
 

 

Sustainable biomethane is a local, renewable and cost-competitive alternative to fossil fuels that can achieve 
negative emissions1 necessary to achieve the EU climate neutrality targets. Biomethane is proven to be an 
effective way to abate GHG emissions from transport, especially in hard-to-abate modes such as the heavy-duty 
segment. 

As part of its REPowerEU plan, the European Commission (EC) proposed a rapid acceleration of renewable energy 
including 35 billion cubic metres (bcm) biomethane by 2030. The biomethane sector is ready to deliver on this 
target contributing to both climate change mitigation and energy security. 
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The biogas and biomethane industry, which presently supports over 210,000 jobs, is anticipated to grow by 
another 420,000 jobs by 2030 and more than one million jobs by 20502. 

Europe is the largest producer of biogas and biomethane in the world today. Aside from their well-established 
benefits for reducing emissions, biofuels such as biomethane strengthen the independence and revenue of 
European farmers, support a thriving circular bioeconomy, aid in securing a reliable supply of sustainable food 
and feed, while reducing Europe’s reliance on energy imports and avoiding dependence on external providers.  

Especially considering today’s gas price volatility and the political uncertainty, it is essential to promote and 
preserve the EU strategic autonomy in the energy sector by implementing policies that support the power sources 
produced and technologies developed in the EU, all activities creating jobs in the internal market. 

 

Biomethane as a solution for heavy-duty transport decarbonization  

Despite the emergence of climate mitigation policies in the EU, GHG emissions in the EU road transport sector 
have increased by 33%3 over the last three decades. In the EU, road transport is responsible for about 21% of total 
GHG emissions, of which 27% is generated by heavy-duty vehicles (HDVs)4. While only accounting for 2% of the 

 
1 Depending on the feedstock utilized. 
2 EBA (2021). Statistical Report 2021 
3 EEA (2021). EEA greenhouse gases – data review 
4 UNFCCC (2019). GHG data from UNFCCC 

https://www.eea.europa.eu/publications/data-and-maps/data/data-viewers/greenhouse-gases-viewer


 

 

automobiles on the road in Europe5, the heavy-duty sector 
alone generates around 6% of total GHG emissions in the EU. 

Over the past 30 years, the growth of road transport emissions 
has been driven by the increasing transport volumes.  

Road transport accounts for around 77.4% of the total inland 
freight transportation of goods in the EU market6 (Graph 1), of 
which the highest share of the transport performance is carried 
out by heavy duty vehicles7.  

 

 
 
 

Road transport is dominated by fossil gas/diesel oil (66.46 %) and motor gasoline (23.91 %)8 (Graph 2), which are 
the main fuels used in heavy duty vehicles.  

 

 

 

 

 

 

 

 

 

 

 

 

 

 
Because of the growing goods demand and the sector’s heavy dependency on oil, it does not surprise that, 
according to projections in the Reference Scenario 20209, CO2 emissions from the HDV sector are projected to 
decrease by only around 7% and 12%, in 2030 and 2050 respectively, compared with 2015.  

 

 

 
5 ACEA (2022). Report – Vehicles in use, Europe 2022 
6 EUROSTAT (2022). Freight transport statistics - modal split 
7 EUROSTAT (2021). Road freight transport by vehicle characteristics 
8 EUROSTAT (2022). Oil and petroleum products - a statistical overview 
9 European Commission (2021). EU Reference Scenario 2020: energy, transport and GHG emissions: trends to 2050 
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Graph 2: Use of fuels in EU road transport in 2020
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https://ec.europa.eu/eurostat/statistics-explained/index.php?title=Freight_transport_statistics_-_modal_split
https://ec.europa.eu/eurostat/statistics-explained/index.php?title=Road_freight_transport_by_vehicle_characteristics
https://ec.europa.eu/eurostat/statistics-explained/index.php?title=Oil_and_petroleum_products_-_a_statistical_overview#Consumption_in_sectors


 

 

Policy takeaways   

The HDV sector must contribute to the achievement of Europe’s climate neutrality by 2050 and biomethane is 
one of the very few readily available solutions to speed up the heavy-duty segment decarbonization. 

To untap biomethane’s valuable role as a long-term and cost-effective solution to ensure the decarbonization of 
the EU transport sector, EU policy needs to be coherent and technology neutral. The revision of the CO2 Emission 
Standards Regulation for Heavy-Duty Vehicles is a crucial opportunity to give the right signal to vehicles 
manufacturers, end users and renewable fuels producer, including biomethane. 

To give a concrete chance to the transport sector to abate its emissions, the CO2 Standards for HDVs should: 

 
➢ Adopt a technology neutral Life-Cycle Approach (LCA) 

The upcoming revision of the CO2 Emission Standards Regulation for Heavy-Duty Vehicles should be built on a 
Life-Cycle Approach such as the “Well-to-Wheel” (WTW) methodology10, which allows for the required reduction 
of GHG emissions. As asserted also by the Joint Research Centre11 (JRC), the WTW analysis is required to properly 
assess the climate impact of different technologies. The restrictive “Tank-to-Wheel” (TTW), or tailpipe approach, 
so far adopted by the EC, is not in line with the principles of subsidiarity and of a just transition, and far from 
technology neutrality. Moreover, the tailpipe approach is not effective in reducing emissions from road transport. 
In order to further reduce CO2 emissions, automotive manufacturers should be allowed to continue improving 
the efficiency of all technologies, including the Internal gas Combustion Engines (ICEs), which would be phased 
out in case of the adoption of a tailpipe approach in the reviewed Regulation. 

The tailpipe approach introduced by EC in the proposal on passengers’ cars and light duty vehicles (LDVs) is not 
suitable for the HDVs as ICE vehicles are largely dominating the heavy-duty market and are still necessary to cover 
long-haulage transport needs.  

Standard ICEs are compatible with biomethane, which is used as a biofuel in the form of a CNG or LNG substitute. 
Using the WTW methodology, biomethane is a high performer in terms of the reduction of GHG emissions in 
transport and, depending on the feedstock used, it can even attain negative emissions12, meaning that CO2 is 
actually removed from the atmosphere.  

It is crucial that the updated CO2 regulation for HDVs fully recognizes biomethane as a long-term solution 
contributing to cutting GHG emissions by moving away from a pure tailpipe emissions approach, and 
implementing a research based WTW methodology and recognize the emission reduction potential of carbon 
neural and negative emission fuels.  

 
➢ Be consistent with the Alternative Fuels Infrastructure Regulation (AFIR) (bio-)LNG refuelling 

infrastructure targets 

The existing refuelling infrastructure is biomethane-ready. As biomethane consists of the same molecule as 
natural gas, this renewable fuel can be directly injected into the gas grid and well-developed LNG refuelling 
infrastructure present throughout the TEN-T network with little to no modification. Therefore, contrary to the 
electric recharging and hydrogen refuelling infrastructure – which is still largely undersized and unevenly 
developed across the EU13 -, the deployment of biomethane to replace fossil fuels does not require the investment 

 
10 A well-to-wheel analysis is the assessment of the environmental impact of a given fuel, looking at all emissions generated from 
production to end use in the transport sector. 
11 JRC (2020). Well-to-Wheels Report Version 5  
12 JRC (2014). Well-to-Wheels Report Version 4.a 
13 EPRS (2019). Alternative fuel vehicle infrastructure and fleets: State of play - Briefing 



 

 

of additional resources and time to develop new infrastructure, which is already in place to handle the entire EU’s 
supply of biomethane or bio-LNG, whether it be for storage or transportation14. Nevertheless, as also recognized 
by the EC in the AFIR proposal, further LNG infrastructure deployment is necessary in order to close the remaining 
gaps in the main networks and supply decarbonized fuels, such as biomethane.15 

As LNG was assigned an important role in the 2014 AFI Directive, Member States and transport stakeholders 
already have made significant investments in order to be able to offer this solution throughout all of the TEN-T 
core network. Moreover, the AFIR proposal mandates that Member States complete the LNG refuelling 
infrastructure and clearly recognizes bio-LNG as a renewable fuel that will progressively substitute transport fuels 
such as fossil LNG. 

In order to avoid stranded assets and to accelerate the total decarbonization of EU mobility thanks to already 
available solutions, the upcoming revision must provide consistency with the AFIR proposal and recognizes 
biomethane as a readily available and long-term solution for the decarbonization of the transport sector and, 
especially, for hard-to-abate modes such as the heavy-duty segment.  

 
➢ Recognize biomethane cost-competitiveness 

Biomethane is among the most affordable and cost-competitive advanced biofuels, if we consider all positive 
externalities generated by its production.  

Natural gas prices have 
been extremely volatile 
in 2022, which led to high 
insecurities for national 
economies. Biomethane 
can directly replace 
natural gas and other 
fossil fuels and therefore 
lessen the exposure to 
volatile prices and 
improve overall energy 
security through reduced 
import needs. In the EU, 
the cost of biomethane 
production ranges 
between 55 and 100 
€/MWh, depending on location, feedstock, size and setup of the plant.  

Regarding heavy-duty transport, it has been determined that the manufacturing costs – which are one-off CAPEX 
investments that Frontier annualized over a nine-year lifetime for trucks16 – of LNG trucks will be comparable to 
those of diesel, whereas Fuel Cell Electric Vehicle (FCEVs) trucks are anticipated to be more expensive and the 
timing of their mass market introduction over the following ten years is questionable17. 

Gas mobility running on a blend of LNG and biomethane has costs comparable to FCEVs fuelled by grey or blue 
hydrogen and has lower costs than FCEVs fuelled by green hydrogen. When taking into account the emissions 

 
14 EBA (2022). Fuelling clean mobility with bio-LNG 
15 Recital 8 of the proposal for a Regulation on the deployment of alternative fuels infrastructure 
16 Frontier (2021). CO2 emissions abatement costs of gas mobility and other road transport options 
17 Frontier (2021). CO2 emissions abatement costs of gas mobility and other road transport options 



 

 

abatement relative to diesel, the greatest absolute degree of emissions savings is provided by vehicles running on 
bio-LNG, with 78 gCO2eq/tkm savings relative to conventional diesel vehicles18.  

Technology for small scale bio-LNG production is available, matching the inherent profile of local biomethane 
production and hence limiting the strategic vulnerability of large-scale systems. 

The automotive manufacturers industry needs a stable and consistent legislative framework in order to manage 
the green transition, while maintaining its competitiveness. As the manufacturing cost of the vehicle and the fuel 
price make up for a big portion of the Total Cost of Ownership (TCO) for transport operators, the upcoming 
revision must recognize the cost-competitiveness of biomethane and allow automotive manufacturers to 
continue producing and developing trucks that can run on biomethane. 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

About the EBA  

The European Biogas Association is the voice of renewable gas in Europe since 2009. EBA advocates the recognition 
of biomethane and other renewable gases as sustainable, on demand and flexible energy sources that provide 
multiple knock-on socio-economic and environmental benefits. Supported by its members, EBA is committed to 
work with European institutions, industry, agricultural partners, NGOs and academia to develop policies which can 
enable the large-scale deployment of renewable gases and organic fertilisers throughout Europe, supported by 
transparent, well established sustainability certification bodies to ensure that sustainability remains at the core of 
the industry. The association counts today on a well-established network of over 200 national organisations, 
scientific institutes, and companies from Europe and beyond.

 
18 Frontier (2021). CO2 emissions abatement costs of gas mobility and other road transport options 


