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The Honorable Lee Zeldin

Administrator

U.S. Environmental Protection Agency
1200 Pennsylvania Avenue, NW
Washington, DC 20460

Electronic Submission to EPA Docket Center

RE: Notice of Proposed Rulemaking: Amendments and Nonconformance Penalties for
Model Year 2027 and Later Heavy-Duty Highway Engines and Amendments to
Inducement Provisions for SCR-Equipped Diesel Engines (40 CFR Parts 86, 1036,
1037,1039, 1065, and 1071), July 14, 2026 [EPA Docket No. EPA-HQ-0AR-2026-0728]

Dear Administrator Zeldin:

The Transport Project (TTP) appreciates the opportunity to submit comments to the
U.S. Environmental Protection Agency (EPA) in response to the July 14, 2026, Notice of
Proposed Rulemaking (NPRM) referenced above.!

Established in 1988 as the National Gas Vehicle Coalition, today TTP is the largest
North American organization dedicated to the ongoing development of a growing,
profitable, and sustainable marketplace for gaseous fuels and fleets. TTP’s members include
over 200 companies comprising natural gas engine and vehicle manufacturers, servicers
and suppliers, fleet owners, as well as renewable natural gas fuel producers and providers
dedicated to the reduction of harmful criteria pollutant emissions on America’s roadways.

TTP applauds EPA’s efforts to minimize harmful criteria pollutant emissions from
motor vehicles and its willingness to address industry concerns with various compliance
requirements under the new, lower 2027 emission limits for heavy-duty engines (HDE).

We fully support the proposed manufacturer warranty period adjustment as well as the
three-year deadline extension of the new useful life requirements. These revisions, once
finalized, will alleviate initial compliance costs that would otherwise have been passed onto
end users while also providing additional time for engine manufacturers to improve
technology as necessary to meet the longer useful life periods.

191 FR 43154
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Our comments seek to address a narrower concern with the technological feasibility
and representative testing of heavy-duty (HD) spark ignition (SI) engines that are both
equipped with engine breaking safety technology and are required by EPA to be, “..included
in the Heavy HDE primary intended service class along with compression-ignition
engines.”?

TTP Recommendation
e To ensure representative in-use testing3, modify Heavy Duty In-Use Testing (HDIUT)
for HD SI engine families that are required to meet EPA’s CI standards and test
procedures to allow for an optional engine retesting in instances when the shift-day
average number of braking events exceeds 20 per hour.

Comments

HD natural gas engines offer a proven, commercially viable pathway to achieving
meaningful emissions reductions most cost-effectively. Today, engine certification levels for
nitrogen oxides (NOx) are 10x less than diesel engines, and ultra-low NOx medium- and
heavy-duty natural gas-powered trucks and buses perform at levels that are 95 percent
below the current federal NOx limit and 98 percent below the federal particulate matter
standard. According to Cummins Inc., currently the only American manufacturer of heavy-
duty natural gas engines available for domestic deployment, its new X15N engine could be
certified to an emissions limit even lower than the forthcoming 2027 standard, but only if
EPA adopts TTP’s recommendation to ensure representative in-use testing.

TTP estimates there are over 135,000 natural gas vehicles of all weight classes
operating on U.S. roads today, including approximately 12-15 thousand Class 8 heavy-duty
trucks-. Predominately fueled by renewable natural gas recovered from landfills,
wastewater treatment facilities, and food and agriculture waste digesters, these vehicles
enable large fleets, including Amazon, FedEx, PepsiCo/Frito-Lay, UPS, Walmart, Waste
Management, and many others, to prioritize on-road emissions reductions across their
operations by replacing older HD diesel trucks with a “clean combustion” technology that
supports domestic manufacturing, strengthens American energy independence, and
increases fuel diversity in the U.S.

These considerations become even more important considering renewable
volumetric obligations under the Renewable Fuel Standards, which mandate the increased
use of alternative fuels to displace conventional diesel and gasoline used in transportation,
as well as the 45Z Clean Fuel Production Tax Credit, which is intended to encourage
additional domestic production of low-carbon transportation fuels. Given both policies
include provisions for RNG, the success of these initiatives depends on increasing the RNG
fuel supply and expanding demand for vehicles capable of utilizing that fuel, e.g., HD natural
gas vehicles.

240 CFR 1036.140(b)(2)
340 CFR 1065.10(c)
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Importantly, natural gas engines most commonly use a stoichiometric SI engine
cycle and three-way catalyst (TWC) technology to achieve NOx emissions control over a
broad range of in-use operation conditions. In addition, most natural gas HDEs are
equipped with engine brakes to meet safety requirements associated with slowing HD
trucks with high vehicle masses. This creates a unique challenge for HDEs as engine
breaking events temporarily disturb the stoichiometry of TWCs that can result in a small,
incremental amount of NOx being emitted during the approximate 10-20-second period
immediately following the end of an engine breaking event. While these transient emissions
events are real, they are more than offset by the exceptionally low NOx performance
demonstrated during the remainder of operation. In-use testing of a representative HD
engine families using EPA's MY 2027+ BMAW procedures, demonstrates non-engine-
braking NOx emissions are typically far below applicable limits#.

EPA's compliance program is most effective when pass/fail determinations are
based on testing that is representative of real-world fleet operation. A single vehicle
operating under a duty cycle characterized by unusually frequent engine-braking activity
may disproportionately influence certification results. Because those determinations may
rely on as few as five engines randomly drawn from a population of tens of thousands,
atypical operating conditions can have an outsized impact on the outcome.

As an example, an analysis conducted across 875 shift-days totaling 8,833 operating
hours found that 13 percent of shift-days experienced no engine-braking events, while the
median frequency was 7 engine-braking events per hour. In contrast, frequencies exceeding
20 engine-braking events per hour fell within the upper tail of the distribution,
representing a corner-case operating condition rather than typical fleet operation.

The significance of these atypical operating conditions is magnified by current
technological limitations. Neither EPA nor any engine manufacturer has demonstrated a
technologically feasible means of eliminating the small increment of NOx emitted
immediately following engine-braking events in stoichiometric TWC-equipped SI engines.
EPA has recognized comparable technological constraints for compression-ignition engines
utilizing selective catalytic reduction (SCR)-based emission controls and has incorporated
regulatory accommodations such as temperature adjustment provisions under
§1036.104(a)(3). Similar consideration is warranted for SI natural gas engines, which are
uniquely subject to HD diesel engine off-cycle testing requirements under §1036.140(b)(2).

Accordingly, EPA should consider allowing optional retesting when a tested SI
vehicle averages more than 20 engine-braking events per hour during a shift-day. Such an
approach would not exempt any engine family from emissions requirements, weaken
environmental protections, or alter applicable standards. Rather, it would help ensure

4 The Impacts of Improving Heavy-Duty Internal Combustion Engine Technology on Reducing NOx Emissions
Inventories Going into the Future. Science of The Total Environment, Vol. 986, 2025. (179781.ISSN0048-
9697) Available at:
https://www.sciencedirect.com/science/article/abs/pii/S0048969725014226?via%3Dihub)
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compliance determinations are based on operating conditions that are representative of
actual in-use operation and accurately reflect engine-family emissions performance.

Conclusion

For the reasons stated above, TTP urges EPA to include the following language in the
Final Rule as a natural outgrowth in addressing industry’s response to the agency’s July 14,
2026, NPRM to revise the 2027 emissions standards for HDEs:

§1036.425 Pass criteria for engine families.

kkxk

(e) For determining if a spark-ignition engine family included in the Heavy HDE
primary intended service class according to §1036.140(b)(2) passes or fails, you
may optionally retest and replace shift-day test results for individual engine shift-
day tests that average greater than 20 engine breaking events per hour per shift-day.

Doing so would better reflect real-world operations and ensure modern natural gas engines
are evaluated fairly based on their actual emissions performance while continuing to meet
and exceed EPA’s intended emissions reduction objectives. This request is also consistent
with the broader priorities of the Trump Administration to strengthen domestic energy
production, support American manufacturing, and enhance U.S. industrial competitiveness.

Thank you for your consideration of these comments. Should you have any
questions, please contact Katie Vassalli, TTP’s Director of Regulatory Affairs at
kvassalli@transportproject.org.

We look forward to continued engagement as the agency finalizes this rulemaking.
Sincerely,
Daniel Gage
President
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