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To whom it may concern
This submission relates to the seeking of public comment by the Department of
Infrastructure and Regional Development on the Draft Regulatory Impact
Statement (RIS) on vehicle emissions.
The objective of the RIS is to examine whether there would be net benefits to the
community if the Australian Government introduced these more stringent
international standards.
With this in mind, the implementation of Option 6 is supported as outlined in
the Discussion Paper, mandating both Euro 6 for light vehicles and Euro VI for
heavy vehicles under the Motor Vehicle Standards Act 1989.
The planned phase‐in period of 2019‐2020 is easily achievable as a practical
timeframe without unduly disrupting business planning as these engines are
readily available now overseas. Manufacturers will be largely able to utilise
technologies they have adopted to meet equivalent standards in other countries.
The question in this submission is also posed as to why the focus appears to be
only for on‐road heavy vehicles and that the equivalent of Euro 6 – being at a
minimum Tier 4 interim or Tier 4 final – is not being proposed for
implementation in off‐road use of heavy vehicles. Nowhere in the RIS are off‐
road applications discussed.
These engines are already available internationally as well and Australia is one
of the last places in the world to not be regulating for the higher quality off‐road
engines.

RATIONALE FOR SELECTION OF OPTION 6
The rationale for choosing Option 6 is several‐fold:


The benefit‐cost analysis of option 6 shows an achievable $675 million
over the period 2016 to 2040, even including assumptions about the level
of sulfur in Australian petrol remaining business as usual with no change
to current fuel standards. These savings will be considerably higher if
and when Australia regulates for lower sulfur fuels.



Both Euro 6 light and Euro VI heavy vehicle engines are already available
internationally and can therefore be quickly introduced into the
Australian market with little or no impact upon infrastructure;



The intention – under the ‘Better Fuel for Cleaner Air’ Ministerial Forum
on Vehicle Emissions – is clearly to drive the implementation of 10ppm
sulfur fuel which will allow for the optimization of the Euro 6/VI engine
operability and encourage their uptake in the country;



In the absence of domestic regulation, the Australian Government cannot
guarantee that all vehicles supplied to the Australian market would
eventually meet these standards. It would be far easier for manufacturers
to continue supplying vehicles meeting current standards and there will
be little incentive for them to do otherwise.

OFF‐ROAD ENGINE DISCUSSION
Given the International Agency for Research on Cancer, within the World Health
Organisation, declared that diesel exhaust is a ‘known carcinogen’, with a special
emphasis on particulates, the question in this submission is posed as to why
Australia is not seeking to implement the equivalent engines ‐ being Tier 4I
(interim) or Tier4F (final) ‐ into the off‐road community.
Again these engines are readily available internationally for both mining
applications and agricultural uses. For example, John Deere brought Tier 4F
engines into Australia recently and – simply due to the fact that there were no
regulatory mechanisms to encourage their sale – have ended up going back to
lower tier engines.
Heavy engine manufacturers such as Caterpillar, Komatsu, Hitachi and Sandvik
all have these engines available, but they continue to sell engines with no Tier
rating, or lower Tier ratings, into the Australian market simply because they can.

As noted in the paper, heavy vehicles in on‐road applications (vehicles over 3.5
tonnes) constitute approximately four per cent of the vehicle fleet in Australia,
but contribute approximately 25 per cent of transport related emissions.
This figure does not even factor in the usage of diesel in off‐road applications,
which would result in monumentally higher volumes and therefore substantially
more related emissions.
The heavy vehicle fleet in Australia emits considerably higher levels of NOx and
particulates than the light fleet. While it is appreciated that the focus of the RIS is
on the urban airsheds, and predictably particulate levels tend to be highest near
busy roads and dense urban areas, it is not like there is an invisible fence in the
air stopping the NOx and particulates from more rural areas from getting into
the urban airshed.
Indeed in many applications of off‐road vehicles, the intensity of the diesel
emissions is exacerbated by the long periods of time that individual operators
spend in machinery – far longer periods of time than in urban applications.
Some of the average lifespans of these vehicles is long – even longer than for on‐
road applications – and so by updating these regulations the net benefit would
be further intensified.
As seen around the country and particularly on the eastern seaboard, our urban
areas are encroaching on our rural areas, so it is not possible to draw a line
around the urban airshed and consider that effective controls can be
implemented without also managing off‐road heavy vehicles.
As highlighted in the RIS, if the ADRs do not keep pace with international trends,
Australia runs the risk of foregoing the benefits of technology available in other
developed countries.
This is already clearly apparent in off‐road applications ‐ manufacturers simply
find it more cost effective to continue supplying older technology to the
Australian market. This is even though the catalytic converters, on‐board
diagnostics (OBDs), indicators and importantly Urea (AdBlue) are already
available now for on and off‐road applications such as Selective Catalytic
Reduction (SCR) engines.
Government action is necessary where the market fails to provide the most
efficient and effective solution to a problem.
Most developed countries have now adopted noxious emissions standards based
on Tier 4 being the equivalent to Euro VI for heavy vehicles. Consideration must
be given to these off‐road engines and their application.

INCORPORATING FUTURE FUELS
The introduction of Euro 6 and Euro VI standards will encourage the uptake of
lower emission alternative fuels.
Given the aim that the regulatory framework will be in place for the foreseeable
future, it will be important for the regulations to have a mechanism by which
future alternative fuels can be managed.
Planning must take place now for changes to fuels in the future and the uptake of
different alternatives.
The regulations will need to reflect that alternative fuel standards may be
necessary in the future and ensure that definition of ‘fuel’ is adequate to enable
all of the relevant standards to be made.
It is argued here that the definition of fuels needs to be expanded and
consideration made of the alternatives to fossil fuels that may eventuate in the
future, or may indeed be available today.
To this end the example is given that there is currently no definition of
renewable diesel and this is problematic, particularly given its availability as a
drop‐in alternative to diesel fuel. Around the world it has been clearly shown
that Euro 6/VI engines are able to work in some instances even better on
alternative drop‐in fuels such as renewable diesel.
EXAMPLE ‐ RENEWABLE DIESEL
The engine operability standards and the Motor Vehicle Standards Act 1989 work
hand in hand with the fuel quality standards. While the Fuel Quality Standards
Act 2000 Act applies to petroleum, diesel, ethanol and biodiesel, it does not apply
to renewable diesel.
The Fuel Standard (Biodiesel) Determination (2003) defines “biodiesel” and is
prescriptive of the chemicals and processes required. There is no definition of
renewable diesel and it is, subsequently, precluded from the preferential excise
treatment given to biodiesel, even though the product is coming from the same
renewable feedstock sources.
“Renewable diesel” was however previously defined under the Cleaner Fuels
Grant Scheme (CFGS) which allowed for its preferential excise treatment by the
Australian Taxation Office.

In the 2014–15 Budget, the Federal Government announced it would cease the
CFGS for biodiesel, renewable diesel and ethanol production from 1 July 2015.
With the end of the CFGS, the only definition of renewable diesel was lost which
now forces renewable diesel – a drop‐in, cleaner burning, low emission,
renewable source of fuel – to pay full excise.
In order to allow for the development of alternative fuels which also meet the
stated aims of the Discussion Paper, the definition and treatment of renewable
diesel must be reinstated to the relevant regulations in order to accommodate
the sale of renewable diesel as a fuel with the same preferential excise treatment.
Renewable diesel is one example of how the fuel standards need to
accommodate and encourage the uptake of the alternatives to fossil fuel.
Equity in the Australian fuels market is required.
This will be an essential fuel for the future of Euro 6/VI engines whether on or
off‐road.
PROPOSED DEFINITION
As noted above, renewable diesel was previously defined under the Cleaner
Fuels Grant Scheme.
It is proposed that the definition be reinstated as follows:
For the purposes of this Act, renewable diesel means liquid fuel that:
(a) is manufactured by chemically altering*:
a. vegetable oils or animal fats (including recycled oils from these sources);
b. biomass; or
c. other waste streams or residues;
and
(b) complies with the applicable fuel standard for diesel.
If:
(a) a quantity of liquid fuel (the final fuel) is manufactured; and
(b) a part of the final fuel was manufactured by chemically altering
vegetable oils, animal fats, biomass or other waste streams or residues; and
(c) a part of the final fuel is diesel; and

(d) the final fuel satisfies the applicable fuel standard for diesel;
then the amount of the final fuel worked out in accordance with the
regulations is taken to be renewable diesel for the purposes of this Act.
* ”Chemically altering” is defined as being that the end product’s chemical
processing must have included thermal separation (fractionation) and
hydrofinishing.
This proposed definition is similar to the original definition in the CFGS, and has
been updated to recognise the feedstocks (such as biomass and wastes) that are
used in the production of renewable diesel.
The proposed definition also includes the technology that the industry has
proven is required to produce the renewable diesel that is a direct chemical
replacement for mineral diesel.
It is proposed that the definition of renewable diesel should be included in the
Fuel Quality Standards Act 2000 and the Fuel Quality Standards Regulations 2001
and be reflected in any necessary sections of the Motor Vehicle Standards Act
1989.
The definition will also need to be referenced in the relevant excise mechanisms
by the ATO and Treasury in order to allow for equity in the treatment of
biodiesel and renewable diesel.

SUMMARY
Thank you for the opportunity to provide this submission in relation to the RIS
and the legislative instruments made under the Motor Vehicle Standards Act
1989.
The offer is made to volunteer services for the ongoing work of the Department,
to assist in informing the outcomes of the consultation and regular, ongoing
updates to the relevant legislation.
Your sincerely
Heather Bone
Managing Director

ABOUT REBUSJ SUSTAINABILITY
RebusJ was formed by Heather Bone in 2008 and engages a wide variety of experienced
people in innovation, environment, engineering and project management.
Based on the Gold Coast with contracting staff in Queensland, NSW, Victoria and Western
Australia, RebusJ is a proudly Australian owned business focusing on projects both in
Australia and internationally.
Clients include large and small alternative fuel producers, projects focusing on energy
efficiency and innovation, and technology solutions from around the globe.
The consulting services of RebusJ are in demand by international, federal and state
governments, assuring our clients with the utmost confidentiality and integrity across
multiple jurisdictions.
RebusJ is able to provide advisory services in relation to:
•

Technology recommendations

•

Biomass and bioenergy opportunities

•

Alternative fuels and renewable energy

•

Waste to energy and energy efficiency solutions

•

Grant applications and the compilation of business cases and prospectuses

•

Sustainability reporting

•

HAZOP facilitation, innovation and risk management planning

•

Sustainability standards

