
 

 

 

The RTFA response to the LCFS Call for Ideas 

Decarbonisation of transport is one of the greatest challenges, and action is required on 

both fuels and hardware (i.e. vehicles, ships etc).   

Action on fuels is often overlooked, in favour of what may seem more dramatic 

developments in infrastructure, which capture politicians’ and the public’s attention. 

The problem is not the carbon content of fuels, but that it mostly comprises fossil 

carbon.  Fuel can be 100% renewable, with the lifecycle carbon emissions of vehicles 

running on renewable fuel capable of outperforming that of zero tailpipe vehicles. 

At present around 6% of the UK’s road fuel is renewable.  To be compatible with Net 

Zero, this needs to become 100% renewable by 2050. 

We need to grow the overall amount of sustainable feedstock for low carbon fuel 

production (biofuels, recycled carbon fuels and, in the long run, e-fuels) as well as to 

replace other products made from fossil oil (plastics, fabrics, etc). 

As road transport is electrified, this frees up low carbon fuels for use in other 

applications for which there are fewer technological options and which cannot run on 

batteries (e.g. aviation, with the exception of very small aircraft).  Globally there is 

enough sustainable biomass to supply a substantial part of our transport energy needs, 

with low barriers to adoption and low cost relative to alternatives. 

The LCFS needs to put forward policies which  

• stimulate demand for low carbon fuels; an increased and improved RTFO, a 

mandate for sustainable aviation fuel and a maritime equivalent, 

• drive improvements in the quantity, quality and diversity of feedstocks 

and their supply chains, and 

• encourage the uptake of products such as higher blend biofuels 

…. in a context which 

• recognises the urgency of action required,  

• operates on a level playing field; driven by science and which is evidence-based 

and technology neutral (i.e. through use of Well-to-Wheel and Lifecycle Analysis) 

and 

• delivers benefit for the UK, levelling-up, creating jobs, improving fuel 

security & resilience and promoting the circular economy. 

 

The LCFS needs to be bold, ambitious and implemented swiftly.  The most recent 

IPPC report makes clear the urgency required.  Each month and year that passes, with 

GHG emissions savings higher than they need to be, is a missed opportunity.  The CO2 

emitted today will remain in the atmosphere heating the planet for around 100 years.  

Emissions savings achieved sooner have vastly more impact than those that may be 

delivered in the future. 

The Call for Ideas document articulates potential concerns in great depth, but the 

outcome must not be paralysis through inaction.  Better to act decisively, with 

ambition, knowing that the outcome will not be perfect, than to delay because 

of concerns over indirect effects that cannot be quantified. It would have been 

preferable to have consulted on a draft strategy and called for ideas to make it better. 

https://rtfa.org.uk/2022/03/22/introducing-an-rtfo-equivalent-in-the-maritime-sector/


 

 

The focus of Government policy is on electrification and hydrogen; exciting 

developments which will transform transport and capture attention.  These new 

technologies will themselves have unintended consequences and 

environmental impacts, it’s just that they are yet to manifest themselves. 

The RTFA supports electrification and the strive for zero tailpipe emission technologies, 

but this does not mean that the foot can be taken off the pedal of decarbonizing 

fuels, in the expectation that the internal combustion engine is soon to be 

replaced.  Even with (rightly) ambitious targets and rapid progress on zero tailpipe 

emissions technologies, there will be ICEs on the roads, rails and on water for 

decades to come.  There are numerous reasons why electrification might not proceed 

as rapidly as anticipated, making it all the more important to decarbonise fuels. 

During the RTFA’s brief existence we have put forward various ideas, and we will 

signpost them again in this response.  We are pleased to have the opportunity to do so 

and look forward to working with the DfT as this call for ideas gets translated into a 

strategy. 

Stimulating demand  

The target for decarbonising road fuels is so lacking in ambition that unless targets are 

increased, will see an overall fall in the amount of renewable fuel consumption.  There 

is sufficient sustainable biomass to increase the target to 21% by 2032i, over 

50% in 2040ii and by 2050 all fuel used in road transport must be 100% 

renewable.  A number of other improvements also need to be made to the RTFO – as 

listed in the endnotesiii.  

The UK is introducing a mandate for Sustainable Aviation Fuel, but demand delivers no 

carbon savings without supply, and in this capital-intensive industry, it will take many 

years for production capacity to materialise in response to a demand signal alone. 

Furthermore, the Government’s stated intention is to enable the domestic production of 

SAF.  For this aspiration to materialise CfDs will be required, to enable projects to be 

financed.  A similar approach should be taken with a mandate and CfD programme for 

Sustainable Maritime Fuel. 

Growing the pool of sustainable fuels and feedstocks 

The Call for Ideas is heavily laden with concerns over sustainability, yet sustainability 

standards are in the Government’s gift.  The RTFO has a high bar when it comes to 

sustainability criteria, which the Government can rightly be proud of. However more 

should be done, examples include  

• encouraging progressively greater GHG savings by reinstating the GHG 

Saving Obligation, 

• taking action to prevent the formation of fatbergs that disrupt our towns and 

cities, and cost the water industry (and therefore the public) perhaps £ 180m per 

year, by enforcing proper grease management.  The fats, oils and greases 

collected can be used for fuel production, 

• stopping the export of end-of-life tyres, by facilitating chemical recycling through 

pyrolysis for fuel and chemical feedstock production (via Tyre Pyrolysis Oil – 

TPO).  

• promoting non-food lignocellulosic materials such as (grassy energy crops with a 

low starch content, cover crops before and after main crops, ley crops etc.  The 

RTFO needs to include Recycled Carbon Fuels, and widen the scope of these to all 

that have a sound environmental case, TPO being a case in point. 

https://rtfa.org.uk/wp-content/uploads/2022/03/The-GHG-Savings-Obligation.pdf.
https://rtfa.org.uk/wp-content/uploads/2022/03/The-GHG-Savings-Obligation.pdf.
https://rtfa.org.uk/2022/03/23/preventing-fatbergs-an-interview-with-a-southern-water-network-protection-officer/
https://rtfa.org.uk/2022/03/23/preventing-fatbergs-an-interview-with-a-southern-water-network-protection-officer/
https://rtfa.org.uk/2022/02/08/end-of-life-tyres-and-the-circular-economy
https://rtfa.org.uk/2022/02/08/end-of-life-tyres-and-the-circular-economy
https://rtfa.org.uk/wp-content/uploads/2022/03/TPO-RCF-23rd-Feb-meeting-slides.pdf


 

 

By 2050 it is likely that almost all biofuels and recycled carbon fuels will be used in 

aviation and maritime transport, while some of the same feedstocks will be used to 

make chemicals.  Oil refineries will no longer be processing crude oil, but will be 

processing bio-based feedstocks, as fossil fuels should no longer be extracted.  These 

biofuels will be complemented by renewable fuels of non-biological origin. 

But in the meantime, until the transition to electrification has penetrated to the 

maximum possible, biofuels will continue to be used in vehicles.  This will entail going 

beyond current blend walls.  HGVs should be encouraged to use higher blends of 

biofuels, such as B20, B30 and HVO, and blends of biodiesel with HVO.  A fiscal incentive 

to encourage haulage fleet operators to use these fuels (see the footnote 3) should be 

introduced at the soonest opportunity, and a similar approach should be taken for 

encouraging uptake of renewable fuels in the rail network. 

As more experience is gained (e.g. via the Zero Emission Road Freight Trials) the merits 

of a more nuanced approach than phasing out the sale of non-zero-tailpipe vehicles by 

certain dates may become more apparent.  The ZERFT results should be contextualised 

by acknowledgement of what could be achieved by running HGVs on 100% renewable 

fuels (whether liquid or gas) or hybrid approaches, the merits of which were discussed in 

our response to the Consultation on when to phase out the sale of new, non-zero 

emission heavy goods vehicles. 

One of the main justifications for the narrow approach is air quality, but a portfolio 

approach where all but the heaviest freight vehicles are zero tailpipe, yet all are low 

carbon, may be the optimum outcome.  That is not to say that renewable fuels do not 

also offer air quality improvements. For example, bioethanol and biodiesel have higher 

oxygen content and therefore improved combustibility and lower particulate emissions.  

SAF and renewable diesels offer dramatic improvements in air quality vs conventional jet 

and diesel on account of the absence of aromatics. 

References and endnotes 
 

i In line with the Sustainable Biomass study we commissioned from Prima, summarised here. 
ii Zemo Partnership’s forthcoming study “‘Proposal for a renewable diesel incentive” sets out 
scenarios of what can be achieved, and RTFA supports the most ambitious of these (which reaches 

48% by 2035).  

iii Improvements to the RTFO 

Increase the target 

Revisit the crop cap.  UK bioethanol production from feed wheat can be thought of as a means of making 

high protein animal feed substituting for imports of soy-based feed typically from S. America.  The renewable 

ethanol comes for free in terms of land usage. It is perfectly possible to increase the renewable content of 

retail petrol above 10%, whilst keeping bioethanol at no more than 10%.  The fossil petrol proportion could be 

replaced by biogasoline (a renewable drop in fuel, functionally equivalent to petroleum petrol, but made 

entirely from bioethanol).  However, with the crop cap in place there is no incentive for domestic bioethanol 

producers to even consider this.   

An improved process for adjusting the buyout price.  The last time the buyout was increased, there was 

a long drawn-out formal consultation.  There needs to be a different mechanism, perhaps triggered by RTFCs 

trading at prices exceeding a certain % of the buyout price for a certain amount / proportion of the time.  The 

RTFA hopes to commission a study on this and make detailed recommendations. 

A mechanism to prevent double dipping, whilst not undermining the ability of government to impose trade 

remedies for unfairly subsidised or dumped goods. 

Ending the ability of NRMM power generators to earn RTFCs.  The definition of NRMM used in the RTFO 

encompasses power generators, which in some applications (e.g. where grid connection is possible) have no 

connection with transport, and which deliver less carbon savings when diverted from use in transport. 

 

https://rtfa.org.uk/wp-content/uploads/2021/09/21-09-03RTFA-HGVconsultationResponseFinal.pdf
https://rtfa.org.uk/wp-content/uploads/2021/09/21-09-03RTFA-HGVconsultationResponseFinal.pdf
https://rtfa.org.uk/wp-content/uploads/2021/04/RTFA-Feedstock-Availability-Summary-Report.pdf

