense for security and diversity of fuel supply. 

 

Consideration of other fuels, such as gasoil, which if included within the biofuel blending obligation 

could assist in meeting the ambitious targets for decarbonising transport.  

 

Irving Oil supports the introduction of a mandate for blending biofuels into Sulphur Free Gasoil (SFGO) 

used for non-road mobile machinery (NRMM).  

 

Details on how this would be regulated would need to be determined. In the UK, there is a presumption 

that the SFGO is used for NRMM unless a supplier can satisfy the administrator to the contrary. This is 

to minimise administrative burden by not placing a requirement on the supplier to know the end use 

for their gasoil supply.  

 

A similar approach could be taken in Ireland which would result in a blending obligation for the 

NRMM sector, with the remaining SFGO volumes exempt. As SFGO is obligated under the Fuels 

Quality Directive (FQD) a blending mandate under RED would improve compliance under FQD by ~ 

0.8% nationally.  

 

Specifically, regarding a legal mandate for the implementation of E10, subject to an appropriate legal 

instrument being settled by Government, technical considerations for implementation, for example, 

lead-in time and alignment to the seasonal changeover of petrol supplies, i.e., potentially in 

September 2022 or May 2023, or other key considerations.  

 

Irving Oil supports the introduction of E10 to the Irish market. There are no technical issues with 

blending 10% ethanol into petrol. Refineries produce a Blendstock for Oxygenated Blending (BOB) to 



which ethanol can be blended. This would result in the market switching to an E10 BOB.  This is a 

different product from the current E5 BOB but is compatible with most vehicles in the current Irish 

fleet.  However, it is noted that E10 represents a blendwall which cannot be exceeded under current 

fuel specifications.  

However, some issues would need to be addressed in advance of introducing an E10 product to the 

Irish market.  As outlined below, these include actions for both industry and consumers. 

- Introduction of E10 will need to be a government-mandated move as the industry will need 

to move to this new grade of fuel together. There must be a collaborative effort between 

industry and government.  

- Lead-in time is contingent on government legislation and communication protocols running 

to schedule. It is critical that industry has a reasonable lead-in time to organise amendments 

to base grades to allow for higher levels of E10. This must be considered in line with the 

government mandate timelines.  

- Due to the infrastructure in place in import terminals and on the forecourts in Ireland, there 

will only be one grade of petrol available in the Irish market. As a result, E5 grade petrol will 

not be available once E10 is introduced onto the market. To maintain a separate grade fuel 

would be prohibitively costly for suppliers and impossible at a practical level for many 

independent operators within the marketplace. 

- Irving Oil believes that any compatibility issues must be considered by government and be 

included as part of their communication and implementation plans. 

 

Considering the incentive within the increased biofuel obligation rate, your view on the support for 

HVO through multiplier credits under the scheme in 2023 and beyond. 

 

In order to meet the increasing biofuel obligation targets, HVO is required in the diesel pool. The 

application of multipliers has already proved successful in encouraging the use of waste 

derived biofuels over crop derived biofuels. The use of multipliers is supported to incentivise and 

encourage the blending of HVO, ensuring fuel suppliers continue to meet their obligation targets 

resulting in Ireland meeting its renewable ambition.  

 

 

 



 

Inclusion of renewable electricity under the obligation, how this can be achieved in practice and the 

appropriate lead in time for implementation in 2023 or later. 

 

Irving Oil supports the inclusion of renewable electricity under the obligation scheme based on the 

number of EVs' utilising electricity and an equivalent requirement for renewable content.  Details 

regarding the administration of this proposal should be subject to consultation.  

 

Regarding GHG reduction credits under FQD, Irving Oil believe that the owner and operator of any 

electric vehicle infrastructure should be allocated these credits. Currently these are only allocated to 

the electricity providers. The system should facilitate credit generation by either the Charging 

Network Operator or the Site Host, ensuring that contracts are in place to determine where the is 

generated. The quantifying of these credits would be based on metered and quantifiable supply of 

electricity to Battery Electric Vehicles (BEV) consumers.   



Section 3 

Your views are sought concerning the proposed increases in biofuels supply envisaged under the 

Climate Action Plan 2021 to support the decarbonising of transport, and specifically concerning, 

 

What further safeguards to ensure the sustainability of biofuels supply and resilience against 

possible fuel fraud, can be implemented to build upon the existing European provisions and plans in 

this area.  

 

It is critical to the biofuel industry, obligated fuel supplying parties and to the trust that the public 

has in carbon reduction measures that no level of fraud is tolerated. Fuel suppliers must be able to 

rely upon the integrity processes of the certification bodies, throughout the entire supply chain. The 

further strengthening of these schemes is the best way to ensure that opportunities for fraud to 

occur are removed. Due to the global nature of supply chains any solutions, including central 

databases, would need to extend beyond the EU. 

 

The European approach envisages biofuels from high-risk ILUC being phased out by 2030. Could 

Ireland phase these out earlier, and when.  

 

Given Ireland has very limited use of biofuels produced from high-risk ILUC feedstocks such as palm 

oil, Irving Oil would see no issue with these fuels being phased out from 2023 onwards. Coupled with 

this, more than 90% of Ireland’s biofuel feedstocks are waste based, i.e., not based on crop feedstocks, 

therefore ensuring a high degree of sustainability within the sector.  

 

Considering the European limits on biofuels derived from Annex IX Part B feedstocks (incl. UCO and 

tallow) in renewable energy for transport supply, whether certificates awarded for biofuels 

produced from UCO and animal fats should continue to be allowed to be carried over to the next 

obligation period.  

 

The Irish transport fuel market is heavily dominated by diesel at 80% market share. As a result, 

biodiesel and HVO is key to meeting the biofuel obligation targets. The feedstocks used to produce 



FAME and HVO for blending into diesel are predominantly UCO and Tallow, >95%2.  

 

In order to optimise the purchase of FAME and HVO cargoes, there needs to be flexibility to allow for 

excess quantity not used by year end to be carried over into the following year. Irving Oil does not 

agree that there should be limits imposed on the carryover of certs generated from UCO and Tallow. 

Introduction of this limitation would significantly impact industries’ ability to meet the growing targets.   

 

Regarding the 1.7% limit imposed by RED II on Annex IX Part B feedstocks, in 2020, biodiesel placed on 

the market in Ireland represented over 5% in energy terms of the energy used in the transport sector. 

As the BOS obligation increases from 11 vol% to 13 vol% this metric will be over 6% in energy terms of 

the energy used in 2022. As the BOS obligation increases further to 16 vol% in 2023, with little change 

to the feedstocks available, this will result in the biodiesel share of the market increasing to over 8% 

by energy terms. This is considerably higher than the 1.7% allowed under RED II. 

 

Irving Oil does not agree that a 1.7% limit on the use of UCO and Tallow be imposed on the industry. 

There is already a cap on the food and feed crop volumes (2%) that can be placed on the market. To 

add another cap on the Tallow and UCO allowed would greatly reduce the operational flexibility 

required by the industry to meet the challenging biofuel targets set out. 

 

Irving Oil considers it necessary that Ireland seeks EU approval for removal or significant increase of 

the 1.7% limit. The basis of this argument would be the following: 

 

● Ireland is heavily reliant on biodiesel to meet its renewable energy targets due to the 

significant share of the transport market that diesel commands (81% in 2021.) (This is unlike 

most other Member States (MS) where E5 or E10 plays a significant role in meeting their 

renewable targets). 

● Indigenous biofuel production is based on utilising UCO and Tallow, both having an established 

supply chain within Ireland. Ireland has significant quantities of indigenous tallow available 

due to a well-established agricultural sector in the country. There are no other indigenous 

feedstocks available in sufficient quantities to produce FAME or HVO. 

 
2 NORA BOS Briefing Session Ref: 457-22P0287 



● At B7 blend rates UCO/Tallow represents over 5% in energy terms of the energy used in 

transport. To achieve an ambitious B12 target would require UCO/Tallow biodiesel at ~ 9% in 

energy terms, greatly exceeding the 1.7% allowable rate. Currently, there is no other feedstock 

available in sufficient quantities to substitute for UCO/Tallow.   

● Cost of fuel to the consumer would increase greatly if the 1.7% limit was not increased, as fuel 

suppliers would need to pay the buy-out charge due to an inability to meet the targets. 

● It should be noted that if UCO and Tallow qualify as wastes then they should be used to 

produce energy if there is no better use for them, following the waste hierarchy directive. 

Limiting the quantities of UCO and Tallow for use in this sector will not complement this 

directive. 

 

Ireland chose to utilise UCO and Tallow as the route to compliance over the last ten years successfully 

meeting RES-T targets. This pathway has now also limited our option for crop-based feedstocks to 2% 

unlike other EU countries which can utilise up to 7%. If a 1.7 % limit on Annex IX Part B and 2% limit on 

crop-based fuels are implemented for Ireland, then the BOS cannot be complied with by blending of 

the available biofuels in the marketplace. 

 

The challenges and opportunities to incentivise production of advanced biofuels from Annex IX Part 

A feedstocks.  

 

Advanced Feedstocks as listed under Annex IX Part A will have a long-term role to play in biofuel 

production and decarbonising transport. These feedstocks can be supported through effective buy-out 

pricing to incentivise supply chains and the collectability of these feedstocks. The BOS can further 

strengthen investment in supply chains by defining feedstocks which comply with Annex IX Part A (d), 

as the Netherlands and Spain have.  

 

With reference to EU Fit for 55 proposals to remove double counting of biofuels from all Annex IX 

feedstocks, views on the implementation of such a measure by 2025.  

 

Irving Oil does not support the removal of double counting as the BOS system is currently administered, 

i.e., as a volume or energy-based system. Double counting supports wastes being collected in an 

environmentally friendly manner and encourages fuel suppliers to blend waste-based biofuels into 



their fuel supply which reduces the dependency on crop-based biofuel.  

 

The removal of double counting could reduce the amount of waste-based biofuel being blended into 

transport fuel if removed and not replaced with another mechanism which continues to encourage 

waste-based biofuel. Another mechanism to encourage wastes would be a GHG reduction 

mandate/carbon intensity reduction target. Waste-based biofuels have higher GHG% savings than 

crop-based biofuels so this would give suppliers an incentive to utilize wastes over crops.  

 

Until such a time that the BOS moves to a carbon intensity reduction target then it would be 

recommended to maintain double counting.  

 

What risk exists of biofuel supply mandates in Ireland cumulatively with those in other jurisdictions, 

creating excessive demand on feedstocks which also constitute food supply, thereby worsening food 

price volatility, and what safeguards would be appropriate and effective in relation to such risks?  

 

Given that most of the biofuels used in Ireland come from waste sources rather than being crop-

based, there is no reason to believe that biofuel supply mandates will place any excessive demand on 

feedstocks. According to NORA’s Annual Report 2020 on the Biofuels Obligation Scheme, 67% of all 

the biofuel placed on the market in Ireland was produced from used cooking oil (UCO)3. Safeguards 

designed to both protect biodiversity and reduce the risk of increased pressures on food supply are 

already in place at European Union level, with strict limits being set for the total contribution of food 

or feed crops towards renewable energy targets for biofuels, bioliquids and biomass4. Ireland is 

performing very well in this area and given how most of our biofuels are sourced here, there is no 

reason to believe that feedstocks would be adversely impacted by the continuation of recent 

policies. This is a benefit of Ireland having chosen to utilise Annex IX Part B feedstocks. 

 

  

 
3 National Oil Reserves Agency, ‘The Biofuels Obligation Scheme Annual Report 2020,’ https://www.nora.ie/_fileupload/457-21X0088%20-
%20BOS%20Annual%20Report%20for%202020%20for%20publication.pdf 
4 European Commission, ‘Sustainability criteria for biofuels specified,’ https://ec.europa.eu/commission/presscorner/detail/en/MEMO_19_1656 



The relationship and/or competition between biofuels and global and EU biodiversity policy, in 

particular the need to set aside land for biodiversity. 

 

Existing policies - including the use of biofuels to reduce carbon emissions associated with transport, 

combined with the application of the strong safeguards in place to protect biodiversity - can ensure 

that there is no trade-off between cutting emissions in transport and protecting the environment more 

generally. Given the source of most of our biofuels and given how far Ireland is from reaching the EU’s 

maximum limit for biofuels, bioliquids and biomass fuels produced from food or feed crops, we can 

continue to make use of these products without jeopardising other environmental targets, including 

the necessary setting aside of land to protect biodiversity.  

 

  



Section 4 

Your views are sought concerning the potential for advanced and development fuels to support the 

decarbonising of transport, and specifically concerning, 

 

The proposed indicative annual trajectory of advanced biofuel rate to 2030, and corresponding 

buy-out, are referred to in the Background section above. 

 

Irving Oil recommends caution regarding the implementation of the advanced biofuel targets Irving Oil 

supports setting the advanced biofuel obligation at 0.3% in 2023, however increasing this to 1% in 2025 

without consultation with the industry is not advised. Prior to increasing this target, a review of the 

commercial availability of suitable feedstocks needs to occur. Irving Oil would welcome a consultation 

prior to 2025 regarding this target. The level of the obligation should be set relative to the availability 

of the advanced biofuels on the market. Currently there is very limited supply of Annex IX Part A 

biofuels on the market. 

 

If the obligation is to increase through the period to 2030 it would be recommended to ensure the 

increases are conservative at first, allowing technology development, increasing towards the latter 

part of the period, i.e., 2027 onwards. If the targets are set at a value that cannot be achieved by the 

fuel suppliers, this will only increase costs to the consumer due to the proposed high buy-out charge 

for non-compliance with the advanced biofuel targets. Regular monitoring of this target would be 

advised. 

 

The buy-out for advanced biofuels is ‘heavy handed.’ As stated previously, there are limited supplies 

of advanced biofuels available on the market currently. Irving Oil feels that it is unreasonable to expect 

the industry to agree to a high buy-out charge when the cost to meet the target in future is impossible 

to assess. Fuel suppliers have no insight into what the availability of advanced biofuels will be in 2023.  

 

A stated key aim of the buy-out charge is to protect the end consumer from unforeseen price rises due 

to a biofuel market shortage. While IRVING OIL considers it appropriate that there are buyout charges 

rather than fines for non-compliance with BOS, Irving Oil cautions the government regarding the level 

at which this buy-out is set. 

 



 

If a fuel supplier is in a position where they are non-compliant and therefore need to pay the buy-out, 

this will result in a significant cost increase in the supply of fuel to the consumer. Not only will the fuel 

supplier need to pay the buy-out, but the carbon tax paid by the fuel supplier will be higher due to the 

increased volumes of fossil fuel in the mix. 

 

Irving Oil recommends that the buy-out for advanced biofuels be set at the same level as the main 

biofuel obligation and not increased until there is a secure supply of advanced biofuel available. 

 

With consideration of the advanced biofuel rate and buy-out, should carry over of advanced biofuel 

certificates be permitted and aligned to the provisions for carryover of standard biofuel obligation 

certificates. Are there reasons why such carryover of advanced biofuel certificates should not be 

permitted? 

 

Irving Oil recommends that carryover of advanced biofuel certificates should be allowed and aligned 

with carryover of standard biofuel certificates. The argument for this is to allow greatest operational 

flexibility. Such limitations will only increase the risk of non-compliance, resulting in a potential buy-

out and ultimately increase cost of fuel for the end consumer.  

 

Irving Oil would recommend that consideration would be given to allowing 25% of the advanced 

biofuel target to be met by carryover certificates from the previous year. This should be considered for 

a period to allow the advanced biofuel market to develop. 

 

With reference to proposals for a sub-target for renewable fuels of non- biological origin envisaged 

under the current European proposals for revision of the RED, that this could be implemented earlier 

in Ireland, e.g., from 1 January 2024 

 

In general, Irving Oil would caution that introduction of multiple sub-mandates reduces the flexibility 

in how the high-level RES-T mandate can be met. It is important both to reduce the cost and to ensure 

that shortages in feedstock or energy sources don’t impact GHG reduction objectives to allow 

optionality in how the overall mandates are achieved. 

 



Principally introducing a RFNBO sub target should stimulate demand for RFNBOs and therefore lead to 

revenues to incentivise further production of RFNBOs such as, green Hydrogen. However, Irving Oil 

would caution against introducing such a target ahead of the development of a Hydrogen Strategy for 

Ireland at government level. There are too many uncertainties currently with regard to policy resulting 

in a lack of confidence for investors. Until such policy certainty exists, the timing of introducing a sub 

target for RFNBOs should be considered. Irving Oil would welcome further consultation on this.  

 

A further measure to be applied in implementing the proposed multiple credits for certain advanced 

and development fuels when applied in combination, considering potential distortion effects or 

unintended consequences. For example: 

 

Prescribing a hierarchy of supply to transport or other sectors, such as in countering the effect of 

market pricing resulting in HVO supply to the aviation sector rather than road transport. 

 

Further limiting the application of multipliers relative to certain feedstocks, such as limiting multiple 

credits to biomethane when produced from feedstock under Annex IX Part A, so as not to promote 

feedstocks such as grass being used in biomethane production for transport rather than animal feed.  

 

The renewable sector will evolve and should be allowed to evolve; however, transport sectors should 

be treated on a level playing field with no specific incentives in one transport mode over another. Inter 

modal transport policies should not disadvantage another sector or divert fuels from one to the other. 

A holistic approach needs to be adopted with governments incentivising fuel types and pathways 

which can be managed through effective buy-out pricing and clear long-term policy intentions which 

gives investment certainty. In the long-term some HVO plants are likely to shift towards SAF 

production, focusing upon this most difficult to decarbonise sector. 

 

The suggestion to limit the multiplier for grass into biomethane is too complex. To be implemented 

fairly, the assessment on any displacement effects would have to be done regionally which becomes 

burdensome and subject to auditor interpretation.  

 

  



In addition to the proposals in the Policy Statement for credits to incentivise advanced and 

development fuels, what other measures could promote their supply and use in the transport 

sector?  

 

Long-term policy certainty is key for Irving Oil to secure investment in further increasing HVO 

production facilities at our Whitegate refinery.  

The following are some measures that could promote further supply of advanced and development 

fuels.  

o Removal of the limit of 1.7% on Annex IX part B feedstocks 

o Approval to allow the contribution of Category 3 Tallow feedstock towards BOS 

mandates within the Renewable Transport Policy in Ireland. Ireland produces 

significant quantities of Category 3 tallow, currently being exported for production of 

HVO in other MS.  

o Lower Duty on all transport fuels containing low carbon renewable fuels. 

o Encourage opportunities for partnership and collaboration that leverage existing 

energy infrastructure in Ireland. 

 

  



Section 5 

Your views are sought concerning the future administration of the biofuel obligation, and its 

alignment with the European framework for renewable energy in transport, and specifically 

concerning, 

 

With reference to the proposal to move to an energy-based biofuel obligation system, while enabling 

continued volume-based reporting by account holders, considering the possible future move to 

European carbon intensity targets in the coming years.  

 

Irving Oil recognises that the move to an energy-based system for BOS aligns Ireland’s energy targets 

with the Renewable Energy Directive (RED), where targets are specified in energy terms. IRVING OIL 

also understands that this simplifies reporting from a government perspective. However, moving to an 

energy-based system for fuel suppliers increases the level of complexity required to meet the BOS 

targets. Unlike the RED, the fuel industry in Ireland operates on a volume basis, and levies and taxes, 

sales contracts and the OLA system are all based on litres @15 degrees C. In order to manage the 

biofuel injection at the terminal level it will be necessary for fuel suppliers to continue to operate the 

BOS scheme on a volume basis. It is impractical to operate on an energy basis at terminal level. 

 

Irving Oil welcomes the recommendation that if the BOS targets move to an energy basis, then the 

conversion would be carried out within the BOS operating system, ensuring there is consistency in 

the way all fuel suppliers convert from volume to energy. Fuel suppliers would continue to report 

their data in volumes – consistent with OLA. The onus would be on the fuel suppliers to convert their 

energy targets over to volume targets based on the respective energy content of the biofuels 

blended to ensure compliance. An online calculator to assist fuel suppliers convert the energy targets 

into an equivalent volume target would greatly assist the industry in ensuring compliance. 

 

With regards to converting to energy targets, it is recommended that the equivalent energy target is 

set using the split of fuels on the market in the prior year. For example, if the diesel/gasoline split on 

the market in 2021 is 81%/19% then this needs to form the basis of the calculated energy targets for 

2022. 

 



With regard to moving to a carbon intensity reduction target, this would make the most sense, over 

and above a move to energy. Ultimately a reduction in carbon emissions is the end goal, therefore 

setting a target directly relating to this will drive the right behaviours. This would help to align with 

both the RED and FQD as we transition to the outcome of the Fit for 55 legislative package. The same 

arguments as above would apply to the reporting structure: this should remain on a volume basis. 

 

In preparing for an obligation based on carbon intensity, any system put in place now for energy should 

be future proofed so that a move can be accomplished with minimal rework of processes or systems. 

Irving Oil would welcome further consultation on this.  

 

Proposed additional measures to support compliance while the obligation rate increases in coming 

years and to ensure compliance with European targets, in the short to medium term, through: 

 

Introduction of a penalty and progressive fine for non-compliance with the fuel quality directive 

target.  

 

Irving Oil supports the use of buyout charges over a penalty or progressive fine however the overall 

objective should be at all times to incentivise physical blending of renewable fuels. Buyouts are 

equitable to all parties and should be known and published in advance. The buyout charge has 

worked well for the BOS and IRVING OIL seeks the same approach and clarity for FQD. Where the 

buyout mechanism has been used consideration should be given to using these funds for technology 

development of low carbon fuels as further support mechanisms to increase production of these 

fuels.  

 

Permitting upstream emissions reductions (UERs) to be offset against the fuel quality directive 

obligation. 

 

The use of UERs as an offset against the Fuel Quality Directive is supported by Irving Oil and should 

not be removed. UERs are an important alternative established compliance method that are 

currently used in several European countries. It is recognised that UERs should be subject to the 

same stringent sustainability and fraud protection measures as all other pathways to compliance. It is 

also noted that UERs have not seen application in Ireland.  



Limiting the proportion of certificates that can be carried over into the next obligation period, to 

10% or 5% (applicable to standard or proposed advanced biofuel obligation certificates), so as to 

moderate any distortions in annual compliance with the obligation rate.  

 

Irving Oil does not agree that there should be a limit on the proportion of certificates carried over into 

a given year. While Irving Oil accepts that only 15% of the obligation in a given year can be met by 

carry over credits, there should not be a restriction on the number of credits that can be carried into 

a year. There needs to be operational flexibility to allow fuel suppliers to over-blend in a given year to 

cater for future planned tank outages, unforeseen downtime and potential economic opportunities 

regarding biofuel purchase. Limiting fuel suppliers to 10% or 5% of the current year obligation does 

not consider an increasing obligation in the following year. Fuel suppliers should be able to manage 

their balance of certificates within the BOS system and not be restricted in their operations. 

 

Limiting fuel suppliers to 10% or 5% carryover based on 2022 obligation does not equate to 15% of an 

increased obligation in 2023. This undermines the ability of fuel suppliers to meet 15% of their 2023 

obligation with carryover certificates. This situation will occur annually if the obligation is set to 

increase accordingly. This 15% restriction also makes it more challenging for a supplier to meet its 

obligation if there is growth in their market share.  

 

In identifying these arguments in support of carry over Irving Oil does recognize that the BOS must 

promote in so far as possible maximum physical blending during all compliance periods. 

 

With regards to carbon credits, these should also be considered for carry over in the same manner as 

BOS certificates.  

 

The challenges and opportunities for inclusion of renewable fuel supplied for use in aviation and 

maritime within the obligation in future years, aligning to European Fit for 55 proposals.  

 

Due to our position as an island dependent on international trade, the aviation and maritime sectors 

each present considerable challenges when it comes to achieving carbon reductions, and due to the 

fact that it remains difficult to power these modes of transport using the battery technology 



 

currently at our disposal. These are sectors that require global decarbonisation solutions. 

Opportunities to support international efforts should be encouraged.   

 

Important developments are underway in this area, including advances in renewable fuels which could 

play a central role in achieving major carbon reductions. As the authors of the Fit for 55 proposals 

noted, “clean hydrogen and hydrogen based synthetic fuels as well as advanced biofuels will be crucial 

for decarbonising the aviation and maritime sector.”5 This is not simply aspirational: as noted in Fuels 

for Ireland’s vision for achieving carbon neutrality by 2050, projects have already come to fruition 

involving the production of jet fuel made from 100% waste and residue raw materials, while reductions 

in the use of sulphur in maritime fuel have lowered sulphur emissions from shipping dramatically.6 By 

continuing to engage with all stakeholders and by adopting an approach geared towards encouraging 

technological innovation, policymakers can play an important role in accelerating the shift towards 

alternative fuels in both the aviation and maritime sectors.  

 

Whether the Department should seek to carry out further research into different types of recycled 

carbon fuels, concerning their possible contribution to decarbonising transport, other impacts, or 

unintended consequences?  

 

Yes, research would be welcomed in this area, with stakeholder engagement. 

 

Is there other research the Department should consider around the Renewable Fuels for Transport 

Policy?  

 

In order to bring about the changes we need to see, it is vital that all solutions are carefully examined. 

The Department should support research across-the-board to examine the pathways towards 

decarbonisation in the various sectors. Research into current and future supply and demand for 

Advanced Fuels, as previously mentioned. Also, renewable products such as renewable liquefied 

natural gas (LNG), compressed natural gas (CNG), e-fuels made from renewable power can all play a 

role, as can other technologies such as green hydrogen. As well as researching new technologies like 

 
5 European Council, ‘Fit for 55,’ https://www.consilium.europa.eu/en/policies/green-deal/fit-for-55-the-eu-plan-for-a-green-
transition/#:~:text=Fit%20for%2055%20refers%20to,line%20with%20the%202030%20goal. 
6 Fuels for Ireland, ‘Powering today and tomorrow,’ 
https://static1.squarespace.com/static/5f310883c542ed5446733d3b/t/5f3a3e73acc4a17e490396ec/1597652602400/FFI_Vision_Doc_Digital_PDF-compressed.pdf 



green hydrogen and providing the support necessary to promote its introduction, it will be important 

to ensure that all fuels are subject to the same strong controls in relation to environmental and 

sustainability standards which exist in other areas.  

 

 

Do you have anything further that you would like to add about the Renewable Fuels for Transport 

policy?  

 

The intent for review and consultation of the Policy Statement on an ongoing basis is very welcome 

and sets both Government and Industry up for success. As a company we are committed to being 

part of the solution, in providing the safe and reliable energy that people need, while taking concrete 

steps to evolve our business for the future – for our people, our customers and our communities, 

today and tomorrow. 

 

Irving Oil appreciates the government commitment to engaging industry for input into the development 

of a transparent and effective policy. Irving Oil will continue to be an active stakeholder in this process 

as the government moves forward with the development of the Renewable Transport Policy.  
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About you  

      Name: Liquid Gas Ireland (LGI) 

LGI is the association representing companies operating in the LPG and BioLPG industry in             

Ireland. Members include LPG and BioLPG producers, distributors, equipment manufacturers, 

and service providers. Our mission is to ensure that policy makers continue to recognise LPG and 

BioLPG as the clean, versatile, and alternative lower carbon energy of choice for off-grid energy 

users in the residential, commercial, industrial, agriculture, leisure, and transport sectors in 

Ireland. Liquid Gas Ireland is committed to working with consumers, stakeholders, and 

policymakers to support Ireland’s goal to tackle air quality, drive decarbonisation and achieve net 

zero emissions by 2050. 

As part of Liquid Gas Ireland’s response to the Department of Transport’s Public Consultation on 

the Renewable Fuels for Transport Policy, we wish to respond to the consultation questions as 

outlined below. LGI fully supports the Department’s policy measure, via the Biofuels Obligation 

Scheme, to increase the share of renewable energy in the transport sector and to contribute to 

the reduction of Ireland’s greenhouse gas emissions. 

Email: info@lgi.ie 

Web: www.lgi.ie 

Section 1 Climate Action Plan – achieving ambitious targets 

Your views are sought concerning the proposed increases in biofuels supply envisaged under 

the Climate Action Plan 2021 to support the decarbonising of transport, and specifically 

concerning, 

• The proposed indicative annual trajectory of the biofuel obligation rate to 2030, and the 

corresponding buy-out charge, as referred to in the Background section above. 

Liquid Gas Ireland (LGI) supports the proposed indicative annual trajectory of the biofuel 

obligation rate to 2030, from 13% (by volume) to 23% in 2025. We agree that a clear biofuels 

obligation rate increase trajectory is required to ensure the required levels of renewable 

energy used in the transport sector are delivered. 

LPG is the lowest carbon conventional energy source available to off-grid homes and 

businesses, which provides immediate, expedient, and cost-effective heat and energy. As 

LPG emits more than 33% fewer carbon emissions than coal and 15-20% fewer carbon 

emissions than oil, LPG is a transitional solution in its own right. It also emits virtually no NOx, 

SOx, and Particulate Matter, enabling immediate air quality improvements. 

Ireland has a high dependence on fossil fuels for transport, which results in significant GHG 

and air pollution and so causes negative societal health impacts. This is recognised as a key 

public health issue by the Environmental Protection Agency. LPG and BioLPG are recognised 

in the Policy Statement for this consultation to be viable lower carbon alternatives for 

transport fuels, especially oil. Both LPG and BioLPG, amongst other biofuels, have been 

proven to be effective alternatives to petrol and diesel, with significant reductions in GHG and 

air pollution levels.  

The use of LPG to fuel forklifts is an example of how alternative fuels, such as LPG and 

bioLPG can support significant emissions reductions across the sector. Some of the largest 

businesses in Ireland depend on LPG for their forklift operations. This means a stable and 

secure supply will be needed to support their timely movement of goods from storage to 

distribution, through indoor and outdoor environments. Using LPG and bioLPG, results in 

mailto:info@lgi.ie
http://www.lgi.ie/
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improved air quality when compared to other fossil fuel alternative technologies and reduces 

the need for additional infrastructure (charging points) when compared with electric. LPG is 

also used as an alternative fuel in the Autogas sector as well, which demonstrates its 

flexibility.  

LGI members are invested in the low-carbon future for the Irish economy. The liquid gas 

industry has committed to 100% renewable fuels by 2040 and so will support Ireland with its 

carbon reduction targets, and demand for renewable fuels – which is expected to increase. 

LGI members are committed to this target and invest significantly in R&D to ensure fuels are 

successful in lowering carbon emissions, can be ‘dropped in’ or ‘blended’ with no or minimal 

adjustments on existing combustion infrastructure, and are competitively priced.  

Our renewable product, BioLPG (AKA: HVO Renewable Propane), is a chemically indistinct 

but renewable version of LPG, made from sustainably sourced renewable vegetable oils, 

wastes, and residues, and delivers up to 90% certified carbon emission savings compared to 

conventional LPG. 

BioLPG supplied on the market today is approved in accordance with EU-RED II, is a fully 

traceable renewable fuel and is certified under the International Sustainable Carbon 

Certification (ISCC) scheme. 

BioLPG can be blended up to 100% and can continue to make a significant contribution to the 

Department of Transport’s Biofuels Obligation Scheme targets for 2030, in particular in “non-

road transport’ widely used in Ireland through the forklift truck sector.  

Similarly, to BioLPG, our EU and UK sector’s development product rDME is a gaseous fuel 

produced from a wide range of renewable feedstocks, including waste streams and residues. 

Chemically similar to LPG, it can be blended with LPG up to 20% and used in existing vehicles1. 

It offers huge opportunities for near term decarbonisation, not only in the transport sector but 

also in industrial and domestic heating and cooking applications. It is a sustainable gaseous 

fuel that can reduce greenhouse gas (GHG) emissions by more than 80% and it significantly 

improves local air quality when substituting diesel across the transport sector. The wide range 

of available feedstocks to produce rDME means it has the potential for negative emissions 

when produced from cow manure 2.  

The product is not currently mass market however efforts are being made across Europe to 

change this. Dimeta, the joint venture between UGI and SHV energy, will complete construction 

of the first full scale European plant in 2024, with 440GWh of rDME being produced per day in 

the UK. They have committed to developing further plants across various locations in the EU. 

Ireland could be in a position to attract an rDME plant in the future, should the investment policy 

framework be deemed suitable. The LPG industry is constantly innovating when given the 

correct incentives and time, rDME is evidence of this. 

In relation to the buyout charge, Liquid Gas Ireland and its member companies are not 

obligated parties and have no further comment.  

 

 

 

• With reference to increased European ambition under the Fit for 55 proposals or 

further measures under the Climate Action Plan, the potential for even higher national 

 
1https://www.liquidgaseurope.eu/images/LGE_Position_on_the_Proposal_for_an_Alternative_Fuels_Infrastructur
e_Regulation.pdf  
2 https://oberonfuels.com/about-dme/dme-basics/  

https://www.liquidgaseurope.eu/images/LGE_Position_on_the_Proposal_for_an_Alternative_Fuels_Infrastructure_Regulation.pdf
https://www.liquidgaseurope.eu/images/LGE_Position_on_the_Proposal_for_an_Alternative_Fuels_Infrastructure_Regulation.pdf
https://oberonfuels.com/about-dme/dme-basics/
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targets for 2030, for example, to support a blending target or biodiesel/HVO of B25 or 

B30, or an option for supplying an E85 blend by 2030. 

 

Please refer to Question 1 above. LGI supports the introduction of blending targets in 

incentivising the use of cleaner, greener fuels across the transport sector.  

As a drop-in fuel, we would like to highlight that BioLPG (AKA: HVO Renewable Propane) 

does not have a blend limit, which means that the product and technology does not present a 

barrier for industries who are under pressure to decarbonise their transport fleets. LPG and 

BioLPG are already used throughout Europe in the Autogas and FLT sectors. 

 

• The challenges and opportunities presented by these ambitious targets – with 

reference to achievability, technical implementation considerations, and availability of 

sustainable supply whether imported or Indigenous. 

Technical implementation considerations 

While LGI recognise the benefit of using obligation rates and blending targets as drivers to 

ensure levels of renewable energy used in the transport sector are delivered, we would like to 

highlight that increasing the biofuel obligation rate is likely to involve the introduction of fuels 

with higher concentrations of biofuel (such as petrol blended with 10% bioethanol and diesel 

blended with 12% biodiesel on average). This may lead to compatibility issues with older 

vehicles, additional cost to the consumer, the necessity to inform consumers in order to ease 

its introduction, and potentially a need to develop forecourt infrastructure. 

 

Availability of sustainable supply 

As set out in LGI’s Vision 2040, BioLPG (AKA: HVO Renewable Propane) currently used in 

Ireland is a by-product of a conventional hydrotreated vegetable oil (HVO) process that mainly 

produces renewable biodiesel. 3 LGI member companies are currently sourcing BioLPG from 

Neste’s renewable product refinery in Rotterdam and Total in La Mede France. BioLPG is 

made from a mix of sustainably sourced renewable vegetable oils, residues, and waste 

materials and reduces GHG by at least 50% and up to 90% against set values of fossil fuels, 

in accordance with the European Union Renewable Energy Directive (‘EU-RED’) and is ISCC 

certified. The recent EU Commission’s Implementing Decision on ISCC (April 2022) 

reconfirms that the ISCC voluntary scheme demonstrates compliance of BioLPG with the 

requirements set in Directive (EU) 2018/2001 for biofuels, bioliquids, biomass fuels, 

renewable liquid and gaseous fuels of non-biological origin and recycled carbon fuels. 4 

HVO production is increasing in Europe, driven by the revised EU-RED and renewable 

transport fuel targets. The Irish market is likely to be dependent on imports in the short-

medium term without investment in domestic production. There is significant potential, 

however, for investment in indigenous production facilities in Ireland. Opportunities include 

new HVO plants, coprocessing at existing refineries and commercialising new and novel 

processes for bio-propane synthesis.  

On the future potential for an indigenous supply chain for BioLPG in Ireland, we refer you to a 

similar piece of independent research commissioned by Liquid Gas UK (2020), which looked 

at BioLPG production options in England, Wales, and Scotland. 5 The study concluded that 

large volumes of bio-oils can be co-processed with petroleum intermediates to produce 

BioLPG in existing UK oil refineries, at almost no additional capital cost. 

 
3 https://www.lgi.ie/assets/uploads/documents/LGI%20Vision%20Document%202040%20Final.pdf  
4 https://ec.europa.eu/transparency/documents-register/detail?ref=C(2022)2117&lang=en  
5 https://www.liquidgasuk.org/uploads/DOC5FC77254A1388.pdf 

https://www.lgi.ie/assets/uploads/documents/LGI%20Vision%20Document%202040%20Final.pdf
https://ec.europa.eu/transparency/documents-register/detail?ref=C(2022)2117&lang=en
https://www.liquidgasuk.org/uploads/DOC5FC77254A1388.pdf
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Liquid Gas Ireland, and our European counterpart Liquid Gas Europe, recognise the 

importance of close collaboration with our national and EU industry stakeholders and 

policymakers to ensure the necessary policy support for the production and use of BioLPG 

across Europe, and to provide investment confidence to producers, suppliers, and investors 

across the bio propane supply chain. 6  

Time is however required to deliver these innovations, a fact recognised by the European 

Union when setting the 2030 deadline with respect to renewable transport targets and the 

products permitted to form part of that calculation. We advocate strongly for a similar timeline 

to be afforded to us in Ireland, not least in the context of the role our sector plays in 

incentivising consumer switching from higher carbon, polluting fuels to lower carbon, clean 

burning fuels like LPG and BioLPG. 

The use of LPG to fuel forklifts is an example of how alternative fuels, such as LPG and 

BioLPG can support significant emissions reductions across the sector. Some of the largest 

businesses in Ireland depend on LPG for their forklift operations. This means a stable and 

secure supply will be needed to support their timely movement of goods from storage to 

distribution, through indoor and outdoor environments. Using LPG and BioLPG, results in 

improved air quality when compared to other fossil fuel alternative technologies and reduces 

the need for additional infrastructure (charging points) when compared with electric. 

Therefore, a restrictive policy on LPG and BioLPG can lead to higher costs and impede 

business operations, which can result in inflationary pressures in an already precarious 

economic situation. LPG is also used as an alternative fuel in the Autogas sector as well, 

which demonstrates its flexibility.  

 

• Consideration of other fuels, such as gasoil, which if included within the biofuel 

blending obligation could assist in meeting the ambitious targets for decarbonising 

transport 

 

Ireland has a high dependence on fossil fuels for transport, which results in significant GHG 

and air pollution and so causes negative societal health impacts. This is recognised as a key 

public health issue by the Environmental Protection Agency. LPG and BioLPG are recognised 

in the Policy Statement for this consultation to be viable lower carbon alternatives for 

transport fuels, especially oil. Both LPG and BioLPG, amongst other biofuels, have been 

proven to be effective alternatives to petrol and diesel, with significant reductions in GHG and 

air pollution levels.  

 

LGI member companies are invested in the low-carbon future for the Irish economy. The 

liquid gas industry has committed to 100% renewable fuels by 2040 and so will support 

Ireland with its carbon reduction targets, and demand for renewable fuels – which is expected 

to increase. LGI members are committed to this target and invest significantly in R&D to 

ensure fuels are successful in lowering carbon emissions, can be ‘dropped in’ with no or 

minimal adjustments on existing combustion infrastructure, and are competitively prices.  

In addition to the role that BioLPG plays in decarbonising the transport sector, we wish to 

highlight the following alternative fuels for consideration.  

Renewable DME (rDME)  

Similarly, to BioLPG (AKA: HVO Renewable Propane), rDME is a gaseous fuel produced from 

a wide range of renewable feedstock, including waste streams and residues. Chemically similar 

 
6 https://www.liquidgaseurope.eu/images/vision_2050_SCREEN.pdf  
 

https://www.liquidgaseurope.eu/images/vision_2050_SCREEN.pdf
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to LPG, it can be blended with LPG up to 20% and used in existing vehicles. 7 It offers huge 

opportunities for near term decarbonisation, not only in the transport sector but also in industrial 

and domestic heating and cooking applications. It is a sustainable gaseous fuel that can reduce 

greenhouse gas (GHG) emissions by more than 80% and it significantly improves local air 

quality when substituting diesel across the transport sector.  

The wide range of available feedstocks and production methods available to produce rDME 

make it a versatile and flexible decarbonisation route. It can be produced via gasification and 

catalytic synthesis, using feedstocks such as municipal solid waste, forest residues, animal 

waste, sewage/industrial sludge, and energy crops. Producing from cow manure is especially 

attractive as it prevents its high methane content being directly released to the atmosphere. 

Therefore, rDME produced from dairy gas (cow manure) has the potential for negative carbon 

emissions of -278gCO2e/MJ, meaning the carbon emissions of an LPG:rDME blend can be 

close to 0 8. Producing from municipal waste will reduce Ireland’s reliance on EfW incineration, 

with 46% of Ireland’s municipal waste currently being incinerated 9. Incineration and landfill 

result in air pollution causing detrimental societal health impacts, such as asthma. Furthermore, 

producing rDME is a far more efficient use of waste, reducing emissions by more than 80% 

compared to incineration10. Most DME (chemically identical to rDME but not made from 

renewable feedstocks) on the market is produced via catalytic synthesis of methanol. By 

switching to renewable methanol, plants can immediately start producing rDME. Finally, power-

to-x technology can be used to produce rDME from low-carbon hydrogen and carbon dioxide.  

To ensure rapid uptake of renewable fuels in the EU market across all sectors, including 

BioLPG and rDME, it is important to signal to the industry and energy citizens that production 

and use of renewable fuels will be supported in the long term by coherent legislation and 

policies. This can only be achieved if measures and incentives are consistent across legislative 

files. 

Liquified Natural Gas (LNG) and BioLNG 

One of our member companies launched Ireland’s first LNG product in Ireland in 2019, 

bringing the economic and environmental benefits of natural gas to large business energy 

users off the natural gas network. LNG is a cleaner, lower carbon energy solution that delivers 

for businesses located off the natural gas network. LNG delivers a carbon emission saving of 

25% when compared to heavy fuel oil. LNG also delivers significantly lower particulate 

emissions (-99%), NOx (-70%) and SOx (-80%) – helping to improve air quality. 

In the context of the transport sector, LNG stations could be implemented relatively quickly in 

the future, in partnership with existing forecourt providers and do not require connections to 

the existing gas network. Once LNG stations are established in Ireland, the seamless 

transition to BioLNG will be a step away. 

• Specifically, regarding a legal mandate for the implementation of E10, subject to an 

appropriate legal instrument being settled by Government, technical considerations for 

implementation, for example, lead-in time and alignment to the seasonal changeover of 

petrol supplies, i.e., potentially in September 2022 or May 2023, or other key 

considerations. 

 

 
7https://www.liquidgaseurope.eu/images/LGE_Position_on_the_Proposal_for_an_Alternative_Fuels_Infrastructur
e_Regulation.pdf  
8 https://oberonfuels.com/about-dme/dme-basics/  
9 https://www.epa.ie/our-services/monitoring--assessment/waste/national-waste-
statistics/municipal/#:~:text=A%20total%20of%201.4%20million,with%20energy%20recovery%20in%202019.  
10 https://kew-tech.com/  

https://www.liquidgaseurope.eu/images/LGE_Position_on_the_Proposal_for_an_Alternative_Fuels_Infrastructure_Regulation.pdf
https://www.liquidgaseurope.eu/images/LGE_Position_on_the_Proposal_for_an_Alternative_Fuels_Infrastructure_Regulation.pdf
https://oberonfuels.com/about-dme/dme-basics/
https://www.epa.ie/our-services/monitoring--assessment/waste/national-waste-statistics/municipal/#:~:text=A%20total%20of%201.4%20million,with%20energy%20recovery%20in%202019
https://www.epa.ie/our-services/monitoring--assessment/waste/national-waste-statistics/municipal/#:~:text=A%20total%20of%201.4%20million,with%20energy%20recovery%20in%202019
https://kew-tech.com/


 
 
 
 

7 
 

LGI’s member companies currently only supply LPG and BioLPG (AKA: HVO Renewable 

Propane) in the Irish transport sector, and we have limited knowledge of the petrol and diesel 

market. Therefore, we are not in a position to comment on this subject matter. 

 

• Considering the incentive within the increased biofuel obligation rate, your view on the 

support for HVO through multiplier credits under the scheme in 2023 and beyond. 

 

LGI fully supports incentivising the use of renewable fuels across the transport sector by 

means of an increased biofuel obligation rate. This includes support for HVO through 

multiplier credits under the scheme in 2023 and beyond.  

 

According to the Sustainable Energy Authority of Ireland (SEAI), transport is by far the largest 

source of energy-related CO2 emissions in Ireland. Before the COVID-19 pandemic it was 

responsible for over 40% of energy related CO2 emissions in 2019. 11 During 2020, transport 

was the sector whose energy use was most impacted by the public health restrictions taken to 

combat COVID-19, and transport energy use fell by 26%. Despite this drop, transport still had 

the largest share of energy related CO2 emissions in 2020. 

 

In this context, transport will have a significant role to play in Ireland’s national 

decarbonisation agenda. Ireland’s transport system is currently highly fossil fuel dependent, 

which results in significant emissions of greenhouse gases (GHGs) and air pollutants that are 

contained in exhaust fumes. 

 

LGI welcomes the Government’s long-term strategy to reduce the sectors reliance on oil by 

implementing policy measures that will encourage a switch to alternative fuels and 

technologies. LGI’s member companies can actively contribute to the government’s policy 

goal to further reduce carbon intensity and increase renewable fuel use in the transport sector 

to 2030 and beyond. Liquified Petroleum Gas (LPG), BioLPG and Liquified Natural Gas 

(LNG) are lower carbon emission technologies, proven as effective alternatives to petrol and 

diesel. 

 

• Inclusion of renewable electricity under the obligation, how this can be achieved in 

practice and the appropriate lead in time for implementation in 2023 or later. 

We have limited knowledge of the electricity market and are therefore not in a position to 

comment on this subject matter.  

 

Section 2 The EU Approach – setting limits and safeguarding the sustainability  

Your views are sought concerning the proposed increases in biofuels supply envisaged under 

the Climate Action Plan 2021 to support the decarbonising of transport, and specifically 

concerning, 

• What further safeguards to ensure the sustainability of biofuels supply and resilience 

against possible fuel fraud, can be implemented to build upon the existing European 

provisions and plans in this area. 

Research and Development 

In order to promote the sustainability of biofuels supply, investment in Research and 

Development is imperative to continue progressing the development of advanced feedstock 

options. Our sector has demonstrated significant progress in feedstock development since the 

 
11 https://www.seai.ie/data-and-insights/seai-statistics/key-statistics/co2/  

https://www.seai.ie/data-and-insights/seai-statistics/key-statistics/co2/
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introduction of BioLPG (AKA: HVO Renewable Propane) to the Irish market in 2018. In 2020, 

22.5% of the BioLPG in the Biofuels Obligation Scheme was made from Used Cooking Oil. 

We would like to see the Government incentivising the production of BioLPG and newer 

renewable liquid gas development fuels like RDME, by expanding the terms of reference for 

the Climate Action Fund to consider BioLPG and RDME and facilitating research and 

development funding for the sector to provide a platform for those entities intending to support 

domestic production to do so. 

Expanding Feedstock Pool Through New Fuels 

By supporting the development of a wide range of fuels from a variety of feedstocks, the 

market will have greater security against potential scarcity in some feedstocks. One such fuel 

is rDME which can be produced in multiple ways, can be blended for use as a drop in fuel and 

offers instant short-term reduction in emissions.  

Most DME currently in the market is produced via catalytic synthesis of methanol and so by 

switching to renewable methanol as the feedstock, plants can immediately start producing 

rDME. Alternatively, Power-to-X technology can be used to produce rDME whereby 

renewable power supplies energy for electrolysis of hydrogen and carbon dioxide. However, 

the current popular route for rDME production is via gasification and catalytic synthesis. A 

wide range of feedstocks such as dairy gas (cow manure), black liquor and municipal waste 

can be used for rDME production with the potential for carbon intensity as low as                     

-278gCO2e/MJ 12. 

 

The fact that rDME can be produced from readily available municipal waste is very attractive. 

Producing rDME from waste releases 85% fewer GHG emissions than EfW incineration even 

without advanced carbon capture and storage 13. Therefore, the benefits are four-fold: more 

efficient use of household waste compared to EfW; variety of production methods, widens 

feedstocks available for biofuels ensuring sustainability of supply; instant carbon reductions 

from switching out fossil fuels.  

BioLPG too can help widen the pool of feedstocks. 90kt of category 3 tallow is available in 

Ireland and is currently mostly exported to European plants. Therefore, an opportunity could 

arise from domestic production of BioLPG using this abundant feedstock, either through 

gasification or transesterification, creating a sustainable, homegrown supply of biofuels. 

Incentives should be put in place to support the construction of Irish plants. These could 

include a contract for difference scheme, giving investors’ confidence throughout a strong, 

stable carbon price (as is being considered in the UK), or R&D grants. 

 

• The European approach envisages biofuels from high-risk ILUC being phased out by 

2030. Could Ireland phase these out earlier, and when. 

Placing an earlier ban on biofuels from high-risk ILUC would have an immediate and critical 

impact on the availability and supply of critical renewable fuels such as BioLPG (AKA: HVO 

Renewable Propane), which continue to play a significant role in decarbonising Ireland’s 

transport sector.  

LGI estimates that it needs 5 to 10 years to supply second generation/advanced biofuels in 

Ireland. This ambition involves a vertical integration strategy with producers to gain more 

control of the BioLPG supply-chain. This is happening in other European markets (see Dimeta 

investment in the UK) with an ambition for further investment across Europe. Ireland has an 

 
12 https://oberonfuels.com/about-dme/dme-basics/  
13 https://kew-tech.com/  

https://www.ugi-international.com/news/dimeta-announces-intended-location-its-first-commercial-scale-rdme-production-plant-teesworks
https://www.ugi-international.com/news/dimeta-announces-intended-location-its-first-commercial-scale-rdme-production-plant-teesworks
https://oberonfuels.com/about-dme/dme-basics/
https://kew-tech.com/


 
 
 
 

9 
 

opportunity to secure indigenous production of rDME if it is able to offer the right commercial 

conditions for future plant location.  

As outlined above, the Government should seek to incentivise the production of BioLPG and 

development fuels like RDME, by expanding the terms of reference for the Climate Action 

Fund to consider BioLPG and RDME to facilitate research and development funding for the 

sector. LGI seeks alignment with the EU position in order to mature, alongside the EU 

biodiesel market, advanced biofuel feedstocks in the medium term and to ensure stability and 

competitive prices for rural consumers in the transport and heat sectors as we strive to reach 

our 100% decarbonisation goal by 2040. 

Figure 1 below illustrates the current position across the European biofuel and feedstock 

market, with palm oil contributing to just under a fifth of the feedstocks used to produce bio 

and renewable diesel (FAME and HVO) in 2021. It is clear from this chart that an early ban on 

high-ILUC feedstocks presents a supply problem for the European feedstock and biofuel 

market.  

Whilst high-risk ILUC feedstocks contribute to a smaller percentage of the biofuels supplied 

under the Biofuel Obligation Scheme in Ireland, we anticipate a tighter European biofuel 

market as producers and obligated suppliers across Europe accelerate their efforts to meet 

increasing obligation rates.  

 

 

Figure 1 – Estimated volume of feedstocks used to produce biodiesel (FAME) and HVO in Europe, 2021 (source: USDA, 2021) 

Looking out at operational and planned European HVO production capacity over the coming 

years (see Figure 2 below), it is clear to see an increasing trend. New investments in Preem 

facilities in Sweden, and Total facilities in France have continued an upward trend. We 

anticipate this will accelerate over the 2020s.  
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Figure 2 – Projected European HVO production capacity (source: various) 

 

Figure 3 – European biodiesel feedstock shortfall if palm-oil was banned by 2025 

Figure 3 takes the current consumption of palm oil for bio and renewable diesel (FAME and 

HVO – split estimated), and considers the additional demand for biodiesel by 2025, as driven 

by Member State’s National Energy and Climate Plans. Indeed, the sum of these plans shows 

transport biofuel demand increasing by 282% in the 2020s across the EU.  

The trajectory for high-risk ILUC feedstocks has been made clear by the European 

Commission and Member States. We do not think that it is necessary to move the 2030 ban 

forward, particularly given the strong signals and incentives for Annex IX feedstocks. 
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It should also be noted that BioLPG supplied on today’s market complies with EU-RED II 

standards and is certified under the International Sustainable Carbon Certification (ISCC) 

Scheme. Additionally, all biofuels (crop based and palm oil) in Ireland have been vetted to 

ensure biofuels used in Ireland adhere to strict sustainability criteria. 

In short, we do not think that it is necessary for Ireland to diverge from the EU Delegated 

Regulation on a phased approach to the replacement of high-risk ILUC feedstocks. Across 

Europe, an early ban coupled with increasing demand for biodiesel and other biofuels, will 

create feedstock supply challenges and increase prices – all else equal.  

Time is required for the biofuels sector to secure advanced biofuel feedstocks, a fact 

recognised by the European Union when setting the transition period to 2030 to the phasing 

out of first-generation feedstocks, in line with the revision of EU RED II timelines covering 

transportation. We strongly advocate for a similar timeline to be afforded in Ireland, not least 

in the context of the role our sector plays in incentivising consumer switching from higher 

carbon, polluting fuels to lower carbon, clean burning fuels like LPG and BioLPG. 

 

• Considering the European limits on biofuels derived from Annex IX Part B feedstocks 

(incl. UCO and tallow) in renewable energy for transport supply, whether certificates 

awarded for biofuels produced from UCO and animal fats should continue to be 

allowed to be carried over to the next obligation period. 

 

De-risking projects concerned with the production of biofuels is key to drive growth in the 

sector. Government must acknowledge the potential volatility in the supply of biological 

feedstocks, such as UCO and tallow, by giving producers the flexibility to carry certificates in 

times of high supply forwards to times of low supply. The price for UCO and Tallow ranged 

from $900/t to $1400/t in the period December 2018 to January 2020. Insuring investors 

against supply side volatility will encourage the development of Irish biofuel production and 

the adoption of low-carbon fuels. Allowing the carry-over of credits is an effective route of 

doing this.  

 

Ireland has 35kt category 1 tallow available however the market for biofuels produced from 

tallow is nascent and policy should mirror this fact. Time will be required to enforce supply 

chains for consistent supply of feedstocks, especially with emerging plants causing demand 

side instability. Therefore, allowing flexibility around the use of certificates for UCO and 

animal fats should be maintained, at least in the short term.  

 

With more emerging biofuel plants demanding their share of limited feedstocks, a reliable 

supply of feedstocks will take time. Therefore, allowing the carry-over of Annex IX Part B 

feedstocks will be a powerful measure to give flexibility to producers.  

 

• The challenges and opportunities to incentivise production of advanced biofuels from 

Annex IX Part A feedstocks. 

 

rDME uses multiple feedstocks listed in Annex IX Part A: biomass waste (municipal, forest, 

household), animal manure, sewage sludge, and agricultural residues. rDME is an advanced 

biofuel which can be used as a replacement for diesel. It produces up to 85% less 

greenhouse gas emissions, and less NOx than diesel and oil. 

The industry is currently exploring the use of this fuel and there is intention for this fuel to play 

a role in decarbonising the economy as exemplified by the joint venture announced by SHV 

Energy and UGI Corporation to scale rDME. 
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Opportunities 

There is established production technology for rDME (catalytic synthesis from renewable 

methanol) which means rDME can be immediately produced to support decarbonisation. 

Additionally, it is produced using advanced technologies such as gasification and pyrolysis, 

development can support the production of other fuels across all sectors. Gasification and 

pyrolysis can use a wider range of feedstocks, including those immediately available, which 

gives opportunity for low cost and low carbon DME production. As rDME uses feedstocks in 

Annex IX Part A, there is opportunity to domestically source appropriate feedstocks and 

produce rDME, which can be produced domestically and support Ireland’s energy security. 

This can also save on the GHG emissions and air pollution associated with import shipping 

from alternative fuels. Therefore, domestic production of rDME benefits the advancement of 

production technology in Ireland, energy security, and emissions reductions.  

HVO biorefineries are larger than gasification production plants (used for rDME) and so take a 

longer time to build. Considering, Irish biofuel demand could increase to 3,290 ktoe by 203514, 

supply must be scaled quickly to meet this demand. Gasification production technology 

provides a relatively quick solution to supporting future low carbon biofuel (rDME). 

Additionally, gasification usage can support the production of bioLPG through syngas 

production.  

The industry needs financial support that helps innovation and development across the 

advanced biofuels sector. This includes stimulating supply and demand for products such as 

rDME. This means supporting R&D as well as the piloting of plants that use advanced biofuel 

feedstocks, whilst maintaining competition for current biofuels. This would help overcome the 

high production costs experienced with advanced biofuel production and support market 

decarbonisation. 

Challenges 

The LPG sector across Europe, is investing in the progression of advanced biofuels, such as 

rDME to achieve their target of 100% renewables by 2040. The liquid gas industry intends to 

decarbonise and by doing so gradually phase out high ILUC feedstocks, such as 

vegetable/palm oil. However, additional stipulations on ILUC feedstocks will severely restrict 

capability for the liquid gas industry to invest revenues from first generation biofuels in 

transitioning to full decarbonisation through advanced biofuels, such as rDME. Therefore, 

without stable regulation for developed biofuels, the industry may be disincentivised to invest 

in advanced biofuels. 

The industry will need clear policy direction from Government on how biofuels will be 

supported in the long term. Several years are needed to ensure the successful delivery of 

these fuels to market. Therefore, the industry needs clear signalling to direct R&D efforts, 

production facilities and supply chains for fuels such as BioLPG (AKA: HVO Renewable 

Propane) and rDME.  

• With reference to EU Fit for 55 proposals to remove double counting of biofuels from 

all Annex IX feedstocks, views on the implementation of such a measure by 2025. 

Advanced development fuel feedstocks, such as UCO and tallow are crucial to short and 

medium-term decarbonisation of the economy. For example, rDME is an advanced biofuel 

which can be used as a replacement for diesel. It produces up to 85% less greenhouse gas 

emissions, and less NOx than diesel and oil. It does not have high ILUC impacts.  

Using annex IX feedstocks, rDME can deliver large GHG savings. Producing rDME from cow 

manure prevents methane being released to the atmosphere meaning the carbon intensity 

 
14 https://www.seai.ie/publications/Bioenergy-Supply-in-Ireland-2015-2035.pdf  

https://www.seai.ie/publications/Bioenergy-Supply-in-Ireland-2015-2035.pdf
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can be negative at -278gCO2e/MJ15. 46% of household waste is incinerated in Ireland16 . 

Producing rDME from municipal waste offers a saving of more than 70% compared to EfW 

incineration 17. The potential for GHG savings and better use of resources from Annex IX 

feedstocks means their use should be incentivised through double crediting.  

Implementing this measure from 2025 would not give enough time for the industry to adapt to 

reach their biofuel obligations. Removing the double counting measure would require 

companies to double their activity to produce the obligated amount of UCO in less than 3 

years. This level of scale up will be difficult and would be an issue, as approximately 67% of 

all the biofuel placed on the market in Ireland was produced from UCO, with imports from 

China accounting for nearly half of all UCO (49%)18. Domestic production options could help 

overcome this reliance on imports and the associated risks. Nonetheless, removal of the 

double counting measures would stretch the industry. Removal would force resourcing 

difficulties and exposure to volatile market prices (from imports), which would make meeting 

biofuel obligation targets difficult. High costs from non-compliance and price volatility may 

also have to be passed to the consumer to save business operations and investment in the 

production of promising low-carbon fuels such as rDME and BioLPG could be limited.  

HVO feedstocks that are eligible for development credits are welcomed and have started to 

provide a springboard for advancing fuels and production techniques towards a low-carbon 

future. We believe this must continue and be built on, through the inclusion of bioLPG and 

rDME in the development fuel category. This is because BioLPG (AKA: HVO Renewable 

Propane) is a drop in fuel, which can be blended up to 100% with LPG, with no requirements 

to change existing applications or infrastructure. rDME should be included because of its 

versatility in production methods, end uses and feedstocks as well its potential for negative 

carbon intensity. This will support the acceleration of the low-carbon transition for the industry 

and Ireland.  

Introducing the double counting removal would disincentivise the development of Annex IX 

feedstocks. Removal risks suppliers exiting the market of advanced biofuels in the pursuit of 

cheaper more available biofuel feedstocks to meet biofuel obligations. The price producing 

advanced biofuels that use biomass feedstocks (such as in Annex XI part A) are significantly 

more than conventional fuels, whereas the bottom end of the price variation from producing 

waste-based feedstocks can be equal to conventional fuel19. This means that promising 

biofuels, such as rDME, face higher production costs than conventional fuels on the market, 

but also show signs of potential as it uses waste feedstocks.  

It must be acknowledged that these are nascent markets. Time and support are required in 

the short-term for the cost of producing fuels such as rDME to fall allowing them to reach 

commercialisation in the medium term. The double-counting measure for Annex XI feedstocks 

has provided incentive to develop fuels such as rDME and BioLPG. However, removing this 

mechanism risks stifling further development without production costs associated with 

advanced biofuels being consistently and reliably lower than competitor fuels. This would in 

effect be cutting out support from the market before it has properly developed.  

 

 
15  https://oberonfuels.com/about-dme/dme-basics/  
16 https://www.epa.ie/our-services/monitoring--assessment/waste/national-waste-
statistics/municipal/#:~:text=A%20total%20of%201.4%20million,with%20energy%20recovery%20in%202019.  
17 https://kew-tech.com/  
18 https://www.nora.ie/_fileupload/457-21X0088%20-
%20BOS%20Annual%20Report%20for%202020%20for%20publication.pdf  
19 https://www.ieabioenergy.com/wp-content/uploads/2020/02/T41_CostReductionBiofuels-11_02_19-
final.pdf 

https://oberonfuels.com/about-dme/dme-basics/
https://www.epa.ie/our-services/monitoring--assessment/waste/national-waste-statistics/municipal/#:~:text=A%20total%20of%201.4%20million,with%20energy%20recovery%20in%202019
https://www.epa.ie/our-services/monitoring--assessment/waste/national-waste-statistics/municipal/#:~:text=A%20total%20of%201.4%20million,with%20energy%20recovery%20in%202019
https://kew-tech.com/
https://www.nora.ie/_fileupload/457-21X0088%20-%20BOS%20Annual%20Report%20for%202020%20for%20publication.pdf
https://www.nora.ie/_fileupload/457-21X0088%20-%20BOS%20Annual%20Report%20for%202020%20for%20publication.pdf
https://www.ieabioenergy.com/wp-content/uploads/2020/02/T41_CostReductionBiofuels-11_02_19-final.pdf
https://www.ieabioenergy.com/wp-content/uploads/2020/02/T41_CostReductionBiofuels-11_02_19-final.pdf
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• What risk exists of biofuel supply mandates in Ireland cumulatively with those in other 

jurisdictions, creating excessive demand on feedstocks which also constitute food 

supply, thereby worsening food price volatility, and what safeguards would be 

appropriate and effective in relation to such risks? 

The limit on Annex IX Part B fuels, such as UCO, to less than 1.7% of the energy content of 

transport fuel impedes the development of the low-carbon fuel market. Mandating this limit will 

limit Ireland’s largest biodiesel feedstock (UCO). This limit disincentivises using UCO as a 

feedstock which is key for HVO and bioLPG production. This restricts the advancement of 

these promising low-carbon fuels into the market. As suppliers seek to fill gaps in demand 

from the limit, there is a risk of increased uptake in fuels that contribute to higher ILUC in the 

interim and so food supply may be disrupted. There is also opportunity to domestically supply 

Tallow (category 3) to support the development of a domestic bioenergy sector, specifically 

from agri-food waste and reduce ILUC dependence. 

The European Commission report20 that monitors and reports on the impact of renewable 

energy on land use and food supply found no observed correlation between biofuel 

demand and food prices. Additionally, it states that any biofuel impact on food prices is 

minimal compared to other global food market influences. Therefore, the production of 

renewable energy has a small impact on food supply and land use. This would suggest cost 

pressures on current grain supplies is from global energy inflation and uncertainty as opposed 

to biofuel demand.  

The 2% cap on biofuels produced from crop-based feedstock unnecessarily limits the 

potential for domestic supply. In contrast, the EU average is 5% of transport energy derived 

from crops. This cap is based on a 2020 baseline consumption across EU Member States 

plus 1%. Ireland had a low consumption level, which is why the target is low, as recognised 

by Irish officials. Therefore, this cap is unnecessarily limiting and low and should be reviewed 

to reflect the realities of the current market. 

It should be noted that in Ireland, crop biofuels make up only 0.5% biofuel consumption, and 

that that current requirements for crop biofuels in Ireland are equivalent to approximately 5% 

of what the brewing and distilling sector uses. 

Introducing this cap may affect the ability to supply renewable biofuels such as BioLPG which 

is a bioproduct of biodiesel production. BioLPG (AKA: HVO Renewable Propane) can deliver 

up to 90% GHG emissions savings and is sourced from renewable vegetable oils, wastes, 

and residues. BioLPG supplied on today’s market complies with EU-RED II standards and is 

certified under the International Sustainable Carbon Certification (ISCC) Scheme. 

Additionally, all biofuels (crop based and palm oil) in Ireland have been vetted to ensure 

biofuels used in Ireland adhere to strict sustainability criteria. Therefore, crop-based biofuels 

(and ILUC feedstocks such as palm oil), that have been certified to sustainability standards 

should not be eligible for the 2% limitation.  

Additionally, the industry aims to phase out first generation feedstocks (notably ISCC certified 

vegetable palm oil feedstocks) and once available, introduce advanced feedstocks and fuel 

technology such as rDME. Additional stipulations on ILUC feedstocks will severely restrict 

capability for the liquid gas industry to invest revenues from first generation biofuels in 

transitioning to full decarbonisation through advanced biofuels, such as rDME. Therefore, 

without stable regulation for developed biofuels, the industry may be disincentivised to invest 

in advanced biofuels. 

 
20 RES progress report (europa.eu) 

https://ec.europa.eu/energy/sites/ener/files/renewable_energy_progress_report_com_2020_952.pdf
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The trajectory for high-risk ILUC feedstocks has been made clear by the European 

Commission and Member States. We do not think that it is necessary to move the 2030 ban 

forward, particularly given the strong signals and incentives for Annex IX feedstocks. 

 

• The relationship and/or competition between biofuels and global and EU biodiversity 

policy, in particular the need to set aside land for biodiversity. 

 

Our sector has demonstrated significant progress in feedstock development since BioLPG’s 

(AKA: HVO Renewable Propane) introduction to the Irish market in 2018. As mentioned 

previously, our sector continues to invest in significant research and development to progress 

advanced feedstock options, including the potential for future supply of BioLPG from local 

feedstock pathways which include the gasification of municipal solid waste.  

 

LGI member R&D teams are currently engaged with a number of Irish universities on future 

pathway development opportunities. LGI members recognise the importance of close 

collaboration with both EU and national industry stakeholders and policymakers to ensure the 

necessary policy support for the production or use of BioLPG in Ireland, and to provide 

investment confidence to producers, suppliers, and investors across the BioLPG supply 

chain.  

 

Time is however required for the biofuels sector to secure advanced biofuel feedstocks, a fact 

recognised by the European Union when setting the transition period to 2030 to the phasing 

out of first-generation feedstocks, in line with the revision of EU RED II timelines covering 

transportation. We strongly advocate for a similar timeline to be afforded in Ireland, not least 

in the context of the role our sector plays in incentivising consumer switching from higher 

carbon, polluting fuels to lower carbon, clean burning fuels like LPG and BioLPG. 

Section 3 Focus on future advanced and development of renewable fuels  

Your views are sought concerning the potential for advanced and development fuels to 

support the decarbonising of transport, and specifically concerning, 

• The proposed indicative annual trajectory of advanced biofuel rate to 2030, and 

corresponding buy-out, as referred to in the Background section above. 

Liquid Gas Ireland (LGI) supports the proposed obligation rate for advanced biofuel supply to 

be established at 0.3% by energy. An indicative trajectory of increase is proposed as 0.6% by 

energy in 2024, and then aligning to European sub-targets of 1% by energy in 2025 and 3.5% 

by energy in 2030. 

BioLPG (AKA: HVO Renewable Propane) can be blended up to 100% and can continue to 

make a significant contribution to the Department of Transport’s Biofuels Obligation Scheme 

targets for 2030, in particular in “non-road transport’ widely used in Ireland through the forklift 

truck sector. The obligation rate increase trajectory, as set out above, will play a critical role in 

ensuring that the required levels of renewable energy used in the transport sector are 

delivered. 

In relation to the buyout charge, Liquid Gas Ireland and its member companies are not 

obligated parties and has no further comment.  

 

• With consideration of the advanced biofuel rate and buy-out, should carry over of 

advanced biofuel certificates be permitted and aligned to the provisions for carryover 

of standard biofuel obligation certificates. Are there reasons why such carryover of 

advanced biofuel certificates should not be permitted? 
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BioLPG has the potential for development as an advanced biofuel in Ireland from biological 

sources in the coming years. Currently, the LPG EU sector is investing in the research and 

development of second generation BioLPG, which as an advanced biofuel, will place a 

stronger focus on advanced processes, using wastes and lignocellulosic feedstocks that 

typically achieve greater efficiencies and deliver greater GHG savings. 

LGI agree with the Department’s approach to permit the carryover of advanced biofuel 

certificates, as these fuels can and will continue to provide a method to help achieve Ireland’s 

renewable obligations in the transport sector in the longer term.  

• With reference to increased European ambition under the Fit for 55 proposals and 

under the Climate Action Plan, the potential for a higher national target to be set for 

advanced and development fuels. 

 

The European Fit for 55 Proposal increases the ambition for the supply and use of advanced 

and development renewable fuels in road transport, while introducing a sub-target for 

renewable fuels of non-biological origin (RFNBOs), and similar targets for advanced and 

development renewable fuels applicable by 2025 in the aviation sector. 

 

LGI is in favour of a potentially higher national target to be set for advanced and development 

fuels. This will promote greater use of key renewable fuels, which will support Ireland in 

meeting the ambitious targets as set out under the EU’s Fit for 55 packages.  

 

• With reference to proposals for a sub-target for renewable fuels of non-biological 

origin envisaged under the current European proposals for revision of the RED, that 

this could be implemented earlier in Ireland, e.g., from 1 January 2024. 

 

Both rDME and BioLPG (AKA: HVO Renewable Propane) can be produced via power-to-x 

technology, an attractive solution for meeting targets on renewable fuels of non-biological 

origin. Renewable power can supply energy for the electrolysis of low-carbon hydrogen and 

CO₂ to produce bioLPG or rDME.  

 

This has two major advantages over other power-to-x routes such as the electrolysis of water 

to produce hydrogen. BioLPG and rDME can be used immediately in vehicles to reduce 

transport emissions whereas fuel cell technology is very expensive and requires major 

overhauls to charging infrastructure and the vehicle stock. Also, liquid rDME is an attractive 

hydrogen carrier. The volumetric energy density of rDME is higher than that of liquid hydrogen 

and so a litre of rDME contains more hydrogen. Liquid rDME is easily transportable and can 

be used directly in industrial settings or converted back to hydrogen through a simple process 

before use. 

 

LGI supports the move to develop the sub-target as an overreliance on biological feedstocks 

could lead to volatility in the supply of renewable fuels. However, these targets should not be 

met solely via green hydrogen. BioLPG and rDME can be effective routes to meet these 

targets owing to their versatility and variety of feedstock options. A 2024 start-date does not 

give sufficient time for the mass sourcing of renewable energy sources and green hydrogen 

required for power-to-x BioLPG and rDME and so the target should be calibrated accordingly 

with additional support considered to incentivise domestic production.  

 

• A further measure to be applied in implementing the proposed multiple credits for 

certain advanced and development fuels when applied in combination, considering 

potential distortion effects or unintended consequences. For example: Prescribing a 

hierarchy of supply to transport or other sectors, such as in countering the effect of 

market pricing resulting in HVO supply to the aviation sector rather than road 

transport. Further limiting the application of multipliers relative to certain feedstocks, 
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such as limiting multiple credits to biomethane when produced from feedstock under 

Annex IX Part A, so as not to promote feedstocks such as grass being used in 

biomethane production for transport rather than animal feed. 

Liquid rDME can be used as a hydrogen carrier and should therefore qualify as a 

development fuel. Liquid hydrogen is less energy dense than liquid rDME and so rDME 

provides a more efficient way of providing hydrogen energy by volumetric comparison- it 

contains more hydrogen per litre. Liquid rDME can be used directly in industrial production or 

with adding a simple process before use can be converted back to hydrogen. This 

demonstrates the versatility of rDME as a fuel. 

Power-to-x technology can produce rDME. This has advantage over other power-to-x routes, 

such as the electrolysis of water to produce hydrogen, because rDME can be used 

immediately in vehicles to reduce transport emissions. In contrast, fuel cell technology is very 

expensive and requires major overhauls to charging infrastructure and the vehicle stock. 

HVO is included within the development fuels category and is eligible for development 

certifications. The HVO production process is currently the main method of producing BioLPG 

(AKA: HVO Renewable Propane). As bioLPG uses HVO feedstocks and production 

processes which are eligible for development certification, bioLPG should be included within 

the development fuels category.  

BioLPG can also be made from syngas as a result of the gasification process. Crediting 

bioLPG as a development fuel, provides another opportunity to develop advanced production 

processes and bioLPG within Ireland, such as through gasification. Gasification plants are 

smaller than biorefineries and so can be constructed quicker to meet increasing biofuel 

demand.  

Including bioLPG in the development fuels category can incentivise increased production to 

immediately decarbonise LPG. BioLPG can be blended up to 100% with LPG, and it delivers 

up to 90% certified carbon emission savings in comparison. The fuel can be used in the 

domestic, non-domestic and transport sector. This solution is readily available, affordable and 

can be easily transported, whilst being used in existing LPG applications. Backing this fuel will 

drive investment further, resulting in easy and immediate success decarbonising the 

economy.  

Any market interventions must still incentivise fuel development into different markets and, 

crucially, result in competitive and stable prices across the industry.  

 

• In addition to the proposals in the Policy Statement for credits to incentivise advanced 

and development fuels, what other measures could promote their supply and use in 

the transport sector? 

 

LGI notes that the current biofuel obligation only applies to fossil fuels supplied into the road 

transport sector. From 2024, the obligation will be expanded to include fossil fuels supplied to 

the rail sector. 

 

Further expanding the definition of “transport” would provide more opportunities to deliver 

biofuels and receive recognition under the Biofuels Obligation Scheme. Currently only road 

transport is included. Materials handling is a form of transport widely used in Ireland through 

Forklift Trucks. This form of transport is of particular interest, it currently uses diesel, petrol, 

and LPG engines. Widening the scope of transport would provide new channels for innovation 

and biofuels.  
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Marine transport and aviation could be considered under the obligation scheme. In April 2022, 

Ryanair announced its partnership with Neste to power flights using a 40% sustainable 

aviation fuel (SAF) blend, which will reduce greenhouse gas emissions by over 60%. 21  

Incentivising the use of renewable fuels across the sub sectors of transport will play a 

significant role in helping EU member states achieve their emission reduction goals. 

 

There is a large range of hard to electrify transport cases which should be priorities for biofuel 

support. Tractors, canal boats and HGVs to name a few, will need alternatives to 

electrification and rDME/BioLPG can be the fix here. rDME has already been proven to be 

effective in decarbonising HGVs as shown in trials in Sweden with a reduction in emissions of 

90% compared to diesel 22.  

 

Biofuels such as rDME and BioLPG can provide an instant fossil fuel replacement to areas 

which require alternative solutions to electrification. However, to meet the additional demand, 

support towards the development of these fuels is required and incentives put in place for 

domestic production of BioLPG and rDME.  

 

Government should consider a contracts-for-difference scheme to encourage domestic 

production of fuels like rDME and BioLPG or increased credit incentives for fuels which can 

feed these new markets. 

 

Widening the definition would engage new stakeholders in the transport market and inform 

them of the transport targets. This could develop new interest in this sector and further 

develop solutions. 

 

Section 4 Aligning administration of the biofuel obligation with the policy for 

renewable fuels 

Your views are sought concerning the future administration of the biofuel obligation, and its 

alignment with the European framework for renewable energy in transport, and specifically 

concerning, 

• With reference to the proposal to move to an energy-based biofuel obligation system, 

while enabling continued volume-based reporting by account holders, considering the 

possible future move to European carbon intensity targets in the coming years. 

We support the move to an energy-based obligation based on the reasoning for alignment 

with the recast Renewable Energy Directive. However, the energy content per volume of 

biofuel is important here, we acknowledge Annex III in the recast Renewable Energy Directive 

provides the default values to be used by the Member State. In line with amendments of 

Annex III RED ii, the new scheme should adopt any updates on the default values. An 

increase in the biofuel quality in the future will result in higher calorific values, the flexibility to 

recognise this is requested. 

 

• Proposed additional measures to support compliance while the obligation rate 

increases in coming years and to ensure compliance with European targets, in the 

short to medium term, through: Introduction of a penalty and progressive fine for non-

compliance with the fuel quality directive target. Permitting upstream emissions 

reductions (UERs) to be offset against the fuel quality directive obligation. Limiting the 

 
21 https://corporate.ryanair.com/news/ryanair-partners-with-neste-holland-to-power-flights-with-40-saf-

blend/?market=en  
22 https://www.greencarcongress.com/2010/09/biodme-20100916.html  

https://corporate.ryanair.com/news/ryanair-partners-with-neste-holland-to-power-flights-with-40-saf-blend/?market=en
https://corporate.ryanair.com/news/ryanair-partners-with-neste-holland-to-power-flights-with-40-saf-blend/?market=en
https://www.greencarcongress.com/2010/09/biodme-20100916.html
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proportion of certificates that can be carried over into the next obligation period, to 

10% or 5% (applicable to standard or proposed advanced biofuel obligation 

certificates), so as to moderate any distortions in annual compliance with the 

obligation rate. 

Permitting upstream emissions reductions to qualify for offset against the fuel quality directive 

obligation should include key rDME feedstocks that would otherwise be emitted or used in more 

carbon intensive routes. For example, a wide range of feedstocks such as dairy gas (cow 

manure), black liquor and municipal waste can be used for rDME production with the potential 

for carbon intensity as low as -278gCO2e/MJ 23. Furthermore, producing rDME from waste 

releases 70% fewer GHG emissions than EfW incineration even without advanced carbon 

capture and storage 24. Therefore, the significant advantage of carbon savings that come with 

using rDME as a fuel should be rewarded. 

We do not believe that limiting the proportion of certifications that can be carried over to 10% 

or 5% will support the industry because:  

Any additional measures to support compliance of the obligation rate increase should support 

market competition through providing flexibility. This is because the industry is susceptible to 

external shocks, such as volatile feedstock prices - U.S soybean oil prices more than doubled 

2020-202125. These shocks mean producers may have to absorb or pass on costs 

unexpectedly. Carrying over certificates acts as a safety buffer against these shocks, protecting 

industry and consumers.  

The industry is moving towards decarbonisation – the liquid gas industry has announced by 

2040 all fuels will be from renewables. To ensure a smooth transition long-term policy certainty 

is required to allow the low-carbon biofuel market to develop. More stringent compliance could 

risk disrupting this transition through reduced revenue to invest in low carbon fuels (bioLPG 

and rDME) and production technology, such as pyrolysis and gasification. Also, if non-

compliance costs are set at a value that cannot be met by industry, then there is a risk of 

passing on the higher costs to consumers. 

 

• The challenges and opportunities for inclusion of renewable fuel supplied for use in 

aviation and maritime within the obligation in future years, aligning to European Fit for 

55 proposals. 

 

As outlined above, LGI see merit in broadening the scope of the Biofuel Obligation rate to 

include renewable fuel supplied for use in other areas of the transport sector, including in 

aviation and maritime. This would engage new stakeholders in the transport market and 

inform them of the transport targets, leading to the potential development of new interests and 

solutions for the sector.  

 

These areas are far harder to electrify than passenger vehicles especially in rural areas 

where charging infrastructure will need to be installed and the electricity grid reinforced 

severely. BioLPG and rDME offer a flexible, instant solution for hard-to-treat areas such as 

maritime and aviation. BioLNG is a viable option in the maritime sector with many ships 

already converted from HFO to LNG to meet MARPOL (International Maritime Organisation) 

regulations. Policy should reflect the difficult nature of decarbonising these areas and support 

domestic biofuel production to meet the large demand these sectors will bring. Government 

should consider contracts-for-difference schemes for plants producing promising fuels such 

as BioLPG and rDME reflecting their pivotal role in decarbonising transport. One must only 

 
23 https://oberonfuels.com/about-dme/dme-basics/  
24 https://kew-tech.com/  
25 https://www.cmegroup.com/education/articles-and-reports/chinas-high-demand-for-soybeans-fuels-asian-

hours-futures-trading.html 

https://oberonfuels.com/about-dme/dme-basics/
https://kew-tech.com/
https://www.cmegroup.com/education/articles-and-reports/chinas-high-demand-for-soybeans-fuels-asian-hours-futures-trading.html
https://www.cmegroup.com/education/articles-and-reports/chinas-high-demand-for-soybeans-fuels-asian-hours-futures-trading.html
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look as far as the UK rollout of offshore wind for the success of contracts-for-difference 

schemes.  

 

• Whether the Department should seek to carry out further research into different types 

of recycled carbon fuels, concerning their possible contribution to decarbonising 

transport, other impacts, or unintended consequences? 

LGI encourages the Department to align with the EU RED Directive in this regard. Divergent 

Member State implementation of RED II for recycled carbon fuels would create an 

unnecessary barrier to deployment and delay their market access in the EU. Ireland should 

be able to rely on all sustainable solutions available to transition to a low carbon economy. 

The inclusion of recycled carbon fuels in RED II will support this, enabling the deployment of 

innovative carbon capture and thermal conversion technologies such as gasification and 

liquefaction to produce fuels from gas streams and solid waste fractions, respectively. 

 

• Is there other research the Department should consider around the Renewable Fuels 

for Transport Policy? 

 

LGI would like to draw Department of Transport’s attention to LGI’s Vision 2040, which 

outlines the role that LPG and BioLPG can play as cleaner, lower carbon fuels in helping 

Ireland to meet its decarbonisation targets.  

 

Vision 2040 

In September 2020, Liquid Gas Ireland launched its Vision 2040, which sets out how our 

industry can contribute to Ireland’s ‘Green New Deal’, including the ambitious goal to reach 

net zero emissions by 2050, and to the Government’s Clean Air Strategy.  

 

Liquid Gas Ireland members are committed to working with Ireland’s policymakers to develop 

a long-term supportive policy framework to achieve ‘net zero’ and address barriers to 

decarbonisation in the off-grid heat and transport sectors. 

 

Our society demands an energy transition that is fair, affordable, and convenient; Liquid Gas 

Ireland’s member companies have the experience and expertise to help deliver it. We look 

forward to engaging with Government and energy sector stakeholders in the coming weeks 

and months. 

 

• Do you have anything further that you would like to add about the Renewable Fuels for 

Transport policy? 

LGI’s member companies, including Calor Gas and Flogas, remain available to provide input 

to the development of the Department’s Renewable Fuels for Transport Policy and Biofuels 

Obligation scheme. We are also available to outline in more detail the supply pathways that it 

is developing and investing in to meet the needs of its LPG and BioLPG consumers in the 

transport sector. 

In recognising the opportunities that LPG, BioLPG and rDME will have to offer in 

decarbonising the Irish transport sector, we respectfully request that the Department 

considers three policy interventions, as set out below, to incentivise: 

1. Research and Development – Investment in R&D is imperative to continue progressing 

the development of advanced feedstock options. This will act to further promote the 

sustainability of biofuels supply. Our sector has demonstrated significant progress in 

feedstock development since the introduction of BioLPG to the Irish market in 2018 and 

would like to see the Government investing in further research to support Ireland’s climate 

ambitions.  
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2. Indigenous Production - HVO production is increasing in Europe, driven by the revised 

EU-RED and renewable transport fuel targets. The Irish market is likely to be dependent 

on imports in the short-medium term without investment in domestic production but there 

is significant potential, however, for investment in indigenous production facilities in 

Ireland. Opportunities include new HVO plants, coprocessing at existing refineries and 

commercialising new and novel processes for bio-propane synthesis.  

 

3. Financial support – Financial incentives should be put in place to attract future 

investment for the construction of domestic plants, such as a contract for difference 

scheme, to give investors’ confidence throughout a strong, stable carbon price. Increased 

investment will facilitate the longer-term development of plants for the domestic 

production of renewable fuels, which will in turn lead to the creation of green jobs, as well 

as in secured supplies that will support Ireland to meet its decarbonisation targets. 

 

Contact Details 

For further updates, you can find us on: 

Email: info@lgi.ie  

Twitter: @LiquidGasIE 

LinkedIn: Liquid Gas Ireland  

 

mailto:info@lgi.ie
https://twitter.com/LiquidGasIE
https://www.linkedin.com/company/liquid-gas-ireland/?viewAsMember=true


Lisglennon AD Limited 

 

Q4 - The proposed indicative annual trajectory of the biofuel obligation rate to 2030, and the 

corresponding buy-out charge, as referred to in the Background section above. 

Nil 

Q5-   With reference to increased European ambition under the Fit for 55 proposals or further 

measures under the Climate Action Plan, the potential for even higher national targets for 2030, 

for example, to support a blending target or biodiesel/HVO of B25 or B30, or an option for 

supplying an E85 blend by 2030. 

Nil 

Q6 –   The challenges and opportunities presented by these ambitious targets – with reference to 

achievability, technical implementation considerations, and availability of sustainable supply 

whether imported or indigenous. 

Nil 

Q7 -   Consideration of other fuels, such as gasoil, which if included within the biofuel blending 

obligation could assist in meeting the ambitious targets for decarbonising transport. 

As an Anaerobic Digestor Developer, I am ready to develop an AD.  However, I do require financial 

supports to develop the AD. I am ready to develop it immediately, and to supply Biomethane as a 

fuel mix to the Transport Sector. My AD development is at an advanced stage and is ready for 

construction once these financial supports are in place. I will then be able to supply the biomethane 

to the Transport Sector. 

Q8. -   Specifically, regarding a legal mandate for the implementation of E10, subject to an 

appropriate legal instrument being settled by Government, technical considerations for 

implementation, for example, lead-in time and alignment to the seasonal changeover of petrol 

supplies, i.e., potentially in September 2022 or May 2023, or other key considerations. 

Nil 

Q9. - Considering the incentive within the increased biofuel obligation rate, your view on the 

support for HVO through multiplier credits under the scheme in 2023 and beyond. 

Nil 

Q10. -  Inclusion of renewable electricity under the obligation, how this can be achieved in practice 

and the appropriate lead in time for implementation in 2023 or later. 

Nil 

Q11. What further safeguards to ensure the sustainability of biofuels supply and resilience against 

possible fuel fraud, can be implemented to build upon the existing European provisions and plans 

in this area. 

Nil 



Q12. -  The European approach envisages biofuels from high-risk ILUC being phased out by 2030. 

Could Ireland phase these out earlier, and when. 

Nil 

Q13. - Considering the European limits on biofuels derived from Annex IX Part B feedstocks (incl. 

UCO and tallow) in renewable energy for transport supply, whether certificates awarded for 

biofuels produced from UCO and animal fats should continue to be allowed to be carried over to 

the next obligation period. 

Nil 

Q14. -   The challenges and opportunities to incentivise production of advanced biofuels from 

Annex IX Part A feedstocks. 

Nil 

Q15 -  With reference to EU Fit for 55 proposals to remove double counting of biofuels from all 

Annex IX feedstocks, views on the implementation of such a measure by 2025. 

Nil 

Q16 -  What risk exists of biofuel supply mandates in Ireland cumulatively with those in other 

jurisdictions, creating excessive demand on feedstocks which also constitute food supply, thereby 

worsening food price volatility, and what safeguards would be appropriate and effective in 

relation to such risks? 

Nil 

Q17. -  The relationship and/or competition between biofuels and global and EU biodiversity 

policy, in particular the need to set aside land for biodiversity. 

Nil 

Q18. -  The proposed indicative annual trajectory of advanced biofuel rate to 2030, and 

corresponding buy-out, are referred to in the Background section above. 

Nil 

Q19. -   With consideration of the advanced biofuel rate and buy-out, should carry over of 

advanced biofuel certificates be permitted and aligned to the provisions for carryover of standard 

biofuel obligation certificates.  Are there reasons why such carryover of advanced biofuel 

certificates should not be permitted? 

Nil 

Q20.  With reference to proposals for a sub-target for renewable fuels of non-biological origin 

envisaged under the current European proposals for revision of the RED, that this could be 

implemented earlier in Ireland, e.g., from 1 January 2024. 

Nil 

Q21. -  A further measure to be applied in implementing the proposed multiple credits for certain 

advanced and development fuels when applied in combination, considering potential distortion 

effects or unintended consequences. For example: 



Prescribing a hierarchy of supply to transport or other sectors, such as in countering the effect of 

market pricing resulting in HVO supply to the aviation sector rather than road transport.  

 

Further limiting the application of multipliers relative to certain feedstocks, such as limiting 

multiple credits to biomethane when produced from feedstock under Annex IX Part A, so as not to 

promote feedstocks such as grass being used in biomethane production for transport rather than 

animal feed. 

Grass is an indigenous crop and is not imported. The average yield of grass in Ireland is 6 ton / 

hectare. When grass is being produced for the Anaerobic Digestor, it will be farmed to produce 12 - 

14 ton / ha, and the Digestate produced in the Digestor is recycled back onto the fields to grow the 

extra grass. The use of Digestate instead of chemical fertiliser reduces on farm emissions 

substantially. The amount of grass produced for animal feed is not decreasing as the yield per 

Hectare increases - using the digestate as fertiliser. The Devenish Nutrition / KPMG Sustainable 

Futures report states that replacing all Nitrogen fertiliser with digestate on beef farms could reduce 

emissions by 25% and by 66% on Dairy farms (in conjunction with growing multi - species swards). 

Producing Biomethane in the AD helps towards less reliance on imported fuels and fossil fuels for 

the Transport sector. The AD is ready to be constructed to produce Biomethane for the Transport 

sector, when adequate supports are in place. 

Q22. -   In addition to the proposals in the Policy Statement for credits to incentivise advanced and 

development fuels, what other measures could promote their supply and use in the transport 

sector? 

Nil 

Q23. With reference to the proposal to move to an energy-based biofuel obligation system, while 

enabling continued volume-based reporting by account holders, considering the possible future 

move to European carbon intensity targets in the coming years. 

Nil 

Q24. -   Proposed additional measures to support compliance while the obligation rate increases in 

coming years and to ensure compliance with European targets, in the short to medium term, 

through: 

 

Introduction of a penalty and progressive fine for non-compliance with the fuel quality directive 

target. 

 

Permitting upstream emissions reductions (UERs) to be offset against the fuel quality directive 

obligation. 

 

Limiting the proportion of certificates that can be carried over into the next obligation period, to 

10% or 5% (applicable to standard or proposed advanced biofuel obligation certificates), so as to 

moderate any distortions in annual compliance with the obligation rate. 

Nil 

Q25. -   The challenges and opportunities for inclusion of renewable fuel supplied for use in 

aviation and maritime within the obligation in future years, aligning to European Fit for 55 

proposals. 



Nil 

Q26. -  Whether the Department should seek to carry out further research into different types of 

recycled carbon fuels, concerning their possible contribution to decarbonising transport, other 

impacts, or unintended consequences? 

Nil 

Q27. - Is there other research the Department should consider around the Renewable Fuels for 

Transport Policy? 

Nil 

Q28. - Do you have anything further that you would like to add about the Renewable Fuels for 

Transport policy? 

Nil 



 

 

Q4 - The proposed indicative annual trajectory of the biofuel obligation rate to 2030, and the 

corresponding buy-out charge, as referred to in the Background section above. 

While ambition is to be welcomed the targets are considerably higher than those set by the EU in 

the proposed revision of RED 2 and the approach of Fit for 55 and will represent a challenge to the 

oil industry’s capacity to blend biofuels and there is a risk that the supply of biofuels will not meet 

the increased demand.  We understand that the buy-out charge must be higher than the cost of 

biofuels to ensure the industry continues to meet the challenge of blending biofuels however the 

buy-out charge should not be punitive and should be set at an appropriate rate that provides the 

industry with the option to buy-out its obligation if the supply of biofuel does not meet the demand.  

It should be noted that the carbon tax is applied to the fossil fuel element of the fuel mix but not the 

renewable fuel element therefore the industry will automatically incur higher costs if it fails to meet 

the biofuel obligation. 

Q5-   With reference to increased European ambition under the Fit for 55 proposals or further 

measures under the Climate Action Plan, the potential for even higher national targets for 2030, 

for example, to support a blending target or biodiesel/HVO of B25 or B30, or an option for 

supplying an E85 blend by 2030. 

Maxol believes that, based on existing biofuels, the proposed targets in the Renewable Transport 

Policy Statement are already very ambitious and that is little scope for higher national targets in 

2030 however it is accepted that this may change with the emergence of new fuels and that the 

option to increase the obligation to avail of advances in technology should be kept under review.   

E85 ethanol is used in Flexible Fuel Vehicles with engines modified to accept higher concentrations 

of ethanol up to 85%. In the early 2000’s, Ford, Volvo, and Saab all introduced Flexible Fuel Vehicles 

biofuel-capable cars, which used E85 fuel, and these vehicles enjoyed initial success in part due to a 

VRT-reduction tax break and in part due to the Mineral Oil Tax Relief Scheme (MOTR) programme 

which provided relief between 2006 and 2010 for biofuels including ethanol.   When the tax relief 

ended e85 fuels became uncompetitive versus regular petrol due to the significantly higher cost of 

ethanol and demand from the motoring public waned.  Other EU countries such as France and 

Sweden have a widespread E85 infrastructure supported by government initiatives (Sweden has the 

highest number of bioethanol service stations in Europe as all Swedish service stations are required 

by law to offer at least one alternative fuel). Germany previously had a widespread e85 biofuel 

infrastructure, but after-tax incentives were withdrawn in 2015 the demand for e85 disappeared.  At 

present E85 is no longer available at Irish forecourts and Flexible Fuel Vehicles are no longer 

available for sale in Ireland.  E85 is sold in tandem with E5/E10 and reintroducing e85 to the Irish 

Market would require significant changes to the import terminal and forecourt infrastructure to 

facilitate the additional grade.   It would also require agreement from motor manufacturers to 



import Flexible Fuel Vehicles. Although these are available in other European countries, they are left 

hand drive markets, and this may pose a challenge as Ireland is obviously a right-hand drive market. 

Q6 –   The challenges and opportunities presented by these ambitious targets – with reference to 

achievability, technical implementation considerations, and availability of sustainable supply 

whether imported or indigenous. 

The statistics complied by the National Oil Reserves Agency show that diesel is the dominant 

transport fuel in Ireland with a circa 80% share while petrol has a 20% share. Any increase in the 

biofuel obligation will obviously disproportionally affect diesel and will result in an increased volume 

of biodiesel being blended.  This will require an increase in the volume of HVO being blended. 

Although we recognise the need to blend HVO there is a risk that this will impact on other, arguably 

more effective, biofuels which use the same feedstock (specifically used cooking oil).  A two-prong 

approach would appear to offer the most effective strategy. This approach could incentivise HVO 

through multiplier credits and incentivise other biofuels by increasing the permitted biodiesel blend 

from 7% (B7) to 10% (B10) which is an option under the existing EU Fuel Quality Directive. 

Q7 -   Consideration of other fuels, such as gasoil, which if included within the biofuel blending 

obligation could assist in meeting the ambitious targets for decarbonising transport. 

The Maxol Group supports the introduction of a mandate for blending biofuels into Sulphur Free 

Gasoil (SFGO) used for non-road mobile machinery (NRMM). 

Q8. -   Specifically, regarding a legal mandate for the implementation of E10, subject to an 

appropriate legal instrument being settled by Government, technical considerations for 

implementation, for example, lead-in time and alignment to the seasonal changeover of petrol 

supplies, i.e., potentially in September 2022 or May 2023, or other key considerations. 

The Maxol Group wholly supports the introduction of E10 and is actively working towards a target of 

providing E10 at Maxol Service Stations across Northern Ireland from November 2022.  We believe 

that, due to the nature of Irelands import terminal and forecourt infrastructure, the rollout of E10 

will be a logistical challenge for the oil industry and will require significant  co-ordination between 

import terminals owners and forecourt operators. This will only be achieved if the move to E10 is 

mandated by the government.  The Maxol Group believes the approach taken by other EU states 

and the UK Government in mandating the use of E10, working collaboratively with the oil industry to 

ensure the logistical challenges of introducing E10 are met and spearheading a communications 

campaign to ensure members of the public are aware of the change in fuel grade and what it means 

for them, has been a successful strategy. 

Q9. - Considering the incentive within the increased biofuel obligation rate, your view on the 

support for HVO through multiplier credits under the scheme in 2023 and beyond. 

Maxol believes the current biofuel obligation is a challenging target for the industry, and that this 

target will become more difficult as the obligation increases. To meet this challenge the industry will 

need to blend HVO, and the use of multiplier credits ensures this can be done in a more cost-

effective manner that encourages the use of waste derived biofuels over crop derived biofuels.   

Although we recognise the need to blend HVO there is a risk that this will impact on other, arguably 

more effective, biofuels which use the same feedstock (specifically used cooking oil).  A two-prong 

approach would appear to offer the most effective strategy. This approach could incentivise HVO 

through multiplier credits and incentivise other biofuels by increasing the permitted biodiesel blend 

from 7% (B7) to 10% (B10) which is an option under the existing EU Fuel Quality Directive. 



Q10. -  Inclusion of renewable electricity under the obligation, how this can be achieved in practice 

and the appropriate lead in time for implementation in 2023 or later. 

The Maxol Group agreed that renewable electricity should be included in the obligation scheme 

based provided that the CPO (Charge Point Operator) is allocated the credits generated. Under the 

existing system the electricity provider is allocated the credits.  Applications for credits could be 

made on the readily and quantifiable amount of electricity supplied by the CPO to Battery Electric 

Vehicles (BEV) consumers. 

Q11. What further safeguards to ensure the sustainability of biofuels supply and resilience against 

possible fuel fraud, can be implemented to build upon the existing European provisions and plans 

in this area. 

The European Commission recognises a number of voluntary schemes that demonstrate compliance 

with the sustainability criteria for biofuels and these are the key to ensuring oil companies supply 

sustainably produced biofuels to the market.  The risk of fraud applies in all commercial activities 

and the use of biofuels does, in theory, provide both an opportunity and an incentive to 

unscrupulous companies to supply non-compliant biofuels however the EU does have a strong 

record of developing and maintaining robust voluntary schemes than ensure products meet EU 

safety, health or environmental requirements.  Maxol believes that the current strategy is the 

correct approach and that it provides an effective platform to regulate current and future fuels. 

Q12. -  The European approach envisages biofuels from high-risk ILUC being phased out by 2030. 

Could Ireland phase these out earlier, and when. 

Maxol uses waste-based biofuels rather than biofuels produced from high-risk ILUC feedstocks such 

as palm oil and we believe Ireland could phase out these fuels within the next twelve months. 

Q13. - Considering the European limits on biofuels derived from Annex IX Part B feedstocks (incl. 

UCO and tallow) in renewable energy for transport supply, whether certificates awarded for 

biofuels produced from UCO and animal fats should continue to be allowed to be carried over to 

the next obligation period. 

The Maxol Group believes that certificates awarded for biofuels produced from UCO and animal fats 

should continue to be allowed to be carried over to the next obligation period.  The Maxol Group is 

fully supportive of the position taken by Fuels for Ireland regarding the 1.7% limit imposed by RED II 

on Annex IX Part B feedstocks.  FFI considers it necessary that Ireland seeks EU approval for removal 

or significant increase of the 1.7% limit because   ●Ireland is heavily reliant on biodiesel to meet its 

renewable energy targets due to the ● significant share of the transport market that diesel 

commands (81% in 2021.) (This is unlike most other MS where E5 or E10 plays a significant role in 

meeting their renewable targets. ●Indigenous biofuel production is based on utilising UCO and 

Tallow, both having an established supply chain within Ireland. Ireland has significant quantities of 

indigenous tallow available due to a well-established agricultural sector in the country. There are no 

other indigenous feedstocks available in sufficient quantities to produce FAME or HVO. ●At B7 blend 

rates UCO/Tallow represents over 5% in energy terms of the energy used in transport. To achieve an 

ambitious B12 target would require UCO/Tallow biodiesel at ~ 9% in energy terms, greatly exceeding 

the 1.7% allowable rate. Currently, there is no other feedstock available in sufficient quantities to 

substitute for UCO/Tallow. ●Cost of fuel to the consumer would increase greatly if the 1.7% limit 

was not increased, as fuel suppliers would need to pay the buy-out charge due to an inability to 

meet the targets. ●It should be noted that if UCO and Tallow qualify as wastes then they should be 

used to produce energy if there is no better use for them, following the waste hierarchy directive. 



Limiting the quantities of UCO and Tallow for use in this sector will not complement this directive.  

Ireland chose to utilise UCO and Tallow as the route to compliance over the last ten years 

successfully meeting RES-T targets. This pathway has now also limited our option for crop-based 

feedstocks to 2% unlike other EU countries which can utilise up to 7%. If a 1.7 % limit on Annex IX 

Part B and 2% limit on crop-based fuels are implemented for Ireland, then the BOS cannot be 

complied with by blending of the available biofuels in the marketplace. 

Q14. -   The challenges and opportunities to incentivise production of advanced biofuels from 

Annex IX Part A feedstocks. 

The Maxol Group has not strong views on how the production of advanced biofuel should be 

incentivised however we believe the Advanced Feedstocks listed in Annex IX Part A will have a long-

term role to play in biofuel production and decarbonising transport and should be supported by 

incentives. 

Q15 -  With reference to EU Fit for 55 proposals to remove double counting of biofuels from all 

Annex IX feedstocks, views on the implementation of such a measure by 2025. 

The Maxol Group has no objection to the removal of double counting of biofuels from all Annex IX 

feedstocks provided that it is replaced by an alternative mechanism to encourage the use of waste-

based biofuels.  Under the current BOS system double counting of certain biofuels incentivises 

suppliers to blend waste-based biofuels, rather than crop-based biofuels, into the fuel mix. 

Q16 -  What risk exists of biofuel supply mandates in Ireland cumulatively with those in other 

jurisdictions, creating excessive demand on feedstocks which also constitute food supply, thereby 

worsening food price volatility, and what safeguards would be appropriate and effective in 

relation to such risks? 

The oil industry in Ireland predominately uses waste-based biofuels rather than crop-based biofuels 

and this is a result of the policy of following Annex IX Part B of the Renewable Energy Directive. This 

Annex defines the feedstocks that are eligible for double counting and provides an additional 

stimulus for blending biofuel from waste and residue flows.  The removal of double counting of 

biofuels from Annex IX feedstocks (without an alternative measure being put in place) could create 

an additional demand on crop-based feedstocks. 

Q17. -  The relationship and/or competition between biofuels and global and EU biodiversity 

policy, in particular the need to set aside land for biodiversity. 

Using waste-based biofuels rather than crop-based biofuels removes the element of competition 

between biofuels and biodiversity. 

Q18. -  The proposed indicative annual trajectory of advanced biofuel rate to 2030, and 

corresponding buy-out, are referred to in the Background section above. 

The Maxol Group supports the Advance Biofuel Obligation of 0.3% from 2023 however the 

availability of Annex IX Part A biofuels is very limited, and it is unclear when this will change. We 

believe that, given this uncertainty, a further consultation in 2024 should take place to reassess the 

situation. 

Q19. -   With consideration of the advanced biofuel rate and buy-out, should carry over of 

advanced biofuel certificates be permitted and aligned to the provisions for carryover of standard 

biofuel obligation certificates.  Are there reasons why such carryover of advanced biofuel 

certificates should not be permitted? 



The Maxol Group believes that a carryover of circa 25-30% advanced biofuel certificates should be 

allowed and aligned with carryover of standard biofuel certificates. This would provide greater 

logistical flexibility and support the development of the advanced biofuel market. 

Q20.  With reference to proposals for a sub-target for renewable fuels of non-biological origin 

envisaged under the current European proposals for revision of the RED, that this could be 

implemented earlier in Ireland, e.g., from 1 January 2024. 

The Maxol Group believes that targets should be introduced inline with the proposals for the 

revision for RED and also after the government has agreed it strategy for the use of Hydrogen in 

transport. 

Q21. -  A further measure to be applied in implementing the proposed multiple credits for certain 

advanced and development fuels when applied in combination, considering potential distortion 

effects or unintended consequences. For example: 

Prescribing a hierarchy of supply to transport or other sectors, such as in countering the effect of 

market pricing resulting in HVO supply to the aviation sector rather than road transport.  

 

Further limiting the application of multipliers relative to certain feedstocks, such as limiting 

multiple credits to biomethane when produced from feedstock under Annex IX Part A, so as not to 

promote feedstocks such as grass being used in biomethane production for transport rather than 

animal feed. 

The Maxol Group does not have a strong view on the issues raised in this question. We note that, 

depending on future policies, the limited supply of HVO is likely to be used in areas that are more 

difficult to decarbonise such the production of Sustainable Aviation Fuel. 

Q22. -   In addition to the proposals in the Policy Statement for credits to incentivise advanced and 

development fuels, what other measures could promote their supply and use in the transport 

sector? 

Nil 

Q23. With reference to the proposal to move to an energy-based biofuel obligation system, while 

enabling continued volume-based reporting by account holders, considering the possible future 

move to European carbon intensity targets in the coming years. 

The Maxol Group recognises that the moving the Biofuel Obligation Scheme to an energy-based 

system for BOS aligns Ireland’s energy targets with the Renewable Energy Directive (RED) however 

the oil industry and the OLA system operate on a volume system, and it would be impractical to 

move to an energy basis. The Maxol Group believes the option to carry out the volume to energy 

conversion within the BOS reporting system is the most pragmatic approach.   The Maxol Group 

believes the energy targets should be based on the volumes of petrol and diesel supplied to the 

market in the prior year. 

Q24. -   Proposed additional measures to support compliance while the obligation rate increases in 

coming years and to ensure compliance with European targets, in the short to medium term, 

through: 

 

Introduction of a penalty and progressive fine for non-compliance with the fuel quality directive 

target. 



 

Permitting upstream emissions reductions (UERs) to be offset against the fuel quality directive 

obligation. 

 

Limiting the proportion of certificates that can be carried over into the next obligation period, to 

10% or 5% (applicable to standard or proposed advanced biofuel obligation certificates), so as to 

moderate any distortions in annual compliance with the obligation rate. 

The Maxol Group believes that use of appropriate buy-out charges has been successfully applied to 

the Biofuels Obligation Scheme and that this approach should be adopted for the Fuel Quality 

Directive targets.  The Maxol Group has no strong views on the use of UER’s.  The Maxol Group has 

no strong views on Limiting the proportion of certificates that can be carried over into the next 

obligation period. 

Q25. -   The challenges and opportunities for inclusion of renewable fuel supplied for use in 

aviation and maritime within the obligation in future years, aligning to European Fit for 55 

proposals. 

The Maxol Group has no strong views on the inclusion of renewable fuel supplied for use in aviation 

and maritime within the obligation. 

Q26. -  Whether the Department should seek to carry out further research into different types of 

recycled carbon fuels, concerning their possible contribution to decarbonising transport, other 

impacts, or unintended consequences? 

Yes 

Q27. - Is there other research the Department should consider around the Renewable Fuels for 

Transport Policy? 

Nil 

Q28. - Do you have anything further that you would like to add about the Renewable Fuels for 

Transport policy? 

Nil 
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RGFI POSITION PAPER IN RESPONSE TO DEPARTMENT 
OF TRANSPORT PUBLIC CONSULTATION ON 
RENEWABLE FUELS FOR TRANSPORT POLICY  

 

 

Overview – the opportunity to decarbonise the HGV sector 

Renewable Gas Forum Ireland (RGFI) welcomes the Department’s consultation on the Renewable 
Fuel for Transport Policy as it sets out the pathway for delivery of a key component within Ireland’s 
Climate Action Plan 2021 for the transport sector, which will deliver significant emissions reduction  
over the coming decade. The proposed policy refers  to the ambition under the National Climate 
Action Plan as well as the implementation of the transport elements of the recast Renewable Energy 
Directive (‘REDII’) and consideration of the EU fit for 55 proposals.  

RGFI and its members represent all aspects of the biomethane industry including consumers in the 
transport sector who are demanding biomethane be applied to decarbonise Heavy Goods Vehicle 
(HGV) transport. RGFI fully appreciates that there are other more appropriate technologies to 
decarbonise cars and other private transport. 

Many solutions proposed to decarbonise transport are still conceptual and / or uneconomical, 
particularly when applied to HGVs. The greater the size and weight of vehicle, the greater the 
challenge of moving to low or zero emissions. These challenges include the fact that electrification, 
hydrogen and biomethane (bio-LNG) are the only true zero-emissions solutions, as well as the 
prohibitive costs and battery size and load or range restrictions for battery electric HGV’s and the 
infancy stage and non-economic costs of hydrogen technology. Hydrogen fuels cell technology 
currently lacks in proof of concept and will require significant investment in the re fuelling 
infrastructure, which currently does not exist. However, biomethane is ready to be implemented 
now, subject to necessary Government policy and legislative supports, and capital funding to meet 
targets to 2030.  

Sustainable biomethane is the most cost effective. Scalable and sustainable renewable gas available 
today biomethane has a long-term role to play in the future climate-neutral energy system, to meet 
the “Fit for 55” reduction of GHG emissions target by 2030 (55% by 2030). Furthermore, biomethane 
contribute to sustainable agriculture, rural jobs that are hard to displace and recovery of waste 
streams. Biomethane therefore should be scaled up rapidly in Ireland, this requires increased 
investment, policy support, cost reductions and optimising overall revenues for producers. 

Biomethane has been recognised as a zero emissions biofuel under Ireland’s Climate Action Plan 
2021 and it has an important role to play as a renewable fuel for transport, and decarbonising other 
sectors such as agriculture and industry thermal demand.  

HGV transport has been identified as a main market and an  economically viable use of biomethane 
to decarbonise the transport sector. In the last decade, the number of CNG/LNG trucks on the 
European road network has increased sharply, as the level of blending of renewables is not limited 
by the engine manufacturers and allows HGVs to run on 100% biomethane or bio CNG or bio LNG. 
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(Green hydrogen technology is still in early-stage development and has a future potential role in an 
Integrated Energy System that is designed and structured to decarbonise the economy by 2050.) 

The Navigant Gas for Climate Report of 2019 shows the increasingly important role that biomethane 
will play in heavy transport. The Chart below, from that report, has been presented by the European 
Biogas Association to an RGFI REGATRACE1 workshop. Note that the figures should be updated but 
the trend remains the same.  

 

Across Europe 25% of CO2 emissions are from road transport - 6% of total EU emissions. 

The aim to reduce by 15% by 2025 is being reviewed this year with a view to substantially increase 
this target. This target is proposed to be reviewed in light of REFuelEU and REPowerEU strategies 
and plans to improve energy security and supply of gas and oil from indigenous sources across the 
EU member states. 

 

Benefits of Biomethane  
 

Recent work has determined that, with appropriate Government policy and legislative supports, AD 
biomethane, utilising sustainable agricultural  feedstock, has the potential to replace natural gas in a 
way that is technically feasible and commercially viable, with associated bio-fertiliser produced and 
other bio economy and socio economic benefits.  This would have tremendous environmental and 
economic benefits in terms of reducing carbon emissions in HGV transport as vehicles can run on 
100% biomethane, a zero emissions fuel.  
 
A national network of AD plants would support diverse farm income and activities, promote organic 
farm practices and land management, capturing carbon in soil (carbon farming), and improving 
biodiversity, air and water quality (reducing nitrate run-off).  
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The EU Commission incentive for industry to do more via carbon trading across the EU ETS sector 
companies. The increase in the price of carbon, which continues to rise, strengthens the AD 
biomethane business and acts as a central enabler to climate neutral farming.  
 

This approach would, at the same time, provide farmers with a diverse, reliable sustainable income 
stream, support the development of a circular, rural bio-economy with opportunities to diversify into 
sustainable biomethane , bio-fertiliser production, and support the commercial sustainability and 
competitiveness of the Irish  food and drinks industry. It is projected to create 3,000 sustainable jobs 
across rural Ireland.  

It aligns with the Paris Agreement, EU Green Deal, Farm to Fork Strategy, national agricultural and 
climate action strategies, and will be underpinned by an AD Charter to ensure the responsible 
delivery of environmental commitments.  
 
To reduce Scope 3 emissions (supply chain), industry is required to address how to decarbonise the 
transport sector. To do this in a meaningful and economic way,  biomethane can be applied as a zero 
emissions fuel in HGV transport . Due its scalability, and because there are no restrictions on the 
level of blended biomethane to CNG fuel, the required levels of emissions reduction can be 
achieved. 
 
This approach also supports the NPS on the Bioeconomy and carbon neutral farming.    
 

There is a national requirement to recycle carbon from biodegradable materials, from sustainable 
sources of biomass or from sustainable agri feedstock , to use it to replace  fossil carbon in  relevant 
sectors of the economy. The circular economy and the sustainable bio-economy sectors can address 
this objective and  promote innovative technology  solutions for carbon capture, storage, use and 
the production of sustainable advanced  biofuels  or other non-fossil based carbon products.  
 
It is acknowledged that there is a need to ramp up and accelerate scalable carbon removal solutions 
that capture CO2 from the atmosphere and store it for the long term, either in ecosystems through 
natural protection and carbon farming solutions or in other forms of storage  through industrial 
solutions while ensuring no negative impact on biodiversity or ecosystem  in line with the 
Precautionary and Do No Significant Harm principles. The development and deployment at scale of 
carbon removal solutions is indispensable to climate neutrality and requires significant targeted 
support in the next decade. 

Biomethane has a key role to play in supporting the national policy to decarbonise transport and the 
ReFuelEU policy in relation to transport sector and competitiveness. Hydrogenated Vegetable Oil is 
emerging as an alternative advanced technology  and solution  in addressing the need and demand 
for advanced biofuels. However, it is our opinion that the limited supply of HVO  and its application 
may have  limits. Our recommendation would be to apply biomethane to decarbonise the difficult to 
decarbonise HGV sector, perhaps leaving more capacity for HVO to be used in other sectors such as 
aviation.  

 
New EC Ambition for Biomethane 

 

The European Commission announced in March 2022 that it will accelerate  the roll-out of 
biomethane  in its plan to make Europe independent from Russian fossil fuels well before 2030, and 
to respond to rising energy prices, storage and security of supply. The target for biomethane 
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production by 2030 will increase to 35 billion cubic metres (bcm) (350TWh), in particular from 
sustainable agricultural biodegradable materials. 

The measures within  the REPowerEU strategy and plan, with ambition to displace at least 155 bcm 
of fossil gas use, which is equivalent to the volume imported from Russia in 2021. The Commission 
proposes to work with Member States to develop a National Biomethane Plan and identify the most 
suitable projects to meet these objectives. 

The EU has announced a €200bn plan to move away from dependence on Russian gas and oil and 
improve competitiveness and energy security.  

Available Feedstock for Sustainable Production of Biomethane  

The Government of Ireland Climate Action Plan 2021, recognises  and acknowledges  biomethane for 
the first time, as a  “zero emissions gases” to  be  “directed towards hard to abate sectors”.  
 
Biomethane production does not compete with food production, and it supports sustainable, diverse 
regenerative farming.  

Anaerobic Digesters produce bio-fertiliser that can significantly improve the sustainability of growing 
crops, supporting organic farming, increasing productivity, providing a valid alternative to current 
farm practices and land management, displacing artificial fertilisers, improving soil health, air and 
water quality and supporting the enhancement of biodiversity. .  

Evidence of biomethane’s sustainability can be found in the following reports:  
 

- RGFI commissioned KPMG Integrated Business Case for Biomethane Production 2019,  
- KPMG/Devenish, GNI, Sustainable Feedstock Report 2021. 

 

The KPMG/Devenish, GNI, Sustainable Feedstock Report 2021 and recent research from the 
government agricultural authority and research agency, Teagasc, shows how a move to mixed 
species sward pastures can further improve the sustainability of renewable energy value and 
environmental benefits of the agricultural feedstock.  
 
Approximately only 2% of land is required for sustainable feedstock supply and 735kHa of under-
utilised permanent pasturelands is available for use to grow sustainable agri-feedstock to supply an 
indigenous and sustainable AD biomethane industry.  

This is in line with the Principles of Sustainability and Food First within the National Policy Statement 
(NPS) on the Bio-economy and the Precautionary Principle will be applied going forward.  AD 
biomethane production can also support the Cascading Principle within the NPS as there is potential 
to consider grass biorefining to cascade the use of grass, complementing biomethane and bio-
fertiliser production. This is also in line with the Communication from the European Commission on 
Sustainable Carbon Cycles. https://ec.europa.eu/clima/system/files/2021-
12/com_2021_800_en_0.pdf. 

The consultation (P13) refers to how the Department  

....is this year carrying out a study on the availability and sustainability of renewable fuels to meet 
future targets.  

https://ec.europa.eu/clima/system/files/2021-12/com_2021_800_en_0.pdf
https://ec.europa.eu/clima/system/files/2021-12/com_2021_800_en_0.pdf
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As part of this work RGFI recommends that the Department engages and collaborates with industry 
led initiatives to decarbonise transport and refers to: 

Sustainability of Biomethane Production in Ireland GNI, KPMG, Devenish: 
https://www.gasnetworks.ie/biomethane-sustainability-report-2021.pdf 

RGFI would be pleased to assist the Department with the research that is being commissioned in terms 
of access to relevant reports and data and/ or developing collaborative approaches and consultation. 

RGFI’s Transport sector representation, an industry led collaboration, includes transport logistics 
companies who are significant national and global players in the transport market and this position 
paper is a reflection of industry collaboration with the sectoral representatives.  

The consultation (P13 final para) describes how the Department  

.... will also be engaging with the European Commission this year regarding a possible 
derogation to ensure compliance with the future European requirements in renewable 
transport energy  

Biomethane can 100% decarbonise the HGV sector, which is a difficult to decarbonise sector by any 
other means. The switch to biomethane is also welcomed by gas engine manufacturers as warranties 
are not affected, providing confidence and reassurance to the logistic companies. 

The KPMG/RGFI integrated business case  shows how biomethane, as a renewable advanced biofuel, 
is scalable, technically and economical viable and  sustainable. The Green Gas Certification Scheme is 
designed to comply with RED II sustainability criteria. 

This approach also supports the NPS on the Bioeconomy and carbon neutral farming.    

Biofuels Obligation Scheme and limits to biofuels derived from feedstocks 

RGFI asks that biomethane be included under the Biofuels Obligation Scheme as it 

- can 100% decarbonise HGVS.  
- is a zero emissions biofuel, as recognised in the Climate Action Plan 2021 
- can be delivered sustainably, economically and at scale 
- apply the multiple of 4 x the credits  

The consultation (P13 para 4) refers to limits and caps on biofuels derived from feedstocks in the 
context of RED II. 

 Ireland will seek to align the current biofuel obligation with the European approach as set 
 out in the Renewable Fuel for Transport Policy Statement, and subject to the transposition of 
 the Renewable Energy Directive this year.  In particular,  

In the context of RED II, Ireland will seek to comply with the 1.7 limit to biofuels derived from 
feedstocks set out in Annex IX Part B, these are UCO and tallow. In line with the provisions of 
the Directive, double counting would apply to all biofuels produced from Annex IX listed 
feedstocks.  

https://www.gasnetworks.ie/biomethane-sustainability-report-2021.pdf
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A 2% cap on biofuels produced from crop-based feedstocks will be applied for biofuels 
supplied for use in transport in Ireland.  

Ireland will provide for the phasing out of biofuels based upon high-risk indirect land-use 
change (ILUC) feedstocks, with reference to palm oil in this category  

RGFI asks the Department to not finalise its position on this policy on crop-based feedstocks and 
land use, until the review of Annex 9 of RED II on feedstocks for the production of advanced biofuel 
biomethane is complete. Currently the RED III is in place, being revised in light of the REPowerEU 
and REFuelEU strategies, plans being finalise, with further announcements scheduled for July ’22. 
RED III will be superseded by RED IV which is expected to be finalised this year, to reflect the 
ramping up and acceleration of security of supply of gas and oil for European member states. 

The plans under REPowerEU and ReFuelEU will take account of scientific research on the 
sustainability of biomethane, the availability of feedstock for energy production and will also take 
into account the substantial increase in Europe’s ambition for biomethane production in response to 
concerns for energy security, storage and pricing stability, under REPowerEU  

Funding support  

The consultation states that preliminary input from stakeholder workshops suggested that cost is 
one of the  key perceived barriers to increasing the level of advanced and development renewable 
fuels supply and use in transport in Ireland. It states that  

There were mixed views ..., but there was slightly more support for higher national targets relating to 
increased renewable fuel supply for emission reduction in road, aviation and maritime transport than 
the current targets set or proposed at an EU level.  

There were also mixed views among stakeholders concerning whether credits alone would be 
enough to incentivise the supply of development renewable fuels and promote their use.  

Credits are important but alone are not enough to incentivise the development of renewable fuels 
and promote their supply and use. 

RGFI strongly recommends that Biomethane be allocated a x4 credit multiplier given its important 
role in decarbonising the HGV sector that is difficult to decarbonise by any other means, has the full 
support of the RGFI transport industry led collaboration and is achievable now in a way that is 
sustainable and economically viable.  

Green hydrogen should also have a x4 credit multiplier but note that the capacity to produce it at 
scale is many years down the road. Consultation with the RGFI transport sectoral representation 
confirms the demand for biomethane as a solution to decarbonise the HGV sector and cannot wait 
for hydrogen to become commercially viable and available at scale.  

Biomethane is scalable and not only can it be blended, but it can also fully replace natural (fossil) gas 
entirely using gas engines in HGV trucks, commonly used across Europe and growing number of gas 
engine HGV’s are in use in Ireland. But its production at scale requires investment and capital 
funding in AD biomethane plants, public and private infrastructure, including fast fuelling stations 
and the gas network.  
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There is a need for capital grant aid to ensure infrastructure roll-out and costs are shared equally 
between industry and government eg 50 % capital grant aid for infrastructure to deploy biomethane 
at scale for HGV transport to public and private fast fuelling stations. 

While Ireland has one of the most advanced gas networks in Europe, new infrastructure is required 
for fast fuelling stations. Large transport companies require private fuelling stations at their main 
depots and there is also a requirement at public forecourts. 

Planning and Permitting 

Safety is, of course, paramount in deploying advanced biofuels and it will be in the public interest for 
the Commission for Regulation of Utilities (CRU) to proactively work with industry to: 

- Ensure the CRU respects and  applies  efficiencies in business practice 
- Avoid becoming an administrative burden to the roll out of biomethane in transport.  
- Work in the interest of transport sector consumers demand for biomethane  
- assist them in expediting the safety case, project commissioning and operation 
- work together to achieve Climate Neutrality and meet energy security and climate action 

imperatives. 

Certification  

Ireland is a leader within the EU, in that it already has a Green Gas Certification Scheme designed to 
comply with REDII sustainability criteria and the Renewable Gas Registry, operated by Gas Networks 
Ireland (GNI).  Its blueprint was developed in 2018 by the German expertise in this area ,  DENA and 
DBFZ, co-ordinated by the International Energy Research Centre and supported by the Centre for 
Marine and Renewable Energy Research, University College Cork, GNI and RGFI. The licence is jointly 
owned by RGFI, as an industry forum and Gas Networks Ireland,  gas  network operator– one of the 
most modern gas networks in Europe 

The Green Gas Certification Scheme is already certifying biomethane produced in Ireland, currently 
consumed in transport overseen and operated by Gas Networks Ireland as the gas authority. It 
complies with the sustainability criteria set out in the Renewable Energy Directive II, and is in line 
with best practice, fully accountable and transparent, green gas certificates and accepted for carbon 
offset accounting principles. It provides confidence and assurances to biomethane gas consumers, 
with certificates issued by accredited bodies, recognised and accepted by the EU commission 
biomethane and global authorities in validating and verifying, in a fully accountable and transparent 
manner, that biomethane is sustainably produced.  

Conclusion  

RGFI transport industry led collaboration and sectoral representation, seek to mobilise the 
biomethane supply chain to highlight the benefits and opportunities related to biomethane and to 
partner with public stakeholders to ensure support for large, nation-wide scale up and use of 
sustainable biomethane. We collectively have the ambition to scale up biomethane application in 
Ireland. 

This scale up can be achieved through collaboration along the full supply and value chains, 
partnerships on large and innovative investment plans, funding structures, capital funding and 
reducing production costs, making such projects visible. We wish to collaborate with Department of 
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Transport, DECC, DAFM, DETE and DPER to optimise the role of sustainable biomethane in achieving 
climate targets and remove regulatory, funding, planning and authorisation barriers. 

We look forward to cooperating and collaborating with all interested stakeholders to ramp up 
biomethane as a renewable fuel of choice for the transport and in particular the HGV sector in 
Ireland.  
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1 REGATRACE (Renewable Gas Trade Centre in Europe) is a European collaboration which aims to 
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Introduction  

As one of Ireland’s leading energy producers, and the largest developer of renewable energy on the island 

of Ireland, SSE’s vision is to be a leading energy provider in a low-carbon world, building a better world of 

energy for the future.  

 

We have worked hard to identify and work towards a transition away from carbon heavy forms of energy 

production and welcome the moves by the Irish government to progress this agenda through the next 

iteration of the Renewable Fuels for Transport policy statement. 

 

SSE welcomes the opportunity to make this submission as part of that process and would be happy to 

discuss any aspect of this submission, our work in the field of renewables innovation and delivery and 

energy supply, or any other relevant matter. 

Who we are 

Since entering the Irish energy market in 2008, we have invested significantly in our Irish businesses, with 

a total economic contribution of €3.8bn to Ireland’s economy over the past five years. We own and operate 

890MW of onshore wind capacity across the island, 15% of the total installed wind energy capacity of the 

island of Ireland (n=5585MW). Our portfolio includes sites across both Northern Ireland and the Republic 

of Ireland, including Ireland's largest onshore       wind farm, the 174MW Galway Wind Park (jointly developed 

with Coillte).  

 

SSE is also the leading developer of offshore wind energy in Great Britain, with this technology having the 

potential to transform Ireland’s response to climate change. We are currently developing an offshore 

windfarm off the coast of Co. Wicklow – Arklow Bank Wind Park Phase 2, and plan to progress offshore wind 

projects in Co. Louth at Braymore Point and in the Celtic Sea. 

 

With a focus on contributing all we can to the transition towards Net Zero by 2050, SSE welcomes moves 

to strengthen Ireland’s renewables sector by setting out a roadmap for the supply and use of renewable 

fuels in transport energy in meeting targets set out in the Climate Action Plan 2021 and European 

obligations for renewable energy supply and use in transport. 

Hydrogen as an Alternative Fuel 

Technological developments and the climate emergency have seen hydrogen become increasingly 

recognised as a high priority solution for use in hard to decarbonise sectors such as heavy transport, heat, 

and energy production. The data shows that full electrification of all gas reliant sectors is not achievable 

by 2050, and, as a versatile and sustainable source of energy, green and renewable hydrogen is well 

recognised for its potential to bridge that gap. Though it is not yet a market-ready solution of scale in 

Ireland, innovation in the sector is moving at a pace.  

As set out in the policy statement, 

CNG, LNG, LPG and hydrogen vehicles may present a cleaner alternative to diesel 
and petrol, including light and heavy goods vehicles and the bus and coach sector. 



 
 
 
 
 
 
 
 
 
 

Submitted by SSE plc, Red Oak South, South County Business Park, Leopardstown Dublin 18, D18 W688 |3 
 

These are fuels which can be significantly replaced with renewable fuels (which 
could be produced indigenously) when vehicles and infrastructure are in place. It is 
Government and EU policy to support the deployment of alternative fuels. (p. 11) 

SSE welcomes this approach and views it as vital that government support innovation in this emerging field 

of transport fuel production, distribution, and use.  

Multiple Credits 

As with other technologies, supports will be needed to stimulate the industry in this field. SSE welcomes 

the consideration given in the Renewable Fuel for Transport Policy Statement to incentivising the take-up 

of renewable fuel technologies. This is an important part of the puzzle if behavioural change is to be 

achieved and innovation is to be supported in the development and roll out of technological solutions. We 

will, therefore, be interested to learn more detail about the proposal to adjust the existing biofuel obligation 

scheme to facilitate this approach.  

 

Renewable Electricity 

SSE views it as important to capture renewable electricity under the biofuel obligation insofar as it supports 

investment into the industry. These targeted obligations would incentivise government policy in areas such 

as planning, grid connections and renewable planned deployment bringing increased societal benefits 

along with unlocking private sector investment. This is to be welcomed 

 

Ireland’s Hydrogen Strategy  

It is encouraging that the Irish government proposes to publish its hydrogen strategy in Q3 of this year. 

Hydrogen is set to play a key part in the journey to net-zero by 2050 given its potential to decarbonise the 

transport sector alongside other carbon intensive economic activities that cannot be decarbonised through 

other means.  

We must ensure that this new technology has the full support of government in all aspects including 

planning and funding. Issues such as additionality, credit structures, access to and reliability of the grid 

must also be fully addressed in this strategy. Ireland needs a clear pathway on which companies, such as 

SSE, can rely to fully support the future of this technology.  

SSE hopes that the Irish government will draw on the work of other EU members states that have developed 

and adopted clear and workable hydrogen strategies. We welcome the move to drive forward development 

in this area through the development of Ireland’s own hydrogen strategy. 

Conclusion 

The most recent IPCC Report has made for sobering reading. There is now clear evidence of ‘irreversible 

impacts’ in natural and human systems caused by human-led climate change. (IPCC, 2022, p. 11) 

Combined with the increasing volatility of fuel markets and challenges relating to security of supply, the 
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urgency of our transition to renewables has never been more apparent.  

 

SSE welcomes this consultation and the government’s efforts to strengthen Ireland’s renewables sector 

by setting out a roadmap for the supply and use of renewable fuels in transport energy in meeting targets 

set out in the Climate Action Plan 2021 and European obligations for renewable energy supply and use 

in transport.  

 

SSE would be happy to discuss any aspect of this submission, our work in the field of renewables 

innovation and delivery and energy supply, or any other relevant matter. 



UPS Response to Renewable Fuels for Transport Policy Consultation 

May 2022 

 

Background 

UPS is one of the world’s largest logistics companies, playing a vital role in the collection, 
warehouse and delivery of goods. Our current operation in Ireland includes over 1,200  
employees (543,000 globally) across 20 facilities. 
 

Commitment to Reducing Environmental Impact  

We take our environmental footprint extremely seriously. We continually work to minimise the 
miles we travel and strive to increase the energy efficiency of our transportation network, 
regularly monitoring our carbon footprint and investing in low and zero carbon technologies such 
as electric vehicles and liquefied natural gas HGVs. Through our rolling laboratory, UPS can 
determine how these alternative fuels and advanced technologies perform in real-world 
operating conditions, quickly deploy viable options at scale, and spur market growth for 
alternative solutions. 

In June 2021, UPS announced a new set of company-wide ESG targets, including its pledge to 
be carbon neutral across scope 1, 2 and 3 emissions in its global operations by 2050. Interim 
2035 environmental sustainability targets include: 

• 50% reduction in CO2 per package delivered for its global small package operations 
(2020 base year). 

• 100% of company facilities powered by renewable electricity. 

• 30% of the fuel used in its global air fleet be sustainable aviation fuel. UPS supports 
efforts to make aviation more sustainable 

 

Renewable Fuels 

The only practical ultra-low carbon alternative fuel available for use in Heavy Goods Vehicles 
(HGVs) today is renewable natural gas (RNG) or biomethane.  For heavy, long haul vehicles we 
believe that RNG holds the most promise in this regard as it can cost effectively deliver up to an 
80% reduction in greenhouse gas emissions. We made the industry’s largest purchase of this 
fuel in the U.S. and are using it with 34 of our larger vehicles for longer distance journeys in the 
UK.  We support a strategy for gas HGVs and the corresponding infrastructure required to 
provide certainty to industry as well providing a solution for decarbonising heavy goods 
transport immediately. 

 

Biomethane has the lowest carbon intensity of all road transport fuels. Few, if any, alternatives 
currently exist that can substantially reduce emissions in HGVs. Biomethane does not suffer 
from the same concerns over land use and sustainability of feedstock as other biofuels, as it is 
generated from existing waste.  It is important to ensure a similar level of supply and financial 
support for the transport industry which often can lose out to the energy sector.  

 

 



In summary: 

• The only practical ultra-low carbon alternative fuel available for use in Heavy Goods 
Vehicles (HGVs) today is renewable natural gas (RNG) or biomethane. For heavy, long 
haul vehicles we believe that RNG holds the most promise in this regard as it can cost 
effectively deliver up to an 80% reduction in greenhouse gas emissions 

• We would like to see more certainty about the deployment of low carbon fuels to support 
the decarbonisation of road transport.  The strategy should clearly outline a long-term 
plan for fiscal support for these fuels.  

• One proposal currently being explored in the UK is to introduce a sliding fuel duty for 
HVO and biodiesel blends based on GHG emission reductions. Not only would this help 
operators switch to fuels that are generally more expensive than diesel, but it would also 
offer a greater incentive to the fuels with greater GHG savings and give operators further 
confidence to invest in low carbon fuel vehicles. 

 

 

For more information please contact: 

Sarah Bell  

Public Affairs Manager 

UPS UK, Ireland & Nordics District 

sarahbell@ups.com 

 

mailto:sarahbell@ups.com


 
 

 

 

Renewable Fuels for Transport Consultation 
Energy, Air and Adaptation Division 
Department of Transport 
Leeson Lane 
Dublin 2 
D02 TR60 
 
Via email: energyair&adaptationdivision@transport.gov.ie  
 
20 May 2022 
 
Re: Valero Response to the Public Consultation on the Renewable Fuels for Transport Policy 
 
Dear Sirs, 
 
Valero welcomes the opportunity to provide our views for consideration as part of the Department of Transport’s 
consultation on renewable fuels. Valero markets fuel in the Republic of Ireland under the Texaco brand, with around 
150 Texaco-branded service stations in Ireland. We are joint owners and Operator of the Joint Fuels Terminal in Dublin, 
and our supply system is integrated into Valero’s European operations including Pembroke Refinery in the UK, which 
is one of Europe’s largest and most complex refineries. We are also significant suppliers of aviation fuels. 
 
As a subsidiary of Valero Energy Corporation – a Fortune 50 company based in San Antonio, Texas – Valero’s European 
business is part of a network of 15 petroleum refineries owned and operated by the company, with a combined 
throughput capacity of approximately 3.2 million barrels per day, making Valero the world’s largest independent refiner. 
 
Valero is also North America’s largest renewable transportation fuels producer. For well over a decade, we have 
consistently invested significant capital in the production of low-carbon liquid fuels (LCLFs). As the world’s second 
largest ethanol producer, we own and operate 13 ethanol plants with 6.4 billion litres per year of production capacity. 
Additionally, Diamond Green Diesel (DGD) is a joint venture between Valero Energy Corporation and Darling 
Ingredients Inc. DGD is the largest renewable diesel (also known as Hydrotreated Vegetable Oil or HVO) producer in 
North America and the second-largest in the world.1  
 
In 2021 we completed an expansion of our existing HVO plant in Louisiana, increasing capacity to 2.6 billion litres per 
year. Another plant is under construction in Texas, and will bring our total capacity to 4.5 billion litres per year in 2023. 
HVO can lead to an 80%+ reduction in carbon emissions compared to regular fossil fuels, and it can be “dropped in” to 
existing vehicle and refuelling infrastructure without the need for any modifications. 
 
Valero’s commitment to the environment is a core component of our operations philosophy, and our investments reflect 
this belief, as we look to contribute to GHG reduction. This includes our comprehensive roadmap to reduce our own 
emissions, with a target to reduce and offset global refining Scope 1 and 2 GHG emissions by 63% by 2025 through 
investments in board approved projects. We also have a plan to further reduce and offset 100% of those emissions by 
2035 through board-approved projects and carbon capture and storage projects under development.2  
 
The following paper (Annex I) contains our company’s response to the consultation, which details our belief that, 
amongst other issues: 
 

• Ambitious plans for biofuel obligation must be matched by realistic pathways for obligated parties to meet 
targets, otherwise the Irish Government risks undermining Ireland’s biofuels and wider transport 

                                                           
1 https://www.diamondgreendiesel.com/about-us  
2 Valero Energy Corporation, Stewardship and Responsibility Report, https://s23.q4cdn.com/587626645/files/doc_downloads/esg_reports/2020/2020-SRR_Web-Version_Spreads-7-22.pdf, July 2021  

mailto:energyair&adaptationdivision@transport.gov.ie
https://www.valero.com/
https://www.darlingii.com/
https://www.darlingii.com/
https://www.diamondgreendiesel.com/about-us
https://s23.q4cdn.com/587626645/files/doc_downloads/esg_reports/2020/2020-SRR_Web-Version_Spreads-7-22.pdf


 
 

 

 

decarbonisation efforts by parties having to buy-out their obligations. This would be an indication of policy 
failure. 

• High-blend biofuels – especially HVO but to a lesser extent high-blend FAME biodiesel such as B20 or B35 
– are of critical importance in meeting these ambitions. HVO in particular can make an effective contribution 
now to meeting these targets, which underlines the disappointment when the EU announced in August 2021 
that it will retain tariffs on US HVO and we would urge the Government to work closely with the European 
Commission to revisit this decision. 

• More should be done to strengthen and support voluntary scheme bodies, like the ISCC, that provides global 
certification and transparency of biofuels, in order to ensure the sustainability of biofuel feedstocks. 

• E10 should be implemented by legal mandate from September 2022, as the best and most appropriate time to 
in light of the seasonal grade specification change for petrol from summer to winter grade. 

 
Once again, Valero is grateful for the opportunity to share our views on these important issues, and we would be 
delighted to provide any further details should they be required. 
 
Yours faithfully, 
 

 
 
James Twohig 
Director Ireland Operations  



 
 

 

 

Annex I: Valero Energy (Ireland) Limited response to public consultation on the renewable fuels for transport 
policy 
 
Climate Action Plan – achieving ambitious targets 
 

1) Your views are sought concerning the proposed increases in biofuels supply envisaged under the 
Climate Action Plan 2021 to support the decarbonising of transport, and specifically concerning: 
 

• The proposed indicative annual trajectory of the biofuel obligation rate to 2030, and the corresponding buy-out 
charge, as referred to in the Background section above. 
 
1.1. Valero acknowledges the proposed indicative annual trajectory of the biofuel obligation rate to 2030, and 

strongly supports ensuring a significant and immediate role for renewable diesel, also known as 
Hydrotreated Vegetable Oil (HVO). Fuel supplies under the existing biofuel obligation are already at or 
beyond the blend wall for liquid fuels for regular grades. Therefore, HVO – as well as to a lesser extent 
high-blend FAME biodiesel such as B20 or B35 – are of critical importance. 

 
1.2. HVO’s benefits lie in being a fossil-free, drop-in replacement to diesel made from 100% renewable or waste 

products. It reduces greenhouse gas emissions by up to 90%, with the scope to limit emissions still further.  
 

1.3. As a drop-in replacement fuel, HVO has a critical advantage for customers looking to decarbonise. In 
addition to being consistent with Ireland’s climate ambitions and the EU’s ‘Fit for 55’ targets it is compatible 
with existing infrastructure, equipment and vehicle types. This is because the production process leads to 
a colourless, odourless liquid fuel that has the same chemical composition as petroleum-based diesel, 
regardless of the feedstock used. 

 
1.4. HVO has superior qualities compared to both conventional diesel and traditional biodiesel (FAME) in terms 

of its benefits to urban air quality, climate change and vehicle efficiency. Valero’s position is that Irish 
consumers should be given the ability to access renewable diesel from as widely sourced production 
locations as possible to support the transition to climate neutrality. It is disappointing, therefore, that the EU 
announced in August 2021 that it will retain anti-dumping and anti-subsidy tariffs on US biodiesel – including 
HVO – for a further five years.3 We would urge the Government to work closely with the European 
Commission to revisit this decision. 

 
1.5. We do believe, however, that the proposed move from an obligation on a volume basis to an energy basis 

– which we support as well as the proposal to continue reporting in litres – nonetheless does not directly 
address the GHG properties or carbon intensity qualities of the fuels in question. As reducing GHG 
emissions from transport fuel is the primary goal of the Department of Transport’s (DoT) policy it is perhaps 
a missed opportunity not to have made GHG properties the basis of the obligation. 

 

• With reference to increased European ambition under the Fit for 55 proposals or further measures under the Climate 
Action Plan, the potential for even higher national targets for 2030, for example, to support a blending target or 
biodiesel/HVO of B25 or B30, or an option for supplying an E85 blend by 2030.  
 
1.6. As noted above (see 1.1. and 1.4.), Valero strongly supports ensuring a significant and immediate role for 

renewable diesel, also known as Hydrotreated Vegetable Oil (HVO). Fuel supplies under the existing biofuel 
obligation are already at or beyond the blend wall for liquid fuels for regular grades. Therefore, HVO – as well 
as to a lesser extent high-blend FAME biodiesel such as B20 or B35 – are of critical importance. We are, 
however, disappointed that the EU announced in August 2021 that it will retain anti-dumping and anti-subsidy 

                                                           
3 Euractiv, EU extends tariffs on US biodiesel for five years, https://www.euractiv.com/section/energy-environment/news/eu-extends-tariffs-on-u-s-biodiesel-for-five-years/, 2 August 2021 

https://www.euractiv.com/section/energy-environment/news/eu-extends-tariffs-on-u-s-biodiesel-for-five-years/


 
 

 

 

tariffs on US biodiesel – including HVO – for a further five years. We would urge the Government to work closely 
with the European Commission to revisit this decision. 
 

1.7. We are, nonetheless, encouraged by the proposal to further incentivise HVO though an additional multiplier of 
x1.5. This will help ensure HVO plays a full and immediate part in supporting Irish transport decarbonisation. 
 

1.8. With regards to proposals to supply an E85 blend by 2050, Valero is sceptical that this will be able to make 
significant inroads into the Irish fuels market enough to make an overall difference to climate ambitions. This is 
particularly in light of the fact that Automotive OEMs are unlikely to consider investments in new powertrain 
technologies that would be compatible with an E85 blend, especially when EU and Irish policymakers seem 
content to introduce technology bans on ICE vehicles on the policy horizon. Without such investments by OEMs, 
however, E85 roll-out would likely be limited and will have a corollary effect on engine efficiency improvements. 
 

1.9. Finally, we recognise the EU’s ‘Fit for 55’ to reach 55% emissions reductions by 2030 and climate neutrality by 
2050. We would highlight, however, the key objectives of ‘Fit for 55’ include ensuring a “just and socially fair 
transition” and that it “maintains and strengthens innovation and competitiveness of EU industry while ensuring 
a level playing field vis-à-vis third country economic operators.”4 These considerations are critically important 
to bear in mind when Ireland implements its Climate Action Plan and associated biofuel obligation policies. 

 

• The challenges and opportunities presented by these ambitious targets – with reference to achievability, technical 
implementation considerations, and availability of sustainable supply whether imported or indigenous.  
 
1.10. Valero considers fuel suppliers having to buy-out their biofuel obligations as a clearly visible 

demonstration of policy failure. Setting ambitious targets alone absent a realistic pathway for obligated parties 
to meet them will, therefore, be counterintuitive and risk undermining Ireland’s biofuels and wider transport 
decarbonisation efforts. This is why it is critical, in Valero’s opinion, that the Government and the fuel supply 
industry must work together to create ambitious yet realistic – not overambitious yet unachievable – targets, 
that succeed in providing actual environmental benefits. 
 

1.11. In terms of technical challenges, the introduction of additional grades will likely be limited by existing 
forecourt infrastructure. Overcoming those barriers is unlikely to occur when high-blend fuels – such as B20, 
B35 or E85 – are seen as only providing a transitional role in Ireland’s transport decarbonisation mix. Absent a 
long-term commitment by the Irish Government on the use of these high-blend biofuels, there is unlikely to be 
a strong business case for industry to make the substantial investments needed to add additional grades for 
consumers. (This does, nonetheless, underline the vital part that high-blend ‘drop-in’ fuels like HVO will play in 
Ireland’s biofuels strategy). 
 

1.12. Ireland is overwhelmingly reliant on international sources of biofuel feedstocks, with an average of 
less than 13% of feedstocks from domestic origins between 2017 and 2020.5 Global sourcing of feedstocks 
will, therefore, continue to be essential to the successful availability of sustainable supply to meet Ireland’s 
ambitious targets. As recent geopolitical events have reinforced, the need for open, balanced and widely-
sourced access to imports has to form the cornerstone of Ireland’s biofuels strategy. Conversely, it is critical 
that wider ability to source biofuels feedstocks is not undermined through the application of EU import tariffs 
or other trade barriers. 
 

1.13. As noted above (see 1.4.) the particular need to access HVO – which has superior qualities 
compared to both conventional diesel and traditional biodiesel (FAME) in terms of its benefits to urban air 
quality, climate change and vehicle efficiency – underlines the importance of Ireland obtaining access to 
HVO from as widely sourced production locations as possible to support the transition to climate neutrality. 

                                                           
4 European Council, Fit for 55 – The EU’s plan for a green transition - https://www.consilium.europa.eu/en/policies/green-deal/fit-for-55-the-eu-plan-for-a-green-transition/, 25 March 2022 
5 National Oil Reserves Agency (NORA), BOS Annual Reports, https://www.nora.ie/biofuels-obligation-scheme/bos-annual-reports.225.html  

https://www.consilium.europa.eu/en/policies/green-deal/fit-for-55-the-eu-plan-for-a-green-transition/
https://www.nora.ie/biofuels-obligation-scheme/bos-annual-reports.225.html


 
 

 

 

It is disappointing, therefore, that the EU announced in August 2021 that it will retain anti-dumping and anti-
subsidy tariffs on US biodiesel – including HVO – for a further five years.6 We would urge the Government 
to work closely with the European Commission to revisit this decision. 
 

1.14. Finally, a further challenge we would reiterate (see 1.5. above), Valero believes that the proposed 
move from an obligation on a volume basis to an energy basis – which we support as well as the proposal 
to continue reporting in litres – nonetheless does not directly address the GHG properties or carbon intensity 
qualities of the fuels in question. As reducing GHG emissions from transport fuel is the primary goal of the 
Department of Transport’s (DoT) policy it is perhaps a missed opportunity not to have made GHG properties 
the basis of the obligation. 

 

• Consideration of other fuels, such as gasoil, which if included within the biofuel blending obligation could assist in 
meeting the ambitious targets for decarbonising transport.  
 
1.15. Valero supports the blending of biofuel into gasoil, and considers that this could help play a supportive 

role in meeting Ireland’s ambitious targets for decarbonising transport. It will be essential, however, to amend 
the biofuel mandate trajectory to account of any extension to the mandate if blending into gasoil were to be 
included in the biofuel obligation. This is something, however, that Valero has successfully introduced into other 
jurisdictions in Europe and we would be pleased to share our knowledge on this with the Department of 
Transport (DoT). 

 

• Specifically, regarding a legal mandate for the implementation of E10, subject to an appropriate legal instrument 
being settled by Government, technical considerations for implementation, for example, lead-in time and alignment 
to the seasonal changeover of petrol supplies, i.e., potentially in September 2022 or May 2023, or other key 
considerations.  
 
1.16. Valero strongly supports the implementation of E10 by legal mandate in 2022, ahead of the 2023 

mandate increase. We would encourage the Government to move ahead with a 2022 implementation date to 
ensure a switchover to E10 is consistent across the island of Ireland, given the indications from the UK 
Government’s Department for Transport (DfT) that the E10 legal mandate will occur this year also. 
 

1.17. Subject to an appropriate legal instrument being settled by the Irish Government, Valero would strongly 
suggest – for operational and replenishment purposes – that industry should be given a 28-day notice period 
ahead of the implementation date. We are confident, however, that should a 2022 implementation date be 
adopted as the E10 legally mandated implementation date, that sufficient ethanol feedstocks will be amply 
available to support this. 
 

1.18. As seen from the introduction of E10 in other European jurisdictions, clear and effective communication 
by governments is important to successfully implementing this legally mandated change. With that in mind, 
Valero is encouraged by the plans being put in place by the Department of Transport (DoT) to communicate 
with consumers ahead of any E10 switchover, as shared with industry during the DoT’s 8 April 2022 webinar 
on this subject.7 

 

• Considering the incentive within the increased biofuel obligation rate, your view on the support for HVO through 
multiplier credits under the scheme in 2023 and beyond.  
 
1.19. As noted above (see 1.7.) Valero is encouraged by the Republic of Ireland’s proposal to further 

incentivise HVO though an additional multiplier of x1.5. HVO trades at a significant premium over FAME 
biodiesel, so this additional measure will help incentivise its adoption and ensure HVO plays a full and 

                                                           
6 Euractiv, EU extends tariffs on US biodiesel for five years, https://www.euractiv.com/section/energy-environment/news/eu-extends-tariffs-on-u-s-biodiesel-for-five-years/, 2 August 2021 
7 Department of Transport, Renewable Fuels for Transport Policy Consultation: Webinar 8 April 2022, https://assets.gov.ie/221123/2ad21119-deb8-48d5-8996-4f10b1795c29.pdf, 8 April 

https://www.euractiv.com/section/energy-environment/news/eu-extends-tariffs-on-u-s-biodiesel-for-five-years/
https://assets.gov.ie/221123/2ad21119-deb8-48d5-8996-4f10b1795c29.pdf


 
 

 

 

immediate part in supporting transport decarbonisation, especially in light of its many superior qualities. 
These include its ‘drop in’ nature, its blending capability up to B100 with a recognised fuel standard 
(EN15940), excellent storability and cold weather properties. It also provides immediate GHG emissions 
reductions and in use can reduce NOx tailpipe emissions when compared to regular biodiesel. Gaining 
greater access to HVO is therefore critical to meeting the Government’s targets. We would therefore urge 
the Government to work closely with the European Commission to revisit their decision to retain anti-
dumping and anti-subsidy tariffs on US biodiesel – including HVO – for a further five years.8  

 

• Inclusion of renewable electricity under the obligation, how this can be achieved in practice and the appropriate lead 
in time for implementation in 2023 or later. 

 
1.20. Valero believes that the inclusion of renewable electricity should be recognised for reward under the 

biofuel obligation, however, we do not believe it is appropriate to mandate it. We also believe that reward should 
only be given to electricity generation that can clearly demonstrate it is from entirely renewable sources. The 
Government must ensure that sufficient time is given to enable appropriate rules on the inclusion of renewable 
electricity to be developed, so that any potential negative outcomes can be avoided and unintended 
consequences that might emerge can be addressed.   

                                                           
8 Euractiv, EU extends tariffs on US biodiesel for five years, https://www.euractiv.com/section/energy-environment/news/eu-extends-tariffs-on-u-s-biodiesel-for-five-years/, 2 August 2021 

https://www.euractiv.com/section/energy-environment/news/eu-extends-tariffs-on-u-s-biodiesel-for-five-years/


 
 

 

 

The EU Approach – setting limits and safeguarding the sustainability 
 

2) Your views are sought concerning the proposed increases in biofuels supply envisaged under the 
Climate Action Plan 2021 to support the decarbonising of transport, and specifically concerning:  

 

• What further safeguards to ensure the sustainability of biofuels supply and resilience against possible fuel fraud, 
can be implemented to build upon the existing European provisions and plans in this area.  
 

2.1. Valero believes a vitally important role in ensuring the sustainability of biofuels supply comes from the 
voluntary scheme bodies, like the ISCC, that provides global certification and transparency of biofuels. 
This global reach provided by the voluntary scheme bodies is impossible for any individual Member 
State to replicate. Strengthening and entrenching the role of the voluntary scheme bodies is therefore 
highly recommended. 

 
2.2. Besides boosting the role of the voluntary scheme bodies, Valero notes – as recognised in the 

consultation document – that the EU is currently developing legislation to improve the supervision and 
oversight of renewable fuels, as well as criteria concerning certification of low-risk ILUC feedstocks. 
Additionally, a database of biofuels supply is also being developed by the EU. In light of this, whilst we 
acknowledge that the Irish biofuel agency will have an oversight role and obligation placed upon them, 
we would nevertheless discourage any Ireland-only activities that may be of limited value beyond what 
is already being addressed at an EU-level whilst only succeeding in adding additional costs and 
administrative burden to obligated parties in Ireland. 

 
2.3. Finally, whilst we agree with overall measures being adopted to align Ireland’s current biofuel obligation 

with the EU’s approach, we do not agree that simply limiting the quantity of waste feedstocks – which 
typically have excellent GHG emission reduction properties – to 1.7% as part of Annex IX Part B is a 
sensible measure. Such a limit prevents the development of real environmental and economic benefits, 
particularly for developing countries, that could gain from the further development of waste feedstocks 
from often complex or challenging wastes. 

 

• The European approach envisages biofuels from high-risk ILUC being phased out by 2030. Could Ireland phase 
these out earlier, and when.  
 

2.4. Valero notes that according to the BOS annual reports,9 palm oil – currently the only high-risk ILUC 
recognised within the EU – was only used by industry in one of the first 6 years of the BOS programme as 
a biodiesel feedstock. Since 2018, however, the reports show that very limited quantities re-entered the 
Irish fuels market as an LPG feedstock (at approximately 2 million litres). We nonetheless believe that this 
demonstrates an industry desire to move away from potential concerns associated with palm oil. 
 

2.5. With the majority of industry having worked to exclude palm oil successfully from the Irish fuels market in 
recent years, Valero believes it would be feasible to bring forward a phase out of high-risk ILUC biofuels as 
early as 2023. Valero would support such a phase-out. 

 

• Considering the European limits on biofuels derived from Annex IX Part B feedstocks (incl. UCO and tallow) in 
renewable energy for transport supply, whether certificates awarded for biofuels produced from UCO and animal 
fats should continue to be allowed to be carried over to the next obligation period.  

 

                                                           
9 National Oil Reserves Agency (NORA), BOS Annual Reports, https://www.nora.ie/biofuels-obligation-scheme/bos-annual-reports.225.html 

https://www.nora.ie/biofuels-obligation-scheme/bos-annual-reports.225.html


 
 

 

 

2.6. As noted above (see 2.3.), whilst we agree with overall measures being adopted to align Ireland’s current 
biofuel obligation with the EU’s approach, we do not agree that simply limiting the quantity of waste 
feedstocks – which typically have excellent GHG emission reduction properties – to 1.7% as part of Annex 
IX Part B is a sensible measure. Many of the concerns around sustainability these limits intend to resolve 
will be addressed by enhanced compliance measures being brought forward by the EU itself. It seems 
duplicative and unnecessary, therefore, to go further and limit feedstock use. 
 

2.7. We fully support the continued carry over of biofuels certificates for all biofuel categories, including UCO 
and tallow. This forms an important to meeting obligations. We note, however, that associated GHG savings 
achieved through blending are under EU rules are unable to be carried into future years. The Republic of 
Ireland already relies upon a significantly higher inclusion rate of UCO and tallow feedstocks than the EU 
average, and will continue to need to do so making use of double-count FAME biodiesel and high-blend 
HVO. Valero’s own HVO efforts are through Diamond Green Diesel (DGD), a joint venture between Valero 
and Darling Ingredients Inc., and is the largest HVO producer in North America and the second-largest in 
the world. In 2021 we completed an expansion of our existing HVO plant in Louisiana, increasing capacity 
to 2.6 billion litres per year. Another plant is under construction in Texas, and will bring our total capacity to 
4.5 billion litres per year in 2023. 

 

• The challenges and opportunities to incentivise production of advanced biofuels from Annex IX Part A feedstocks.  
 

2.8. Undoubtedly the most considerable challenge in terms of incentivising the production of advanced biofuels 
from Annex IX Part A feedstocks is that all Member States will be pursuing the same feedstocks from 
restricted resources. The niche feedstocks listed in Annex IX Part A are currently available in only limited 
quantities, and many have not been selected according to their GHG properties. 
 

2.9. Nonetheless, opportunities could emerge from addressing certain niche waste feedstocks that might be 
available domestically, and the Annex IX Part A list of feedstocks can be expanded by the EU in future, 
providing potential for Ireland-specific feedstock types. 

 

• With reference to EU Fit for 55 proposals to remove double counting of biofuels from all Annex IX feedstocks, views 
on the implementation of such a measure by 2025.  
 

2.10. Valero recognises the EU’s Fit for 55 proposal to remove double counting of biofuels from all Annex IX 
feedstocks as an effort to directly address the goal of GHG emissions reductions. We believe a better 
approach would be to introduce a single GHG emissions mandate on obligated parties. This would better 
incentivise the use of waste feedstocks, support the primary rationale of the renewable fuel policy and avoid 
what would otherwise be a major change in approach across the EU. 

 

• What risk exists of biofuel supply mandates in Ireland cumulatively with those in other jurisdictions, creating 
excessive demand on feedstocks which also constitute food supply, thereby worsening food price volatility, and 
what safeguards would be appropriate and effective in relation to such risks?  
 

2.11. The crop-cap in place in Ireland, which is determined by EU rules, is set at a 2% maximum for crop-
based feedstocks. Concerns around excessive demands on crop-based feedstocks leading to worsening 
of food price volatility seems misplaced and, therefore, should not be seen as an issue for Ireland’s policy 
mandate. 
 

2.12. We would note, conversely, that biofuels can add to food security, provided that biofuel demand for 
such feedstocks can be flexible to react to food production volatility, such as poor global harvests or the 
impacts of events taking place following the Russian invasion of Ukraine on the latter’s ability to supply 

https://www.darlingii.com/


 
 

 

 

grain and other cereals to the international market. This does, however, mean that alternate compliance 
methods, such as buy-out mechanisms, have to be appropriately flexible as well.  

 

• The relationship and/or competition between biofuels and global and EU biodiversity policy, in particular the need 
to set aside land for biodiversity. 
 

2.13. The relationship between biofuels development and use on the one hand, and ensuring improvements 
in Ireland’s, the EU’s and also global biodiversity is complex and needs to always be managed sensitively 
and with due regard for how these two interrelated policy priorities can be progressed in tandem. Balancing 
these two important environmental outcomes can be achieved, not least by the measures already being 
implemented – such as the crop-cap – and will continue to ensure there are is no compromise between 
reducing GHG emissions from transport and biodiversity.  



 
 

 

 

Focus on future advanced and development renewable fuels 
 

3) Your views are sought concerning the potential for advanced and development fuels to support the 
decarbonising of transport, and specifically concerning:  

 

• The proposed indicative annual trajectory of advanced biofuel rate to 2030, and corresponding buy-out, are referred 
to in the Background section above.  
 

3.1. The potential associated with advanced and development fuels to support transport decarbonisation in 
Ireland comes from those Annex IX Part A waste feedstocks, and therefore excludes tallow and UCO. As 
noted above (see 2.8.), however, undoubtedly the most considerable challenge in terms of incentivising the 
production of advanced biofuels from Annex IX Part A feedstocks is that all Member States will be pursuing 
the same feedstocks from restricted resources. The niche feedstocks listed in Annex IX Part A are currently 
available in only limited quantities, and Valero is not aware of any detailed forecasts having been conducted 
on demand for these feedstocks across the EU against their likely availability. We would, however, 
recommend that such a study is conducted. 

 
3.2. Valero does believe there will be opportunities, however, to develop and add to the list of waste feedstocks 

listed under Annex IX Part A, although there is a lack of clarity as to whether this will have the capability of 
meeting EU-wide biofuel mandates. It is critical, therefore, that any buy-out mechanisms are not set at such 
a level as to simply become an unavoidable tax on obligated parties, where industry has no realistic ability 
to blend such materials. 

 

• With consideration of the advanced biofuel rate and buy-out, should carry over of advanced biofuel certificates be 
permitted and aligned to the provisions for carryover of standard biofuel obligation certificates. Are there reasons 
why such carryover of advanced biofuel certificates should not be permitted?  
 

3.3. As noted above (see 1.10.), Valero considers fuel suppliers having to buy-out their biofuel obligations as a 
clearly visible demonstration of policy failure. Setting ambitious targets alone absent a realistic pathway for 
obligated parties to meet them will, therefore, be counterintuitive and risk undermining Ireland’s biofuels 
and wider transport decarbonisation efforts. This is why is it critical, in Valero’s opinion, that the Government 
and the fuel supply industry must work together to create ambitious yet realistic – not overambitious yet 
unachievable – targets, that succeed in providing actual environmental benefits. 

 
3.4. Failure to put in place policies that can enable industry to buy-out their obligations would only amount to 

policies becoming an unavoidable tax on obligated parties, where industry has no realistic ability to blend 
such materials. Carry over of advanced biofuel certificates, currently set at 15% of obligation, is an important 
tool available to enable obligated parties to meet their mandates without recourse to use the buy-out. This 
ensures the environmental GHG emissions reductions benefits are still able to be met, albeit not necessarily 
in the same calendar year. Continuation of the carry over is therefore incredibly important to the effective 
operation of Ireland’s transport decarbonisation objectives. 

 

3.5. There are areas, however, that Valero would support improvements to the buy-out and carry over 
mechanisms. We note that it is currently possible for a company to buy-out its obligation and yet still carry 
certificates forward for future use. This should be addressed to ensure that companies committed to meeting 
their annual targets through blending are not disadvantaged. 

 

• With reference to increased European ambition under the Fit for 55 proposals and under the Climate Action Plan, 
the potential for a higher national target to be set for advanced and development fuels.  
 



 
 

 

 

3.6. As noted above (see 1.10), Valero considers fuel suppliers having to buy-out their biofuel obligations as a 
clearly visible demonstration of policy failure. Setting ambitious targets alone absent a realistic pathway for 
obligated parties to meet them will, therefore, be counterintuitive and risk undermining Ireland’s biofuels 
and wider transport decarbonisation efforts. This is why it is critical, in Valero’s opinion, that the Government 
and the fuel supply industry must work together to create ambitious yet realistic – not overambitious yet 
unachievable – targets, that succeed in providing actual environmental benefits. This applies to targets for 
advanced and development fuels, as much as the wider biofuel obligation. 
 

3.7. The central focus, therefore, should be on ensuring industry can meet the highly ambitious targets already 
in place at this stage under the EU’s Fit for 55 proposals. Likewise, Valero would discourage any Ireland-
only activities that may be of limited value beyond what is already being addressed at an EU-level whilst 
only succeeding in adding additional costs and administrative burden to obligated parties in Ireland. We 
would also encourage appropriate and regular reviews even for the existing levels of ambition in order to 
assess whether industry is capable of complying with the Fit for 55 proposals. 

 

• With reference to proposals for a sub-target for renewable fuels of non-biological origin envisaged under the current 
European proposals for revision of the RED, that this could be implemented earlier in Ireland, e.g., from 1 January 
2024.  
 

3.8. Valero welcomes the proposed introduction of a RFNBO sub-target under the current EU proposals for 
revision of the RED. We feel it is essential to recognise, however, that at the Member State-level it will be 
important to ensure rules and guidance for such fuels are well drafted and all potential implications thought 
through to avoid any unintended consequences. Implementing this sub-target in Ireland earlier than the 
proposed 1 January 2024 date would, therefore, be inadvisable, and Valero would recommend using the 
available timeframe up to 2024 to ensure a RFNBO target is applied effectively. 

 

• A further measure to be applied in implementing the proposed multiple credits for certain advanced and 
development fuels when applied in combination, considering potential distortion effects or unintended 
consequences. For example:  
 
Prescribing a hierarchy of supply to transport or other sectors, such as in countering the effect of market pricing 
resulting in HVO supply to the aviation sector rather than road transport.  

 
3.9. As noted above (1.2.-1.3.), HVO’s benefits lie in being a fossil-free, drop-in replacement to diesel made 

from 100% renewable or waste products. It reduces greenhouse gas emissions by up to 90%, with the 
scope to limit emissions still further. As a drop-in replacement fuel, HVO has a critical advantage for 
customers looking to decarbonise. In addition to being consistent with Ireland’s climate ambitions and the 
EU’s ‘Fit for 55’ targets it is compatible with existing infrastructure, equipment and vehicle types. This is 
because the production process leads to a colourless, odourless liquid fuel that has the same chemical 
composition as petroleum-based diesel, regardless of the feedstock used. 
 

3.10. These superior qualities will likely play a key transitional role across various applications, particularly in 
support of hard-to-abate sectors, before they ultimately provide a long-term home as part of Sustainable 
Aviation Fuel (SAF) production. Before then, however, HVO will likely be utilised across a range of 
applications including HGVs, Non-Road Mobile Machinery, off-grid home heating and other areas. 

 

3.11. We, however, repeat (see 1.4.) that Irish consumers should be given the ability to access renewable 
diesel from as widely sourced production locations as possible to support the transition to climate neutrality. 
It is disappointing, therefore, that the EU announced in August 2021 that it will retain anti-dumping and anti-



 
 

 

 

subsidy tariffs on US biodiesel – including HVO – for a further five years.10 We would urge the Government 
to work closely with the European Commission to revisit this decision. 

 

Further limiting the application of multipliers relative to certain feedstocks, such as limiting multiple credits to 

biomethane when produced from feedstock under Annex IX Part A, so as not to promote feedstocks such as 

grass being used in biomethane production for transport rather than animal feed. 

 

3.12. Valero disagrees that further limits should be put in place on the application of multipliers to biomethane 
when produced from feedstocks under Annex IX Part A. The significant role that biomethane has in 
supporting decarbonisation is largely irrelevant to its use as an animal feed. Instead, efforts underway to 
utilise biomethane stem from capturing gases at landfill, sewage sludges, food wastes, removal of methane 
emissions and other highly-complex wastes. Effecting limits on multipliers for biomethane would undermine 
an otherwise advantageous route for Ireland to meet the EU’s advanced targets and its own development 
fuel ambitions using waste materials. 

 

• In addition to the proposals in the Policy Statement for credits to incentivise advanced and development fuels, what 
other measures could promote their supply and use in the transport sector? 

 
3.13. Valero strongly urges the Government to create long-term certainty for industry as to what reward 

categories and multipliers obligated parties can rely on to meet those obligations. We would emphasise the 
approach taken by the European Commissions under the Renewable Energy Directive (RED) Annex IX, 
whereby RED II includes a review mechanism to add, but not remove, new feedstocks within a long-term 
review process. Adopting such an approach would engender confidence that advanced and development 
fuel projects will not be disqualified in the near-term. Failure to adopt such an approach would conversely 
undermine investor confidence and will materially affect and indeed prevent potential projects from 
materialising that could contribute to the Government’s decarbonisation ambitions. 

  

                                                           
10 Euractiv, EU extends tariffs on US biodiesel for five years, https://www.euractiv.com/section/energy-environment/news/eu-extends-tariffs-on-u-s-biodiesel-for-five-years/, 2 August 2021 

https://www.euractiv.com/section/energy-environment/news/eu-extends-tariffs-on-u-s-biodiesel-for-five-years/


 
 

 

 

Aligning administration of the biofuel obligation with the policy of renewable fuels 
 

4) Your views are sought concerning the future administration of the biofuel obligation, and its alignment 
with the European framework for renewable energy in transport, and specifically concerning:  

 

• With reference to the proposal to move to an energy-based biofuel obligation system, while enabling continued 
volume-based reporting by account holders, considering the possible future move to European carbon intensity 
targets in the coming years.  
 

4.1. Valero fully support and welcomes the proposal to move to an energy-based biofuel obligation system, 
while enabling continued volume-based reporting by account holders. We consider this an entirely 
pragmatic approach towards meeting Ireland’s energy-based targets, whilst nonetheless providing 
obligated parties with the means to administer to programme. 

 

• Proposed additional measures to support compliance while the obligation rate increases in coming years and to 
ensure compliance with European targets, in the short to medium term, through:  
 

Introduction of a penalty and progressive fine for non-compliance with the fuel quality directive target.  
 
4.2. Valero notes that Ireland already has a Carbon Tax, applied to kerosene, marked gasoil, liquid petroleum 

gas, fuel oil, natural gas and solid fuels, set at €41/tonne of CO2, with a longer-term target of €100/tonne. 
We believe that any incentive to move to renewable fuels within this fiscal framework should be factored 
into any proposed penalty. 

 
Permitting upstream emissions reductions (UERs) to be offset against the fuel quality directive obligation.  

 
4.3.  Valero agrees with permitting upstream emissions reductions (UERs) to be offset against the fuel quality 

directive obligation, as it provides an alternate compliance methodology alongside blending. Buy-out 
mechanisms will encourage blending to take place, however, in the event of market failure then UERs can 
also provide an opportunity for GHG compliance.  
 

4.4. This will enable industry to bridge any gap between the blending mandate and GHG emissions reduction, 
as well as ensuring that – should blending not be possible, thus incurring the buy-out – there is not a 
punitive, additional tax incurred for the associated GHG shortfall. Additionally, UERs are widely recognised 
within Europe as providing environmental and social benefits. 

 

Limiting the proportion of certificates that can be carried over into the next obligation period, to 10% or 5% 
(applicable to standard or proposed advanced biofuel obligation certificates), so as to moderate any 
distortions in annual compliance with the obligation rate.  

 

4.5. Valero disagrees with limiting the proportion of certificates as suggested (to 10% or 5%) that can be carried 
over into the next obligation period. As previously referenced (see 3.4.) use of carried over advanced biofuel 
certificates, currently set at 15% of obligation, is an important tool available to enable obligated parties to 
meet their mandates without recourse to use the buy-out. This assists the environmental GHG emissions 
reductions benefits are still able to be met, albeit not necessarily in the same calendar year. There should, 
however, remain no limit set on the proportion of certificates that can be carried into a new obligation period 
however, in order to provide obligated parties with sufficient flexibility. 

 

• The challenges and opportunities for inclusion of renewable fuel supplied for use in aviation and maritime within the 
obligation in future years, aligning to European Fit for 55 proposals.  

 



 
 

 

 

4.6. As sectors that require global solutions, aviation and maritime decarbonisation presents distinct challenges 
and opportunities, not least for Ireland considering its dependencies on international trade and global 
transport links to support the modern Irish economy. Nevertheless, Valero believes that there are major 
opportunities for Ireland to play a constructive role in encouraging international efforts, both as a member 
of the EU and through other international fora, such as the IMO and ICAO, to ensure there is alignment 
across all future policies, not least the Fit for 55 proposals. 

 

• Whether the Department should seek to carry out further research into different types of recycled carbon fuels, 
concerning their possible contribution to decarbonising transport, other impacts, or unintended consequences?  

 
4.7. Valero would support the Department of Transport conducting further research into recycled carbon fuels.  

 

• Is there other research the Department should consider around the Renewable Fuels for Transport Policy?  
 

4.8. As noted above (see 3.1.), the niche feedstocks for advanced and development fuels listed in Annex IX 
Part A are currently available in only limited quantities, and Valero is not aware of any detailed forecasts 
having been conducted on demand for these feedstocks across the EU against their likely availability. We 
would recommend that such a study is conducted. 
 

4.9. We would also urge research to be conducted on an international level, working with partners including 
other Member States and the UK, to pursue the most effective and robust investigation into feedstock 
availability. 

 

• Do you have anything further that you would like to add about the Renewable Fuels for Transport policy? 
 

4.10. Valero has nothing further to add about the Renewable Fuels for Transport policy. 
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Executive Summary 

This paper discusses the vital need to decarbonise heavy-duty transport with a focus on the use of hydrogen in heavy good 

vehicles in Ireland. This sector of transport is categorised as hard-to-decarbonise as the options for cleaner alternatives, that have 

benefits for local air quality, that also suit the requirement of the sector are limited. A survey was conducted to understand the 

haulage industry’s vehicle and fuel requirements and their interest in utilising hydrogen as an alternative low emission fuel. The 

survey involved 70 participants, 7.5% of the representative sample.  

Using the primary data gathered in the survey a model was created to estimate the annual hydrogen demand for low (1,141 

tonnes), medium (2,558 tonnes), and high (3,551 tonnes) use scenarios and the corresponding delivery cost, either directly (point 

to point) or to central hydrogen fuelling hubs (hub and spoke), to these potential consumers. The point-to-point delivery model 

estimates an average delivery price of €2.43 per kg for a low scenario, and €2.08 per kg for a high scenario. The hub and spoke 

delivery model estimate an average delivery price of €2.42 per kg (low scenario) and €1.63 per kg (high scenario).  

The main findings from the survey indicate interest in hydrogen is significant on the island of Ireland and the barriers the 

participants present (e.g. need for right hand drive, weight and range) have been overcome in other jurisdictions; setting a potential 

role of hydrogen in the decarbonisation of heavy-duty transport if government policy can support the implementation of a fuelling 

network, a sector of transport that serves an immense market opportunity for early movers in the wider green hydrogen supply 

chain. 

Recommendations arising from this research: 

• Heavy duty vehicles (HDVs/HGVs) are the source of a large portion of emissions from transport. Decarbonising 10 hydrogen 

HDVs is equivalent to decarbonising approximately 400 passenger cars, therefore introducing even a small number of zero 

emission HDVs has a large effect on overall transport emissions. The HDV/HGV sector is a sector that can be decarbonised 

by low emission fuels such as hydrogen.  

• Important everyday operational requirements are placed on the haulage industry by their customers which affect their low 

emission vehicle choice; the range, refuel time, weight, etc. The industry necessitate that a replacement low emissions vehicle 

should be similar to what the industry are familiar with so that they can embrace the change to low emissions. The haulage 

industry requires an effective solution that they can support and grow, through the retirement of old vehicles and the purchase 

of new vehicles. Hydrogen fuel cell electric HDVs present a technology that the survey identifies the haulage industry can 

support. 

• The source of hydrogen has a direct relationship to the life cycle emissions and life cycle efficiency of that hydrogen. Green 

hydrogen, produced from a renewable energy source and delivered to a refuelling station, has lower life cycle greenhouse gas 

emissions compared to hydrogen produced from fossil fuel sources or from the electricity grid. If hydrogen fuel cell electric 

HDVs are to be part of the decarbonisation solution for HDVs/HGVs, the hydrogen source should be green hydrogen. 

• Hydrogen heavy duty vehicles are available in right hand drive versions from a number of global manufacturers and suppliers. 

Deployment of these vehicles have proven to be successful in many regions across Europe, UK & New Zealand. The 

deployment of between 100-500 vehicles is the scale necessary for the economics to be similar to other low emission vehicles. 

A plan for such a deployment would be large enough to kick off a hydrogen industry in Ireland. 

• There are no commercial hydrogen refuelling infrastructure in the Republic of Ireland and this is a serious limiting factor for 

deploying hydrogen fuel cell heavy duty vehicle applications. The development of a national hydrogen refuelling network for 

heavy duty vehicle applications in Ireland is seen as a step towards lower emissions in the HDV sector. 

• A hub-and-spoke delivery model for hydrogen yields lower delivery prices indicating that it is a more cost-efficient system 

than point-to-point. This sets out potential suitable locations in Ireland that would support the demand of green hydrogen 

supply. 
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1. Introduction 

 

A global consensus is pointing to the fact that a significant and rapid reduction of greenhouse gas emissions is a vital action 

in mitigating the effects of climate change. The 6th IPCC assessment found that there is a high possibility that global Earth average 

temperature will exceed the 1.5℃ increase limit, set out by the Paris agreement by mid-century, unless drastic greenhouse gas 

emissions reduction are to occur in this decade [1].  

 

The transport sector accounts for almost a quarter of greenhouse gas (GHG) emissions in Europe, with road transport 

accounting for 95% of all transport emissions in 2018 [2 – 4]. Emissions reduction in the road transport sector is a key part in 

cutting overall emissions. Alternative fuelled vehicles (AFVs) particularly those with electric drivetrains e.g., battery electric and 

hydrogen fuel cell vehicles offer zero-tailpipe emission solutions as well as local air quality improvement [5]. Furthermore, while 

heavy-duty vehicles including trucks and buses only account for 5% of the vehicles on EU roads, they are responsible for 25% of 

CO2 road transport emissions [6]. 

 

In Ireland, the transport sector is the second largest emitter of greenhouse gas (GHG) emissions after agriculture [7], has the 

least share of renewables, failing to reach 2020 Renewable Energy Share (RES) targets [8], and similar to the EU, in 2019 Irish 

road transport accounted for 94% of all transport emissions (i.e. rail, road, sea, air transport) equating to 11.6 MtCO2eq [7].  

 

As an island with significant freight activity heavy-goods vehicles (HGVs) or “trucks” (a subset of heavy-duty vehicles 

(HDV)) account for 14% of the road transport emissions (1.6 MtCO2eq); HDVs account for an addition 5% of emissions with 

almost all HGVs being diesel-fuelled, and 45% being greater than 10 years old [7, 9]. For context, an average 4-wheel long haul 

HGV has an estimated CO2 emissions of 102.9 g/tonne-km [10]. At the end of 2020 there were a total of 377,890 commercial 

goods vehicles taxed in Ireland (categorised by weight as displayed in                   Table 1  – 39,922 categorised as 

heavy-goods vehicles (greater than 3.5 tonnes) [9].  

 

                  Table 1 

       Commercial Vehicle Categories [11] 

Category Weight (Tonnes) 

N1 < 3.5 

N2 3.5-12 

N3 (Lighter) 12-30 

N3 (Heavier) >30 

 

Approximately 3,791 road hauliers operate in Ireland, having 20,219 HGVs on these licences [9]. Around 64% of these 

hauliers and 70% of the licensed HGVs can operate internationally, indicating the long-range distances at which these vehicles 

operate. The majority of haulier companies are considered small operators, with less than 5 HGVs in their fleet, with hauliers 

operating internationally having slightly more than average. Moreover, 53% of Ireland’s hauliers operating domestically have only 

1 HGV –  approximately 2,000 vehicles [9]. An important operating cost of the freight industry, after fuel cost, are the taxes paid; 

which may increase if related to tailpipe emissions. Tax on acquiring a new vehicle in Ireland is charged at 23% VAT before the 
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Vehicle Registration Tax (VRT). VRT on commercial vehicles is determined by two components: the percentage applied on the 

open market selling price (OMSP) and the NOx calculation – which is detailed in the ACEA Tax Guide in [12] and displayed in   

Table 2. 

  Table 2 

  Vehicle Registration Tax for commercial goods vehicles in Ireland [12]. 

 

Weight Annual Tax due to weight (€) 

<3000 333 

3,001-3,000 420 

4,001-12,000 500 

>12,001 900 

Electric (not over 1,500) 92 

 

The haulage industry is at the front line of transport changes due to climate change and potential government policy action 

to reduce emissions in this sector, which has, to date, been slow to arrive. Modern tax regimes favour low-emission vehicles and 

with the urgency of the climate crisis these will only become more stringent. The increase in carbon taxes on fuel, toll charges, and 

congestion charges, as well as potentially being forced by their customers to update to low-emission vehicles, will cause serious 

concerns for the HDV & HGV industry. HGVs require long range and demand fast refuelling to accommodate their logistic 

requirements. As well as this, managing the operational requirements of this sector and the available decarbonisation technologies, 

hydrogen fuel cell electric vehicles may be suitable and compatible with heavy-duty & heavy-goods vehicle applications. 

 

The aim of this paper is to understand the attitude, perspective, and requirements of the haulage industry in decarbonising the 

heavy-goods transport fleet using hydrogen. Using this survey data, a cost model is also developed to understand the delivery cost 

of green hydrogen to a network of hydrogen fuelling stations suitable for the HDV & HGV industry; necessary if this industry is 

to potentially embrace a new zero emission fleet of hydrogen fuel cell electric vehicles. 

2. Methodology 

 

The trucking/haulage industry has yet to have a cost effective, suitable solution to enable the industry to decarbonise. LNG & 

CNG is not considered as a clean solution for transport, as they are fossil fuel derived from natural gas, and both emit high levels 

of pollutants that are linked to serious diseases [13]. Biomethane has been considered for transport across Europe and is being 

tested in Ireland today [14]. Biomethane lifecycle emissions can also be very low. However, if the biomass to produce biofuels, in 

this case biomethane, are not sustainably & ethically grown and supplied and biodiversity implications are not minimised the 

emissions and environmental impact can be very high [15]. Biomethane is also not a true zero tailpipe emissions solution having 

the same local air pollution concerns as CNG [13,15]. Therefore, at present, the options for the haulage industry to decarbonise are 

limited to those with an electric drivetrain e.g., battery electric vehicles (BEV), and hydrogen fuel cell electric vehicles (FCEV). 

Both BEVs and hydrogen FCEVs are possible options for the decarbonisation of transport, and as the technology cost reduce and 

fuelling becomes available, customer preference when deciding a suitable solution will impact the future uptake [16, 17]. However, 

based on the stringent operational requirements for heavy-duty and heavy goods transport such as long-range distances, and weight 

requirements, hydrogen FCEVs may be more favourable [16].  

 

While hydrogen offers a zero-emission at the tailpipe, it is only clean as it is produced. The source of hydrogen that supplies 

potential applications can dramatically affect the sustainably & efficacy of the application, similar to the issues around biofuels. 
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Hence, this study chooses to focus on green hydrogen as the fuel alternative for decarbonisation of heavy-duty transport. Green 

hydrogen has very low greenhouse gas emissions from production to end-use compared to other ‘colours’ or sources of hydrogen. 

Green hydrogen is hydrogen produced from electrolysis fully powered by non-biological renewable energy (e.g., solar, wind, etc.). 

Table 3 sets out the lifecycle greenhouse gas emissions of different production methods of hydrogen. A study by Element Energy, 

commissioned by Zemo Partnership UK, reviewed the well-to-tank emissions of hydrogen production in 32 potential pathways 

[18]. It found that renewable based electrolysis represents the lowest emissions pathways for hydrogen delivery to transport. 

 

Table 3 

Lifecycle greenhouse gas emissions of various hydrogen production (HHV) methods and use in vehicles [18, 19] 

Production Method Well to Tank 

Life cycle GHG  

(gCO2eq/MJ) 

Well to Wheel Life 

cycle GHG  

(gCO2eq/MJ) 

   

Hydrogen from Electrolysis fully powered by non-

biological renewable energy  

9.1 3.6 

Hydrogen from Coal  234.4 93.8 

Hydrogen from natural gas using steam methane 

reforming 

104.3 41.7 

Hydrogen from Grid Electricity  205.7 82.3 

Irish Grid Electricity 2017 121 48.4 

 

2.1 Hydrogen Survey Design 

 

Surveys are essential in getting primary data and feedback from stakeholders. The National Transport Authority (NTA) in 

Ireland routinely carries out three surveys: National Household Travel Survey, GDA Education Survey, and Airport Travel Survey 

[21]. The survey in this study was designed to target large haulage operators i.e., haulage companies with more than 5 HDVs/HGVs 

in their fleet, since larger operators are most likely to be the first movers in obtaining hydrogen vehicles. Small operators for 

example, with only 1 HGV are less likely to acquire a new hydrogen fuel cell vehicle immediately, as they may not have the 

financial capabilities to acquire a new vehicle, unless considerable financial support is provided externally. Questions within the 

survey are designed to collect information under four categories:  

 

1. Profile of respondents – entails the very basic information e.g., fleet size, depot locations, types of trucks in their fleet, 

etc 

2. Operation of respondents – involves the details of their operation e.g., annual mileage, annual fuel consumption, distance 

between refuelling, regions in which they operate, travel to, etc. 

3. Intentions for decarbonisation – to ascertain the level of awareness towards decarbonisation and the changes it might 

entail e.g., impacts of carbon tax on their business, the future of their business. As well as the attitude towards acquiring 

low-emission vehicles e.g., what low emission vehicle (LEV) technology have they considered, do they have an LEV in 

their fleet, etc 

4. Interest in hydrogen – this section is focused on gauging the level of interest for hydrogen to decarbonise their fleet e.g., 

factors that would influence their decision in acquiring a hydrogen vehicle (HDV/HGV), the related barriers, and the 

support/incentives they would welcome. 
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The analysis employs a standard online survey that is designed in the platform ‘Survey Planet’ [22]. This online program is 

chosen for its simplicity and accessibility in constructing the questionnaire, disseminating the survey, and compiling the responses. 

There are approximately 39,992 heavy-good vehicles in ROI [9] and the survey aims to capture between 5 - 10% representative 

fleet size, equating to 20 – 100 individual respondents. The survey questions are detailed in Table A 1. The survey was 

disseminated online through electronic mail and different social media platforms e.g., LinkedIn, Twitter and Facebook. The Irish 

haulage industry is represented by the Irish Road Haulage Association.  The survey was sent directly to this network of large 

trucking companies and hauliers as well as networks manually compiled based on the available list of trucking/haulier companies 

in Ireland from the CSO database, personal networks, and collaborating with vehicle associations and groups, such as Hydrogen 

Mobility Ireland [23].  

 

2.2 Hydrogen Delivery Model Design 

Data collected from the survey is used to quantify the potential hydrogen demand in the 2025-2030 timeframe. The annual 

hydrogen demand for each survey respondent is approximated from (1). 

 

𝐻𝐷𝑖 = 𝐹𝐶𝑖  𝑥 𝑀𝑖  𝑥 𝑈𝑖   (1) 
 

 

Table 4  

Variables used to approximate hydrogen demand from survey data 

Variable Unit Description 

HDi kgH2 Annual hydrogen demand for survey respondent 

FCi kgH2/100km FCEV fuel consumption based on vehicle type of survey respondent 

Mi km Average annual mileage of survey respondent 

Ui Item FCEV uptake of survey respondent 

 

The delivery cost model is developed based on the assumption that hydrogen is delivered via a FCEV truck and gaseous 

350 bar hydrogen carrier tank. Two delivery systems are considered for the distribution of hydrogen to the survey respondents, 

namely a ‘Point-to-Point’ and ‘Hub-and-Spoke’ system as displayed in Fig.  1The ‘Point-to-Point’ system involves delivering 

hydrogen directly to each survey respondent where a trailer is unloaded with onsite refuelling assumed. For the ‘Hub-and-Spoke’ 

system, hydrogen is delivered to hubs which are developed along the major motorways/roads in proximity to multiple survey 

respondents and where refuelling is assumed to take place.  
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Fig.  1. Illustration of point-to-point and hub and spoke delivery models 

Both delivery models: point-to-point, and hub-and-spoke, were developed using Microsoft Excel. Microsoft Excel enables 

the user to use the tool after the delivery of the project without licensing issues or server maintenance fees. The model considers 

the main techno-economic drivers of CAPEX and OPEX. The model utilises Google Maps application programming interface 

(API) and calculates the travel distance and journey time by road between the production facility location and each survey 

respondent and hub. The hydrogen delivery model also uses the excel solver function to maximise the transportation volumes while 

setting the average delivery price to be under a desired price ceiling, this allows the user to identify the optimal mix of survey 

respondents to deliver hydrogen to. The model is flexible to accommodate any future survey respondents or change of production 

facility location. The hydrogen production facility for this model is located in county Mayo, in the west of Ireland. This location 

was used for its availability of high-capacity factor renewable energy source (wind), inadequate electricity grid connection in the 

region (which disincentivise developers to build grid connected renewables) and the interest of a number of energy companies to 

produce green hydrogen in this region [21, 22].  

 

The price of hydrogen transportation to each respondent and hub is approximated by equation in (2) and accounts for the 

annual tractor unit, trailer, and driver costs for the corresponding hydrogen delivery volumes. 

 

𝑃𝑡𝑟𝑎𝑛𝑠,𝑖 =
𝐴𝑡𝑟𝑎𝑐𝑡𝑜𝑟,𝑖 𝑥 𝐴𝑡𝑟𝑎𝑖𝑙𝑒𝑟,𝑖  𝑥 𝐴𝑑𝑟𝑖𝑣𝑒𝑟,𝑖

𝐻𝐷𝑖  
 

(2) 

 

The annual cost of the tractor unit is calculated from equation (3). The cost is based on the lifetime cost per km of a 

hydrogen FCEV truck, distance from the production facility to survey respondent, number of trips required based on tube trailer 

capacity (calculated by equation (4)) and the number of days in operation per year. 

 

𝐴𝑡𝑟𝑎𝑐𝑡𝑜𝑟,𝑖 = 𝐶𝑘𝑚,𝐹𝐶𝐸𝑉  𝑥 𝐿𝑡𝑟𝑖𝑝,𝑖  𝑥 𝑁𝑡𝑟𝑖𝑝,𝑖  𝑥 2 𝑥 𝑂𝑑𝑎𝑦𝑠 (3) 

𝑁𝑡𝑟𝑖𝑝,𝑖 =
𝐻𝐷𝑖

𝑀𝑡𝑟𝑎𝑖𝑙𝑒𝑟  𝑥 𝑂𝑑𝑎𝑦𝑠

 
(4) 
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Equation in (5) is used to calculate the annual trailer cost based on the lifetime of the unit. The variables accounted for 

are the number of tube trailers required (calculated by equation (6)), investment and operational costs of the tube trailer and its 

lifetime. 

 

𝐴𝑡𝑟𝑎𝑖𝑙𝑒𝑟,𝑖 =  𝑁𝑡𝑟𝑎𝑖𝑙𝑒𝑟,𝑖 𝑥 
𝐶𝑖𝑛𝑣,𝑡𝑟𝑎𝑖𝑙𝑒𝑟  

𝑇𝑡𝑟𝑎𝑖𝑙𝑒𝑟

𝑥 (𝐶𝑂,𝑡𝑟𝑎𝑖𝑙𝑒𝑟  𝑥 𝐶𝑖𝑛𝑣,𝑡𝑟𝑎𝑖𝑙𝑒𝑟  )  
(5) 

𝑁𝑡𝑟𝑎𝑖𝑙𝑒𝑟,𝑖 =
(𝑡𝑗𝑜𝑢𝑟𝑛𝑒𝑦,𝑖 + 𝑡𝑙𝑜𝑎𝑑) 𝑥 𝑁𝑡𝑟𝑖𝑝,𝑖

𝑡𝑡𝑟𝑎𝑐𝑡𝑜𝑟,𝑎𝑣𝑎𝑖𝑙𝑎𝑏𝑙𝑒

 
(6) 

 

 

Equation in (7) approximates the annual cost relating to the hydrogen FCEV truck driver. This encompasses the round-

trip journey time, tube trailer loading/unloading time and the corresponding driver wages for a full year of operation. 

 

𝐴𝑑𝑟𝑖𝑣𝑒𝑟,𝑖 = (𝑡𝑗𝑜𝑢𝑟𝑛𝑒𝑦,𝑖  +  𝑡𝑢𝑛𝑙𝑜𝑎𝑑) 𝑥 𝑁𝑡𝑟𝑖𝑝,𝑖  𝑥 𝑂𝑑𝑎𝑦𝑠 𝑥 𝐶𝑑𝑟𝑖𝑣𝑒𝑟  (7) 

 

 

Table 5 

Variables used in hydrogen delivery model 

Variable Unit Value Source Description 

Ptrans,i €/kg Calculated - Price of hydrogen delivery to survey 

respondent / hub 

Atractor,i € Calculated - Annual costs of FCEV truck/tractor unit 

delivering to survey respondent / hub 

Atrailer,i € Calculated - Annual costs of trailer unit delivering to survey 

respondent / hub 

Adriver,i € Calculated - Annual driver costs for delivering to survey 

respondent / hub 

HDi kgH2 Calculated - Annual hydrogen demand for survey 

respondent 

Ckm,FCEV €/km 0.76 [26] Cost per km of FCEV over lifetime of truck 

from total cost of ownership model 

Ltrip,i km Calculated - Distance from production facility to survey 

respondent 

Ntrip,i Trips/Days Calculated - Number of trips per day required to respondent 

considering trailer capacity 

Odays Days 95% - Operational days per year 

Mtrailer kg 400 [27] Gaseous hydrogen tube trailer capacity @ 350 

bar 

Ntrailer,i Item Calculated - Number of tube trailers required to service 

survey respondent 

Cinv,trailer € 200,000 [27] Investment cost for tube trailer unit 

Ttrailer Yrs 15 [28] Lifetime of tube trailer 

CO,trailer % 2 [28] Operational cost for tube trailer unit as a 

percentage of investment cost 

tjoruney,i hrs Calculated - Round trip journey time from production 

facility to survey respondent 

tload hrs 0.75 - Time to load/unload hydrogen from tube trailer 

to respondent 

ttractor,available hrs/day 24 - Time per day truck/trailer is available for 

operation 

Cdriver €/hr 27.8 - Driver hourly cost to employer 
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3. Results 

3.1 Profile of Respondents 

Approximately 300 individual stakeholders were contacted directly via email to complete the survey and many more were 

engaged with on social media. The survey received responses from 70 different trucking companies or hauliers, representing 

approximately 3,000 heavy-duty vehicles which is 7.5% of the representative fleet, within the parameters to have a statistically 

significant analysis. This broke down to 70 HDV users of which 95% were HGV users.  As displayed in Fig.  2 majority of the 

respondents have greater than 100 vehicles in their fleet and the average category of vehicle is greater than 30 tonnes (commercial 

vehicle category heavier N3). 

 
Fig.  2. Fleet Breakdown 

 
Fig.  3. Location of where the fleets operate 

 

The top three type of vehicle in the surveyed fleet are articulated tractor/18-wheelers, semi-trailer, and a flatbed truck. A 

majority of 37.3% answered that their fleet is exclusively or mostly fuelled at base. The depots of these companies are located 

nationwide as indicated in Fig.  4. 
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Fig.  4. Depot locations of survey respondents 

 

3.2 Operation of Respondents 

As shown in Fig.  3 majority of the companies operate within the island of Ireland (70.7%), i.e., the Republic (39.4%) 

and Northern Ireland (31.3%). The average distance travelled by one truck is between 50,000 to 100,000 km per year with an 

average fuel consumption of 20-40 litres (mainly diesel) per 100 km, and a 600-700 km range between refuelling. Approximately 

79.8% of the respondents replied that diesel is the main fuel used in their fleet, while 8.3% use either CNG/LNG/LPG and 8.3% 

currently uses battery electric vehicles and one respondent indicated they already use hydrogen in their fleet, possibly representing 

a HDV operator.  

 

3.3 Intentions for Decarbonisation  

Approximately 49.3% of the companies have low-emission vehicles in their fleet, and 11.6% are in the process of 

acquiring low-emission vehicles. Among those who claimed to have LEVs, it is not known exactly what type of low-emission 

vehicles they have nor what they consider to be low emissions. Additionally, 21.7% of the respondents simply do not know what 

the best sustainable fuel alternative is yet. 

 

The participants identify carbon tax to have a medium to high impact on their business, 37.7% perceive acquiring a low-

emission vehicle would generate business or benefits in the future, and 21.7% understand that LEVs would sustain their existing 

business as displayed in Fig.  5. 
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Fig.  5. Impact of low-emission vehicles on the business 

3.4 Interest in Hydrogen 

When asked to rate (between 1-5) their interest among different fuel alternatives, the cumulative scores show that FCEV 

scored highest, therefore most preferred, followed by hydrogen combustion, and then CNG/LNG as displayed in Fig.  6.  

 

 

Fig.  6. Scoring the interest on different fuel alternatives 

It is identified that the following are the top five factors that would influence the participant’s decision on purchasing a 

hydrogen vehicle:  

1. Cost of hydrogen fuel 

2. Sustainability & reliability of the vehicle 

3. Cost of the vehicle 

4. Service back-up support for the vehicle 

5. Safety 

 

The top three perceived barriers in purchasing a hydrogen truck were identified as: 

1. Cost of vehicle purchase & operation 

2. Unknown vehicle performance/reliability 

3. Availability of green hydrogen fuel on route 

 

Additionally, the majority of these companies operate within the Republic of Ireland and Northern Ireland, 84.1% require the 

hydrogen vehicle to be right-hand drive.  
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When acquiring a hydrogen vehicle, the following are the top five support or incentives the industry would welcome – most 

of which are available for battery electric vehicles in Ireland [29]:  

1. Purchase grant 

2. Fuel cost support 

3. Carbon tax offset for diesel fleet 

4. Lower motor tax 

5. VRT relief 

 

One of the final questions asked was if a hydrogen vehicle were available at a similar price to other low-emission vehicles, 

56.5% of the respondents would be willing to purchase between 1 to 5 vehicles over the next 5 years, and 21.7% would be willing 

to buy greater than 20 vehicles. That is equivalent to approximately 400 hydrogen HDVs among 70 haulage/trucking industry 

respondents. Moreover, 49.3% would finance the hydrogen truck over a term, and 20.3% would buy it outright. 

 

3.5 Delivery Model 

The low, median, and high annual hydrogen demand and price projections for the 2025-2030 timeframe based on the 

survey responses are illustrated in Fig.  7 and Fig.  8 respectively. The total annual hydrogen demand estimated for all respondents 

is in the range of 2,023-4,626 tonnes, with a median estimate of 3,219 tonnes of hydrogen. 

 

 

Fig.  7. Annual Hydrogen demand for each survey respondent 2025-2030 
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Fig.  8. Average hydrogen delivery price per kilogram of hydrogen for each survey respondent 2025-2030 

The location of the hydrogen production facility for the delivery price analysis is Co. Mayo. The ‘Point-to-Point’ delivery 

system which considers hydrogen to be delivered to the depot of each survey respondent for onsite refuelling, estimates the 

weighted average delivery price for the low, median, and high scenarios to be 6.4€/kg, 4.1€/kg and 3€/kg respectively. See Fig.  9 

for a map of ‘Point-Point’ locations and delivery routes. 

 

Fig.  10 illustrates the optimised delivery volumes and corresponding weighted average delivery price for the ‘Point-to-Point’ 

distribution system for the low, median, and high demand projections. The solver function in Microsoft Excel was used to optimise 

the delivery volumes (blue bar) while ensuring the average delivery price (blue line) remained under the 2.5 €/kg price ceiling 

indicated by the yellow dashed line. By incorporating the price ceiling constraint into the model, the delivery volumes reduced on 

the low, median, and high demand projections by 881 tonnes, 662 tonnes and 1,075 tonnes respectively. See Appendix B – 

Optimised Delivery Price for the optimal mix of survey respondents to deliver hydrogen to, considering the price ceiling and the 

‘Point-to-Point’ distribution system. The optimised annual hydrogen delivery volumes and prices were calculated to be: 

 

● Low demand projection: 1,141 tonnes of hydrogen at a delivery price of 2.43 €/kg 

● Median demand projection: 2,558 tonnes of hydrogen at a delivery price of 2.31 €/kg 

● High demand projection: 3,551 tonnes of hydrogen at a delivery price of 2.08 €/kg 

 

0

50

100

150

200

250

300

350

400

450

500

H
yd

ro
ge

n
 D

e
liv

er
y 

P
ri

ce
 €

/k
g

Survey Respondent

Range Low Median High



14 

 

 

Fig.  9. Map of survey respondents and ‘Point-Point’ Model 

 

 

Fig.  10. Optimised hydrogen delivery volumes and weighted average price for ‘Point-to-Point’ distribution system 
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The locations of all hubs and survey respondents are illustrated in Error! Reference source not found.. Hubs were developed 

for counties where more than one survey respondent was located. In some cases, respondents in multiple counties were assumed 

to refuel at a shared hub. These include: 

 

● Belfast hub: Antrim and Down respondents. 

● Dublin hub: Dublin and Kildare respondents. 

● Nenagh hub: Tipperary and Limerick respondents. 

 

See Fig.  11 for a map of the survey respondent, hub locations and delivery routes. The delivery prices for the ‘Hub & Spoke’ 

distribution system relating to the low, median and high demand projections are presented in Fig.  12. The weighted average 

delivery price for all survey hubs for the low, median, and high scenarios was estimated to be 2.42€/kg, 1.89€/kg and 1.63€/kg 

respectively. For this distribution system, no further optimisation was required as the average delivery price was below the 2.50€/kg 

price ceiling for all of the scenarios. Fig.  13 shows the hydrogen volumes transported annually and the corresponding delivery 

price. There was also no reduction in the volume of hydrogen delivered annually based on the low, median, and high demand 

projections from the survey. 

 

 

Fig.  11. Map of survey respondents and hub locations for ‘Hub & Spoke’ Model 
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Fig.  12.  Average hydrogen delivery price per kilogram of hydrogen for each demand hub 2025-2030 

 

Fig.  13. Hydrogen delivery volumes and weighted average price for ‘Hub & Spoke’ distribution system 

4. Discussion and Recommendations 

Albeit small, a hydrogen economy is active on the island of Ireland; for example, BOC Gases supplies hydrogen, by truck, to 

industrial customers across the country as well as suppling hydrogen to three double decker buses on Bus Éireann’s fleet. In 

addition, Energia, with the assistance of EU funding, has built the first wind farm connected hydrogen electrolyser plant on the 

island in Ballymena, Co Antrim [30]. Over the past year, there has also been several media releases of potential hydrogen 

production locations across the island of Ireland [25–27]. However, the hurdle of progressing these potential locations from idea 

to feasibility, to producing green hydrogen at scale to assist the energy transition is very slow. Scaling up the decarbonising 

potential and therefore demand and market for hydrogen in Ireland is an immense challenge. The slow move away from fossil fuels 

and hence the slow development of a hydrogen economy and the related green hydrogen production matched by slow government 
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leadership to develop appropriate and dedicated green hydrogen policies, results with developers being discouraged to invest in 

green hydrogen projects [34], see Fig.  14.  

 

Fig.  14. Cyclically interconnected challenges on the uptake of hydrogen 

With the release of the Irish government’s Climate Action Plan in November 2021, green hydrogen is been identified as 

having the potential to support decarbonisation across several sectors, including hard-to-abate sectors such as HGVs [35].  

The survey presented in this study confirmed some information we already know about the HGV sector such as that most 

HGVs are presently fossil fuel based but interestingly a result that is surprising and also concerning is that over a fifth of the 

respondents simply do not yet know what the best sustainable fuel alternative is for their business. This highlights that OEMs and 

those with technology or fuel solutions and government bodies are not delivering a clear message to the haulage/trucking sector 

for them to make a decisive decarbonisation decision or investment. Interestingly the participants identify carbon tax to have a 

medium to high impact on their business while over 50% perceive acquiring a low-emission vehicle would either sustain or generate 

business in the future. These insights point towards serious concerns for the business sustainability of the HDV & HGV industry 

if they do not move to low-emission vehicles.  

One thing we do know is if we want to eliminate carbon emissions and local air quality emissions the options for the 

haulage industry to decarbonise are limited to those with an electric drivetrain e.g., battery electric vehicles (BEV), and hydrogen 

fuel cell electric vehicles (FCEV). However, based on the stringent operational and logistic requirements for heavy-duty and heavy-

goods transport such as long-range distances and weight requirements, hydrogen FCEVs may be a more favourable, as identified 

in the results. 

The hydrogen demand, modelled in this study, under different scenarios and corresponding delivery prices are summarised 

in       Table 6. The results show that the hub-and-spoke delivery model yields lower delivery prices indicating that it is a more 

cost-efficient system than point-to-point. Nevertheless, this requires refuelling infrastructure. It will involve extensive planning 

and collaboration between the hauliers and the hydrogen producers and policy makers to develop a hub within their county as 

shown in Fig.  11. Map of survey respondents and hub locations for ‘Hub & Spoke’ Model. It is highly possible that early movers 

in hydrogen production will initially adopt a point-to-point delivery model for convenience and as more customers emerge national 

hubs will evolve.  
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      Table 6 

      Hydrogen demand and corresponding delivery prices. 

 Low Medium  High 

Hydrogen Demand (tonnes/year) 1,141 2,558 3,551 

Delivery Price – Point-to-Point (€/kg) 2.43 2.31 2.08 

Delivery Price – Hub and Spoke (€/kg) 2.42 1.89 1.63 

 

With the success of the hydrogen bus trial in Dublin in 2020, leading to the roll-out of three hydrogen buses in Dublin in 

2021, fuelled by a provisional hydrogen refuelling method by BOC Gases, much is being learnt by the industry [23 , 24]. In 

addition, the hydrogen bus deployment in Belfast and its commercial hydrogen fuelling station sets a path for the Republic of 

Ireland to follow [38]. Heavy-transport, due to its large impact on emissions as well as its difficulty to both decarbonise & solve 

local air pollution issues, is an obvious potential route to market for a fledgling green hydrogen industry. Furthermore, recent 

announcements in Ireland are encouraging as they point to a significant available supply of green hydrogen that will lower its price 

considerably allowing the business case of HDVs to make better economic and environmental sense [26, 27]. HDVs offer a beach 

head for potential producers of hydrogen to bring their small scale offering to market and grow their capability to evolve into other 

sectors such as heat or industry, echoed in the Climate Action Plan.  

With an understanding of its decarbonisation potential, this equates to an opportunity to mobilise the haulage/trucking 

industry that could bring hydrogen HDVs & HGVs to Ireland similar to that of Switzerland or New Zealand [22, 28]. It is 

reasonable, that the deployment of hydrogen HGVs is equally achievable and can gradually overcome the challenges set out in 

Error! Reference source not found.13. Additionally, the majority of the participants of the survey responded positively towards 

a potential project of bringing a large number of hydrogen HGVs to Ireland - 46.4% would work to make it happen as early as 

possible. If 1,000 hydrogen trucks are rolled out, this could avoid approximately 74.6 kilotonnes of CO2 annually, requiring 6.8 

kilotonnes of green hydrogen produced from a 42 MWe installed electrolysers (89% capacity factor) at a single or multiple 

renewable energy sites in Ireland. If one of the decarbonisation objectives is to increase renewable power penetrations in future 

power systems, production of green hydrogen can ensure a more efficient renewable energy system by capturing curtailed 

electricity induced by the intermittency of renewables. In 2020, approximately 13% of Ireland’s renewable electricity was not 

utilised [43] and could have been used to produce hydrogen, which would subsequently be used to fuel sectors such as heavy-duty 

transport . This is an immense market opportunity for hydrogen in Ireland, one that should not be missed.  

It is important to note that a successful deployment of hydrogen vehicles will require collaboration between interested 

stakeholders with a clear overarching objective: decarbonisation that is equally economically feasible. Hence, it must be made 

clear that it is not about what percentage of Irish heavy-duty fleet should be hydrogen but rather the number of hydrogen trucks 

that should be deployed that makes most sense for the country. Scaling up requires a minimal number not a percentage. HDV 

vehicle supply is not an issue, manufacturers are prepared to partner up with rollout projects. Hydrogen HDV & HGV 

manufacturers e.g., Hyzon, Hyundai, Daimler, Volvo, Iveco are committed to increasing manufacturing capacities to provide 

supply of fuel cell electric trucks [43, 44]. Initially, through the survey, the availability of a right-hand drive vehicle was identified 

as a potential bottleneck for a suitable supply of hydrogen vehicles for Ireland considering that majority of the hydrogen vehicle 

manufacturers are based in left-hand drive countries. However, over the last year, on the back of many hydrogen HDV 

manufacturers scaling up production, they are now producing right-hand drive models for demand from countries like the UK, 

New Zealand, Ireland, etc [21,22,39]. 

The government of Ireland through the Department of Transport is working towards developing a ten-year strategy for 

the road haulage sector which will set out a roadmap for reducing emissions in transport  over the coming decade [48]. The haulage 

industry is at the front line of transport changes due to climate change and potential government policy action which has, to date, 
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been slow to arrive. The survey indicates that there is a significant interest among the haulage/trucking industry on the island of 

Ireland to use hydrogen to decarbonise their fleet.  

 

Recommendations arising from this research: 

• Heavy duty vehicles (HDVs/HGVs) are the source of a large portion of emissions from transport. Decarbonising 10 hydrogen 

HDVs is equivalent to decarbonising approximately 400 passenger cars, therefore introducing even a small number of zero 

emission HDVs has a large effect on overall transport emissions. The HDV/HGV sector is a sector that can be decarbonised 

by low emission fuels such as hydrogen.  

• Important everyday operational requirements are placed on the haulage industry by their customers which affect their low 

emission vehicle choice; the range, refuel time, weight, etc. The industry necessitate that a replacement low emissions vehicle 

should be similar to what the industry are familiar with so that they can embrace the change to low emissions. The haulage 

industry requires an effective solution that they can support and grow, through the retirement of old vehicles and the purchase 

of new vehicles. Hydrogen fuel cell electric HDVs present a technology that the survey identifies the haulage industry can 

support. 

• The source of hydrogen has a direct relationship to the life cycle emissions and life cycle efficiency of that hydrogen. Green 

hydrogen, produced from a renewable energy source and delivered to a refuelling station, has lower life cycle greenhouse gas 

emissions compared to hydrogen produced from fossil fuel sources or from the electricity grid. If hydrogen fuel cell electric 

HDVs are to be part of the decarbonisation solution for HDVs/HGVs, the hydrogen source should be green hydrogen. 

• Hydrogen heavy duty vehicles are available in right hand drive versions from a number of global manufacturers and suppliers. 

Deployment of these vehicles have proven to be successful in many regions across Europe, UK & New Zealand. The 

deployment of between 100-500 vehicles is the scale necessary for the economics to be similar to other low emission vehicles. 

A plan for such a deployment would be large enough to kick off a hydrogen industry in Ireland. 

• There are no commercial hydrogen refuelling infrastructure in the Republic of Ireland and this is a serious limiting factor for 

deploying hydrogen fuel cell heavy duty vehicle applications. The development of a national hydrogen refuelling network for 

heavy duty vehicle applications in Ireland is seen as a step towards lower emissions in the HDV sector. 

• A hub-and-spoke delivery model for hydrogen yields lower delivery prices indicating that it is a more cost-efficient system 

than point-to-point. This sets out potential suitable locations in Ireland that would support the demand of green hydrogen 

supply. 

5. Conclusion 

Transport emissions must be reduced and decarbonising heavy-duty transport is an important area to focus. The haulage sector 

will have to make significant cuts in emissions; however, a quarter of the hauliers are not aware of alternatives and concerningly 

these may purchase vehicles that may not be suitable in 10 years having a severe impact on emissions as well as their business. It 

is better to transition to cleaner alternatives earlier, to prepare for the uncertainties brought on by climate change and ensure their 

business survival. 

 

The results from the survey, of a suitable representation of the sector, show a positive interest in response to hydrogen as a 

fuel alternative for heavy-duty vehicles. It is revealed that if hydrogen trucks were available at similar costs to the incumbent low-

emission trucks, (& hydrogen refuelling stations were accessible) most truck fleet operators surveyed would invest in hydrogen 

vehicles, seeing them as future proof, zero emission vehicles. One of the main reasons is that hydrogen is very compatible for the 

operational requirements of the haulage industry – hydrogen fuel cell trucks scored the highest among five other LEV alternatives. 
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When asked how they would respond to a project with an aim to bring hydrogen vehicles to Ireland, 46.4% claimed that they 

would work to help make it happen as early as possible, 29% said that they would wait and see how it works, and 24.6% said they 

will support it if it happens. This is a significant amount of hydrogen demand, would yield significant reduction in transport 

emission and enough to start the hydrogen market in Ireland, which could ripple out into the wider hydrogen and energy economy. 

 

The results from this study also indicate that moving hydrogen from source to hydrogen refuelling station in a hub-spoke 

model is potentially a preferred delivery option as it yields lower costs if the demand exists. 

 

Hydrogen is an important decarbonisation tool and the demand for it will only increase. Considering the immense renewable 

sources in Ireland that is largely untapped, there is a significant opportunity to be a major producer of green hydrogen. It is 

important to be thinking forward especially in a rapidly changing world. Utilising green hydrogen for hard-to-decarbonised sectors 

such as heavy-duty transport is a step in that direction.  
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Appendix A  

 

Table A 1  

Survey Questions 

Questions Response Options 

Company Name  

Do you operate our own delivery fleet or are you a haulage service? Operate own delivery fleet 

Haulage Service Provide  

Both 

Fleet Size   1-5 

5-15 

15-30 

30-50 

50-100 

>100 

Location of Depot  

Does your fleet use Diesel 

Petrol 

CNG/LNG/LPG 

Battery Electric 

Hydrogen 

Is the fleet fuelled at base? Yes/No 

Where does your fleet operate? (Please tick relevant boxes) Withing the Republic of Ireland 

Within the island of Ireland 

UK Mainland 

Mainland Europe 

Other, please specify 

How many kilometres does an average truck travel per year? 20,000 – 50,000 km 

50,000 – 100, 000 km 

100,000 – 150,000 km 

> 150,000 km 

Others 

What is the annual fuel consumption of one truck? 1 million litres 

2-3 million litres 

> 3 million litres 

Other 

What type of trucks do you have? (Please tick relevant boxes) Semi-Trailer 

Flatbed 

18-Wheeler 

Dump Truck 

Box Truck 

Tank Truck 

Other 

What type of contracted services do you engage? (Please tick 

relevant boxes) 

Food/Beverage 

Livestock 

Fuel 

Cement/Rock 

Other 

What level of impact does the current carbon tax on fuel has on your 

business? 

Low impact 

Medium impact 

High impact 

Have you started to decarbonise your fleet? Yes, and I already have low-emission vehicles. 

Yes, and I am in the process of acquiring low-emission 

vehicles. 

No, but I have plans to do so. 

No, I do not want to.  
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How much interest do you have on the following fuel alternatives? Rate (1-5, 5 being the highest) 

Biodiesel 

CNG/LNG 

Battery EV 

Hydrogen FCEV 

Hybrid EV 

Hydrogen combustion 

Having a low-emissions vehicle would Generate more business 

Gain access to new markets 

Sustain existing business 

Have no difference 

Other 

If a hydrogen truck is available to be purchased today, rate the 

factors that would influence your decision: 

(Rate 0-5, 5 being the highest) 

Cost of the truck 

Cost of the hydrogen fuel 

Refuelling stations along major roads 

Refuelling option for your depot 

Travel Range 

Safety  

Fuel guaranteed green 

Hydrogen trucks have a range of an excess of 800 km (that is 

continuously improving), what is your average range between 

refuelling? 

 

 < 600 

 600-700 km 

 800-1000 km  

 >1100 km 

If a hydrogen truck were available to be purchased at your price 

range – would your decision on purchasing it be determined on: 

Left-hand drive 

Right-hand drive 

Does not matter 

If you were to operate a hydrogen truck, would you Buy it out right 

Finance it over a term 

Have a lease agreement per annum 

Other, comment 

What type of support/incentives would you like to have when you 

acquire a hydrogen vehicle? 

 

Fuel Cost Support 

Toll incentive 

Purchase grant 

Lower motor tax 

VRT relief 

Rewards for end/user/customers 

Carbon Tax offset for diesel fleet 

other 

Rate the impact of perceived barriers to purchasing a hydrogen 

vehicle for your business? 

Increase in insurance cost 

Increase risk at depot 

Extra fire safety 

Planning permission requirements 

Tighter regulations to access tunnels, ferries, etc.  

Additional staff training 

Inadequate vehicle range 

If a hydrogen trucks are available at a similar price to other low-

emission vehicles, how many would you be willing to purchase over 

the next 5 years? 

0 

1-5 

5-10 

10-20 

>20 

If a project aims to bring in 1000 hydrogen trucks, how would you 

rate your response to it? 

Rate options between 1-5, 5 very likely 

 

I would wait and see how it works 

I would work to help make it happen as early as possible 

If it happens, I will support it 

I would have no interest 

 

Do you have any other comments or suggestions?   

If you are interested and want more information, please leave your 

email. 
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Appendix B – Optimised Delivery Price 

 

Table A 2 

Optimal mix for hydrogen delivery under 2.50 €/kg for low demand projection. 

Survey Respondent ID Annual Demand  

(kg) 

Delivery Price 

(kg) 

1 144,320 2.72 

21 144,320 2.67 

25 253,500 1.58 

48 144,320 2.47 

54 144,320 2.69 

59 134,832 1.49 

60 169,000 2.60 

62 6,725 31.97 

Total / Weighted Average 1,141,337 2.43 

 

 

Table A 3  

Optimal mix for hydrogen delivery under 2.50 €/kg for median demand projection. 

Survey Respondent ID Annual Demand  

(kg) 

Delivery Price 

(kg) 

1 180,400 2.17 

21 180,400 2.13 

25 253,500 1.58 

48 180,400 1.98 

54 180,400 2.15 

59 168,540 2.28 

60 211,250 2.08 

62 20,175 10.66 

3 50,512 3.24 

10 108,240 1.90 

10 108,240 1.90 

10 108,240 1.90 

14 50,438 3.74 

15 101,124 1.96 

18 81,180 2.55 

26 25,281 2.15 

29 25,281 3.42 

32 75,843 2.40 

33 108,240 2.00 

36 27,060 3.66 

38 72,160 2.75 

51 86,592 3.15 

55 86,592 2.37 

58 67,416 4.00 

Total / Weighted Average 2,557,504 2.31 
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Table A 4  

Optimal mix for hydrogen delivery under 2.50 €/kg for high demand projection. 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

Survey Respondent ID Annual Demand  

(kg) 

Delivery Price 

(kg) 

1 216,480 1.81 

21 216,480 1.78 

25 253,500 1.58 

48 216,480 1.65 

54 216,480 1.79 

59 202,248 1.90 

60 253,500 1.73 

62 33,625 6.39 

3 72,160 2.27 

10 144,320 2.74 

10 144,320 2.74 

10 144,320 2.74 

14 89,667 2.10 

15 134,832 1.47 

18 144,320 2.74 

26 50,562 1.08 

29 50,562 1.71 

32 134,832 1.35 

33 144,320 2.87 

36 54,120 1.83 

38 108,240 1.83 

51 108,240 2.52 

55 108,240 1.89 

58 101,124 2.66 

8 33,708 2.23 

9 33,708 2.14 

23 50,562 2.72 

40 54,120 2.34 

61 36,080 2.65 

Total / Weighted Average 3,551,150 2.08 
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Executive Summary 

Hydrogen is becoming increasingly popular as an alternative fuel source to decarbonise the 

transport and energy sectors. At present, hydrogen mobility has been adopted in many other countries 

as part of clean energy and emission reduction targets. In addition to contributing zero emissions, 

hydrogen fuel cell electric vehicles are highly efficient while improving air quality and noise pollution. 

This report analyses the data gathered from the first hydrogen-powered fuel cell electric bus, a Caetano 

H2.CityGold bus, operated on various routes throughout Dublin & Meath between November and 

December 2020. The trial was organised by Hydrogen Mobility Ireland (HMI) and DCU and supported 

by CIE, Bus Éireann, Dublin Bus, the Department of Transport, and other stakeholders.  

The hydrogen fuel cell electric bus travelled 3086km on Irish roads during the 8 week trial 

period. The bus, which can be refuelled in less than 9 minutes and a range of 400km, received a high 

level of public passenger satisfaction when surveyed. It was found that the hydrogen bus has suitable 

design, range, efficiency, refuelling time and comfort for the various circuit and shuttle routes chosen 

in either urban or suburban and rural settings, in various winter weather conditions on Irish roads. The 

hydrogen bus performed with an average hydrogen consumption of 5.6kg/100km or 6.7MJ/km with 

zero tailpipe emissions (zero NOx or CO2 or CO or CH4 emissions). It is shown that hydrogen fuel cell 

vehicles using hydrogen produced directly from renewable sources can have lower life cycle carbon 

intensity and equivalent efficiency as grid connected battery electric vehicles. 

This trial is important from the perspective of the Irish State, who are the key actor in 

developing a pathway for Ireland to deliver the levels of emissions reductions required between now 

and 2030. Seeing and trialling hydrogen bus technology is essential for Irish bus owners and operators, 

to gain experience and understanding of this zero emissions technology. It is important for those who 

provide public transport services in Ireland and their partners to gain knowledge in the operation of a 

Hydrogen fuel cell bus in actual service on a mix of urban, suburban and rural routes. 

Two main recommendations are for government to development Ireland’s Hydrogen Strategy 

and for government to support the development of a national hydrogen refuelling network for public 

transport and heavy duty vehicle applications in Ireland. 

This trial is seen in the context of further deployments involving double decker buses in Dublin 

by the NTA in 2021 and the developments in Northern Ireland where Hydrogen Fuel Cell Buses will 

operate on the Belfast City Bus fleet using green hydrogen. 

 

Keywords:  Bus, Hydrogen, Ireland, Refuelling, Zero Emissions, Public Transport. 
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Introduction 

Globally transport systems, operators and local authorities are under increasing pressure to 

reduce their environmental and health impacts and to aggressively decrease carbon emissions to 

achieve city, national, EU and global goals agreed within the Paris Agreement, resulting EU green 

deal and EU climate policy [1]. In Ireland transport is the largest end-user of energy across all sectors, 

currently 97% reliant on imported fossil fuel oil. Mobility has shown the largest increase in carbon 

emissions of any other sector in Ireland; more than doubling since 1990 to over 12MtCO2eq in 2019; 

resulting in Ireland missing its 2020 EU transport target [2]. Although heavy duty vehicles (HDVs), 

including trucks and buses, only account for approximately 5% of vehicles on EU roads, they are 

responsible for around 25% of all road transport emissions including particulate matter and NOx 

emissions. Electric drivetrains offer a zero tailpipe emission solution to mobility. 

Hydrogen fuel cell vehicles are electric vehicles and offer a zero emission fuel solution 

with fast fuel refill and with long range, not compromised by weight. Hydrogen fuel cell vehicles 

operate on the same principal as battery electric vehicles, however a fuel cell, in place of a large 

battery, is used to convert energy stored in the hydrogen directly to electricity to power an electric 

motor. The hydrogen fuel can be produced by the electrolysis of water by renewable electricity 

and can even assist the deployment of additional renewable energy on the electricity system (by 

mopping up excess produced electricity, reducing curtailment and relieving electricity grid 

constraint). The technology has been developed and deployed by car, bus and truck auto 

manufacturers, while vehicle mass manufacture has scaled up in recent years. Many hydrogen 

vehicles have been trialled to the public in cities to ensure wide coverage and political impact. 

Over 2,000 Hydrogen buses are in operation globally across the US, Europe and China; London, 

Aberdeen, Paris, Korea, Germany, New Zealand, Australia, California [3-9].  
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The hydrogen fuel cell bus trialled in 2020 was the first on the island of Ireland to go into 

service with passengers. The trial aimed to demonstrate the viability of hydrogen as a clean 

transport fuel for today and the future, supporting policymakers and transport operators who are 

aiming to take immediate action on air pollution and achieve Ireland’s net zero emission targets.  

This document reports on the data collected from the hydrogen bus trial, exploring the use of 

hydrogen as a low emissions fuel in public bus transport in Ireland.  

The objectives of this report are to:  

• Assess and analyse the primary data gathered from the hydrogen fuel cell bus trial. 

• Compare the hydrogen fuel cell bus with existing fossil fuel fleet as well as low or zero 

emission solutions including battery powered electric vehicles (BEVs) and plug-in hybrid 

vehicles (PHEVs). 

• Present recommendations and next steps to assist government, bus operators and local 

authorities with procurement decisions involving future zero emission hydrogen fuel cell 

vehicles.  

• Disseminate the hydrogen fuel cell bus trial to the stakeholders & connected organisations, 

transport operators, policymakers and the general public.  

Hydrogen Transport Initiatives in Neighbouring Countries  

In 2020, Northern Ireland’s Department of Infrastructure granted a large investment of 

£66 million toward the decarbonisation of the public transport sector. The funding enabled the 

public transport operator Translink to invest in 100 zero emissions buses including 20 hydrogen 

fuel cell electric buses. Translink and the Energia group are working together to ensure the 

hydrogen fuel is produced using renewable resources, wind power in this case. These efforts are 
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aligned with Northern Ireland’s 2040 targets which set out to completely decarbonise public 

transport [10 & 11].  

A recent report by NUIG & DCU funded by the Northern Ireland Department for the 

Economy mentioned the unique position of Ireland to become a leader in hydrogen deployment 

and on a high scenario Northern Ireland could have 600 buses, 1000 trucks & 18 trains operating 

on hydrogen by 2030 [12]. 

In Scotland, the Aberdeen hydrogen bus project included two initiatives: the HyTransit 

project and the High V.LO-City project. Both projects were supported with funding by the Fuel 

Cells and Hydrogen Joint Undertaking (FCH JU). The HyTransit project ran between 2013 and 

2018. A fleet of six hybrid fuel cell buses were introduced to public city routes operated by 

Stagecoach to demonstrate the ability for hydrogen to meet and exceed the performance of diesel 

buses. As part of the High V.LO-City project, an additional four single-decker fuel cell buses were 

deployed by FirstGroup in Aberdeen. To support the projects, the largest hydrogen production and 

refuelling station in the UK was set up in Kittybrewster, Aberdeen. The production facility 

manufactures the green hydrogen from renewable resources [13].  

JIVE and JIVE 2 set out to introduce 291 hydrogen fuel cell buses to 22 European cities 

between them. Both projects are co-funded through grants by the FCH JU under EU Horizon 2020 

framework programme. The 6-year JIVE project began in 2017 and cooperated with local and 

national governments to introduce the fuel cell buses and associated infrastructure to cities in 5 

countries. Fifteen hydrogen fuel cell buses were put into service in Aberdeen Scotland under the 

large EU-funded JIVE. The world’s first hydrogen-powered double decker buses began operation 

at the start of 2021, operated by the Scottish transport provider First [14]. Today, Aberdeen has 

twenty-five hydrogen fuel cell buses operating on its streets. Aberdeen is the leading city in the 
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UK in terms of hydrogen mobility with many others following suit in the JIVE 2 project. JIVE 2 

is an expansion of the first JIVE project aiming to introduce further fuel cell electric buses to 14 

European cities. Both projects make up the largest hydrogen bus project in Europe [15 & 16].  

The fuel cell projects and initiatives outlined above introduce hydrogen fuel cell buses on a small 

scale to cities. Through trials and early deployments and by demonstrating hydrogen supply, 

hydrogen refuelling and the hydrogen fuel cell electric vehicles the intention is to create 

momentum for low emission mobility, its ability to lower emissions, reduce noise levels and 

improve air quality as well as to show case the technology, to educate the public and encourage 

further uptake of hydrogen fuel cell technology by city bus operators, local authorities and 

governments. 

Policy Drivers for Low Emissions in Transport 

Ireland’s Climate Action Bill 

The Climate Action and Low Carbon Development (Amendment) Bill 2021 aims to 

delivers on the promises of the 2020 Programme for Government to put Ireland on track for a 51% 

reduction of Ireland’s emissions by 2030 and proposes to increase the use of public transport, 

cycling and walking [17 & 18]. 

The Clean Vehicle Directive 

The Clean Vehicle Directive (CVD) sets binding minimum targets for the share of ‘clean’ 

vehicles, as defined in the Directive, in procurements undertaken by public sector bodies over the 

relevant service contract value thresholds [19]. This means that Ireland now has to legally ensure 

that a proportion (at least 50%) of public vehicle procurement is low or zero-emission, see table 1. 

Regardless of national green procurement policy ambition, which may be more ambitious, the 
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targets set out in the Directive are the minimum. The CVD has different definitions of clean vehicle 

for light-duty vehicles and heavy-duty vehicles. Light duty vehicle is shown in Table 1. 

Table 1 Definitions of clean vehicle for light-duty vehicles  

 Until 31 December 2025 From 1 January 2026 

Vehicle 

Category 
<CO2 g/km 

RDE Air 

Pollutant 

Emissions as 

a % of emissions 

limits 

CO2 g/km 

RDE Air 

Pollutant 

Emissions as 

a % of emissions 

limits 

M1 & N1 

(LDV)  
50 80% 0 N.A. 

 

A “clean heavy-duty vehicle” is defined as any truck or bus using one of the following 

alternative fuels: hydrogen; battery electric (including plug-in hybrids); natural gas (both CNG 

and LNG, including bio-methane); liquid biofuels; synthetic and paraffinic fuels; LPG. The 

Directive also sets a separate definition for "zero-emission heavy-duty vehicles (HDVs)", as a sub-

category of clean heavy-duty vehicles. Zero-emission HDVs are trucks and buses without an 

internal combustion engine or with an internal combustion engine that emits less than 1g CO2/kWh 

as measured in accordance with Regulation (EC) No 595/2009, or that emits less than 1g CO2/km 

as measured in accordance with Regulation (EC) No 715/2007. The Directive applies to cars, vans, 

trucks and buses (excluding coaches) with values over relevant procurement thresholds, procured 

through: 

• Purchase, lease, rent or hire-purchase contracts under obligations by EU public 

procurement rules (Dir. 2014/24/EU and 2014/25/EU) 

• Public service contracts for the provision of passenger road transport services (Reg. 

1370/2007) 
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• Services contracts for public road transport services, special-purpose road passenger-

transport services, non-scheduled passenger transport, refuse collection services, mail and 

parcel transport and delivery. 

Table 2 The minimum clean vehicle targets over the two reference periods 

LDVs Targets to 2030 HDVs Targets to 2025 HDVs Targets 2025 - 2030 

38.5% 
Trucks Buses Trucks Buses 

10% 45% 15% 65% 

 

The Directive is technology neutral and as such there is no requirement on public bodies to procure 

specific vehicles. The decision on which technology is most suitable is a decision solely for the 

procurer. 

Renewable Energy Directive (RED) 

The Renewable Energy Directive (RED) has been an important renewable energy policy 

in Ireland’s transport sector and now RED II is its successor. RED II was published in December 

2018 and will need to be transposed into Irish law by 2021 [20].  

The objectives of the RED are to give regulatory certainty to industry, to promote 

investment, enable cost-effective renewables to be incorporated into the electricity sector, 

decarbonise the transport sector, promote advanced biofuels, and incorporate more renewables into 

the heating and cooling sectors.  

RED II foresees a bigger role for advanced fuels (including hydrogen) and sets the direction 

to move away from food-based biofuels. RED II sets a 14% renewable energy target in transport 

for 2030 with a binding target is for advanced fuels set at 7% (liquid or gaseous fuels made from 

electricity called e-fuels and hydrogen can be counted towards this 7%). 

The GHG emissions saving from the use of renewable liquid and gaseous transport fuels 

of non-biological origin must be at least 70% from 1 January 2021. Furthermore, to ensure these 
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fuels contribute to GHG reduction, the directive currently indicates that the electricity used for the 

fuel production (e.g. electrolysis) should be of renewable origin i.e. it needs to be produced using 

additional renewable electricity not the electricity grid. 

 

Hydrogen Fuel Cell Electric Vehicle Government Supports 

In January 2021 the National Transport Authority launched the “Electric small public 

service vehicle grant scheme”, allowing up to €25,000 capital funding for replacing fossil fuel 

vehicles with zero tailpipe emissions vehicles, including battery & hydrogen fuel cell electric 

vehicles [21]. 

In March 2021 the Department of Transport launched the Alternatively-Fuelled Heavy-

Duty Vehicle (AFHDV), allowing  up to 60% price differential of the capital funding for replacing 

fossil fuel vehicles with zero tailpipe emissions vehicles, including hydrogen fuel cell electric 

vehicles [22]. 

In 2020 the NTA board agreed to buy three hydrogen fuel cell electric double-decker buses 

from WrightBus in Ballymena, Co. Antrim, to be operated initially in Dublin as the first 

deployment of a fleet of hydrogen fuel cell electric buses in the Republic of Ireland [23]. 

In budget 2022 the Accelerated Capital Allowance scheme was extended to 2024 and the 

scheme was also extended to include hydrogen powered vehicles and refuelling equipment [45]. 

The Accelerated Capital Allowance Scheme for Gas Vehicles and Refuelling Equipment was 

introduced in Finance Act 2018. The scheme allows taxpayers to deduct the full cost of expenditure 

on eligible equipment from taxable profits in the year of purchase. 
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The Hydrogen Bus Trial 

Stakeholders & Partners of the 1st Hydrogen Bus Trial in Ireland 

The hydrogen bus trial was a collaborative project between many stakeholders. All partners 

were each focused on their own particular area of interest and expertise ensuring that the trial had 

the potential to deliver on all aspects of a very complex delivery project for Hydrogen as a green, 

sustainable, renewable, zero emissions transport solution. The stakeholders are: 

• Caetano Bus, the bus manufacturer, supplied the hydrogen bus for this trial. Caetano also 

trained the personnel to manage and drive the hydrogen bus. 

• CIE lead the contract negotiations with Caetano Bus and supplied the necessary legal and 

financial support for the trial as well as lead the communication strategy 

• TFI & HMI & Toyota Ireland assisted CIE with the hydrogen bus trial management. 

• Toyota supplied the fuel cell to the bus manufacturer. 

• ESB supplied the certified green electricity to the electrolyser that produces the hydrogen. 

• BOC Gases supplied the hydrogen for the bus. 

• Toyota Ireland sponsored the cost of the hydrogen used during the trial 

• Bus Éireann & Dublin Bus are the bus operators and provided the trained drivers/operators. 

• Westward Garages, & Toyota Ireland supported the movement & storage of the bus. 

• Insight DCU, Dublin City University, & Smart DCU supplied data loggers and collected 

data from the trial and analysed and shared the results to partners and the public to ensure 

wide dissemination of the trial. 

• Trial routes were selected for the Department of Transport, Bus Éireann, Dublin Airport & 

Dublin City University. 

• The Department of Transport provided supporting information for the trail and report.  
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Figure 1 Stakeholders involved with Ireland’s 1st Hydrogen Bus Trial 
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The Hydrogen Bus 

The hydrogen bus on trial is a prototype single deck, H2 City Gold 10.7m right hand drive 

manufactured by CaetanoBus Portugal (the design spec was proposed by UK London Bus) with a 

max capacity of 65 passengers, has a range of 400 km and can refuel in 9minutes. 

 

Figure 2 Hydrogen Fuel Cell Bus Layout & Operation 

The bus’s 180kW motor (Siemens) are powered by two roof mounted 29kWh batteries (Forsee 

Power) charged by a 60kW hydrogen fuel cell stack (Toyota) and five roof mounted hydrogen 

tanks with a total capacity of 37.5kg hydrogen (at 350bar max). 

 

Figure 3 Ireland’s 1st Hydrogen Fuel Cell Bus used for the Trial in 2020 
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Training & Support Services 

The H2 city gold bus is similar looking and drives similar to other single deck buses 

including battery electric buses. As with every new vehicle on trial training was necessary to safely 

operate the bus as well as the need to familiarise operators with the safety systems, shut down 

procedures and exits in case of an unexpected emergency.  

Training was delivered by Caetano Bus for GoAhead, Bus Éireann & Dublin Bus drivers, BOC 

Gases Ireland refuelling technicians,  Westward Garages support service staff, and Dublin Fire 

Brigade staff, who both provided important breakdown, maintenance and support services 

respectively during the trial period. Training included operation, safety checks and shutdown 

procedures as well as a review of redundancy systems, automatic shut offs and isolation systems 

on the hydrogen bus. Key components on the bus, easily accessed for maintenance were reviewed 

and studied; for example; colour-changing tape is used to assist visual checks for possible leaks of 

hydrogen, reducing maintenance time and allowing technicians to have confidence that their 

inspection is carried out safely. As with all vehicles in the Republic of Ireland the following were 

required and actioned before the trial period; vehicle registration tax, (VRT), the addition of 

registration plates, road tax and a commercial vehicle roadworthiness test (CVRT). 

 

Figure 4 Training for operators 
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Hydrogen Production 

BOC Gases Ireland, part of the Linde group, have been operating a commercial electrolytic 

hydrogen production facility in west Dublin for over 40 years. The hydrogen is produced for 

industry customers all across the island of Ireland. BOC offers a range of high-purity hydrogen in 

a variety of container sizes, MCPs and tube trailers (used to transport large volumes of hydrogen). 

The alkaline electrolysis system (at efficiencies exceeding 65%) has a maximum production rate 

of just over 200kg/day using grid electricity. Electric Ireland (the electricity supplier of ESB) 

supplies electricity to BOC. For the purpose of the trial and to understand the process of energy 

certification, the electricity used to produce hydrogen has been certified green by ESB & Electric 

Ireland (the certified source is Ardnacrusha hydro-electric power station on the Shannon Estuary, 

county Clare). 

 

 

 

 

 

 

 

 

 

Figure 5 BOC Gases Ireland hydrogen production facility in Dublin 
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Hydrogen Refuelling 

BOC Gases Ireland organised refuelling for the hydrogen bus trial by decant method 

(explained in the methodology section) from a stationary tuber trailer. A typical trailer can be filled 

to 228 bar and can carry up to 300 kg of hydrogen. A hydrogen refuelling hose with suitable nozzle 

for hydrogen vehicles was used to deliver the hydrogen. Hydrogen use is calculated by pressure 

difference from the known volumes of the large tube trailer and small bus hydrogen tanks (with 

temperature measured and constantly monitored). Trained, consistent operators refuelled the bus 

between 1pm & 3pm each day and recorded values of pressure (the accuracy of measurement of 

pressure was to 1 bar and precision was kept tight as possible for the duration of the trial). Each 

refill, using the decant method, took about 30minutes, whereas normal hydrogen refuelling time 

is a maximum of 9minutes from a standard refuelling station (as per SAE J2601-2 & SAE J2799 

(IR)). 

  

Figure 6 BOC Gases Ireland refuelling the hydrogen bus during the trial 
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Hydrogen Bus Trial Schedule & Routes 

With arrangement from Caetano Bus a trial period of 8 weeks was agreed to commence in 

late October 2020 to be completed prior to Christmas 2020. With consensus between partners it 

was agreed to operate the hydrogen bus 5 days a week Monday to Friday on the morning (c.06:00) 

to mid-afternoon (c.15:00) routes to accommodate maximum daylight hours in mid-winter Ireland, 

the refuelling schedule and to be within an 8 hour shift of one bus driver. This schedule 

incorporated morning rush hour as well as normal traffic conditions. The following schedule was 

completed every day; the bus driver arrived in Toyota Ireland collected the bus and drove to the 

starting/end point of their route on that particular day. After completing between 4 & 6 hours on 

the route or between 3 & 18 circuits of the route (depending on route), the driver would depart the 

end point/start point of the route, arriving in Broadstone Bus Garage near Phibsborough, Dublin, 

where the bus washed and cleaned, before driving to BOC Gases Ireland, where the bus was 

refuelled with hydrogen. The driver then drove the bus to Toyota Ireland’s premises where the bus 

was parked overnight & over the weekends. The schedule was repeated during the trial period. 

Table 3 Hydrogen Bus Trial Routes 

Route Start and end stop Approximate route length [km] 

Dublin Bus Route 9 (modified) 
Broadstone Depot, 

Phibsborough, Dublin 7 
19.8 

Bus Eireann 109A (modified) 
Dublin Airport- Atrium Road 

Zone 11 
51.4 

DCU via Ballymun Road 
The Helix, DCU Glasnevin 

Campus 
8.9 

Dublin Airport (Green, Red & 

Holiday Blue Car Parks) 
Terminal 1 6 
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Department of Transport – Low Emissions Vehicle Route 

The Department of Transport Low Emissions Vehicle Trial was carried out over the typical 

operating cycle of a bus, i.e. during rush hour and off-peak, on the route 9 [24] over 2 days operated 

by GoAhead drivers in November 2020. This trial simulated the operating conditions of a bus 

loaded with 30 passengers; so 2,000 kg of ballast was added to the bus for this part of the trial, 

supplied by Dublin Bus. The buses had scheduled stops for 20 seconds at each designated bus stop 

along the route (unscheduled stops, e.g. due to traffic or traffic lights were also recorded). The 

hydrogen bus completed six test loops over two days (12 loops in total).  

A separate report presenting the results from the Department of Transport – Low Emissions 

Vehicle Route 9 Hydrogen Bus will be published by Byrne O’Cleirigh Consultants for addition to 

the Department of Transport for their Alternative-Fuel Bus Trial Report [25]. Due to methodology 

approaches, see below, both reports & results should correspond well. 

 

Figure 7 Department of Transport Route 9 Trial 
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Bus Éireann – Route 

The Bus Éireann trial covered 13 days on the 109A route [26] over the typical operating 

cycle of a bus, i.e. during rush hour and off-peak, with city and rural road driving and terrain. The 

109A bus (Direction: Dublin Airport – Ashbourne) had 16 stops departing from Dublin Airport 

stop and ending in Ashbourne (opposite Ashbourne business park).  

Bus Éireann, part of Córas Iompair Éireann, is Irelands largest national bus company, delivering 

public transport services in Cork, Limerick, Galway, Waterford and many regional towns 

including Sligo, Drogheda, Athlone and Dundalk with a fleet of over 250 urban buses. The 

company also operates commuter services in the Greater Dublin Area, regional public transport 

routes and commercial intercity Expressway services with a fleet of over 500 coaches. Bus Éireann 

also operates a fleet of over 300 schools buses on behalf of the Department of Education. 

Bus Éireann’s sustainability strategy aims to achieve a 50% reduction in greenhouse gas emissions 

by 2030, where half of our vehicles will be zero emissions with the remainder being at low and 

ultra-low emission levels. 

While battery electric buses (BEB) currently provide a viable solution for core urban public 

transport services, Bus Éireann also recognise the potential of Hydrogen fuel and fuel cell electric 

vehicles (FCEV) as a viable zero emissions solution for: 

• Longer urban bus routes where BEB range is restricted by battery technology 

• Future 24 hour urban bus services optimised by fast refuelling 

• Longer range commuter routes from satellite towns into the major urban centres 

• Regional routes connection rural towns and villages 

• Long distance inter-city routes operated by coaches 
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While most FCEV technology products are currently being developed for urban transport services, 

Bus Éireann believes Hydrogen fuel cell technology also has significant potential to deliver Zero 

Emissions in the longer range coach product segment. 

Figure 8 Bus Éireann 109a Trial route 
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Dublin Bus – Routes 

Dublin Bus, part of Córas Iompair Éireann, operates an extensive network of 110 radial, 

cross-city and peripheral routes and night routes in the city of Dublin and the Greater Dublin 

Area, carrying 138 million passengers in 2019. 

Dublin Bus plans to move to a zero emission fleet in the city and has introduced 10 hybrid diesel 

buses to its fleet on routes 4, 122, 123 and 140 in 2021. While battery electric buses (BEB) 

currently provide a viable solution for core urban public transport services, Dublin Bus also 

recognise the potential of Hydrogen fuel and fuel cell electric vehicles (FCEV) as a viable zero 

emissions solution for 

• Longer urban bus routes where BEB range is restricted by battery technology 

• Medium distance continuous routes optimised by fast refuelling 

• Future 24 hour urban bus services optimised by fast refuelling 

Dublin Bus explored continuous short circular shuttle routes with Dublin City University’s campus 

route over three days & Dublin Airport’s three separate Car Parks routes over 2 days. 
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Dublin City University 

Located in North Dublin, Dublin City University (DCU) provides education to over 17,000 

students with over 1,600 and staff after its expansion to incorporate St Patricks Education College, 

Mater Day College & Alpha Business Campus, is now a multi campus university; the second 

largest commuting hub in the north Dublin region after Dublin Airport. 20% of DCU’s CO2e 

emissions (c.12 ktCO2e) originate from is staff & student commuting [27]. DCU’s location and 

population is important to future public transport developments, including walking & cycling 

pathways, Bus Connects and proposed Metrolink. 

“Placing sustainability at the core of the university & advance our reputation for world-class 

research” are two of Dublin City University’s specific activities to achieve its Strategic Plan [28]. 

Improving inter-campus connectedness, both physical and perceived, will ensure the most efficient 

use of resources and the best student and staff experience. In accordance with the strategic 

objectives of the university it is essential that any solution is an exemplar of sustainable mobility, 

and hydrogen bus trial is essential on DCU’s road to sustainability.  

 

Figure 9 Dublin City University campus trial route 
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Dublin Airport 

Dublin Airport is located approximately 10km north of Dublin City Centre. In 2019 Dublin 

Airport manged 229,143 flights with over 32.65million passengers and London routes were the 

most popular for passengers that year. Dublin Airport is accessible by over 1,000 buses and coaches 

daily, reaching many areas in and around Dublin and towns and cities across Ireland. In 2021 

Dublin Airport is the first airport in Ireland to achieve carbon neutral status and has done so 

following an extensive programme of activities to reduce and offset its carbon emissions [29]. 

Dublin Airport has 4 short term and two long-term car parks as well as staff car parks and hotel 

connections with over 23,000 spaces serving both Terminals 1 and 2 via shuttle buses. Zero 

emissions vehicles, including hydrogen fuel cell electric vehicles will aid in the physical reduction 

of emissions at Dublin Airport. 

 

Figure 10 Dublin Airport’s Express Red Carpark Trial route  
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Figure 11 Dublin Airport’s Express Green Carpark Trial route 

 

Figure 12 Dublin Airport’s Express Holiday Blue Trial route 
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Data Gathering & Methodology 

The main objectives of the hydrogen bus trial were: 

• To assess the performance of the hydrogen fuel cell bus in real time and under varying 

operating conditions, including different routes; urban & rural and short & long. 

• To share experiences of hydrogen production, hydrogen supply, hydrogen refuelling with 

industry shareholders. 

• To share experiences of hydrogen bus maintenance and safety. 

• To inform on the potential for hydrogen to be used as an alternative zero-emissions fuel 

source in the transportation sector. 

• To inform public bodies & the general public on hydrogen transport technology and its 

capability to reduce transport emissions.  

• To engage decision-makers on hydrogen transport technology and its capability to reduce 

transport emissions.  

During the trial period the global Covid-19 pandemic was ongoing. This meant that all activities 

related to bus training, planning, operation and communication were curtailed with all government 

guidelines implemented including mandatory facemasks, social distancing, etc. 

Caetano Bus Data 

Caetano bus automatically collects data from many of its systems and saves it to a virtual cloud 

based fleet management system Viriciti [30]. This system gives a real-time overview of the status 

of a number of selected parameters such as; state of charge (SOC), range and location of the bus 

as indicated in Table 4. In addition diagnostic alerts can detect malfunctions while the vehicle is 

on or off the road. DCU have been given access to raw data sets from the hydrogen bus trial period. 

These files were converted to CSV files and post processed in Microsoft Excel.  
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Table 4 Data supplied from the Hydrogen bus by Caetano  

GPS coordinates with elevation (including driving to route, route, 
returning to wash, driving to refill and parking) for each day 

GPS Speed 

Distance travelled along each day (average speed & average road speed) 

Hydrogen usage along each day 

Pressure rise and fall along each day 

Temperature of all hydrogen tanks along each day 

Temperature of bus (internal & external) along each day 

State of charge of battery along each day 

 

Refuelling & Refuelling Data 

BOC Ireland organised refuelling for the hydrogen bus trial by decant method from a 

stationary hydrogen tube trailer. Decant method or decanting or trans-filling is the process of 

slowly transferring a gas between two or more cylinders, where one cylinder is larger and at a 

higher pressure than the other. The process involves decreasing the pressure of the larger cylinder 

by allowing the gas to flow into the smaller cylinder, eventually both cylinders will equalise in 

pressure at a lower value than that of the initial pressure of the bigger cylinder. Due to ideal gas 

law, for a closed system with constant volume, the fluid temperature is proportional to the fluid 

pressure. Therefore, both the temperature and pressure will drop in the bigger cylinder during this 

process. In the revered process, the increasing pressure in the filling process will cause the fluid 

temperature to increase in the smaller tank (the bus storage cylinders). Hydrogen use is calculated 

by pressure difference from the known volumes of the large tube trailer and small bus hydrogen 

tanks (with temperature change recorded). Trained consistent operators refuelled the bus between 

1pm & 3pm each day and recorded values of pressure in bar (the accuracy of measurement of 

pressure was to 1 bar and precision was kept tight as possible for the duration of the trial). Data 

was shared with DCU in Microsoft Excel format and post processed.  
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State of Charge 

State of Charge (SOC) relates to the capacity of energy in the battery of the hydrogen bus. 

Regenerative braking, a capability of electric vehicles, ensures they are highly efficient in 

comparison to traditional ICE vehicles. The kinetic energy generated when the vehicle decelerates 

can be recovered and stored in the battery on board, increasing the SOC. This energy can be used 

once the vehicle begins to accelerate again or for auxiliary power demand. During vehicle 

acceleration, power flows from the battery to the wheels depending on the power demand. The 

opposite occurs during regenerative braking when the mechanical work output at the wheels is 

converted back into electricity. In conventional vehicles, the energy generated from braking 

dissipates which is inefficient if a vehicle is required to stop and start frequently such as in public 

transport operations. How often a vehicle stops and starts can significantly impact a vehicles fuel 

consumption. Buses and other heavy-duty vehicles require more braking energy to bring the 

vehicle to a halt making the recovery of braking energy favourable because it can reduce fuel 

consumption and extend driving range. The bus’s capacity to regenerate braking power is 

dependent on several factors including wheel power demand i.e. power required to drive the bus, 

auxiliary power demand and internal power losses. The total power demand is: 

𝑃𝑡𝑜𝑡(𝑡) = 𝑃𝑤 + 𝑃𝑎𝑢𝑥 + 𝑃𝑙𝑜𝑠𝑠𝑒𝑠 

Power consumption is negative when the bus is decelerating and utilising the brakes because the 

energy is travelling in the opposite direction. The total power output from braking is the available 

recoverable energy.  

∑ 𝑃𝑤(𝑡) < 0 = 𝐸𝑎𝑣𝑎𝑖𝑙𝑎𝑏𝑙𝑒   

SOC was collected via Viriciti and these files were converted to CSV files and post processed. 
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Additional Sensor Platforms Data 

Smart DCU and Insight DCU supplied five devices from partner companies to operate and 

gather data for the hydrogen bus trial as shown in Table below. 

Table 5 Data supplied from Additional Sensor Platforms 

Company Ref GPS Humidity CO2 tVOC Temp Pressure Power Data 

AmbiSense [31] - Y PPM PPB Y Y Battery LoRa/SD 

Safecility [32] - Y - Y Y - Battery NB-IoT 

VTag [33] Y - - - Y - Battery Sigfox 

XLR8Solutions [34] Y - - - Y - USB/Battery LoRa/WiFi/SD 

Vodafone [35] - - - - - - USB/Battery WiFi HotSpot 

 

Environmental sensors from AmbiSense and Safecility are self-contained devices, configured to 

detect CO2 in the PPM level, tVOC (volatile organic compounds) at the PPB level, humidity, 

temperature and barometric pressure. Comparison data was retrieved against Dublin Airport 

weather data [36]. 

VTag is a low cost IoT sensor that is used to track and monitor any kind of asset. It has a 10+ year 

battery life and can be easily installed within seconds. It includes a number of technologies 

including GPS, Accelerometer, Wifi sniffing, BLE sniffing, BLE advertising and Sigfox 0G 

communications. In conjunction with the VT Octopus platform, users can make assets work harder 

with control tower visibility and cutting edge data analytics. 

XLR8Solutions provided a sensor system that measures a number of parameters including GPS, 

acceleration, gyro-scopic and temperature. The system has an on-board AI that looks for 

exceptional events in the data and sends an alert over the LoRa and WiFi network to detect out of 

schedule route or movement. 

Vodafone supplied a Wi-Fi dongle so the sensors could communicate to cloud storage as well as 

for bus passenger use (Hotspot name is “HydrogenBus” with password “SmartDCU”). 

Data was shared with DCU in Microsoft Excel format and post processed. 
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Passenger Survey Data 

CIE behavioural analysis team have experience in surveying public transport passengers 

and collecting data, therefore DCU developed a passenger survey in conjunction with the team in 

CIE. The main sections of the survey included passenger info, frequency of using public transport, 

knowledge of hydrogen use in transport and satisfaction of the journey on the hydrogen bus. Due 

to Covid-19 restrictions the amount of passengers travelling on public transport, in November & 

December 2020, were greatly reduced affecting the number of participants. Secondly, one of the 

most efficient ways to gather data from the public is by face-to-face interviews (involving the 

researcher approaching respondents personally, on the bus or at designated stops), but 

unfortunately this also was deemed a risk during the pandemic so a poster was created with a QR 

code and link for passengers to scan and complete the survey. In addition, one page survey sheets 

were distributed on the bus for passengers to complete. The survey questions and poster used are 

shown in Appendix. 

Driver & Driver Sentiment Information 

Six bus drivers were trained to operate the H2.City Gold bus although 2 drivers operated 

the bus for the majority of the trial. The drivers, in so far as possible, drove in a consistent manner 

to reduce the influence of driver style and behaviour on the results. These bus drivers were 

interviewed and surveyed on their experience of driving and operating the hydrogen bus on their 

routes.  
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Data Cleaning & Pre-Processing  

Before the data could be analysed, it was pre-processed and organised. The data was 

collected in a number of Excel spreadsheets in its raw form. Each spreadsheet consisted of the 

parameter(s) measured and the date and time stamp of measurement. Each sensor had a different 

sample. Different software was used to manage the vast amount of data points for post processing. 

A combination of Microsoft Excel, ArcGIS and other online conversion and extraction tools were 

utilised. Three sample journeys were chosen for each route to be analysed in detail. Journeys on 

different days with different weather and temperature patterns were used where possible for each 

route. At least one rush hour test was incorporated where possible. There were some GPS gaps that 

may have been due to the tracking system’s refresh rate or loss of signal, the routes with the least 

GPS gaps were picked to be the representative routes.  
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Analysing Energy Usage 

Fuel Efficiency  

Several parameters can be used to quantity the efficiency of a vehicle and the fuel used to 

propel it. In practice, the fuel consumption is influenced by many operational conditions which 

can vary between urban, suburban or rural routes in the trial. Such parameters are considered: 

• Drive cycle 

• Duration of drive cycle 

• Acceleration and deceleration periods.  

• Number of stops. (when speed=0, neglecting small fluctuations between idling) 

• Average speed 

• External ambient temperature / Weather conditions 

• Time of day considering varying traffic levels 

• Mass of vehicle 

For the purposes of this study well-to-wheel and tank-to-wheel efficiency were analysed. Tank-to-

wheel efficiency is the ratio between the energy output from the wheels and the energy content of 

the fuel in the tank, while well-to-wheel efficiency is used to comprehensively account for the 

energy used starting with the production or sourcing of the fuel to the power-energy conversion in 

the vehicle.  

The rate of fuel consumption by the hydrogen bus is calculated by the total fuel used, over a full 

drive cycle, divided by the distance for that drive cycle, producing an average fuel consumption 

rate in kilogram per hundred kilometre (kg/100km). 

𝐹𝐶 =
𝐷𝑖𝑠𝑡𝑎𝑛𝑐𝑒 𝑑𝑟𝑖𝑣𝑒𝑛

𝐻2 𝑢𝑠𝑒𝑑
× 100 =

𝑘𝑔

100𝑘𝑚
           

Cold start data is measured to capture variations in fuel consumption prior to the bus reaching its 

optimum operating temperature. Cold start data is recorded from the start of the bus from its 

overnight location at Toyota Ireland’s premises to where the route begins (the data collected shows 

that cold start did not affect the bus fuel efficiency). 
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Potential Power Available for Recharge 

Depending on the road slope/elevation more power can be drawn from the regenerative 

braking which increases the SOC of the battery indicating a correlation between the route 

topography and the effectiveness of regenerative braking (other parameters may affect SOC). 

Therefore road slope cannot be neglected for heavy-duty vehicles subject to load variation. The 

elevation is used to determine the resistance forces including the slope force and rolling friction at 

the bus wheels. 

𝐹𝑟𝑒𝑠 = 𝐹𝑅 + 𝐹𝑆 + 𝐹𝐷    

𝑃𝑤(𝑡) = (𝑚𝑎 + 𝐹𝑟𝑒𝑠) × 𝑉 

Buses are classed as heavy duty vehicles and the weight and dynamic loading can affect how the 

vehicle performs in terms of power output and fuel usage. Public transport buses operate 

differently to other heavy vehicles because while operating, the passenger number is constantly 

changing. The rolling force and slope force are dynamic resistance forces that act on the vehicle 

during movement. Both forces are dependent on the weight. The two forces along with the 

aerodynamic drag force affect the power demand needed to drive the wheels of the bus at a desired 

speed. Power consumption is positive throughout majority of the drive cycle when the vehicle is 

generating traction force. Power flows from the electric motor to the wheels during this time.  

Negative values for acceleration are assumed to be from the bus braking and slowing down. 

Deceleration leads to negative power-to-wheel values which are exhibited in the graph as points 

below zero (in the results section), energy that potentially could be recovered and fed back to the 

battery during regenerative braking. The power values below zero is the potential regenerative 

power. This data is analysed and presented to see how the route affects efficiency. 
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Well-to-wheel efficiency of hydrogen  

The well-to-wheel efficiency of hydrogen produced from electrolysis using grid electricity and 

also hydrogen produced from electrolysis fully powered by non-biological renewable energy are 

calculated and compared. The assumptions are presented below: 

• 2017 electricity grid emissions factor used to compare data with the LEV Trial data [25]. 

• 2017 energy supply mix is used (70% thermal vs 30% renewable) [39] 

• Power station thermal efficiency range between 38-50% [20]. 

• The electricity transmission grid is 95% efficient [41].  

• The electricity distribution grid is 85% efficient [42]. 

• The total electricity transformation losses accounted for 42%, meaning that 58% of all the 

energy used to generate electricity ends up as electricity [44]. 

• The renewable electricity is produced by a non-biological renewable energy source, e.g. 

wind, connected directly to an electrolyser plant. 

• The hydrogen electrolyser is 65-70% efficient (depending on technology & balance of 

plant). 

• Balance of Plant at the electrolysers could reduce the efficiency by up to an additional 10%. 

• Hydrogen is typically produced at relatively low pressures (20–30 bar) and compressed to 

350Bar for transport and fuel station requirements. 

• Hydrogen compression, transport and fuel station requirements, consume 3-6kWh/kg 

hydrogen compressed [43]. 

• Hydrogen energy density is 33kWh/kg or 120MJ/kg. 

• Battery electric vehicle charging stations can be 92% efficient. 
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Results & Outputs 

Hydrogen Trial Department of Transport LEV Route 9: 

On average the Route 9 was 19.8kms round trip, on average this route consumed 1.18kg 

of hydrogen or 5.93kg/100km hydrogen per km or 7.15MJ/km. The average maximum road speed 

for the bus being 47km/hr. The weather was mainly light rain and cloudy and between 10 to 14ºC 

for the routes analysed. The bus stopped an average of 62 times per trip, ranging between 28 and 

83 times (a mix between planned and unplanned stops) depending on rush hour traffic.  

 

 

Figure 13 Department of Transport LEV Route 9 Trial; Route Map & Elevation 
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Figure 14 indicates the SOC of the battery which, as expected, generally follows an inverse 

correlation with the terrain elevation. 

 

Figure 14 Department of Transport LEV Route 9 Trial Topography & Battery State of Charge 

 

Figure 15 reflects the potential energy recovered by the regenerative braking system, based off the 

trial information (the real value is dependent on the braking system efficiency and the battery state 

of charge at the time of deceleration). However the graph indicates that over 146kW (the sum of 

the red) of power was available from deceleration on this route. 

 

Figure 15 Department of Transport LEV Route 9 Trial - Power available 
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Hydrogen Trial Route Bus Éireann 109a: 

On average the Route 109a was 54.4kms round trip, on average this route consumed 2.7kg 

of hydrogen or 5.53kg/100km hydrogen or 6.64MJ/km. The average road speed for the bus being 

65km/hr. The weather was mainly light rain, drizzle and cloudy and between -1 to 14ºC for the 

routes analysed. The bus stopped an average of 15 times per trip, ranging between 13 and 25 times 

depending on rush hour traffic. 

 

 

Figure 16 Bus Éireann Route 109a Trial; Route Map & Elevation 
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Figure 17 Bus Éireann 109a Trial route Topography & Battery State of Charge 

Figure 18 indicates that approximately 81kW of power was available from deceleration on this 

route. Less power available even though over twice than route 9 due to it was suburban, route and 

less stops  

Figure 18 Bus Éireann Route 109a Trial - Power available 
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Hydrogen Trial Route DCU 

On average the DCU Campus Route was 8.9kms round trip, on average this route 

consumed 0.34kg of hydrogen or 3.7kg/100km hydrogen or 4.5MJ/km. The average road speed 

for the bus being 65km/hr. The weather was mainly light rain and cloudy and between 7 to 10ºC 

for the routes analysed. The bus stopped an average of 14 times per trip, ranging between 12 and 

15 times depending on rush hour traffic. 

 

 

Figure 19 Dublin City University Trial; Route Map & Elevation 



  

Ireland’s 1st Hydrogen Fuel Cell Bus Trial 2020 - Rev 0             42 

 

Figure 20 Dublin City University Trial Topography & Battery State of Charge 

 

Figure 21 indicates that approximately 35kW of power was available from deceleration on this 

route.   

 

 

Figure 21 Dublin City University Trial - Power available 
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Hydrogen Trial Route Dublin Bus Dublin Airport 

On average the Dublin airport routes were very short but numerous. The Red carpark route 

was 6.74kms round trip, on average this route consumed 0.29kg of hydrogen or 4.25kg/100km 

hydrogen or 5.11MJ/km. The average road speed for the bus being 40km/hr. The weather was 

mainly cloudy and between 6 to 9ºC for the routes analysed. The bus stopped an average of 10 

times per trip. 

 

 

Figure 22 Dublin Airport’s Express Red Carpark Trial; Route Map & Elevation 
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Figure 23 Dublin Airport’s Express Red Carpark Trial; Trial Topography & Battery State of Charge 

 

Table 6 presents the summary data from the Dublin Airport routes.  

 

Table 6 Dublin Bus Dublin Airport’s Example Route Data 

Route 
FUEL 

ECONOMY 

[kg/100km] 

FUEL 

ECONOMY 

[MJ/km] 

MAX 

SPEED 

[km/h] 

NO. OF 

STOPS 
WEATHER 

TEMPERATURE 

[C] 

Red CP Route 1 4.40 5.29 40.60 9.00 Cloudy 6 to 9 

Red CP Route 2 4.20 5.06 40.70 12.00 Cloudy  6 to 9 

Red CP Route 3 4.15 4.99 41.60 10.00 Cloudy  6 to 9  

Avg 4.25 5.11 40.97 10.33 - - 

Green CP Route 1 4.30 5.13 44.80 7.00 Cloudy 6 to 9 

Green CP Route 2 5.90 7.08 61.40 12.00 Sunny 9 to 12 

Avg 5.10 6.11 53.10 9.50 - - 

Blue CP Route 1 3.80 4.59 63.90 8.00 Cloudy  6 to 9  

Blue CP Route 2 3.30 3.97 59.30 10.00 Cloudy  9 to 14 

Blue CP Route 3 2.90 3.46 54.80 8.00 Cloudy  9 to 14 

Avg 3.33 4.01 59.33 8.67 - - 
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Figure 24 Dublin Airport’s Express Green Carpark Trial; Route Map & Elevation 

 

 

Figure 25 Dublin Airport’s Express Holiday Blue Trial; Route Map & Elevation 
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Passenger Survey  

A total of 30 completed surveys were collected, 2 digitally and 28 returned by hard copy. 

The age demographic composed of almost 45% in the 25 to 44 age bracket, just over 40% above 

44 years old and less than 14% below 25 years old. The gender split is almost even between male 

and female. 

37% of respondents use public transport either daily or two to six times per week, with 44% using 

public transport at least once per week or a number of times a month, the remaining 20% using 

public transport at least once per month. 

The following results were found: 

− 87% of participants were aware they were travelling on a hydrogen bus. 

− 77% of participants were familiar with hydrogen being used as a fuel source in transport. 

− 87% of participants would use public transport more frequently if there were more zero 

emissions buses. 

− 93% of participants had no safety concerns with hydrogen in transport. 

− 93% of participants would welcome more zero emissions public transport. 

 

Figure 26 Satisfaction level of the hydrogen bus journey 
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Figure 27 Satisfaction level of different aspects of the hydrogen bus journey 

Feedback from the surveyed passengers included statements such as “no vibrations”, “very quiet”, 

“better than diesel”, “smoothness”, “high quality interior, a big positive and very quiet”, “No smell 

of diesel or petrol” “Comfort, vibration, silent”, “Less noisy”, “Stop and start is smooth”, “Smell 

(none), Noise (low)”. Further detailed comments are in the Appendix. 

 

Very Satisfied 

Very Satisfied 

Very Satisfied 
Very Satisfied 
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Dissemination, Communication & Public Engagement of Trial 

DCU has become the world’s first designated autism-friendly university. Several autistic 

students were invited onto the hydrogen fuel cell bus for the DCU campus route. The students 

were receptive to the vehicle and also commented on the vehicles comfort and smoothness. This 

was a very sample size but the feedback is valuable for future planning of an autism friendly 

operational environment. 

 There were press releases, radio interviews, TV interviews and TV documentaries on the 

Ireland’s 1st Hydrogen Fuel cell Bus Trial 2020 reaching a large portion of the public via national 

broadcasters, local radio stations web and social media as well as print media to communicate to 

the wider society on low emissions transportation solutions for public transport (see examples in 

appendix).  
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Bus Operator / Driver Sentiment  

Six bus drivers were trained to operate the H2.City Gold hydrogen bus, although 2 drivers 

operated the bus for the majority of the trial. The bus drives were in contact with the DCU team 

daily to report on the performance of that days trial and to indicate any updates on data loggers 

and sensors, as well as survey respondents. The drivers were invaluable to encourage passengers 

to complete the survey which has helped disseminate the trial. The drivers also kept logs of the 

weather, number of passengers, speed, temperature, traffic conditions, etc which was correlated 

later with the data sensors to ensure accurate data collection and assisted in easier post processing 

of the large volumes of data collected.   

The drivers themselves were interviewed on their experience of operating the hydrogen bus and 

their feedback included statements such as “a user-friendly vehicle”, “similarities to conventional 

vehicles”, “easy of adaptation”, “low noise”. Other points of note was the drivers perceptions from 

an operational and training point of view. All drivers indicated that the training provided by 

Caetano was very useful and straight forward while the operation of the hydrogen bus was very 

similar to existing buses. 
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Comparison to the Department of Transport’s Low-Emission Bus Trial 

For this section only the Department of Transport’s LEV Route 9 bus data is used, as this 

was the same route that was completed for the Department of Transport’s Low-Emission Bus Trials. 

As can be seen from Table 7 the hydrogen bus trial collected an extensive amount of data and the 

data collected correlated well with the Department of Transport’s Low-Emission Bus Trials [25]. 

Table 7 Data Collected on low emission Bus Trials 

Data Collected Low-Emission 

Bus Trials [25] 

Hydrogen Fuel cell 

Bus Trial 2020 

   

Start & End time of Each run Y Y 

   

Odometer readings Y Y 

SOC of Battery Y Y 

Speed of Bus Y Y 

   

Inside CO2 - Y 

Inside VOC - Y 

Inside Cabin temperature Y Y 

Inside Cabin Humidity - Y 

Inside Pressure - Y 

   

Outside temperature Y Y 

Outside Humidity - Y 

Outside Pressure - Y 

Weather Conditions Y Y 

   

Traffic Conditions Y Y 

   

Hydrogen Tank temperature N/A Y 

Hydrogen Tank Pressure N/A Y 

   

Hydrogen filled N/A Y 

Hydrogen used N/A Y 
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Emissions 

Portable emissions measuring system (PEMS) testing was not carried out on the hydrogen 

bus trial because there are no tailpipe emissions; only a small constant drip of water from the fuel 

cell (the battery-electric bus trials were managed in a similar way for the Department of Transport’s 

Low-Emission Bus Trials [25]). 

 

 Table 8 Tailpipe Emissions on the Dublin Route 9 Comparison to Department of Transport Trial [25]  

Single Decker Bus 

Type 

Dublin Route 

9 Bus  

Tailpipe 

PN 

#x1011/km 

Tailpipe 

gCH4/km 

Tailpipe 

gCO2/km 

Tailpipe 

gNOx/km 

Tailpipe 

gCO/km 

       

Hydrogen Fuel Cell 
Hydrogen Fuel 

Cell 
0 0 0 0 0 

Battery Electric Electric 1* NM NM NM NM NM 

Battery Electric Electric 2,3,4 0 0 0 0 0 

CNG Euro VI  

Engine 
CNG 1 - 0.2-2.3 1654-2428 1.2-2 1.5-6.9 

Diesel Hybrid 

EuroVI Engine 
Hybrid 2 0.1 0 941-1123 2.1-7 1-2.3 

Diesel Euro VI 

Engine 
Diesel 4 0.3-2.4 0 1183-1704 4.5-15.6 0.5-1.3 

*Electric Bus 1 had a diesel-powered climate control system but the emissions were not measured (NM) 
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Table 9 Lifecycle emissions vs tailpipe emissions of various fuels. 

Fuel 

Tailpipe GHG 

per directives* 

(gCO2eq/MJ) 

Tailpipe GHG 

measured [25] 

(gCO2eq/MJ) 

Well to Tank 

Life cycle GHG  

(gCO2eq/MJ) 

Well to wheel^ 

Life cycle GHG  

(gCO2eq/MJ) 

Hydrogen from Electrolysis 

fully powered by 

non-biological renewable 

energy (HHV) 

0 0 9.1 [37] 3.6 

Hydrogen from natural gas 

using steam reforming (HHV) 
0 0 104.3 [37] 41.7 

Hydrogen from Coal (HHV) 0 0 234.4 [37] 93.8 

Hydrogen from Grid Electricity 

(HHV) 
0 0 205.7 ͌ 82.3 

Battery Grid Electricity 0 0 121 ͌ 48.4 

Diesel 73.3 73.3 95.1 [37] 95.1 

BioDiesel 0 73.3 
12 [25] 

(13.8-80.7 [38,40]) 
12 

CNG 56.9 62.1 
77.8 [25] 

69.3 [37] 
77.8 

BioCNG 0 62.1 
 15.1 [25]  

(12.3-36 [38,40]) 
 15.1 

 
*Directive EU 2015/652 [37] & Directive (EU) 2018/2001 [20] 

 ͌ 2017 electricity grid emissions factor used to compare data with the LEV Trial data [25]. Standard hydrogen 

electrolysers are 60-70% efficient & energy is used to compress & store the hydrogen. With increasing renewable 

energy penetration on the electricity grid, it would be expected that the overall carbon intensity of electricity 

production will improve and thus the carbon intensity of hydrogen produced from grid electricity will also improve 

(in 2018 the value improved to 107gCO2eq/MJ while in 2019 it had improved to 90gCO2eq/MJ [39]) 

^Including powertrain efficiencies [37] 
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Efficiency 

The hydrogen bus efficiency is presented in Figure 28 - 32. The Dublin route 9 hydrogen 

bus can be compared against the Department of Transport’s Low-Emission Bus Trials also 

measured on the same route 9. The tank-to-wheel efficiency of the hydrogen bus is shown to 

exceed all the Diesel, Diesel Hybrid and CNG alternatives by a large degree. The efficiency of the 

Hydrogen bus also exceeds the Battery Electric alternative with an average energy consumption 

of 7.15 MJ/km compared with the battery electric buses with an average energy consumption of 

7.65 MJ/km over the three selected routes during the LEV trials, noting that the efficiency ranges 

from 5.2 to 10.6 MJ/km for the electric buses on the same route 9.   

The well-to-wheel efficiency is also measured and compared against battery electric 

vehicles (Figure 28), assuming grid electricity to produce hydrogen (Figure 29) and taking into 

account grid and electrolysis losses the consumption increases to 20-24 MJ/km. However using 

renewable energy and taking account of electrolysis losses and delivering the hydrogen to a 

refuelling station (Figure 30) the consumption can be as low as 12-15 MJ/km, equivalent to grid 

connected battery electric vehicle average on a life cycle bases (Figure 31 & 32) . 

 

Figure 28 Energy Input/Loss for Battery EV using grid electricity source 

 

Figure 29 Energy Input/Loss for Hydrogen EV using electricity from grid electricity source 
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Figure 30 Energy Input/Loss for Hydrogen EV using electricity from renewable source  

 
Figure 31 Energy Efficiency of Single Decker Route 9 Trial Buses (  hydrogen from renewable electricity) 

 
Figure 32 Energy Efficiency of Single Decker Route 9 Trial Buses 
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Contribution to Renewable Energy and Emissions Reductions 

Over 68,000 tonnes of CO2eq per annum could be eliminated on a life cycle basis compared 

to the most efficient diesel bus, assuming 30% of the bus fleet (almost 750 vehicles) in Ireland are 

hydrogen fuel cell buses and the hydrogen is supplied from renewable electricity sources. To fuel 

this amount of hydrogen fuel cell buses would require almost 3,000 tonnes of hydrogen, produced 

from just over 22 MW of installed electrolysers at a single or multiple renewable energy sites on 

the island of Ireland. To put this in context over 12% of Ireland’s renewable energy was switched 

off in 2020, equating to over 500 MW of renewable electricity that was wasted, that could 

otherwise have been available to convert to energy carriers such as hydrogen. Hydrogen production 

can be an efficient way to deploy renewable infrastructure and can be effective when used to 

decarbonise difficult to decarbonise sectors such as heavy duty vehicles; public transport buses. 

Converting 30% of the bus fleet to a fleet of hydrogen fuel cell buses could contribute to almost 

1% per annum of the 51% decarbonisation target by 2030.  

 

 

Figure 33 Renewable Wind Energy in Ireland 
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Summary Results 

• The hydrogen fuel cell bus travelled 3086km on Irish roads in total during the trial period 

with an average hydrogen consumption of 5.6kg/100km with zero tailpipe emissions (zero 

NOx or CO2  or CO or CH4 emissions).  

• Similar to battery electric buses, hydrogen fuel cell electric buses reduce local 

environmental air pollution & noise pollution and have reduced vehicle particle emissions. 

• The trial demonstrated the bus can be refuelled in less than 30minutes (in less than 

9minutes once suitable hydrogen refuelling infrastructure is deployed).  

• The bus range was tested to beyond 250km during the trial and is capable of in excess of 

400km range (once suitable hydrogen refuelling infrastructure is deployed). 

• The data indicates that the hydrogen fuel cell bus trialled has suitable design, range, 

efficiency, fast refuelling and comfort for the various circuit and shuttle routes chosen in 

either urban, suburban or rural settings, in various winter weather conditions on Irish roads. 

• The potential energy recovered by the regenerative braking system was found to be 146kW 

for the route 9 urban route larger than the other routes. 

Table 10 Total CO2 emissions saved during the trial 

kgCO2eq Alternative Transport Options 

0 Hydrogen Bus Trialled 

26,587 Each passenger driving a car* 

6,138 A similar CNG Euro VI Engine Bus 

4,176 A similar Euro VI Engine Diesel Bus 

3,185 A Hybrid Euro VI Diesel Bus 
*Average car emits 132.8g CO2/km and buses are at capacity [39] 

• The passenger survey indicates a high level of satisfaction with the hydrogen bus and the 

hydrogen fuel cell technology. 
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• The hydrogen fuel cell bus tank to wheel efficiency was similar to the average efficiency 

of similar battery electric vehicles measured and up to 4 times more efficient than some 

combustion engine vehicles measured. 

• Hydrogen produced from grid electricity has high carbon intensity compared to hydrogen 

produced directly from a renewable source, as indicated in Table 11. 

• With increasing renewable energy penetration on the electricity grid, it would be expected 

that the overall lifecycle carbon intensity of electricity production will improve and thus 

the carbon intensity of hydrogen produced from grid electricity will also improve. 

• Hydrogen fuel cell vehicles using hydrogen produced directly from renewable sources can 

have better life cycle carbon intensity as grid connected hydrogen or battery electric 

vehicles, as indicated in Table 11. 

• Hydrogen fuel cell vehicles using hydrogen produced directly from renewable sources can 

have equivalent well-to-wheel efficiency as grid connected battery electric vehicles. 

Table 11 Emissions & Efficiency comparison of various fuels on single decker buses on Route 9 

Fuel 

Tailpipe 

GHG 

measured  

(gCO2eq/MJ) 

Well to Tank 

Life cycle 

GHG  

(gCO2eq/MJ) 

WTW Life 

cycle GHG  

(gCO2eq/MJ) 

Average  

Life cycle 

WTW 

Efficiency  

(MJ/km) 

Average 

Vehicle 

TTW 

Efficiency  

(MJ/km) 

Hydrogen from Electrolysis fully 

powered by non-biological  

renewable energy  

0 9.1 3.6 12-15 7.15 

Hydrogen from natural gas using 

steam reforming 
0 104.3 41.7 - 7.15 

Hydrogen  

from Grid Electricity 
0 205.7 82.3 20-24 7.15 

Battery Grid Electricity 0 121 48.4 14.33 7.65 

Diesel 73.3 95.1 95.1 - 16 

BioDiesel 73.3 12 12 - 16 

CNG 62.1 77.8 77.8 - 30 

BioCNG 62.1  15.1  15.1 - 30 
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Recommendations 

1. Hydrogen Fuel Cell Electric Buses have reached commercialisation 

This trial has demonstrated that hydrogen fuel cell electric buses have reached the 

commercialisation stage in that they have significant performance, suitable production vehicle 

levels of reliability and OEM support and maintenance and can therefore be adopted into full time 

service. It is recommended that hydrogen fuel cell electric buses be considered in earnest for public 

transport applications and other heavy duty vehicle applications in Ireland. 

2. Hydrogen Fuel Cell Electric Vehicles Suitable for Irish Conditions 

The data from this trial indicates that the hydrogen fuel cell electric bus trialled has suitable design, 

range, refuelling time, efficiency, and comfort for the various circuit and shuttle routes chosen in 

either urban or suburban or rural settings, in various winter weather conditions on Irish roads. It is 

recommended that hydrogen be seriously considered for public transport and heavy duty vehicle 

applications where rang and refuelling logistics are of importance for the fleet operator. 

3. Implementing the Clean Vehicle Directive 

Ireland is obligated to meet the requirements set within the Clean Vehicles Directive and to provide 

leadership in the switch to zero-emission technologies. Hydrogen fuel cell vehicles offer 

advantages in range & refill logistics to fleet operators where battery electric vehicles may struggle. 

It is recommended that hydrogen be seriously considered to help achieve and exceed the Clean 

Vehicle Directive targets. 

4. Hydrogen Refuelling 

The development of a supply chain for hydrogen, including production, distribution and refuelling 

infrastructure in Ireland is necessary to introduce zero emissions hydrogen fuel to appropriate 

vehicles to help reduce carbon emissions from the public transport sector as well as other heavy 
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duty vehicle applications. One of the limiting factors for deploying hydrogen fuel cell vehicles for 

public transport or heavy duty vehicle applications is the development of suitable refuelling 

infrastructure. It is recommended to support the development of a national hydrogen refuelling 

network for public transport and heavy duty vehicle applications in Ireland 

5. Hydrogen Production & Decarbonisation Strategy 

The interpretation of RED II and the implementing of electrolysers, hydrogen and e-fuels correctly 

in RED II and proceeding policy and regulations will impact the growth of hydrogen production, 

its availability and its cost to the customer. It is recommended that Ireland develop and publish its 

hydrogen Strategy and that the hydrogen used for zero emissions transport in Ireland should be the 

most sustainable, lowest carbon hydrogen available as well as support renewable energy 

integration, helping to support decarbonisation on the island of Ireland. 

6. Hydrogen can enable the energy transition 

Given that hydrogen can be an enabler of the energy transition in terms of the introduction of much 

more renewable electricity, decarbonising of heavy industry and also provide energy security and 

storage -  the introduction of a significant fleet of hydrogen fuel cell electric buses and heavy duty 

vehicles can help stimulate the development of a complete hydrogen eco-system for Ireland. It is 

recommended that the challenges, including cost of introducing hydrogen infrastructure and 

hydrogen buses and heavy duty vehicles should be looked at in the wider context of decarbonising 

the energy system and society; and the common good that this confers. 

7. Wider Hydrogen Economy 

The potential of hydrogen to meet decarbonisation objectives has been recognised in the EU’s 

Hydrogen Strategy. Hydrogen is a sustainable zero carbon energy carrier for renewable electricity 

generation (wind, onshore or offshore, solar hydro, waste, etc); a raw material and fuel for industry; 
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and an important zero emission fuel for the transport sector. It is recommended that it is time for 

Ireland to embrace domestically produced hydrogen; supporting the infrastructure and reaping the 

benefits of economic growth, energy security, jobs and new industries while reducing carbon 

emissions across the entire energy sector. 

8. Hydrogen needs supports 

Substantial supports are necessary to introduce zero emissions hydrogen fuel to appropriate 

vehicles and facilitate market growth in the sector; reducing carbon emissions and environmental 

air pollution from the public transport (e.g. buses and other heavy duty vehicles). These could 

include: Capital funding for initial hydrogen deployment projects and refuelling infrastructure in 

Ireland; An incentive program for hydrogen-fuelled vehicles; An incentive scheme which rewards 

the production of green hydrogen; And once cost competitive, hydrogen could be taxed. 

9. Data sharing from NTA & Northern Ireland Hydrogen Bus Trials 

The 1st Hydrogen fuel cell bus trial on the island of Ireland should be viewed as the first of many 

hydrogen bus, truck, fleet trials and deployments that are planned over the next few years. In July 

2021 three double decker hydrogen fuel cell buses have been deployed in Dublin by the NTA while 

earlier this year the Belfast City Bus fleet is commencing its role out of Hydrogen Fuel Cell Buses 

in Northern Ireland. It is recommended that learnings and data should be shared between trials and 

early deployments to benefit and progress hydrogen in transport and the reduction of carbon 

emissions from the transport sector on the island of Ireland. 

10. Bring the public on the journey 

To ensure Ireland achieves a fast, full energy decarbonisation the transition must be fair and just 

and the public must be informed and educated and able to become part of the solution. It is 

recommended that this would form the core of Ireland’s Hydrogen Strategy.  
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Appendix  

 

Figure 34 Main Dublin locations during the trial 

 

Figure 35 Insight DCU Sensor Array 

Dublin Airport  

BOC Ireland 

DCU 

Broadstone 
Toyota Ireland 
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Survey Questionnaire: 

 

 

Figure 36 Passenger Survey & Poster to attract participants 
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Appendix: Other More Detailed Survey Comments: 

− “The way forward. It would be fantastic if Ireland took a leading role in having hydrogen 

power our public transport. This project could help seed the establishment of a hydrogen 

supply network. In time, this could encourage other vehicles like semi-trucks etc to adopt 

hydrogen as a fuel.”  

− “Driving more smooth. Stops and drives more smoothly. No smell of diesel or petrol. The 

stop and start is smooth. The engine noise is predictable - stays the same and no sudden 

loud bursts.”  

− “The sooner the better, important that hydrogen comes from a sustainable source. Thanks 

for the opportunity to take a spin. Really enjoyable and well done to all the partners on the 

project.”  

− “Changes like this may be uncomfortable for some but is needed for all for a better future.” 

− “Beeping when door opens is a little intrusive.”  

− “Not much difference.”  

− “Vehicle collision, flammability.” (see section on hydrogen safety below) 

− “Need signage for exit. Lights too bright. Different noises - have to get used to the 

vibrations and the drill like noises. White light is sharp.”  

− “I hope to see more of these buses on the network.”  
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Hydrogen Safety 

Hydrogen is the simplest and most abundant element and its simple chemical structure 

make hydrogen gas flammable and relatively easy to ignite as well as giving it its non-toxic, 

odourless, tasteless and light properties. When handled responsibly, hydrogen’s properties can 

make it as safe to handle as conventional fuels, such as gasoline, propane, methane or diesel. When 

hydrogen is converted to electricity in a fuel cell it produces only water and the conversion of 

hydrogen to electricity occurs at less than 80ºC, well below ignition temperatures. Sensors are a 

requirement for hydrogen fuelling stations, equipment, and facilities so that even the smallest leak 

is detected before it can manifest into a potential risk. Hydrogen storage tanks in fuel cell vehicles 

are made to resist impacts and high temperatures and pressures and if they fail they are designed 

to fail safe, using the properties of hydrogen to dissipate hydrogen safely. If hydrogen does leak or 

spill into the environment it will not contaminate the environment or threaten the health of humans 

or wildlife, as it will typically rise and disperse rapidly. 

Hydrogen has well known safety hazards gained from industry experience pressurising and 

transporting hydrogen in pipes and trucks and bottles for decades and using hydrogen for over a 

century in oil refineries, fertilizer manufacture, metal cutting, semiconductor manufacture, butter 

and chocolate manufacture, etc. The technology, risks, regulation, standards and safety measures 

developed by industry are now proving to be valid and vital to ensure safe use of hydrogen as an 

energy carrier and as a clean fuel in transport; sectors that will continue to prioritise hydrogen 

safety measures in all applications. Hydrogen properties must be respected, used and implemented 

safely. Centres like HySAFER [46], (Hydrogen Safety Engineering & Research Centre) based in 

Ulster University, carry out research in safety of hydrogen as an energy carrier, essential to educate 

first responders and engineers on the risks and mitigation methods of using and handling hydrogen. 
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Supplementary Data from Trial 

Table 12 Department, Bus Eireann & Dublin Bus Example Route Data 

Route 
FUEL 

ECONOMY 

[kg/100km] 

FUEL 

ECONOMY 

[MJ/km] 

MAX 

SPEED 

[km/h] 

NO. OF 

STOPS 
WEATHER 

TEMPERATURE 

[C] 

Route 9 -1 5.70 6.83 48.30 28.00 Light rain 12 to 14 

Route 9 -2 5.90 7.15 47.40 75.00 Cloudy 10 to 12 

Route 9 -3 6.20 7.46 46.90 83.00 Light rain 12 to 14 

Avg 5.93 7.15 47.53 62.00  - -  
Bus Eireann 109A -1 5.40 6.51 74.30 17.00 Cloudy 7 to 9 

Bus Eireann 109A -2 5.40 6.46 75.60 25.00 Light rain 9 to 14 

Bus Eireann 109A -3 6.30 7.58 71.20 8.00 Cloudy -1 to 6 

Bus Eireann 109A -4 5.00 5.99 72.20 13.00 Drizzle 8 to 10  
Avg 5.53 6.64 73.33 15.75 -  -  

Dublin Bus DCU - 1 2.80 3.35 49.50 14.00 Cloudy 7 to 9 

Dublin Bus DCU -2 3.90 4.68 42.60 12.00 Rain 9 to 10 

Dublin Bus DCU -3 4.50 5.43 53.10 15.00 Light rain 7 to 9 

Avg 3.73 4.49 48.40 13.67 -  -  
 

 

Figure 37 Energy Efficiency of Single & Double Decker Trial Buses 
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Raw Data from Trial: 

Kilometres Travelled 

 

Figure 38 Cumulative Km travelled by the hydrogen bus during the trial (Bus was not in full service from 

23rd October - 9th November & the 4th - 14th December) 

Hydrogen Consumed 

 

Figure 39 Hydrogen consumed by the bus along each day 
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Figure 40 Hydrogen Pressure & % in tanks along each day 

The decant systems process is as was expected. 

 

Figure 41 Hydrogen Tank Temperature along each day 
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Battery Charge 

State of charge is consistent with topography.  

 

Figure 42 Battery State of Charge along each day 
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Ambient Air Temperature 

 

Figure 43 Ambient Air Temperature of bus (internal & outside) along each day 

 

Figure 44 Air Humidity of bus (internal & outside) along each day 
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Internal Bus Air Quality 

No volatile organic compounds (VOCs) were detected on the bus during the trial period. 

CO2 emissions on the bus correlated with passenger numbers on the bus. 

 

Figure 45 Carbon dioxide levels inside the bus along each day are shown in the Green Line. (The Red 

line denoting average CO2 level in 2020; the Blue Line indicates preindustrial CO2 level) 

Measured pressure readings correlated well with atmospheric pressure reading from literature. 

 

Figure 46 Ambient Air Pressure (hPa) along each day 
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Other Information 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

Figure 47 The Hydrogen Bus outside, DCU Glasnevin, DCU Alpha & DCU St Patrick’s Campuses. 
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Figure 48 Hydrogen Bus Trial at the Helix DCU Glasnevin Campus 

 

Figure 49 Hydrogen Bus at Toyota Ireland premises for media shoot 
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Figure 50 Bus Eireann driver and training supervisor Simon Byrne puts the finishing touches to the first 

hydrogen-powered bus to enter public service in Ireland (Irish Times image of the week)  

Photograph: Naoise Culhane  

(https://www.irishtimes.com/news/ireland/irish-news/images-of-the-weekend-1.4409962) 
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Selected Media Releases  

 

Figure 51 Media coverage during the Hydrogen bus trial period. 
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Selected Media Links 

• http://dcuinvent.ie/news/dcu-part-of-hydrogen-mobility-ireland-trial-of-a-fuel-cell-electric-bus-in  

• https://www.h2-view.com/story/dublin-to-trial-hydrogen-powered-bus/ 

• https://www.irishtimes.com/news/environment/hydrogen-powered-bus-takes-to-streets-of-dublin-

1.4404748   

• https://www.gov.ie/en/press-release/74094-minister-ryan-welcomes-irelands-first-hydrogen-bus-trial-as-

part-of-move-towards-cleaner-greener-public-transport/ 

• https://www.focustransport.org/2020/11/dublin-hydrogen-bus-trial.html 

• https://www.siliconrepublic.com/machines/hydrogen-bus-dublin-trial-hmi  

• https://www.irishtimes.com/news/ireland/irish-news/images-of-the-weekend-

1.4409962#.X7I06uOwzdw.twitter  

• https://www.toyota.ie/world-of-toyota/articles-news-events/2020/hydrogen-fuel-cell-powered-bus.json 

• https://www.dcu.ie/commsteam/news/2020/dec/dcu-part-drive-behind-irelands-first-ever-zero-emissions-

hydrogen-bus-trial 

• https://fuelcellbuses.eu/public-transport-hydrogen/ireland-embarks-first-trial-hydrogen-fuel-cell-bus 

• https://www.dcu.ie/commsteam/news/2020/nov/dcu-part-hydrogen-mobility-ireland-trial-fuel-cell-electric-

bus-dublin-area 

• https://hydrogenireland.org/news/3/  

• https://irishtechnews.ie/irelands-first-hydrogen-fuel-cell-bus-trial/ 

• https://h2mi.ie/irelands-first-hydrogen-fuel-cell-bus-trial/ 

• https://www.world-energy.org/article/15458.html 

• https://www.insight-centre.org/environmental-insights-insight-part-of-the-drive-behind-irelands-first-ever-

zero-emissions-hydrogen-bus-trial/  

• https://fleet.ie/bus-eireann-trialling-hydrogen-bus/ 

 

http://dcuinvent.ie/news/dcu-part-of-hydrogen-mobility-ireland-trial-of-a-fuel-cell-electric-bus-in
https://www.h2-view.com/story/dublin-to-trial-hydrogen-powered-bus/
https://
https://www.irishtimes.com/news/environment/hydrogen-powered-bus-takes-to-streets-of-dublin-1.4404748
https://www.irishtimes.com/news/environment/hydrogen-powered-bus-takes-to-streets-of-dublin-1.4404748
https://www.gov.ie/en/press-release/74094-minister-ryan-welcomes-irelands-first-hydrogen-bus-trial-as-part-of-move-towards-cleaner-greener-public-transport
https://www.gov.ie/en/press-release/74094-minister-ryan-welcomes-irelands-first-hydrogen-bus-trial-as-part-of-move-towards-cleaner-greener-public-transport
https://www.gov.ie/en/press-release/74094-minister-ryan-welcomes-irelands-first-hydrogen-bus-trial-as-part-of-move-towards-cleaner-greener-public-transport/
https://
https://www.siliconrepublic.com/machines/hydrogen-bus-dublin-trial-hmi
https://www.irishtimes.com/news/ireland/irish-news/images-of-the-weekend-1.4409962
https://www.irishtimes.com/news/ireland/irish-news/images-of-the-weekend-1.4409962
https://www.irishtimes.com/news/ireland/irish-news/images-of-the-weekend-1.4409962
https://www.toyota.ie/world-of-toyota/articles-news-events/2020/hydrogen-fuel-cell-powered-bus.json
https://www.dcu.ie/commsteam/news/2020/dec/dcu-part-drive-behind-irelands-first-ever-zero-emissions-hydrogen-bus-trial
https://www.dcu.ie/commsteam/news/2020/dec/dcu-part-drive-behind-irelands-first-ever-zero-emissions-hydrogen-bus-trial
https://fuelcellbuses.eu/public-transport-hydrogen/ireland-embarks-first-trial-hydrogen-fuel-cell-bus
https://www.dcu.ie/commsteam/news/2020/nov/dcu-part-hydrogen-mobility-ireland-trial-fuel-cell-electric-bus-dublin-area
https://www.dcu.ie/commsteam/news/2020/nov/dcu-part-hydrogen-mobility-ireland-trial-fuel-cell-electric-bus-dublin-area
https://hydrogenireland.org/news/3/
https://irishtechnews.ie/irelands-first-hydrogen-fuel-cell-bus-trial/
https://h2mi.ie/irelands-first-hydrogen-fuel-cell-bus-trial/
https://www.world-energy.org/article/15458.html
https://www.insight-centre.org/environmental-insights-insight-part-of-the-drive-behind-irelands-first-ever-zero-emissions-hydrogen-bus-trial/
https://www.insight-centre.org/environmental-insights-insight-part-of-the-drive-behind-irelands-first-ever-zero-emissions-hydrogen-bus-trial/
https://fleet.ie/bus-eireann-trialling-hydrogen-bus/


 

DV no. 19/2022 

18th May 2022. 
 
 
 
Renewable Fuels for Transport Consultation 
Energy, Air, and Adaptation Division 
Department of Transport 
Leeson Lane 
Dublin 2 
 
 
 
Dear Sir/Madam,  
 
The Brazilian Government applauds the Irish Government’s ongoing consultations on the “Renewables 
Fuels for Transport Policy”, which addresses key aspects relevant to the implementation of Ireland’s 
ambitious Climate Action Plan 2021. As a contribution to this critical discussion, may I bring to your 
attention a webinar organised last November by the Embassy of Brazil in Ireland in partnership with the 
Irish Bioenergy Association.  
 
Under the heading "Options for a sustainable Irish transport system: how to achieve carbon neutrality?" 
the discussion covered aspects of Ireland’s decarbonising policy in the transport sector and how 
sustainable biofuels might contribute to this goal. It focused on the proposals under review to expand the 
mix of biofuels in gasoline and diesel under Ireland’s Biofuel Obligation Scheme, in addition to promoting 
an indigenous biomethane industry in the country.  
 
To this end, the webinar highlighted the Brazilian and Swedish experiences with biofuels in the energy mix 
in the transport sector, as part of an integrated bioenergetic programme that responds to both the 
decarbonising challenge as well as rising energy costs worldwide.  
 
The webinar is available at:  
https://www.youtube.com/watch?v=qlqBTbhdQ84  . 
 
I take this opportunity to wish your Department and the Irish government much success in bringing to 
fruition the Renewables Fuels for Transport Policy. 
 
With my assurances of highest esteem and consideration, 
 
   
 
 
Marcel Biato 
Ambassador of Brazil to Ireland  
 

 

 

 

 

 

Embassy of Brazil, Block 8 – Harcourt Centre, Charlotte Way, D02K580, Ireland 
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