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Recommendation 
 
The Oregon Department of Environmental Quality recommends the Environmental 
Quality Commission adopt the proposed rules in Attachment A as part of Chapter 340 of 
the Oregon Administrative Rules. 
 
Language of Proposed EQC Motion: 
 
“I move that the commission adopt the proposed rule amendments in Attachment A as 
part of chapter 340 of the Oregon Administrative Rules.”  



3 

Overview 
 
Short summary of proposed rule changes 
DEQ is proposing rule changes to two regulations - the Advanced Clean Trucks Rule in 
OAR Chapter 340, Division 257 and the Emission Standards for New Heavy-Duty 
Trucks in OAR Chapter 340, Division 261. These changes would:  

• Adopt by reference recent California amendments to the Advanced Clean Trucks 
Rule and Heavy-Duty Engine and Vehicle Omnibus Rules; and  

• Delay the start of the Heavy-Duty Engine and Vehicle Omnibus Rules 
implementation from engine model year 2025 to engine model year 2027. 

 
On Nov. 17, 2021, the Oregon Environmental Quality Commission acted to reduce 
emissions from new medium- and heavy-duty trucks sold in the state by adopting the 
Clean Truck Rules (CTR).1 Under Section 177 of the federal Clean Air Act, states that 
choose to adopt vehicle standards that are more stringent than the federal standards for 
new vehicles may only adopt California’s vehicle emission standards (if California has 
adopted more stringent standards). California’s Advanced Clean Trucks Rules and 
Heavy-Duty Engine and Vehicle Omnibus Rules were two of the rules adopted under 
that 2021 rulemaking.  
 
Advanced Clean Trucks Rule 
The Advanced Clean Trucks Rule is being revised to incorporate commitments made 
between the California Air Resources Board (CARB) and the truck manufacturers in the 
Clean Truck Partnership.2 The proposed changes include:  

• Increased Deficit Makeup Period – Manufacturers now have three years instead 
of one year to balance their zero-emission vehicle (ZEV) deficits (deficits accrued 
due to insufficient sales of ZEVs under the rules).  

• New definition for how credits are generated – Manufacturers can now generate 
a credit based on a vehicle delivered for sale rather than to the ultimate 
purchaser in Oregon.  

• Additional flexibility in 2026 for the cleanest Heavy Heavy-Duty (HHD) Engines - 
Specific HD Omnibus certified engines would not generate deficits in 2026 under 
the ACT Rule, easing compliance for manufacturers of the subject heavy heavy-
duty internal combustion engine (ICE) trucks.  

In addition to these proposed rule changes, on May 15, 2025, DEQ issued enforcement 
discretion for model years 2025 and 2026 in response to federal uncertainty in Oregon’s 
truck market. 
 
 
Heavy-Duty Low NOx Omnibus Rule 

 
1 417th Meeting of the Oregon Environmental Quality Commission. Clean Truck Rules DEQ Staff Report, 
accessed on 3/20/2025.  
2 CARB and the Truck and Engine Manufacturers Association Agreement (Clean Truck Partnership), July 
2023, accessed on 3/4/2025.  

https://www.oregon.gov/deq/EQCdocs/111721_C_CleanTrucks.pdf
https://ww2.arb.ca.gov/sites/default/files/2023-07/Final%20Agreement%20between%20CARB%20and%20EMA%202023_06_27.pdf
https://ww2.arb.ca.gov/sites/default/files/2023-07/Final%20Agreement%20between%20CARB%20and%20EMA%202023_06_27.pdf
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The proposed HD Omnibus rule amendments replace expiring temporary rules, adopted 
by the EQC in November 20243, with permanent rules and extend the one-year delay 
adopted under the temporary rule for an additional year. DEQ is proposing an additional 
year of delay after reviewing public comments submitted in response to this proposal 
and ongoing and increased uncertainty regarding the status of the federal Clean Air Act 
waiver. If the proposed amendments are adopted, the Omnibus rules would go into 
effect with engine model year 2027. Even though DEQ is proposing to delay the HD 
Omnibus rule until 2027, DEQ is also proposing to incorporate other minor changes, 
including additional zero emission powertrain flexibilities that CARB recently updated, 
which directly connect to the ACT rule. Further changes would eliminate rule provisions 
related to trailers that were previously overturned in a court challenge.  
 
Background of reasons for doing this rulemaking 
ACT amendments 
The ACT rule requires manufacturers of medium- and heavy-duty vehicles to produce 
and deliver ZEVs, as a percentage of their overall sales. These requirements start with 
the 2025 model year in Oregon. The sales percentages begin with a 7% sales 
requirement for Class 2b-3 and Class 7-8 trucks and an 11% sales requirement for 
Class 4-8 straight trucks, increasing in percentages to 2035. In October 2024, CARB 
adopted amendments to the ACT rule incorporating additional flexibilities for 
manufacturers.  
 
Oregon DEQ is proposing these changes and enforcement discretion for model years 
2025 and 2026 based in part on the agency’s understanding that vehicle manufacturers 
need more flexible compliance options under the Advanced Clean Trucks rule. 
Manufacturers face ongoing challenges with ACT compliance in 2025 and 2026. DEQ is 
proposing solutions that consider the current circumstances while still maintaining the 
long-term integrity of the ACT program. This is proposed to be accomplished through 
increased compliance flexibilities and the use of enforcement discretion in the short 
term. Adopting these rules would harmonize the existing Oregon rules with recent 
amendments made by California, maintaining identicality as required.  
 
 
HD Omnibus Amendments 
The HD Omnibus Rules require manufacturers to deliver lower emitting conventionally 
fueled engines for sale in Oregon. During the transition period (2024-2026), certified 
compliant engines would be required to reduce oxides of nitrogen, or NOx emissions by 
75% and to reduce particulate matter emissions by 50%. The HD Omnibus rules require 
further reductions in emissions from new medium- and heavy-duty engines starting in 
2027.  
 
The HD Omnibus Rules were originally intended to be implemented in Oregon 
beginning with engine model year 2024. A one-year delay was adopted by the EQC in 
November 2023. An additional year delay was temporarily adopted by the EQC in 

 
3 434th meeting of the Oregon Environmental Quality Commission. Temporary Clean Truck Rules 
Amendments DEQ Staff Report, accessed on 3/20/2025.  

https://ormswd2.synergydcs.com/HPRMWebDrawer/Record/6827270/File/document
https://ormswd2.synergydcs.com/HPRMWebDrawer/Record/6827270/File/document
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November 2024 due to concerns about the availability of HD Omnibus compliant 
engines, manufacturers placing sales restrictions on vehicle dealers that order new 
vehicles, manufacturers expressing intention to limit their use of available HD Omnibus-
compliance flexibilities and delayed federal action on the CARB’s waiver request to EPA 
that would allow enforcement of the rules in Oregon. The temporary rules expire on 
June 30, 2025. Ongoing concerns about availability of HD Omnibus compliant engines 
in 2026, especially in the medium-duty segment, along with recent federal action to 
disapprove the previously approved Clean Air Act Section 177 waiver prompted DEQ to 
propose an additional year of delay. In addition, recent CARB amendments to these 
rules, which allow more manufacturer flexibility to certify “complete” medium-duty 
vehicles, will need to be adopted in order to remain identical to California rules.  
 
How this rulemaking addresses the reasons for doing the rulemaking 
 
ACT rule 
The current proposed rule would update Oregon’s existing Advanced Clean Trucks 
Regulation to match revisions adopted by the California Air Resources Board, 
maintaining identical rules. The proposed Increased Deficit Makeup Period, which 
provides manufacturers with three years instead of one year to balance their ZEV 
deficits, will add needed flexibility for manufacturers, supporting their compliance with 
the rules. The proposed new definition for generating credits, which allows 
manufacturers to generate a credit based on a vehicle delivered for sale in Oregon 
rather than to the ultimate purchaser, will further increase compliance flexibility. Oregon 
DEQ’s understanding from manufacturers is that they lack visibility into the end user's 
final registration location of vehicles that they make available for sale through Oregon 
vehicle dealers. This proposed amendment ensures that the point of compliance 
remains under the control of the regulated entity. Proposed rules also provide additional 
flexibility in 2026 for the cleanest Heavy Heavy-Duty (HHD) Engines, allowing that 
specific HD Omnibus certified engines not generate deficits in 2026 under the ACT 
Rule, easing compliance for manufacturers of the subject heavy heavy-duty internal 
combustion engine (ICE) trucks. 
 
HD Omnibus Amendments 
The proposed HD Omnibus amendments would delay the implementation of OAR 
Chapter 340, Division 261 (Emission Standards for New Heavy-Duty Trucks) by two 
years. This two-year delay would extend by one year the temporary rules previously 
adopted by the EQC in November 2024. The proposed rule amendments would also 
update the existing HD Omnibus rules to match revisions adopted by California in 2024 
to increase zero emission powertrain certification flexibilities for medium-duty vehicles 
by allowing complete medium-duty ZEVs to be certified under the zero-emission 
powertrain certification (ZEP-CERT) program. The adoption of the ZEP-CERT 
amendments ensures that Oregon’s rules remain identical to California’s. 
 
Affected parties 
 
The proposed rulemaking applies statewide. Affected parties include: 
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• Medium- and heavy-duty vehicle and engine manufacturers 
• Medium- and heavy-duty vehicle dealerships  
• Medium- and heavy-duty vehicle purchasers  
• The public 

 
Outreach efforts and public and stakeholder involvement 
 
DEQ announced the rulemaking and advisory committee process via GovDelivery. 
Through that announcement, DEQ invited the public to attend each of its three virtual 
advisory committee meetings. DEQ added advisory committee meeting information to 
DEQ’s public meetings calendar and rulemaking webpage.  
 
DEQ continued to engage with a variety of stakeholders about these rule updates. 
Following the EQC’s adoption of temporary rules in November 2024 to adopt recent 
CARB ACT amendments and delay implementation of the HD Omnibus rules for one 
year, DEQ met with multiple interested parties. DEQ convened meetings with and 
delivered presentations to interested parties including:  

• Fleet representatives 
• A variety of trade associations 
• Vehicle dealer and repair service representatives 
• Vehicle and engine manufacturers 
• Environmental advocacy groups 

 
Brief summary of fiscal impact 4 
 
Advanced Clean Trucks Amendments 
The amendments, which provide additional flexibilities, could lead to lower costs for 
manufacturers, fleets, and dealers. Manufacturers could experience a reduction in 
short-term financial pressures by having additional time to comply with the rules. That 
extended time could lead to fewer financial penalties for noncompliance, reduced 
administrative costs by only needing to track sales based on delivery rather than final 
purchase, and additional options to certify complete medium-duty trucks. With a longer 
deficit makeup period, truck manufacturers can comply over three years rather than in a 
single year. Fleets and dealers could see reduced costs and the additional availability of 
trucks due to manufacturers not having to restrict availability of  conventional vehicles in 
the market artificially.   
 
HD Omnibus Amendments 
The proposed rule amendments delay the implementation of the HD Omnibus rules for 
two years, until 2027, and adopt recent CARB amendments for zero emission 
powertrains by reference. This action would have a fiscal and economic impact. 
Compared to the status quo, manufacturers and dealers would continue to be able to 
sell federally certified engine model year 2025 and 2026 medium- and heavy-duty 
vehicles. Vehicle and engine purchasers can expect lower costs for new vehicles and 

 
4 A full fiscal impact analysis is provided below in this notice. 
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engines through 2026 compared to the current status quo. Manufacturers and dealers 
can expect to see increased revenue compared to the current status quo. The 
amendments would reduce the risk of manufacturer temporary holds and excessive 
restrictions on medium- and heavy-duty vehicle sales in Oregon. Expected fiscal 
impacts include the effects of increased sales volumes of medium- and heavy-duty 
conventionally fueled trucks, as well as decreased demand for warranty repair services 
on vehicles with 2025 and 2026 engines.  
 
Both the ACT and HD Omnibus proposed amendments may result in less emissions 
reductions than expected along all routes where medium- and heavy-duty vehicles 
travel and will impact members of the public – especially those living, working, and 
recreating close to major traffic corridors.   
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Statement of need 
 
Advanced Clean Trucks 
 

Proposed Rule or Topic Discussion 

Advanced Clean Trucks Rule Amendments 
What need would the proposed rule 
address? 

Oregon DEQ understands that vehicle 
manufacturers need more flexible 
compliance options under Advanced Clean 
Trucks rule. Adopting these rules would 
harmonize the already existing Oregon rules 
with recent amendments made by California, 
maintaining identicality as required.  

How would the proposed rule address 
the need? 

The proposed rule would incorporate 
California’s recent amendments providing 
additional flexibilities for manufacturers.  

How will DEQ know the rule addressed 
the need? 

DEQ will know the rule addressed the need 
when manufacturers avail themselves of the 
new flexibility provisions. 

 
 
 
 
 
HD Omnibus 
 

Proposed Rule or Topic Discussion 

Delay Implementation of HD Omnibus Rules for one year 

What need would the proposed rule 
address? 

The proposed rule addresses the need to 
make permanent the previously adopted 
temporary rule for the remainder of 2025. In 
2024 the EQC temporarily delayed 
implementation of the HD Omnibus rules due 
to uncertainty related to supply of Omnibus-
certified compliant engine availability. The 
proposed rule also addresses ongoing 
concerns about availability of HD Omnibus 
compliant engines in 2026, especially in the 
medium-duty segment, along with recent 
federal action to disapprove the previously 
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Proposed Rule or Topic Discussion 

approved Clean Air Act Section 177 waiver. 
Not adopting a delay risked creating 
significant restrictions to the supply of new 
medium- and heavy-duty conventionally 
fueled vehicles.   

How would the proposed rule address 
the need?  

The proposed rule would delay the 
implementation of the HD Omnibus rules for 
two full years. It will provide manufacturers 
and buyers with compliance certainty through 
2026. If the proposed rules are adopted, the 
HD Omnibus rules go into effect with engine 
model year 2027 and/or vehicle model year 
2028 depending on the specific rule section 
and context. The proposed rules provide 
more time for manufacturers to produce and 
deliver California Omnibus-certified compliant 
engines to the market and for legal questions 
around recent federal action to retroactively 
disapprove the Clean Air Act waiver to be 
settled.   

How will DEQ know the rule addressed 
the need? 

DEQ will know the rule addressed the need 
by monitoring the number of new 
conventionally fueled vehicles that are sold 
and registered in Oregon and by monitoring 
federal legislative and judicial actions. 

Adopt recent CARB amendments 

What need would the proposed rule 
address? 

Oregon adopted the CARB HD Omnibus 
rules by reference in 2021. Under section 177 
of the Clean Air Act, Oregon can only adopt 
California emission standards if those 
standards are adopted identically. 
Periodically Oregon must adopt California 
amendments to remain identical. The recent 
California amendments increase the 
transition flexibilities available to 
manufacturers of complete medium-duty zero 
emission powertrains.  

How would the proposed rule address 
the need?  

The proposed rule would bring Oregon’s rules 
into agreement with California’s rules by 
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Proposed Rule or Topic Discussion 

adopting the California amendments by 
reference.  

How will DEQ know the rule addressed 
the need? 

DEQ will know the rule addressed the need 
once the updated rules are published and 
manufacturers are notified about this 
additional available certification flexibility. 

 

Federal relationship  
 
ORS 183.332, 468A.327, and OAR 340-011-0029 require DEQ to attempt to adopt rules 
that correspond with existing equivalent federal laws and rules unless there are reasons 
not to do so.  Adopting these rules would harmonize the already existing Oregon rules 
with recent amendments made by California. Under section 177 of the Clean Air Act, 
Oregon can adopt and enforce California’s more stringent new engine and vehicle 
emission standards if those standards are identical to the California standards.  
 
ACT Amendments 
The ACT rules adopted by the EQC in 2021 require medium- and heavy-duty vehicle 
manufacturers to gradually increase the number of new plug-in hybrid and zero 
emission trucks sold as a percentage of their overall sales. This is unique to California’s 
regulations and exceeds federal emissions standards, as allowed under Section 177 of 
the Clean Air Act. States that choose to adopt vehicle standards that are more stringent 
than the federal standards for new vehicles may only adopt California’s vehicle emission 
standards if California has adopted more stringent standards. Oregon’s proposed rules 
to increase flexibility and compliance options align with recent amendments from 
California, will improve program implementation in Oregon, and maintain identicality of 
Oregon’s rules.  
 
Starting in 2027, the new federal regulation, “Greenhouse Gas Emissions Standards for 
Heavy-Duty Vehicles – Phase 3,” requires heavy-duty vocational vehicles to meet 
stricter emission standards. The federal regulations are structurally different from 
Oregon’s Advanced Clean Trucks regulation, yet begin to align in terms of emissions 
standards over time. The ACT specifically requires ZEV sales, whereas the GHG Phase 
3 rule establishes fleet emissions standards, which are technology-neutral but likely 
include the increasing deployment of ZEV vehicles. Oregon’s ACT regulations and 
proposed amendments can be understood as slightly more stringent than the federal 
standards in 2025 and 2026 with greater alignment between Oregon and federal 
standards beginning in 2027 and beyond.  
 
HD Omnibus 
The HD Omnibus rules adopted by the EQC in 2021 are more stringent than the current 
2024-2026 federal standards for NOx and PM, as well as several other provisions, 
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including a low load testing cycle and longer warranty requirements. The rules are 
designed to reduce the primary and secondary impacts of NOx emissions including 
ozone and secondary particulate formation, address the low speed and light load 
phases of the truck duty cycle, and reduce the impact of engine deterioration. New 
federal medium- and heavy-duty engine and vehicle emission standards were adopted 
in December 2022.5 California has announced its intention to adopt future amendments 
that would mostly align with these new federal rules beginning with engine model year 
2027.6 DEQ plans to continue to recommend that the EQC adopt all future California 
HD Omnibus amendments to ensure that Oregon rules remains identical to the 
California rules and therefore expects to be mostly aligned with federal rules for 
medium- and heavy-duty engine and vehicle standards for engine model year 2027.  
 
The current proposed rules will continue to impose requirements that differ from or are 
in addition to federal requirements. DEQ recommends that the commission approve the 
adoption of the proposed amendments, which delay the implementation of the HD 
Omnibus rules in Oregon for two years, and adopt recent California zero emission 
powertrain certification amendments. While these proposed amendments are more 
stringent than current 2024-2026 federal rules DEQ recommends that the commission 
approve adopting these amendments. Doing so ensures that Oregon rules continue to 
be identical to California rules, as is required under Section 177 of the Clean Air Act. 
Adoption also preserves the public health and environmental benefits of these rules as 
described and referenced in this notice based on the scientific, economic and 
technological analyses as described and referenced elsewhere in this notice.  
 
Reasons for differing from applicable federal requirements  
 
As mentioned elsewhere in this section, these proposed rules will ensure that Oregon 
maintains rules identical to those of California, which is a requirement under Section 
177 of the Clean Air Act for states that choose to implement more stringent California 
standards. 
 
Oregon’s existing emissions standards, in the form of both Heavy-Duty Low NOx 
Omnibus and Advanced Clean Trucks Rule, are more stringent than similar federal 
standards. The Environmental Quality Commission adopted these rules in 2021 to 
reduce emissions from medium- and heavy-duty trucks in Oregon at a faster pace than 
would be expected under the existing federal laws. The reasons for taking this approach 
are detailed in the original rulemaking materials and are related to improving public 
health and environmental outcomes for Oregonians due to decreased exposure to 
harmful diesel and climate pollution.  

 
5 Final EPA Standards for Heavy-Duty Vehicles to Slash Dangerous Pollution and Take Key Step Toward 
Accelerating Zero-Emissions Future, December 2022, accessed on 3/20/2025. Also see: Control of Air 
Pollution from New Motor Vehicles: Heavy-Duty Engine and Vehicle Standards – Final Rule, December 
2022, accessed on 3/20/2025 and U.S. heavy-duty vehicle NOx standards: Updates to emission limits, 
testing requirements, and compliance procedures, July 2023, accessed on 3/20/2025.  
6 CARB and the Truck and Engine Manufacturers Association Agreement (Clean Truck Partnership), July 
2023, accessed on 3/20/2025.  

https://www.epa.gov/newsreleases/final-epa-standards-heavy-duty-vehicles-slash-dangerous-pollution-and-take-key-step
https://www.epa.gov/newsreleases/final-epa-standards-heavy-duty-vehicles-slash-dangerous-pollution-and-take-key-step
https://www.epa.gov/system/files/documents/2023-01/new-motor-veh-air-poll-control-hd-eng-veh-stnd-frm-2022-12-20.pdf
https://www.epa.gov/system/files/documents/2023-01/new-motor-veh-air-poll-control-hd-eng-veh-stnd-frm-2022-12-20.pdf
https://www.epa.gov/system/files/documents/2023-01/new-motor-veh-air-poll-control-hd-eng-veh-stnd-frm-2022-12-20.pdf
https://theicct.org/wp-content/uploads/2023/07/us-nox-standards-update-jul23.pdf
https://theicct.org/wp-content/uploads/2023/07/us-nox-standards-update-jul23.pdf
https://ww2.arb.ca.gov/sites/default/files/2023-07/Final%20Agreement%20between%20CARB%20and%20EMA%202023_06_27.pdf
https://ww2.arb.ca.gov/sites/default/files/2023-07/Final%20Agreement%20between%20CARB%20and%20EMA%202023_06_27.pdf
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ACT Amendments 
Oregon law establishes that it is the policy of the state to achieve reductions in climate 
emissions and is a key reason why DEQ is implementing the Advanced Clean Trucks 
Rule and proposing amendments to the program. Oregon Revised Statute 468A.205 
establishes the goal that by 2050 Oregon achieve greenhouse gas levels that are at 
least 75 percent below 1990 levels. As of today, Oregon is forecast to reach only a 60% 
climate emissions reduction by 2050 as opposed to the statutory target. This forecast 
takes current state programs, policies and laws into account according to multi-agency 
emissions reduction information available on the State of Oregon’s website. For these 
reasons the proposed rules are more stringent than applicable federal requirements to 
create additional public health and environmental benefits. 
 
HD Omnibus Amendments 
The HD Omnibus rules are expected to yield environmental and public health benefits 
that begin with the year of implementation and continue. One study by the 
Manufacturers of Emission Controls Association predicted a 17.5% (2,570 tons/year) 
annual reduction in annual on-highway NOx emissions and a 4% (29 tons/year) annual 
reduction in particulate matter by 2035. Another study by MJ Bradley concluded that 
Oregon fleet NOx emissions reductions associated with the HD Omnibus rules are 
expected to be approximately 1,300 metric tons per year in the early years of rule 
implementation and 5,000 metric tons/year by 2040. The same MJ Bradley study 
reports the cumulative modeled incremental public health benefits of Oregon adopting 
the HD Omnibus rules are 77 avoided premature deaths, 55 avoided hospital visits, and 
40,168 avoided cases of acute respiratory symptoms and restricted activity days 
through 2050.7 In addition, Oregon Revised Statutes 468A.793 directs the EQC to 
develop goals to reduce lifetime risk of cancer in Oregon to no more than one case per 
million.  
 
The predicted benefits of the HD Omnibus rules as described above, as well as state 
goals to reduce exposure to diesel emissions, justified the original adoption of the HD 
Omnibus rules by the EQC and justified going beyond the federal medium- and heavy-
duty engine standards. The current proposed amendments to delay the HD Omnibus 
rules for an additional two years are a reasonable balance when the economic and 
technological issues described in the fiscal and economic impact section of this notice 
are considered. Without an adequate supply of new 2025 and 2026 HD Omnibus- 
certified compliant engines available in the market, there is a high risk of severe supply 
restrictions for new medium- and heavy-duty vehicles. Uncertainty associated with 
recent federal action to revoke the Clean Air Act waiver also justifies this additional 
delay in implementation. Because the Clean Truck Partnership voluntary manufacturer 
commitment to comply with the rules applies to Section 177 states for 2027 and later 
model years,8 there is no justification for extending the delay past the end of 2026. 

 
7 Oregon Clean Trucks Program, MJ Bradley and Associates, 2022 
8 See Appendix D, part B of CARB and the Truck and Engine Manufacturers Association Agreement 
(Clean Truck Partnership), July 2023, accessed on 3/4/2025. 

https://www.oregontransportationemissions.com/
https://ww2.arb.ca.gov/sites/default/files/2023-07/Final%20Agreement%20between%20CARB%20and%20EMA%202023_06_27.pdf
https://ww2.arb.ca.gov/sites/default/files/2023-07/Final%20Agreement%20between%20CARB%20and%20EMA%202023_06_27.pdf
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Preserving the HD Omnibus rules for 2027 and beyond is justified given the additional 
benefits that these rules are expected to deliver.  
 
What alternatives did DEQ consider and why are you not 
pursuing them?  
 
ACT Amendments 
Separate from proposing to adopt California’s recent amendment to expand compliance 
flexibilities for manufacturers, DEQ considered proposing a new optional credit program. 
Ultimately, after considering public comments, DEQ decided that the short-term credit 
program was insufficient to incentivize ZEV sales in Oregon for 2025 and 2026. To 
support Oregon’s truck market amidst significant federal uncertainty from congressional 
action, tariffs, and a shifting incentive landscape DEQ finds it more effective to establish 
a more gradual transition from early-year ZEV delivery targets to higher targets that take 
effect beginning in 2027. This transition can be achieved by department action to 
exercise its discretion enforcing the regulation in the first two years.  
 
HD Omnibus Amendments 
 
DEQ considered only codifying the temporary rules previously adopted by the EQC and 
not including an additional year of delayed implementation to the end of 2026. However, 
after reviewing public comments submitted following the release of the public notice and 
ongoing and increased uncertainty regarding the status of the federal Clean Air Act 
waiver, DEQ modified its original proposal to delay implementation until engine model 
year 2027. The proposed rules delay the implementation of the HD Omnibus rules for 
two years and increase manufacturer flexibility for zero emission powertrain 
certifications. The two-year delay would mean that Oregon loses two model years of 
emissions reduction benefits. However, DEQ determined that the loss of two years of 
benefits was less harmful than losing benefits from the rule over the long term.  
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Rules affected, authorities, supporting 
documents 
 
Lead division 
 
Air Quality 
 
Program or activity 
 
Standards for medium- and heavy-duty engines and vehicles 
 
Chapter 340 action 
 
Amend OAR 
340-257-0050 340-261-0020 340-261-0040 340-261-0050  

 
 
Statutory Authority – ORS 
468.020 468A.025 468A.360   
 

Statutes Implemented – ORS 

468A.010 468A.015 468A.025 468A.360  
 
Documents relied on for rulemaking 
 
Document title Document location 
2020 OGWC Biennial Report to Legislature https://static1.squarespace.com/static/5

9c554e0f09ca40655ea6eb0/t/5fe137fac
70e3835b6e8f58e/1608595458463/202
0-OGWC-Biennial-Report-
Legislature.pdf  

Energy Innovation and UC Berkley’s 2035 
Report: Transportation 

Download The 2035 2.0 Report from 
UC Berkeley | 2035 The Report 
(2035report.com) 

2024 Proposed Amendments to the 
Advanced Clean Trucks Regulation and the 
Zero-Emission Powertrain Certification Test 
Procedure Staff Report: Initial Statement of 
Reasons 

https://ww2.arb.ca.gov/sites/default/files
/barcu/regact/2024/actzepcert/isor.pdf 

https://static1.squarespace.com/static/59c554e0f09ca40655ea6eb0/t/5fe137fac70e3835b6e8f58e/1608595458463/2020-OGWC-Biennial-Report-Legislature.pdf
https://static1.squarespace.com/static/59c554e0f09ca40655ea6eb0/t/5fe137fac70e3835b6e8f58e/1608595458463/2020-OGWC-Biennial-Report-Legislature.pdf
https://static1.squarespace.com/static/59c554e0f09ca40655ea6eb0/t/5fe137fac70e3835b6e8f58e/1608595458463/2020-OGWC-Biennial-Report-Legislature.pdf
https://static1.squarespace.com/static/59c554e0f09ca40655ea6eb0/t/5fe137fac70e3835b6e8f58e/1608595458463/2020-OGWC-Biennial-Report-Legislature.pdf
https://static1.squarespace.com/static/59c554e0f09ca40655ea6eb0/t/5fe137fac70e3835b6e8f58e/1608595458463/2020-OGWC-Biennial-Report-Legislature.pdf
https://www.2035report.com/transportation/downloads/
https://www.2035report.com/transportation/downloads/
https://www.2035report.com/transportation/downloads/
https://ww2.arb.ca.gov/sites/default/files/barcu/regact/2024/actzepcert/isor.pdf
https://ww2.arb.ca.gov/sites/default/files/barcu/regact/2024/actzepcert/isor.pdf
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Second 15-Day Changes to the 2024 
Proposed Amendments to the Advanced 
Clean Trucks Regulation and the Zero-
Emission Powertrain Certification Test 
Procedure, Appendix A-1 

https://ww2.arb.ca.gov//sites/default/file
s/barcu/regact/2024/actzepcert/2nd15d
aya1.pdf 

CARB Heavy-Duty Engine and Vehicle 
Omnibus Rule Staff Report: Initial Statement 
of Reasons (ISOR) 

https://ww2.arb.ca.gov/sites/default/files
/barcu/regact/2020/hdomnibuslownox/is
or.pdf 

CARB Heavy-Duty Engine and Vehicle 
Omnibus Rule Staff Report: Initial Statement 
of Reasons (ISOR), Appendix C-3: Further 
Detail on Costs and Economic Analysis 

https://ww3.arb.ca.gov/regact/2020/hdo
mnibuslownox/appc3.pdf 

CARB Initial Statement of Reasons for the 
Advanced Clean Trucks rule 

https://ww2.arb.ca.gov/sites/default/files
/classic/regact/2019/act2019/isor.pdf  

Updated Costs and Benefits Analysis for the 
Proposed Advanced Clean Trucks 
Regulation 

https://ww2.arb.ca.gov/sites/default/files
/classic/regact/2019/act2019/30dayattc.
pdf  

Clean Trucks Analysis, Costs & Benefits of 
State-Level Policies to Require No- and 
Low-Emission Trucks (MJ Bradley & 
Associates study), 2021 

https://www.erm.com/globalassets/docu
ments/mjba-archive/reports/2021/clean-
trucks-technical-report-final-09jun21.pdf  

Oregon Clean Trucks Program: An Analysis 
of the Impacts of Zero-Emission Medium- 
and Heavy-Duty Trucks on the Environment, 
Public Health, Industry, and the Economy 
(MJ Bradley & Associates study), 2022 

https://www.erm.com/contentassets/f3d
6061dd8a04147a3f38b7db256ae44/or-
clean-trucks-report.pdf 

California’s Advanced Clean Trucks 
regulation: Sales requirements for zero-
emission heavy-duty trucks (ICCT study) 

https://theicct.org/sites/default/files/publi
cations/CA-HDV-EV-policy-update-
jul212020.pdf  

Zero-Emission Class 8 Truck Pricing 
Comparisons – EU & US, CARB 2024 

https://ww2.arb.ca.gov/sites/default/files
/2024-
12/Zero%20Emission%20Class%208%
20Tractor%20Pricing%20Comparisons
_ADA.pdf 

Analysis of Heavy-Duty Vehicle Sales 
Impacts Due to New Regulation (EPA 2021) 

https://nepis.epa.gov/Exe/ZyPDF.cgi?D
ockey=P101246N.pdf 

The Concerns about Diesel Engine Exhaust, 
Oregon DEQ, 2015 

Report - The Concerns About Diesel 
Engine Exhaust, Oregon DEQ 

Portland Air Toxics Solutions Committee 
Report and Recommendations, Oregon 
DEQ, 2012 

https://www.oregon.gov/deq/FilterDocs/
PATS2012.pdf 

California State Motor Vehicle and Engine 
and Nonroad Engine Pollution Control 
Standards; The “Omnibus” Low NOx 

https://www.govinfo.gov/content/pkg/FR
-2025-01-06/pdf/2024-31125.pdf 

https://ww2.arb.ca.gov/sites/default/files/barcu/regact/2024/actzepcert/2nd15daya1.pdf
https://ww2.arb.ca.gov/sites/default/files/barcu/regact/2024/actzepcert/2nd15daya1.pdf
https://ww2.arb.ca.gov/sites/default/files/barcu/regact/2024/actzepcert/2nd15daya1.pdf
https://ww2.arb.ca.gov/sites/default/files/barcu/regact/2020/hdomnibuslownox/isor.pdf
https://ww2.arb.ca.gov/sites/default/files/barcu/regact/2020/hdomnibuslownox/isor.pdf
https://ww2.arb.ca.gov/sites/default/files/barcu/regact/2020/hdomnibuslownox/isor.pdf
https://ww3.arb.ca.gov/regact/2020/hdomnibuslownox/appc3.pdf
https://ww3.arb.ca.gov/regact/2020/hdomnibuslownox/appc3.pdf
https://ww2.arb.ca.gov/sites/default/files/classic/regact/2019/act2019/isor.pdf
https://ww2.arb.ca.gov/sites/default/files/classic/regact/2019/act2019/isor.pdf
https://ww2.arb.ca.gov/sites/default/files/classic/regact/2019/act2019/30dayattc.pdf
https://ww2.arb.ca.gov/sites/default/files/classic/regact/2019/act2019/30dayattc.pdf
https://ww2.arb.ca.gov/sites/default/files/classic/regact/2019/act2019/30dayattc.pdf
https://www.erm.com/globalassets/documents/mjba-archive/reports/2021/clean-trucks-technical-report-final-09jun21.pdf
https://www.erm.com/globalassets/documents/mjba-archive/reports/2021/clean-trucks-technical-report-final-09jun21.pdf
https://www.erm.com/globalassets/documents/mjba-archive/reports/2021/clean-trucks-technical-report-final-09jun21.pdf
https://www.erm.com/contentassets/f3d6061dd8a04147a3f38b7db256ae44/or-clean-trucks-report.pdf
https://www.erm.com/contentassets/f3d6061dd8a04147a3f38b7db256ae44/or-clean-trucks-report.pdf
https://www.erm.com/contentassets/f3d6061dd8a04147a3f38b7db256ae44/or-clean-trucks-report.pdf
https://theicct.org/sites/default/files/publications/CA-HDV-EV-policy-update-jul212020.pdf
https://theicct.org/sites/default/files/publications/CA-HDV-EV-policy-update-jul212020.pdf
https://theicct.org/sites/default/files/publications/CA-HDV-EV-policy-update-jul212020.pdf
https://ww2.arb.ca.gov/sites/default/files/2024-12/Zero%20Emission%20Class%208%20Tractor%20Pricing%20Comparisons_ADA.pdf
https://ww2.arb.ca.gov/sites/default/files/2024-12/Zero%20Emission%20Class%208%20Tractor%20Pricing%20Comparisons_ADA.pdf
https://ww2.arb.ca.gov/sites/default/files/2024-12/Zero%20Emission%20Class%208%20Tractor%20Pricing%20Comparisons_ADA.pdf
https://ww2.arb.ca.gov/sites/default/files/2024-12/Zero%20Emission%20Class%208%20Tractor%20Pricing%20Comparisons_ADA.pdf
https://ww2.arb.ca.gov/sites/default/files/2024-12/Zero%20Emission%20Class%208%20Tractor%20Pricing%20Comparisons_ADA.pdf
https://nepis.epa.gov/Exe/ZyPDF.cgi?Dockey=P101246N.pdf
https://nepis.epa.gov/Exe/ZyPDF.cgi?Dockey=P101246N.pdf
https://www.oregon.gov/deq/FilterDocs/DieselEffectsReport.pdf
https://www.oregon.gov/deq/FilterDocs/DieselEffectsReport.pdf
https://www.oregon.gov/deq/FilterDocs/PATS2012.pdf
https://www.oregon.gov/deq/FilterDocs/PATS2012.pdf
https://www.govinfo.gov/content/pkg/FR-2025-01-06/pdf/2024-31125.pdf
https://www.govinfo.gov/content/pkg/FR-2025-01-06/pdf/2024-31125.pdf


16 

Regulation; Waiver of Preemption, Decision 
Document (EPA 2024) 
A Report on Actions for Medium- and 
Heavy-Duty Vehicle Energy and Emissions 
Innovation, (EPA & DOE 2024) 

https://www.energy.gov/sites/default/file
s/2025-01/MHDV-Report-Actions-2024-
12-19.pdf 

Clean Truck Rules - Staff Report to 
Oregon’s Environmental Quality 
Commission, Nov 2021 

https://www.oregon.gov/deq/EQCdocs/
111721_C_CleanTrucks.pdf 
 

CARB Initial Statement of Reasons (ISOR) 
for Proposed Amendments to the Heavy-
Duty Engine and Vehicle Omnibus 
Regulation 

https://ww2.arb.ca.gov/sites/default/files
/barcu/regact/2023/hdomnibus2023/isor
.pdf 

California’s Heavy-duty omnibus regulation: 
Updates to emission standards, testing 
requirements, and compliance procedures, 
International Council on Clean 
Transportation (ICCT), 2022 

https://theicct.org/wp-
content/uploads/2022/01/california-us-
hdv-omnibus-reg-jan22.pdf 

CARB Heavy-Duty Engine and Vehicle 
Omnibus Regulation and Associated 
Amendments: Final Statement of Reasons 
(FSOR) 

https://ww2.arb.ca.gov/sites/default/files
/barcu/board/rulemaking/hdomnibuslow
nox/fsor.pdf 

Control of Air Pollution from New Motor 
Vehicles: Heavy-Duty Engine and Vehicle 
Standards – Final Rule, December, 2022 

https://www.epa.gov/system/files/docu
ments/2023-01/new-motor-veh-air-poll-
control-hd-eng-veh-stnd-frm-2022-12-
20.pdf 

U.S. heavy-duty vehicle NOx standards: 
Updates to emission limits, testing 
requirements, and compliance procedures, 
ICCT, July 2023 

https://theicct.org/wp-
content/uploads/2023/07/us-nox-
standards-update-jul23.pdf 

CARB and the Truck and Engine 
Manufacturers Association Agreement 
(Clean Truck Partnership), July 2023 

https://ww2.arb.ca.gov/sites/default/files
/2023-
07/Final%20Agreement%20between%2
0CARB%20and%20EMA%202023_06_
27.pdf 

Clean Truck Partnership Commitments – 
Status and Outcome 

https://ww2.arb.ca.gov/clean-truck-
partnership 

Advanced Clean Trucks Memo to Board Re: 
California Truck Availability Analysis, CARB 
Executive Officer Steven Cliff (September 
2024) 

https://ww2.arb.ca.gov/sites/default/files
/2024-09/240925_actmemo_ADA_0.pdf 

In-use NOx and black carbon emissions 
from heavy-duty freight diesel vehicles and 
near-zero emissions natural gas vehicles in 
California’s San Joaquin Air Basin 

https://doi.org/10.1016/j.scitotenv.2023.
168188 

https://www.energy.gov/sites/default/files/2025-01/MHDV-Report-Actions-2024-12-19.pdf
https://www.energy.gov/sites/default/files/2025-01/MHDV-Report-Actions-2024-12-19.pdf
https://www.energy.gov/sites/default/files/2025-01/MHDV-Report-Actions-2024-12-19.pdf
https://www.oregon.gov/deq/EQCdocs/111721_C_CleanTrucks.pdf
https://www.oregon.gov/deq/EQCdocs/111721_C_CleanTrucks.pdf
https://ww2.arb.ca.gov/sites/default/files/barcu/regact/2023/hdomnibus2023/isor.pdf
https://ww2.arb.ca.gov/sites/default/files/barcu/regact/2023/hdomnibus2023/isor.pdf
https://ww2.arb.ca.gov/sites/default/files/barcu/regact/2023/hdomnibus2023/isor.pdf
https://theicct.org/wp-content/uploads/2022/01/california-us-hdv-omnibus-reg-jan22.pdf
https://theicct.org/wp-content/uploads/2022/01/california-us-hdv-omnibus-reg-jan22.pdf
https://theicct.org/wp-content/uploads/2022/01/california-us-hdv-omnibus-reg-jan22.pdf
https://ww2.arb.ca.gov/sites/default/files/barcu/board/rulemaking/hdomnibuslownox/fsor.pdf
https://ww2.arb.ca.gov/sites/default/files/barcu/board/rulemaking/hdomnibuslownox/fsor.pdf
https://ww2.arb.ca.gov/sites/default/files/barcu/board/rulemaking/hdomnibuslownox/fsor.pdf
https://www.epa.gov/system/files/documents/2023-01/new-motor-veh-air-poll-control-hd-eng-veh-stnd-frm-2022-12-20.pdf
https://www.epa.gov/system/files/documents/2023-01/new-motor-veh-air-poll-control-hd-eng-veh-stnd-frm-2022-12-20.pdf
https://www.epa.gov/system/files/documents/2023-01/new-motor-veh-air-poll-control-hd-eng-veh-stnd-frm-2022-12-20.pdf
https://www.epa.gov/system/files/documents/2023-01/new-motor-veh-air-poll-control-hd-eng-veh-stnd-frm-2022-12-20.pdf
https://theicct.org/wp-content/uploads/2023/07/us-nox-standards-update-jul23.pdf
https://theicct.org/wp-content/uploads/2023/07/us-nox-standards-update-jul23.pdf
https://theicct.org/wp-content/uploads/2023/07/us-nox-standards-update-jul23.pdf
https://ww2.arb.ca.gov/sites/default/files/2023-07/Final%20Agreement%20between%20CARB%20and%20EMA%202023_06_27.pdf
https://ww2.arb.ca.gov/sites/default/files/2023-07/Final%20Agreement%20between%20CARB%20and%20EMA%202023_06_27.pdf
https://ww2.arb.ca.gov/sites/default/files/2023-07/Final%20Agreement%20between%20CARB%20and%20EMA%202023_06_27.pdf
https://ww2.arb.ca.gov/sites/default/files/2023-07/Final%20Agreement%20between%20CARB%20and%20EMA%202023_06_27.pdf
https://ww2.arb.ca.gov/sites/default/files/2023-07/Final%20Agreement%20between%20CARB%20and%20EMA%202023_06_27.pdf
https://ww2.arb.ca.gov/clean-truck-partnership
https://ww2.arb.ca.gov/clean-truck-partnership
https://ww2.arb.ca.gov/sites/default/files/2024-09/240925_actmemo_ADA_0.pdf
https://ww2.arb.ca.gov/sites/default/files/2024-09/240925_actmemo_ADA_0.pdf
https://doi.org/10.1016/j.scitotenv.2023.168188
https://doi.org/10.1016/j.scitotenv.2023.168188
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Ecommerce and environmental justice in 
metro Seattle 

https://www.sciencedirect.com/science/
article/pii/S0739885923001221 

  

https://www.sciencedirect.com/science/article/pii/S0739885923001221
https://www.sciencedirect.com/science/article/pii/S0739885923001221
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Rules summary 
 
OAR chapter 340, Division 257 and 261 
 

Rule Number Rule Title Explanation 

257-0050 Incorporation by 
Reference and 
Program Review 

Increased Deficit Makeup Period, New 
definition for how manufacturers can generate 
a credit based on a vehicle delivered for sale, 
and providing that specific HD Omnibus 
certified engines would not generate deficits in 
2026 under the ACT Rule. 

261-0020 Applicability Delays rule implementation by 2 years; 
removes references to trailers 

261-0040 Requirement to Meet 
California Vehicle 
Emission Standards 

Updates the rules to reflect delayed 
implementation until the 2027 engine model 
year and the 2028 vehicle model year; 
removes references to trailers 

261-0050 Incorporation by 
Reference 

Includes revision to California Code of 
Regulations Section 1956.8, clarifying the 
certification options for medium-duty vehicles 
so that complete medium-duty ZEVs can now 
be certified under the zero-emission 
powertrain certification program; removes 
references to trailers   
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Fee analysis 
 
This rulemaking does not involve fees. 
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Statement of fiscal and economic 
impact 
 
Fiscal and Economic Impact Overview 
DEQ anticipates that the proposed rulemaking will have a fiscal and economic impact. 
The scope of this fiscal and economic impact statement is to review changes 
attributable to the specific rule changes proposed in this notice, relative to the current 
ACT and HD Omnibus rules.   
 
ACT Amendments 

The proposed amendments to the Advanced Clean Trucks (ACT) rule introduce key 
flexibilities designed to reduce compliance burdens on vehicle manufacturers and 
ensure a smoother transition to zero-emission vehicles (ZEVs) in Oregon.  
 
The amendments providing additional flexibilities could lead to lower costs for 
manufacturers, fleets, and dealers. Manufacturers could experience a reduction in 
short-term financial pressures by having additional time to comply with the rules. That 
extended time could lead to fewer financial penalties for noncompliance, reduced 
administrative costs through only needing to track sales based on delivery, rather than 
final purchase, and additional options to certify complete medium duty trucks. With a 
longer deficit makeup period, truck manufacturers can distribute compliance costs more 
evenly over three years rather than making steep, immediate price increases on ZEVs.  
Fleets and dealers could see reduced costs and additional availability of trucks due to 
manufacturers not having to make price adjustments or restrictions in the conventional 
vehicle market to offset deficits.   
 
HD Omnibus Amendments 

Medium- and heavy-duty vehicle and engine manufacturers, dealers and purchasers 
would continue to supply and be able to sell and purchase federally certified 2025 and 
2026 engines if the proposal to start implementation with engine model year 2027 and 
vehicle model year 2028 is permanently adopted. The effect is likely to be experienced 
as lower costs for new vehicle or engine purchasers and/or increased vehicle and 
engine manufacturer and dealer revenue when compared to the status quo. The fiscal 
and economic impacts of all other elements of the proposed HD Omnibus amendments, 
including the adoption of the recent CARB amendments that increase manufacturer 
zero emission powertrain flexibilities and the elimination of trailer language that was 
overturned in a court challenge, are expected to be cost neutral to both manufacturers 
and purchasers.  
 
General Assumptions 
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ACT Amendments 

The proposed amendments to the Advanced Clean Trucks (ACT) rule introduce key 
flexibilities designed to reduce compliance burdens on vehicle manufacturers and 
ensure a smoother transition to zero-emission vehicles (ZEVs) in Oregon.  
 
The amendments providing additional flexibilities could lead to lower costs for 
manufacturers, fleets, and dealers. Manufacturers could experience a reduction in 
short-term financial pressures by having additional time to comply with the rules. That 
extended time could lead to fewer financial penalties for noncompliance, reduced 
administrative costs through only needing to track sales based on delivery, rather than 
final purchase, and additional options to certify complete medium duty trucks. With a 
longer deficit makeup period, truck manufacturers can distribute compliance costs more 
evenly over three years rather than making steep, immediate price increases on ZEVs. 
Manufacturers may also experience financial relief by not having HHD Omnibus certified 
engines count toward their deficits in 2026, easing compliance concerns. Fleets and 
dealers could see reduced costs and additional availability of trucks due to 
manufacturers not having to make price adjustments or restrictions in the conventional 
vehicle market to offset deficits.   
 

HD Omnibus Amendments 

DEQ anticipates that the proposed rulemaking will have a fiscal and economic impact. 
Under the proposed HD Omnibus amendments medium- and heavy-duty vehicle and 
engine manufacturers and dealers would continue to be able to sell new federally 
certified engines and vehicles through the end of 2026. Vehicle and engine purchasers 
should see lower costs for new vehicles and engines compared to the status quo. 
Manufacturers and dealers should experience increased revenue compared to the 
status quo. Quantifying the specific fiscal impacts of delayed implementation on the 
affected parties was not possible given uncertainties about the extent of medium- and 
heavy-duty vehicle supply constraints.  
 
The fiscal and economic impact of providing additional manufacturer flexibility to certify 
complete medium-duty ZEVs using the ZEP-CERT program is considered to be zero 
since the certification pathway remains optional for complete medium-duty ZEVs. Non-
quantifiable manufacturer cost savings could be realized if manufacturers decide to 
utilize the additional certification pathway.  
 
Impacts of greenhouse gas emissions 

The overwhelming scientific consensus is that global warming is primarily caused by 
human activity, and that major reductions in GHG emissions are urgently needed across 
all sectors in order to avert the worst effects of climate change. In Oregon, the 
transportation sector accounts for 35% of GHG emissions.  
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Higher temperatures, changing precipitation patterns, reduced snowpack, drier 
summers, and more frequent and damaging fires are being experienced in Oregon. 
Increased GHG emissions exacerbates drought, tree mortality and the frequency and 
magnitude of wildfire events. In 2019 alone, Oregon experienced 2,000 wildfires that 
burned roughly 665,000 acres of forest and rangeland. It cost the state nearly half a 
billion dollars to suppress these fires. Depending on the extent of GHG emissions 
released, average temperatures in Oregon are expected to increase by 4˚F to 9˚F 
(2.2°C to 5°C) over the course of the century. Within the next three decades, most 
locations in Oregon are likely to have more frequent heatwaves, often measured as 
consecutive days above a particular high temperature threshold. (OGWC Biennial 
Report, 2020). With the higher temperatures, it can result in reduced snowpack thereby 
limiting the amount of hydropower available when demand for electricity is high in the 
summertime and causing reduced streamflow that could threaten commercial and tribal 
fisheries. Without actions to mitigate these effects, human health and safety, 
infrastructure, economic growth, crop production, water supplies, and fish and wildlife 
populations will continue to be at risk.  
 
The impact of this proposed rule package on greenhouse gas emission in Oregon is 
described in the “Greenhouse gas emissions reductions” subsection of the “Statement 
of cost compliance section” below.  
 
Impacts of truck and vehicle engine emissions 

Gasoline- and diesel-powered vehicles harm human health and the environment via 
emissions of pollutants such as fine particulate matter, air toxics, sulfur oxides and 
oxides of nitrogen, a precursor to the formation of ground level ozone. These emissions 
disproportionately impact low-income communities and communities of color. 
Communities across Oregon, including the Portland-metropolitan area and the Rogue 
Valley have experienced increasing levels of ozone in recent years. Increasing levels of 
ozone – or smog – leads to a wide variety of health effects including aggravated 
asthma, decreased lung function and chronic obstruction pulmonary disease. Exposure 
to diesel engine exhaust is associated with a variety of effects, including increased risk 
of certain cancers, including lung and bladder cancers, cardiovascular effects including 
an increased risk of heart attacks, and pulmonary effects, such as upper respiratory 
system irritation and decreased lung functions. DEQ estimates 176 premature deaths, 
24,910 lost workdays, and annual costs from exposure to diesel engine exhaust costs 
Oregonians $3.5 billion every year.9 The ACT and HD Omnibus Rules reduce NOx and 
PM emission associated with diesel emissions. As a result of these reductions, a 2021 
analysis done by MJ Bradley estimates Oregon can expect to see fewer premature 
deaths, reduced mortality, fewer hospital and emergency room visits and fewer missed 
days of work and school, resulting in over $1.8 billion in reduced health costs by 2050.10 
Proposed amendments to delay HD Omnibus Rule implementation and provide 
additional flexibility under the ACT Rule will lead to increased diesel exhaust emissions 
in the early years of the program. 

 
9 The Concerns about Diesel Engine Exhaust, Oregon DEQ, 2015 
10 Oregon Clean Trucks Program, MJ Bradley and Associates, 2021 
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Overall, and for the reasons described above, the fiscal impact of Oregon adopting 
these proposed amendments to the ACT and HD Omnibus Rules is expected to have a 
direct impact on truck manufacturers, fleet owners, dealers and indirect impact on the 
public.  
 

Statement of cost of compliance 
 
State agencies 
 
ACT Amendments 

The ACT rule requires vehicle manufacturers that supply trucks for sale in Oregon to 
deliver ZEV trucks for sale in Oregon, including flexibilities for how they meet their ZEV 
sales requirements. There is no direct impact on State agencies associated with these 
rules or proposed amendments.  
 
HD Omnibus Amendments 

DEQ anticipates that the impact to state agencies that purchase new medium- and 
heavy-duty vehicles will be similar to other local governments and businesses that 
purchase new medium- and heavy-duty vehicles. The proposed amendments will result 
in the elimination of any concerns over new vehicle supply associated with the HD 
Omnibus rules through the end of 2026. There are also indirect benefits that will likely 
be realized as cost savings on the purchase of each new medium- and heavy-duty 
vehicle through 2026 due to lower lifecycle DEF usage, lower warranty costs, reduced 
likelihood of vehicle surcharges and avoided market disruptions such as temporary 
sales stoppages of medium- and heavy-duty vehicles.  
 
Local governments 
 
ACT Amendments Impacts on local governments are expected to be the same as the 
impacts on state agencies.  

HD Omnibus Amendments 

There are no direct costs of compliance for local governments, however, local 
governments that purchase new medium- and heavy-duty vehicles, may experience 
indirect cost savings as described for non-DEQ state agencies on a per-vehicle basis. 
 
Public 
 
Benefits of the regulations 
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ACT Amendments 
The ACT regulation will result in more medium- and heavy-duty ZEVs in use in Oregon. 
With more ZEVs on the road replacing conventional trucks, it will reduce emissions of 
greenhouse gases and other air quality pollutants. Overall, the increased ZEV 
availability and use furthers Oregon’s goals to reduce greenhouse gas emissions to 45 
percent below 1990 levels in 2035 and to an 80 percent reduction below 1990 levels in 
2050.  
 
The benefits of the proposed ACT amendments through providing more options for 
manufacturers to meet compliance could reduce the overall cost of ZEV adoption, 
leading to lower prices for businesses and, ultimately, consumers.  
 
HD Omnibus Amendments 
The proposed amendments ensure the stability of the new medium- and heavy-duty 
vehicle market through 2026 by permanently adopting a two-year delayed 
implementation of the HD Omnibus rule. The amendments would reduce the risk of 
temporary sales stoppages and additional market disruptions that may have broader 
economic impacts.  
 
Greenhouse gas emissions reductions 
One of the key benefits to these rules is the anticipated reduction in CO2 emissions. As 
discussed earlier, impacts as a result of greenhouse gas emissions are significant and 
these rules will address some of the threats posed by increased GHG emissions. 
Overall, the estimated cumulative emissions reductions in Oregon as a result of the 
ACT rule is expected to be between 1.8 million metric tons (“MMT”)  and 2.4 MMT by 
2040. This is based on CARB’s analysis and other studies looking at the effects of the 
ACT rule in Oregon.11 DEQ estimates the cumulative CO2 reductions from 2024 
through 2040 to be 2.4 MMT. An International Council on Clean Transportation (ICCT) 
study looked at modeling results for Oregon and determined it would result in avoided 
CO2 emissions of 1.8 million tons total for the period of 2020-2040. This analysis also 
applied Oregon specific numbers on the anticipated sales of ZEV trucks in Oregon and 
the resulting benefits.  
 
A study by MJ Bradley and Associates looked at the combined effects of adopting the 
ACT and HD Omnibus in Oregon. It estimated Oregon’s reduction of GHG emissions 
would be 49.7 MMT amounting to a monetized value of $8.1 billion over the next 30 
years.12 While these assumptions are higher than other analyses included in this fiscal 
analysis, the differences are likely due to the models used to run the assumptions 
including the how Oregon’s electric grid mix was characterized and whether it factored 
in Oregon’s decarbonization efforts as a result of HB 2021(2021).  

 
11 DEQ utilized CARB’s extensive analysis, research and methodology to estimate emissions reductions 
when the rules were originally adopted in 2021. While CARB’s information is California specific, DEQ 
determined a scaled approach to fit Oregon’s demographics and vehicle usage was appropriate in 
characterizing the potential impacts in Oregon. Additional studies that evaluated Oregon-specific 
scenarios were used in combination with the CARB analysis to provide a range of potential anticipated 
reductions. 

12Oregon Clean Trucks Program, MJ Bradley and Associates, 2021 



25 

 
Proposed amendments to provide increased flexibilities under the ACT rule and delay of 
the HD Omnibus rule until 2027 may result in deployment of fewer of the cleanest diesel 
engines through the end of 2026 and potentially fewer deployed ZEVs due to the 
increased deficit makeup period. This will erode the emissions benefits of the Clean 
Truck Rules in total, with the largest impact during the early years of the program. 
Indirect impacts associated with the adoption of the ACT amendments that increase the 
certification pathways for medium-duty zero emission vehicles are expected to be 
emissions neutral based on the CARB analysis.  
 
Criteria air pollutant emissions reductions 
For these rules, DEQ utilized CARB’s analysis and methodology to estimate the 
emissions reductions and scaled them to fit Oregon’s demographics and vehicle usage. 
Analyzing the impacts of the ACT rule only, DEQ estimates the NOx reductions in 2040 
to be 3.9 tpd and 0.12 tpd in PM2.5 reductions. Based on Clean Fuels Program 
scenario modeling on the effects of the ACT rule, DEQ estimates the reduction from 
2025 to 2035 is a PM reduction of 180 metric tons, reduction in NOx of 699 metric tons, 
based on the Greenhouse Gases, Regulated Emissions, and Energy Use in 
Technologies model (GREET) tailpipe emission factors. ICCT study estimates the 
reduction in NOx emissions from 2020-2040 is 12,506 tons per year and for PM2.5 is 
130 tons per year.  
 
The HD Omnibus regulation could result in a 17.5% reduction (2,570 tons/year) of on-
highway NOx emissions and a 4% reduction (29 tons/year) in on-highway PM2.5 by 
2035 in Oregon according to a report from the Manufacturers of Emission Controls 
Association. One model (Alpine Geophysics) predicted ozone in the Portland 
metropolitan area would be reduced by as much 3 parts per billion in 2028 if these rules 
were implemented.  
 
The MJ Bradley and Associates study looked at the combined effects of adopting the 
ACT and HD Omnibus in Oregon. The study estimated it would reduce NOx emission 
by 223,200 metric tons and PM2.5 by 1,290 metric tons. It could result in potentially 
avoiding 156 premature deaths, 118 hospital visits, and 83,579 minor health 
complications, such as acute bronchitis and exacerbated asthma, by 2050.  
 
As described in the CO2 emissions reductions section above, the proposed 
amendments will erode the criteria pollutant reductions and public health benefits 
associated with ACT and HD Omnibus by the degree to which vehicle manufactures fail 
to hit ZEV deployment targets in 2025 and 2026 and to not deliver Omnibus-compliant 
engines through the end of 2026. These reductions in benefits are likely to occur and 
will hinge on the scope of vehicle manufacturers utilization of expanded flexibilities.  
 
 
Environmental Justice 
Environmental justice is the fair treatment and meaningful involvement of all people 
regardless of race, color, national origin, culture, education or income with respect to 
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the development, implementation and enforcement of environmental laws, regulations 
and policies. DEQ is committed to incorporating environmental justice best practices 
into its programs and decision-making, to ensure all people in Oregon have equitable 
environmental and public health protections.  
 
If adopted, the proposal to delay implementation of the HD Omnibus rules mean that 
new, conventionally fueled trucks sold in Oregon in 2025 and 2026, will not be 75% 
lower NOx emitting as originally intended in the rules. Instead, the requirements for 
lower emitting medium- and heavy-duty vehicles would be delayed until engine model 
year 2027. DEQ recognizes that emissions from medium- and heavy-duty vehicles 
disproportionately impact some communities more than others. Those communities are 
typically lower income and have more people that identify as black, indigenous and 
people of color. However, due to manufacturer delays in delivering HD Omnibus 
compliant engines available for sale in both 2024 and 2025, Omnibus rule 
implementation in either of those years would not have brought significant tailpipe 
emission reductions. With HD Omnibus compliant engines becoming more available in 
2026 DEQ expects that delaying implementation through the end of 2026 means that 
Oregon will not see maximum available tailpipe emission reduction benefits that were 
originally anticipated when the rule was first adopted in 2021. It is possible that lower 
polluting conventionally fueled vehicles with HD Omnibus certified engines could be 
sold in Oregon either in 2025 or 2026 even without the rule requirements being in effect 
since a number of these products will be available on the California market. But DEQ 
does not anticipate the volume of such sales to be high in Oregon during 2025 and 
2026 given expected higher manufacturer retail prices on vehicles with HD Omnibus 
certified engines.  
 
DEQ determined that delaying the HD Omnibus Rule and the risk of losing an additional 
two years of implementation was preferable to (1) having little to no new diesel engines 
available for purchase in the medium-duty vehicle segment, (2) reduced product 
availability in the heavy heavy-duty vehicle segment and (3) manufacturer sales 
restrictions due to uncertainty over the outcome of recent federal action revoking the 
previously approved California waiver for the HD Omnibus rules. Fleets retaining older, 
dirtier engines for longer due to product unavailability was not a preferred outcome and 
would be more likely if the delayed implementation was not adopted. DEQ determined 
that the pollution reduction benefits to be gained from the implementation of the rules 
starting with model year 2027 and beyond outweighed the loss of the 2025 and 2026 
engine model years. The risk of losing the emissions benefit to environmental justice 
communities and the public as a whole beginning in 2027 and beyond was not a 
preferred outcome. DEQ determined that these proposed rule amendments represent 
the option that posed the least harm to communities suffering from disproportionate 
impacts associated with medium- and heavy-duty vehicle pollution.  
 
The Advanced Clean Trucks Rule is designed to increase the penetration of lower 
emitting, zero emission heavy-duty technology and achieve NOx and GHG emissions 
reductions through advanced clean technology. The proposed amendments would still 
preserve these goals while also providing manufacturers additional flexibility in offsetting 
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incurred deficits for a given model year as well as other proposed changes that would 
assist with credit availability, reporting, and rule implementation. DEQ determined that 
failing to act to incorporate the Advanced Clean Truck amendments put these rules at 
risk of not meeting the identicality requirements described in Section 177 of the Federal 
Clean Air Act.  
 
DEQ sought input from representatives of environmental justice and clean air advocacy 
groups as participants on the rulemaking advisory committee as it developed these 
proposed amendments. 
 
Other considerations 
The ACT rule is expected to result in more ZEV trucks in Oregon. Because ZEV trucks 
require less maintenance than their diesel counterparts, there may be some associated 
job losses as diesel engine mechanics are less in demand over the long term, 10+ year 
time horizon. However, these job changes will be mitigated by the significant increase in 
new job opportunities in the clean technology sector. This includes the need for electric 
charging infrastructure providers and ZEV maintenance electricians.  
 
Anticipated costs of the regulation 

ACT Amendments 
Under the ACT rule, there are no direct costs to the public, since the requirement is only 
on medium- and heavy-duty vehicle manufacturers to sell ZEV vehicles. However, there 
may be indirect costs on purchasers, dealers, and the public. Manufacturers could pass 
on the costs to truck purchasers who could pass those costs on to customers and costs 
of goods being transported. There may be some manufacturers who choose not to sell 
in Oregon as a result of the regulations. For truck purchasers the upfront purchase 
costs of ZEVs are higher than those of conventional vehicles due to the higher battery 
costs and the need to install charging infrastructure. These costs are described in more 
detail in the “Large businesses” section below. It is anticipated that the initial purchase 
price of medium- and heavy-duty ZEVs will fall over time as technology advances, 
battery costs decline, and an economy of scale is achieved. While the ACT regulation 
will result in more medium- and heavy-duty ZEVs in use in Oregon, these amendments 
incorporating additional compliance flexibilities may result in fewer ZEVs deployed in 
Oregon. These proposed amendments may result in a smaller reduction of air quality 
pollutants and greenhouse gas emissions than anticipated at the time DEQ 
implemented the original rule.  
 
HD Omnibus Amendments 
There are no direct costs to the public associated with the proposed amendments 
because they are focused on new medium- and heavy-duty engine and vehicle 
manufacturers. However, there may be indirect costs associated with the one-year 
delayed implementation as described in the environmental justice section above. It is 
possible that adoption of these proposed amendments could lead to increased tailpipe 
emissions compared to the status quo. Any increase in tailpipe emissions would be 
directly connected to the volume of HD Omnibus compliant engines that are made 
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available for sale in 2025. With a limited volume of HD Omnibus compliant engines 
available for sale on the market in 2025, manufacturers would have only been able to 
comply with the rules in Oregon in 2025 by limiting their sales of new conventionally 
fueled medium- and heavy-duty vehicles and engines. Because of the limited number of 
available HD Omnibus compliant engines, any increased emissions associated with the 
proposed amendments would not necessarily be expected to occur along vehicle travel 
routes.  
 
Large businesses - businesses with more than 50 employees 
ACT Amendments 

Large businesses, specifically truck manufacturers and truck dealers selling new 
vehicles, are affected by ACT rules. Per CARB’s analysis on the effect of the ACT rules 
on large businesses, it is anticipated Oregon’s rules would affect the same entities. 
CARB estimates ten large truck manufacturers sell vehicles affected by the rules, and 
DEQ concludes that is also true for Oregon. Other businesses that could be affected 
include electric utilities, vehicle dealers, and fleets. Under the ACT rule there will be 
more electric vehicle deployment resulting in an increased demand for electricity and 
ultimately increased revenue for electric utilities. 
 
Medium and Heavy-Duty Vehicle Manufacturers 

The impacts outlined below reflect the costs of complying in Oregon as a result of 
adopting proposed ACT amendments. The proposed amendments providing additional 
flexibilities for manufacturers allow for additional compliance options, potentially 
resulting in an increase in credit availability, and will improve overall market conditions 
in the short term.  
 
For medium and heavy-duty vehicle manufacturers the proposed amendments will 
reduce costs of compliance with the Advanced Clean Trucks rule in at least 2025 and 
2026, with a potential to reduce costs in 2027 and beyond. Manufacturers will still be 
required to deliver zero emission vehicles over time. While they will bear the cost of 
developing the technology, supporting the market, and changing their business model to 
help Oregon move towards a zero-carbon transportation future, manufacturers will have 
significantly more time for this transition.  
 
There is some risk to vehicle manufacturers in the event that they have to sell vehicles 
below cost to purchasers to meet the requirements of the regulation. Those costs could 
be passed on to conventional diesel or gasoline powered trucks in their manufacturing 
line and in effect result in higher costs to purchasers of those vehicles. Alternatively, 
manufacturers may not be able to pass on the costs to other vehicles classes or choose 
to absorb the costs themselves. 
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Medium and Heavy-Duty Vehicle Dealers 

Oregon Medium and Heavy-Duty Vehicle Dealers could see immediate relief from the 
practice of manufacturers limiting the sale of diesel vehicles in Oregon. This means that 
the amendments and new program will reduce costs associated with lost or delayed 
sales right away. Longer term, dealers should not face additional costs associated with 
the increasing zero emissions vehicle delivery requirements that manufacturers face 
because the marketing, sale, and service of ZEVs can be a profitable business model. 
Incorporating ZEV sales alongside sales of traditional diesel vehicles will allow for a 
long and stable transition period, made longer and more gradual by amendments, for 
Oregon vehicle dealers to participate and profit from the zero-emissions vehicle industry 
in the future. 
 
Businesses with Medium and Heavy-Duty Vehicle Fleets 

Oregon businesses with fleets of medium and heavy-duty vehicles will not face 
increased costs as a result of proposed amendments. The ACT rule requires vehicle 
manufacturers to deliver ZEV trucks for sale in Oregon, including flexibilities for how 
they meet their ZEV sales requirements. There is no direct impact associated with these 
rules or proposed amendments on large businesses with fleets.  
 
Fleets can purchase the vehicles that best suit their business needs which may or may 
not include ZEVs. However, the ACT regulation will result in an increased number of 
ZEVs for purchase and provide additional options for purchasers and fleets. 
Additionally, businesses that can transition to ZEV fleets more easily may want to take 
advantage of savings through the lower total cost of ownership for ZEVs or 
accumulating credits under Oregon’s Clean Fuels Program as mentioned above.    
 
Currently, medium- and heavy-duty ZEVs are more expensive to purchase than 
gasoline or diesel trucks, however, the overall total cost of ownership is less than 
conventional trucks due to reduced fuel and maintenance costs. According to CARB’s 
analysis, model year 2024 ZEV trucks are approximately twice the price of a 
conventional vehicle.13 There are a number of costs included besides the vehicle and 
battery costs, but also costs to build out and install the infrastructure necessary to 
charge the vehicles, upgrade existing charging infrastructure to ensure it can meet 
charging capacity needs, fueling, workforce training, and maintenance. 
 
The proposed amendments provide increased flexibilities, compliance options, credit 
availability, and other provisions easing the transition to zero emissions vehicles. 
Currently, vehicle manufacturers are not providing adequate supply of medium- and 
heavy-duty vehicles, either internal combustion engine or zero emissions, to the Oregon 
market. This may result in Oregon businesses with these vehicle types in their fleets to 
need to hold onto older vehicles longer than their useful life or planned retirement 
schedule. The proposed amendments will alleviate this situation by opening up more 
vehicle availability in the Oregon market, lessening any potential indirect impact. 

 
13 Zero-Emission Class 8 Truck Pricing Comparisons – EU & US, CARB, 2024, accessed on 3/15/2025.  

https://ww2.arb.ca.gov/sites/default/files/2024-12/Zero%20Emission%20Class%208%20Tractor%20Pricing%20Comparisons_ADA.pdf


30 

Oregon businesses could experience positive impacts due to potentially increased 
volumes of available trucks to purchase.   
 
HD Omnibus Amendments 

Under the proposed rules, large businesses that manufacture medium- and heavy-duty 
engines are expected to experience increased sales compared to status quo. The 
predicted increase in sales would be due to avoided 2025 and 2026 market disruptions 
such as potential temporary sales stoppages of medium- and heavy-duty engines. 
 
There are no direct costs of compliance for large businesses who are exclusively 
purchasers of new medium- and heavy-duty vehicles. However, these businesses may 
experience the indirect benefit of reduced costs under the proposed rules identical to 
those described for non-DEQ state agencies on a per-vehicle basis. 
 
For large businesses that sell new medium- and heavy-duty vehicles, indirect benefits 
are primarily associated with increased sales compared to the status quo directly 
related to avoided 2025 and 2026 market disruptions. That is because adoption of the 
proposed rule amendments reduces the risks of potential temporary manufacturer sales 
stoppages of medium- and heavy-duty vehicles associated with the HD Omnibus rules 
in 2025 and 2026. For large businesses that planned, designed and produced HD 
Omnibus certified compliant engines to be sold in Oregon they may not realize expected 
returns on that product investment. That may be due to vehicle purchasers having 
alternative, lower cost federally certified engines available. 
 
There are no direct costs of compliance for large businesses who are involved in 
carrying out warranty repairs on medium- and heavy-duty vehicles. However, if the 
proposed amendments are adopted, there could be indirect costs on these businesses 
associated with the increased number of federally certified engine sales that 
manufacturers would be permitted to sell in 2025 and 2026. An increase in federally 
certified engine sales would likely decrease the demand for warranty repairs over time 
since federally certified 2025 and 2026 engines would have shorter warranties. 
 
Small businesses – businesses with 50 or fewer employees 
 
a. Estimated number of small businesses and types of businesses 
and industries with small businesses subject to proposed rule. 
 
ACT Amendments 
Under the proposed ACT rules, no small businesses would incur compliance costs to 
sell MHD ZEV trucks because they are exempt from the requirements if they sell fewer 
than 500 vehicles in a year. Small businesses may see indirect impacts as a result of 
the rule if they choose to purchase ZEV trucks. DEQ estimates the same impacts as 
described for large businesses related to Oregon vehicle dealers and Oregon 
businesses with fleets. These impacts are described in the large businesses section 
above. 
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HD Omnibus Amendments 
Under the proposed HD Omnibus rule amendments, there are no small businesses 
directly affected; therefore, no estimated number is provided. All the vehicle 
manufacturers subject to the requirements have more than 50 employees. However, 
small businesses that purchase new medium- and heavy-duty vehicles and vehicle 
dealers who sell these new vehicles may experience indirect cost savings if the 
proposed amendments are adopted.  
 
For small businesses who purchase new medium- and heavy-duty vehicles, indirect 
costs are identical to costs described for non-DEQ state agencies on a per-vehicle 
basis. 
 
For small businesses that sell new medium- and heavy-duty vehicles, indirect benefits 
are primarily associated with 1) cost savings related to avoided 2025 and 2026 market 
disruptions such as potential temporary manufacturer sales stoppages of medium- and 
heavy-duty vehicles and 2) increase in expected sales due to increased number of 
vehicles available to be sold in 2025 and 2026.  
 
For small businesses that are involved in warranty repairs for new medium- and heavy-
duty vehicles the indirect costs would be similar to those described for large businesses 
engaged in similar warranty repair work. 
 
b. Projected reporting, recordkeeping and other administrative 
activities, including costs of professional services, required for small 
businesses to comply with the proposed rule. 
 
Under the proposed ACT rules, no activities are required of small businesses to comply 
with the proposed rules, unless they are a manufacturer with more than 500 sales per 
year.  
 
Under the HD Omnibus proposed rule amendments there are no anticipated direct 
increased costs to small businesses associated with reporting, recordkeeping and other 
administrative activities. 
 
c. Projected equipment, supplies, labor and increased administration 
required for small businesses to comply with the proposed rule. 
 
ACT Amendments 
Under the proposed ACT rules, no additional activities are required of small businesses 
to comply with the proposed rules unless they are a manufacturer with more than 500 
sales per year.  
 
HD Omnibus Amendments 
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Under the HD Omnibus proposed rule amendments there are no anticipated direct 
increased costs to small businesses associated with equipment, supplies, labor and 
increased administration. 
 
d. Describe how DEQ involved small businesses in developing this 
proposed rule. 
 
DEQ included organizations that represented small businesses on the Clean Truck 
Rules 2025 Updates Advisory Committee. The committee advised DEQ on the cost of 
compliance for small businesses.  
 
Documents relied on for fiscal and economic impact 
 
Document title Document location 

2020 OGWC Biennial Report to 
Legislature 

https://static1.squarespace.com/static/59c554
e0f09ca40655ea6eb0/t/5fe137fac70e3835b6e
8f58e/1608595458463/2020-OGWC-Biennial-
Report-Legislature.pdf  

Energy Innovation and UC Berkley’s 
2035 Report: Transportation 

Download The 2035 2.0 Report from UC 
Berkeley | 2035 The Report (2035report.com) 
 

2024 Proposed Amendments to the 
Advanced Clean Trucks Regulation 
and the Zero-Emission Powertrain 
Certification Test Procedure Staff 
Report: Initial Statement of Reasons 

https://ww2.arb.ca.gov/sites/default/files/barcu
/regact/2024/actzepcert/isor.pdf 

Second 15-Day Changes to the 2024 
Proposed Amendments to the 
Advanced Clean Trucks Regulation 
and the Zero-Emission Powertrain 
Certification Test Procedure, Appendix 
A-1 

https://ww2.arb.ca.gov//sites/default/files/barc
u/regact/2024/actzepcert/2nd15daya1.pdf 

CARB Heavy-Duty Engine and Vehicle 
Omnibus Rule Staff Report: Initial 
Statement of Reasons (ISOR) 

https://ww2.arb.ca.gov/sites/default/files/barcu
/regact/2020/hdomnibuslownox/isor.pdf 

CARB Heavy-Duty Engine and Vehicle 
Omnibus Rule Staff Report: Initial 
Statement of Reasons (ISOR), 
Appendix C-3: Further Detail on Costs 
and Economic Analysis 

https://ww3.arb.ca.gov/regact/2020/hdomnibu
slownox/appc3.pdf 

https://static1.squarespace.com/static/59c554e0f09ca40655ea6eb0/t/5fe137fac70e3835b6e8f58e/1608595458463/2020-OGWC-Biennial-Report-Legislature.pdf
https://static1.squarespace.com/static/59c554e0f09ca40655ea6eb0/t/5fe137fac70e3835b6e8f58e/1608595458463/2020-OGWC-Biennial-Report-Legislature.pdf
https://static1.squarespace.com/static/59c554e0f09ca40655ea6eb0/t/5fe137fac70e3835b6e8f58e/1608595458463/2020-OGWC-Biennial-Report-Legislature.pdf
https://static1.squarespace.com/static/59c554e0f09ca40655ea6eb0/t/5fe137fac70e3835b6e8f58e/1608595458463/2020-OGWC-Biennial-Report-Legislature.pdf
https://www.2035report.com/transportation/downloads/
https://www.2035report.com/transportation/downloads/
https://ww2.arb.ca.gov/sites/default/files/barcu/regact/2024/actzepcert/isor.pdf
https://ww2.arb.ca.gov/sites/default/files/barcu/regact/2024/actzepcert/isor.pdf
https://ww2.arb.ca.gov/sites/default/files/barcu/regact/2024/actzepcert/2nd15daya1.pdf
https://ww2.arb.ca.gov/sites/default/files/barcu/regact/2024/actzepcert/2nd15daya1.pdf
https://ww2.arb.ca.gov/sites/default/files/barcu/regact/2020/hdomnibuslownox/isor.pdf
https://ww2.arb.ca.gov/sites/default/files/barcu/regact/2020/hdomnibuslownox/isor.pdf
https://ww3.arb.ca.gov/regact/2020/hdomnibuslownox/appc3.pdf
https://ww3.arb.ca.gov/regact/2020/hdomnibuslownox/appc3.pdf
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Document title Document location 

CARB Initial Statement of Reasons for 
the Advanced Clean Trucks rule 

https://ww2.arb.ca.gov/sites/default/files/classi
c/regact/2019/act2019/isor.pdf  

Updated Costs and Benefits Analysis 
for the Proposed Advanced Clean 
Trucks Regulation 

https://ww2.arb.ca.gov/sites/default/files/classi
c/regact/2019/act2019/30dayattc.pdf  

Clean Trucks Analysis, Costs & 
Benefits of State-Level Policies to 
Require No- and Low-Emission Trucks 
(MJ Bradley & Associates study), 2021 

https://www.erm.com/globalassets/documents/
mjba-archive/reports/2021/clean-trucks-
technical-report-final-09jun21.pdf  

Oregon Clean Trucks Program: An 
Analysis of the Impacts of Zero-
Emission Medium- and Heavy-Duty 
Trucks on the Environment, Public 
Health, Industry, and the Economy 
(MJ Bradley & Associates study), 2022 

https://www.erm.com/contentassets/f3d6061d
d8a04147a3f38b7db256ae44/or-clean-trucks-
report.pdf 

California’s Advanced Clean Trucks 
regulation: Sales requirements for 
zero-emission heavy-duty trucks 
(ICCT study) 

https://theicct.org/sites/default/files/publication
s/CA-HDV-EV-policy-update-jul212020.pdf  

Zero-Emission Class 8 Truck Pricing 
Comparisons – EU & US, CARB 2024 

https://ww2.arb.ca.gov/sites/default/files/2024-
12/Zero%20Emission%20Class%208%20Trac
tor%20Pricing%20Comparisons_ADA.pdf 

Analysis of Heavy-Duty Vehicle Sales 
Impacts Due to New Regulation (EPA 
2021) 

https://nepis.epa.gov/Exe/ZyPDF.cgi?Dockey
=P101246N.pdf 

The Concerns about Diesel Engine 
Exhaust, Oregon DEQ, 2015 

Report - The Concerns About Diesel Engine 
Exhaust, Oregon DEQ 

Portland Air Toxics Solutions 
Committee Report and 
Recommendations, Oregon DEQ, 
2012 

https://www.oregon.gov/deq/FilterDocs/PATS2
012.pdf 

California State Motor Vehicle and 
Engine and Nonroad Engine Pollution 
Control Standards; The “Omnibus” 
Low NOx Regulation; Waiver of 
Preemption, Decision Document (EPA 
2024) 

https://www.govinfo.gov/content/pkg/FR-2025-
01-06/pdf/2024-31125.pdf 

https://ww2.arb.ca.gov/sites/default/files/classic/regact/2019/act2019/isor.pdf
https://ww2.arb.ca.gov/sites/default/files/classic/regact/2019/act2019/isor.pdf
https://ww2.arb.ca.gov/sites/default/files/classic/regact/2019/act2019/30dayattc.pdf
https://ww2.arb.ca.gov/sites/default/files/classic/regact/2019/act2019/30dayattc.pdf
https://www.erm.com/globalassets/documents/mjba-archive/reports/2021/clean-trucks-technical-report-final-09jun21.pdf
https://www.erm.com/globalassets/documents/mjba-archive/reports/2021/clean-trucks-technical-report-final-09jun21.pdf
https://www.erm.com/globalassets/documents/mjba-archive/reports/2021/clean-trucks-technical-report-final-09jun21.pdf
https://www.erm.com/contentassets/f3d6061dd8a04147a3f38b7db256ae44/or-clean-trucks-report.pdf
https://www.erm.com/contentassets/f3d6061dd8a04147a3f38b7db256ae44/or-clean-trucks-report.pdf
https://www.erm.com/contentassets/f3d6061dd8a04147a3f38b7db256ae44/or-clean-trucks-report.pdf
https://theicct.org/sites/default/files/publications/CA-HDV-EV-policy-update-jul212020.pdf
https://theicct.org/sites/default/files/publications/CA-HDV-EV-policy-update-jul212020.pdf
https://ww2.arb.ca.gov/sites/default/files/2024-12/Zero%20Emission%20Class%208%20Tractor%20Pricing%20Comparisons_ADA.pdf
https://ww2.arb.ca.gov/sites/default/files/2024-12/Zero%20Emission%20Class%208%20Tractor%20Pricing%20Comparisons_ADA.pdf
https://ww2.arb.ca.gov/sites/default/files/2024-12/Zero%20Emission%20Class%208%20Tractor%20Pricing%20Comparisons_ADA.pdf
https://nepis.epa.gov/Exe/ZyPDF.cgi?Dockey=P101246N.pdf
https://nepis.epa.gov/Exe/ZyPDF.cgi?Dockey=P101246N.pdf
https://www.oregon.gov/deq/FilterDocs/DieselEffectsReport.pdf
https://www.oregon.gov/deq/FilterDocs/DieselEffectsReport.pdf
https://www.oregon.gov/deq/FilterDocs/PATS2012.pdf
https://www.oregon.gov/deq/FilterDocs/PATS2012.pdf
https://www.govinfo.gov/content/pkg/FR-2025-01-06/pdf/2024-31125.pdf
https://www.govinfo.gov/content/pkg/FR-2025-01-06/pdf/2024-31125.pdf
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Document title Document location 

A Report on Actions for Medium- and 
Heavy-Duty Vehicle Energy and 
Emissions Innovation, (EPA & DOE 
2024) 

https://www.energy.gov/sites/default/files/2025
-01/MHDV-Report-Actions-2024-12-19.pdf 

Clean Truck Rules - Staff Report to 
Oregon’s Environmental Quality 
Commission, Nov 2021 

https://www.oregon.gov/deq/EQCdocs/111721
_C_CleanTrucks.pdf 

CARB Initial Statement of Reasons 
(ISOR) for Proposed Amendments to 
the Heavy-Duty Engine and Vehicle 
Omnibus Regulation 

https://ww2.arb.ca.gov/sites/default/files/barcu
/regact/2023/hdomnibus2023/isor.pdf 

California’s Heavy-duty omnibus 
regulation: Updates to emission 
standards, testing requirements, and 
compliance procedures, International 
Council on Clean Transportation 
(ICCT), 2022 

https://theicct.org/wp-
content/uploads/2022/01/california-us-hdv-
omnibus-reg-jan22.pdf 

CARB Heavy-Duty Engine and Vehicle 
Omnibus Regulation and Associated 
Amendments: Final Statement of 
Reasons (FSOR) 

https://ww2.arb.ca.gov/sites/default/files/barcu
/board/rulemaking/hdomnibuslownox/fsor.pdf 

Control of Air Pollution from New 
Motor Vehicles: Heavy-Duty Engine 
and Vehicle Standards – Final Rule, 
December, 2022 

https://www.epa.gov/system/files/documents/2
023-01/new-motor-veh-air-poll-control-hd-eng-
veh-stnd-frm-2022-12-20.pdf 

U.S. heavy-duty vehicle NOx 
standards: Updates to emission limits, 
testing requirements, and compliance 
procedures, ICCT, July 2023 

https://theicct.org/wp-
content/uploads/2023/07/us-nox-standards-
update-jul23.pdf 

CARB and the Truck and Engine 
Manufacturers Association Agreement 
(Clean Truck Partnership), July 2023 

https://ww2.arb.ca.gov/sites/default/files/2023-
07/Final%20Agreement%20between%20CAR
B%20and%20EMA%202023_06_27.pdf 

Clean Truck Partnership 
Commitments – Status and Outcome https://ww2.arb.ca.gov/clean-truck-partnership 

Advanced Clean Trucks Memo to 
Board Re: California Truck Availability 
Analysis, CARB Executive Officer 
Steven Cliff (September 2024) 

https://ww2.arb.ca.gov/sites/default/files/2024-
09/240925_actmemo_ADA_0.pdf 

https://www.energy.gov/sites/default/files/2025-01/MHDV-Report-Actions-2024-12-19.pdf
https://www.energy.gov/sites/default/files/2025-01/MHDV-Report-Actions-2024-12-19.pdf
https://www.oregon.gov/deq/EQCdocs/111721_C_CleanTrucks.pdf
https://www.oregon.gov/deq/EQCdocs/111721_C_CleanTrucks.pdf
https://ww2.arb.ca.gov/sites/default/files/barcu/regact/2023/hdomnibus2023/isor.pdf
https://ww2.arb.ca.gov/sites/default/files/barcu/regact/2023/hdomnibus2023/isor.pdf
https://theicct.org/wp-content/uploads/2022/01/california-us-hdv-omnibus-reg-jan22.pdf
https://theicct.org/wp-content/uploads/2022/01/california-us-hdv-omnibus-reg-jan22.pdf
https://theicct.org/wp-content/uploads/2022/01/california-us-hdv-omnibus-reg-jan22.pdf
https://ww2.arb.ca.gov/sites/default/files/barcu/board/rulemaking/hdomnibuslownox/fsor.pdf
https://ww2.arb.ca.gov/sites/default/files/barcu/board/rulemaking/hdomnibuslownox/fsor.pdf
https://www.epa.gov/system/files/documents/2023-01/new-motor-veh-air-poll-control-hd-eng-veh-stnd-frm-2022-12-20.pdf
https://www.epa.gov/system/files/documents/2023-01/new-motor-veh-air-poll-control-hd-eng-veh-stnd-frm-2022-12-20.pdf
https://www.epa.gov/system/files/documents/2023-01/new-motor-veh-air-poll-control-hd-eng-veh-stnd-frm-2022-12-20.pdf
https://theicct.org/wp-content/uploads/2023/07/us-nox-standards-update-jul23.pdf
https://theicct.org/wp-content/uploads/2023/07/us-nox-standards-update-jul23.pdf
https://theicct.org/wp-content/uploads/2023/07/us-nox-standards-update-jul23.pdf
https://ww2.arb.ca.gov/sites/default/files/2023-07/Final%20Agreement%20between%20CARB%20and%20EMA%202023_06_27.pdf
https://ww2.arb.ca.gov/sites/default/files/2023-07/Final%20Agreement%20between%20CARB%20and%20EMA%202023_06_27.pdf
https://ww2.arb.ca.gov/sites/default/files/2023-07/Final%20Agreement%20between%20CARB%20and%20EMA%202023_06_27.pdf
https://ww2.arb.ca.gov/clean-truck-partnership
https://ww2.arb.ca.gov/sites/default/files/2024-09/240925_actmemo_ADA_0.pdf
https://ww2.arb.ca.gov/sites/default/files/2024-09/240925_actmemo_ADA_0.pdf
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Document title Document location 

In-use NOx and black carbon 
emissions from heavy-duty freight 
diesel vehicles and near-zero 
emissions natural gas vehicles in 
California’s San Joaquin Air Basin 

https://doi.org/10.1016/j.scitotenv.2023.16818
8 

Ecommerce and environmental justice 
in metro Seattle 

https://www.sciencedirect.com/science/article/
pii/S0739885923001221 

 
Advisory committee fiscal review 
 
DEQ appointed an advisory committee.  
 
As ORS 183.333 requires, DEQ asked for the committee’s recommendations on: 

• Whether the proposed rules would have a fiscal impact,  
• The extent of the impact, and 
• Whether the proposed rules would have a significant adverse impact on small 

businesses; if so, then how DEQ can comply with ORS 183.540 reduce that 
impact.  

 
ACT Amendments 

Committee members agreed with Oregon DEQ’s analysis that proposed rules could 
result in indirect costs to the public and Oregon public and private fleets. Committee 
members expressed concern about potential reductions in air quality benefits 
associated with the previously proposed Oregon Optional Credit Program. Others 
indicated a preference for delaying the Advanced Clean Trucks rule implementation 
date to 2027. Some committee members pointed out that zero emissions vehicle 
technology does not meet the needs of specific sectors such as logging and heavy-duty 
tow trucks. Committee members broadly supported the adoption of California 
amendments to the Advanced Clean Trucks rule.  
 
HD Omnibus Amendments 

The committee provided feedback on the overall draft fiscal and economic impact 
analysis provided by DEQ. Committee member concerns included interest in delaying 
the rules until 2027 to align with the federal requirements, the complexity of the rules, 
and the lack of vehicle availability for specific parts of the new medium- and heavy-duty 
vehicle market – specifically in the medium-duty engine sector since those products will 
not be available in 2026  There was a discussion about the meaning of both direct and 
indirect impacts as described in the draft fiscal impact document. Other concerns raised 
were about the previously proposed Oregon specific optional credit program under the 
ACT rules which would likely reduce NOx and particulate matter credits available to 
offset sales of engines under the HD Omnibus rules. As a result, Oregon should 

https://doi.org/10.1016/j.scitotenv.2023.168188
https://doi.org/10.1016/j.scitotenv.2023.168188
https://www.sciencedirect.com/science/article/pii/S0739885923001221
https://www.sciencedirect.com/science/article/pii/S0739885923001221
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consider a similar Oregon specific credit allocation program under the HD Omnibus 
rules, especially if California amends their rules to allow additional sales of legacy 
engines (those meeting federal emission standards) in 2026. Another committee 
member requested DEQ perform a specific analysis of how many Omnibus certified 
compliant vehicles would be delivered to Oregon in 2026 versus how many new 
federally certified diesel vehicles would not come into the state in order to quantify the 
specific emission reduction benefits from a 2026 implementation.  
 

Housing cost   
 
As ORS 183.534 requires, DEQ evaluated whether the proposed rules would have an 
effect on the development cost of a 6,000-square-foot parcel and construction of a 
1,200-square-foot detached, single-family dwelling on that parcel. DEQ determined the 
proposed rules would have no direct effect on development costs because they only 
affect manufacturers of new medium- and heavy-duty vehicles and engines. 
 
ACT Amendments 
The Advanced Clean Trucks Rule is being revised to incorporate commitments made 
between the California Air Resources Board (CARB) and the truck manufacturers in the 
Clean Truck Partnership.14 The proposed changes include:  

• Increased Deficit Makeup Period – Manufacturers now have three years instead 
of one year to balance their ZEV deficits.  

• New definition for how credits are generated – Manufacturers can now generate 
a credit based on a vehicle delivered for sale, rather than to the ultimate 
purchaser in Oregon.  

• Additional flexibility in 2026 for the cleanest Heavy Heavy-Duty (HHD) Engines - 
Specific HD Omnibus certified engines would not generate deficits in 2026 under 
the ACT Rule, easing compliance for manufacturers of the subject heavy heavy-
duty internal combustion engine (ICE) trucks.  

In addition to these proposed rule changes, on May 15th, 2025, DEQ issued 
enforcement discretion for model years 2025 and 2026 in response to federal 
uncertainty in Oregon’s truck market. 
 
These proposed amendments will increase compliance options and flexibility in addition 
to providing additional credits for manufacturers, reducing the total short-term delivery of 
zero emissions vehicles for sale in Oregon as required by the existing Advanced Clean 
Trucks Rule.  
 
Any discussion of potential housing cost increases or impacts is necessarily focused on 
the indirect impacts on the cost of transporting of housing construction materials from 
the existing Advanced Clean Trucks Rule requirements to deliver and make increasing 

 
14 CARB and the Truck and Engine Manufacturers Association Agreement (Clean Truck Partnership), July 
2023, accessed on 3/4/2025.  

https://ww2.arb.ca.gov/sites/default/files/2023-07/Final%20Agreement%20between%20CARB%20and%20EMA%202023_06_27.pdf
https://ww2.arb.ca.gov/sites/default/files/2023-07/Final%20Agreement%20between%20CARB%20and%20EMA%202023_06_27.pdf
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percentages of zero emissions vehicles available for sale in Oregon. And while the 
Advanced Clean Trucks Rule may in fact increase these indirect transportation costs 
and impacts, the proposed amendments will decrease these impacts in at least 2025 
and 2026 and perhaps for longer. For these reasons DEQ estimates no increase in 
housing costs in Oregon associated with these proposed rules.  
 
HD Omnibus Amendments 
The proposed rule amendments would: 

1) Delay implementation of the Emission Standards for New Heavy-Duty Trucks 
(HD Omnibus) in OAR Chapter 340, Division 261 by two years. The proposed 
rule would delay the start of these new regulations from engine model year 2025 
to engine model year 2027. 

2) Update the existing HD Omnibus rules to match revisions adopted by California 
in 2024 that allow complete MD ZEVs to be certified under the zero-emission 
powertrain certification program. 

3) Eliminate certain rule references to trailers that were overturned in a court 
challenge.  

 
If the proposed HD Omnibus amendments are adopted indirect impacts to 
transportation costs that are related to the supply of new medium- and heavy-duty 
vehicles are possible. DEQ is unable to estimate the extent of such an impact. 
However, that impact would likely be to avoid an increase in the price of new vehicles 
associated with supply restrictions and lack of market availability of HD Omnibus 
compliant engines for model year 2025 and 2026.  
 
These indirect impacts to transportation costs could lead to an indirect effect on housing 
development costs because the rules could influence the price of materials and/or 
services used in housing construction. For example, manufacturers subject to the 
proposed amendments may not increase new medium- and heavy-duty truck prices as 
much or may offer more conventionally fueled vehicles for sale. Smaller price increases 
for and greater market availability of new medium- and heavy-duty vehicles could lead 
to housing related businesses that purchase these vehicles limiting price increases for 
their own products and services which may in turn moderate any associated housing 
development cost increases. Because these impacts are indirect and depend on the 
individual decisions of multiple businesses before resulting in housing cost fluctuations, 
DEQ is unable to estimate the amount of these indirect costs. 
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Racial equity 
 
ORS 183.335(2)(a)(F) requires agencies to provide a statement identifying how 
adoption of the rule will affect racial equity in this state. 
 
Medium- and heavy-duty engine and vehicle emissions disproportionately impact some 
communities more than others. Increased exposures to these sources of pollution can 
be due to working and living in close proximity to major transportation corridors, 
distribution centers and/or industrial facilities that typically concentrate medium-and 
heavy-duty truck traffic. Those communities are typically lower income and have more 
people that identify as black, indigenous and people of color and exposure to diesel 
emissions contributes to higher rates of respiratory diseases, heart conditions, and 
other serious health impacts.  
 
ACT amendments 
DEQ's racial equity analysis focuses on how the proposed Advanced Clean Trucks 
rules impact racial equity. The adoption of California’s recent amendments to the 
Advanced Clean Trucks Rule, which provide additional compliance flexibilities for 
manufacturers, could slow the transition to zero-emission vehicles and hinder progress 
toward racial equity in Oregon. While these flexibilities may ease regulatory burdens for 
manufacturers, they also risk delaying the deployment of clean trucks that would 
significantly reduce pollution in frontline communities. Given that communities of color 
and low-income neighborhoods are disproportionately affected by diesel emissions, any 
slowdown in the adoption of zero-emission vehicles prolongs their exposure to higher 
levels of harmful pollutants. DEQ also determined that the pollution reduction benefits to 
be gained from the full implementation of the rules over the coming years outweighs the 
limited deployment of ZEVs in the early years of the program.  
 
HD Omnibus amendments 
A two-year delay in stronger emissions standards means continued exposure to 
elevated levels of NOx from new conventionally fueled medium- and heavy-duty 
vehicles, further exacerbating existing health disparities and environmental injustices. 
Action to delay implementation of the HD Omnibus rules until 2027 and incorporate 
recent CARB amendments are critical to ensuring that all communities, regardless of 
race or income, benefit from cleaner air and improved public health outcomes into the 
future. DEQ also determined that the pollution reduction benefits to be gained from the 
full implementation of the rules over the coming years outweighs the loss of the 2025 
and 2026 engine model years.  
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Environmental justice considerations 
 
Environmental justice is the fair treatment and meaningful involvement of all people 
regardless of race, color, national origin, culture, education or income with respect to 
the development, implementation and enforcement of environmental laws, regulations 
and policies. DEQ is committed to incorporating environmental justice best practices 
into its programs and decision-making, to ensure all people in Oregon have equitable 
environmental and public health protections.  
  
Increased exposures to these sources of pollution can be due to working and living in 
close proximity to major transportation corridors, distribution centers and/or industrial 
facilities that typically concentrate medium-and heavy-duty truck traffic. People living, 
working, and playing near transportation infrastructure in Oregon experience 
disproportionate health and environmental impacts from exposure to diesel exhaust.  
 
ACT amendments 
The proposed amendments likely mean communities will not experience the benefits of 
lower healthcare costs and improved health care in the near term due to potentially 
fewer ZEVs deployed in Oregon. Overall, the rule provides requirements for increasing 
ZEV targets ensuring long-term improvements. The pollution reduction benefits to be 
gained from the full implementation of the rules over the coming years can help 
outweigh the potentially fewer ZEVs deployed in the early years of the program.   
 
HD Omnibus amendments 
DEQ recognizes that emissions from medium- and heavy-duty vehicles 
disproportionately impact some communities more than others. Those communities are 
typically lower income and have more people that identify as black, indigenous and 
people of color.15 If adopted, the proposal to delay implementation of the HD Omnibus 
rules mean that new, conventionally fueled trucks sold in Oregon through the end of 
2026, will not be 75% lower NOx emitting as originally intended. Instead, the 
requirements for lower emitting medium- and heavy-duty vehicles would be delayed 
until engine model year 2027.  
 
In addition, increased flexibilities for manufacturers to certify complete MD ZEVs under 
the CARB amendments are considered to be emissions neutral based on analysis by 
the CARB. DEQ sought input from specific environmental justice communities and clean 

 
15 Portland Air Toxics Solutions Committee Report and Recommendations, Oregon DEQ, April 2012, 
accessed on 3/20/2025. See also “Inequity in consumption of goods and services adds to racial-ethnic 
disparities in air pollution exposure”, Tessum et al., March 2019, accessed on 3/20/2025; “Space-Based 
Observational Constraints on NO2 Air Pollution Inequality From Diesel Traffic in Major US Cities”, 
Demetillo et al., Aug 2021, accessed on 3/20/2025; “In-use NOx and black carbon emissions from heavy-
duty freight diesel vehicles and near-zero emissions natural gas vehicles in California’s San Joaquin Air 
Basin”, Ma et al., Jan 2024, accessed on 3/20/2025; “Ecommerce and environmental justice in metro 
Seattle”, Fried et al., Mar 2024, accessed on 3/20/2025 

https://www.oregon.gov/deq/FilterDocs/PATS2012.pdf
https://www.pnas.org/content/pnas/116/13/6001.full.pdf
https://www.pnas.org/content/pnas/116/13/6001.full.pdf
https://agupubs.onlinelibrary.wiley.com/doi/10.1029/2021GL094333
https://agupubs.onlinelibrary.wiley.com/doi/10.1029/2021GL094333
https://agupubs.onlinelibrary.wiley.com/doi/10.1029/2021GL094333
https://www.sciencedirect.com/science/article/abs/pii/S0048969723068158
https://www.sciencedirect.com/science/article/abs/pii/S0048969723068158
https://www.sciencedirect.com/science/article/abs/pii/S0048969723068158
https://www.sciencedirect.com/science/article/pii/S0739885923001221
https://www.sciencedirect.com/science/article/pii/S0739885923001221
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air advocacy organizations as it developed this rule proposal as part of its advisory 
committee process.  
 
DEQ determined that: 

1) Failure to adopt a two-year delay to the HD Omnibus rules risks creating 
significant challenges to implementation if (1) the rules only end up applying for a 
portion of engine model year 2025, (2) manufacturers restrict new vehicle supply 
due to limited HD Omnibus certified compliant engines and (3) uncertainty 
around the recent federal action to revoke the California waiver leads to 
manufacturers refusing to sell new engines and vehicles in Oregon in 2025 and 
2026.  

2) Failure to adopt the recent CARB amendments to the ZEP-CERT program puts 
the original rule at risk of not meeting the identicality requirements described in 
Section 177 of the Federal Clean Air Act.  

3) The pollution reduction benefits to be gained from the implementation of the rules 
starting with model year 2027 and beyond outweighs the loss of engine model 
years 2025 and 2026 alone.  

4) The risk of losing the emissions benefit to environmental justice communities 
beginning in 2027 and beyond is not a preferred outcome.  

5) The proposed rules related to delayed implementation pose the least harm to 
communities suffering from disproportionate impacts associated with medium- 
and heavy-duty vehicle pollution. 
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Land use 
 
Land-use considerations 
 
In adopting new or amended rules, ORS 197.180 and OAR 340-018-0070 require DEQ 
to determine whether the proposed rules significantly affect land use. If so, DEQ must 
explain how the proposed rules comply with statewide land-use planning goals and local 
acknowledged comprehensive plans. 
 
Under OAR 660-030-0005 and OAR 340 Division 18, DEQ considers that rules affect 
land use if: 

• The statewide land use planning goals specifically refer to the rule or program, or 
• The rule or program is reasonably expected to have significant effects on: 
• Resources, objects, or areas identified in the statewide planning goals, or  
• Present or future land uses identified in acknowledge comprehensive plans 

 
DEQ determined whether the proposed rules involve programs or actions that affect 
land use by reviewing its Statewide Agency Coordination plan. The plan describes the 
programs that DEQ determined significantly affect land use. DEQ considers that its 
programs specifically relate to the following statewide goals: 
 
Goal Title 
5 Natural Resources, Scenic and Historic Areas, and Open Spaces 
6 Air, Water and Land Resources Quality 
11 Public Facilities and Services 
16 Estuarine Resources 
19 Ocean Resources 

 
Statewide goals also specifically reference the following DEQ programs: 
 

• Nonpoint source discharge water quality program – Goal 16 
• Water quality and sewage disposal systems – Goal 16 
• Water quality permits and oil spill regulations – Goal 19 

 
Determination 
 
DEQ determined that these proposed rules do not affect land use under OAR 340-018-
0030 or DEQ’s State Agency Coordination Program. 
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EQC prior involvement 
 
The Oregon's Environmental Quality Commission:  
• Adopted the original Advanced Clean Trucks rule and Heavy-Duty Low NOx 
Omnibus rule on Nov. 17, 2021. 
• Adopted temporary rules amending these programs on Nov. 21, 2024, to incorporate 
recent rule changes by California and maintain identicality. 
• Heard informational items from DEQ staff on March 13, 2025, and May 8, 2025, 
about the cost of vehicles, charging infrastructure and vehicle availability, and ongoing 
interested party engagement related to these rules. 
 
 

Advisory committee 
 
Background 
 
DEQ convened the Clean Truck Rules 2025 Updates advisory committee. The 
committee included representatives from truck and engine manufacturers, 
environmental organizations, vehicle dealers, vehicle service providers, trade 
associations, and public fleets and met three times. The committee’s web page is 
located at: Clean Truck Rules 2025 Updates 
 
The committee members were: 
 

Clean Truck Rules 2025 Updates Advisory Committee 
Name Representing Sector 

Carrie Nyssen American Lung Association - 
NW 

Public Health Advocates 

Ty Kelly Beaver Coaches Dealers – Heavy-Duty 
Vehicles 

Ray Clayton City of Portland Public Medium- and Heavy-
Duty Fleets 

Brett Morgan Climate Solutions Environmental Advocates 
Michael Graham Columbia-Willamette Clean 

Cities Coalition 
Clean Transportation & 

Alternative Fuel Coalition 
Matthew Spears Cummins Engine Manufacturers 

Sean Waters Daimler Vehicle & Engine 
Manufacturers 

Don Emerson FMI Dealers – Medium-Duty 
Trucks 

https://www.oregon.gov/deq/rulemaking/Pages/CTR2025.aspx
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Jeremy Butzlaff MTR Western Private Medium and Heavy-
Duty Fleets 

Mary Peveto Neighbors for Clean Air Environmental Advocates 
Tim Miller Oregon Business for Climate Business and Environmental 

Advocates 
Jana Jarvis Oregon Trucking Association Trucking Industry Advocates 

Jason Muggy Pape Group Dealers – Heavy-Duty 
Vehicles 

Nancy Bennett PGE Utilities – Privately Owned 
Tom Van Heeke Rivian Vehicle Manufacturers 

John Barnes TEC Dealers – Heavy-Duty 
Vehicles 

Zach Kahn Tesla Vehicle Manufacturers 
Timothy French Truck & Engine Manufacturers 

Association 
Vehicle and Engine 

Manufacturers 
Sam Wilson Union of Concerned Scientists Environmental Advocates 
Xitlali Torres Verde Environmental Advocates, 

Low-Income and Minority 
Communities 

Michael Ganny Watt EV Electric Charging 
Infrastructure Providers 

 
Meeting notifications 
 
To notify people about the advisory committee’s activities, DEQ: 

• Sent GovDelivery bulletins, a free e-mail subscription service, to the following 
lists: 

o Climate Protection Program 
o DEQ Public Notices 
o Diesel and Biodiesel 
o Greenhouse Gas Programs 
o Greenhouse Gas Reporting 
o Low Emission/Zero Emission Vehicle Program 
o Oregon Clean Fuels Program 
o Oregon Clean Vehicle Rebate Program 
o Rulemaking 
o Third Party Verification Program 
o Truck Efficiency/Reduced Idling 
o Vehicle Inspection Program Updates 

• Posted meeting information and materials on the rulemaking web page. 
• Added advisory committee announcements to DEQ’s calendar of public meetings 

at DEQ Calendar. 
 

http://www.oregon.gov/deq/Get-Involved/Pages/Calendar.aspx
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Committee discussions 
 
In addition to the recommendations described under the Statement of Fiscal and 
Economic Impact section above, the committee was informed about the impacts of 
diesel pollution in Oregon16, background and context for the initial adoption of the rule in 
2021 and the subsequent temporary rule adopted in 2024. Committee members 
discussed the goals and challenges of the proposed rules during all three advisory 
committee meetings. These discussions included detailed analysis, opinions, and 
experiences among members and their personal and professional networks. The 
following topics were discussed in more detail: 
• The importance of the ACT and HD Omnibus rules for improving air quality and 

reducing the public health impact of pollution from the transportation sector 
• Availability of new conventionally fueled medium- and heavy-duty vehicles for sale in 

Oregon 
• Suitability of new medium- and heavy-duty ZEVs for different end uses 
• Availability of ZEV credits 
• Sales of medium- and heavy-duty ZEVs 
• Maintaining rules that are identical with California 
• Exemption of additional specific vehicles sectors 
 
In addition, committee members provided their perspective on the anticipated impact of 
the existing rules and proposed amendments. Their input ranged from support for 
maintaining the current rule implementation schedule to support for delaying 
implementation for both the ACT and HD Omnibus rules until 2027, with a handful of 
opinions that Oregon DEQ pursue options in between these two opposing benchmarks. 
DEQ requested any additional committee comments or feedback be submitted in writing 
within five days of each advisory committee meeting. DEQ is proposing to adopt rules 
that reflect our best understanding of the appropriate path forward given the 
circumstances. 
 
ACT Amendments 

The committee discussed the proposal to adopt CARB’s recent amendments to the ACT 
rule as well as the previously proposed Oregon’s Optional Credit Program, providing an 
additional compliance pathway for manufacturers who choose to participate. Committee 
members shared a wide variety of comments on these proposals. Some members had 
questions about the applicability of California rules in various states of review and 
adoption as they pertain to Oregon. Others understood Oregon’s proposed rules as 
directly in unison with California’s current ACT rule and amendments.  
 
Committee members pointed out acute needs for truck availability across the Oregon 
medium and heavy-duty market. They largely disagreed with each other on the best and 
most effective strategies to achieve this goal. Some argued that increased delivery of 
zero emissions vehicles from manufacturers was the most appropriate next step. Others 

 
16 The Concerns about Diesel Engine Exhaust, Oregon DEQ, 2015, accessed on 3/20/2025. 

https://www.oregon.gov/deq/FilterDocs/DieselEffectsReport.pdf
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said that the new flexibilities and previously proposed optional credits should be 
sufficient to meet the need. Another group pushed back at the notion that Oregon DEQ 
support the truck market by providing optional credits to manufacturers, preferring 
delayed implementation, which DEQ issued on May 15, 2025. 
 
The Rulemaking Advisory Committee spent a lot of time talking about the anticipated air 
quality and climate emissions impacts of the proposed rules. Committee members 
stated with equal confidence that emissions benefits would occur only if ACT rules were 
delayed and that they would only occur if ACT rules were fully implemented. Advocates 
for delay said new diesel vehicles are cleaner and would improve air quality outcomes. 
Advocates for zero emissions vehicles said that only zero emissions vehicles can 
address the air quality concerns in question. DEQ staff participated and listened to 
these divergent views and proposed rules accordingly.   
 
HD Omnibus Amendments 

The committee discussed the HD Omnibus proposed draft rules to permanently delay 
rule implementation by one year (codifying the previously adopted temporary rule). 
Some committee members expressed concern that further postponement of these rules 
would delay needed diesel emission reductions for front line communities that 
experience disproportionate harm. Some committee members expressed concern about 
a lack of available 2026 HD Omnibus compliant engines and vehicles especially for 
specific sectors which could lead to temporary new vehicle sales stoppages. Concerns 
were also raised about the increased vehicle costs associated with the improved 
technology that is required for Omnibus-certified compliant engines.  
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Public engagement 
 
Public notice 
 
DEQ provided notice of the proposed rulemaking and rulemaking hearing by:  

• On March 28, 2025, Filing notice with the Oregon Secretary of State for 
publication in the April 2025 Oregon Bulletin; 

• Posting the Notice, Invitation to Comment and Draft Rules on the web page for 
this rulemaking, located at: Clean Truck Rules 2025 Updates; 

• Emailing approximately 28,288 interested parties on the following DEQ lists 
through GovDelivery: 

o Rulemaking 
o DEQ Public Notices 
o Diesel and Biodiesel 
o Low Emission/Zero Emission Vehicle Program 
o Truck Efficiency/Reduced Idling 

• Emailing the following key legislators required under ORS 183.335: 
o Representative John Lively, Chair, House Committee on Climate, Energy, 

and Environment  
o Senator Janeen Sollman, Chair, Senate Committee on Energy and 

Environment  
o House Speaker Julie Fahey  
o Senate President Rob Wagner 

• Emailing advisory committee members, 
• Posting on the DEQ event calendar: DEQ Calendar 

 
  

https://www.oregon.gov/deq/rulemaking/Pages/CTR2025.aspx
https://www.oregonlegislature.gov/bills_laws/ors/ors183.html#:%7E:text=183.335%20Notice%3B%20content%3B%20public%20comment%3B%20temporary%20rule%20adoption%2C%20amendment%20or%20suspension%3B%20substantial%20compliance%20required.
http://www.oregon.gov/deq/Get-Involved/Pages/Calendar.aspx
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Public hearing 
 
DEQ held two public hearings. DEQ received a total of 30 comments at the hearings. 
Later sections of this document include a summary of the 666 comments received 
during the open public comment period, DEQ’s responses, and a list of the 
commenters. Original comments are on file with DEQ. 
 
Presiding officers’ record 
 
Hearing 1 
 
Date Wednesday April 30, 2025 

Place Online 

Start Time 2:24pm 

End Time 3:05pm 

Presiding Officer Rachel Sakata 
 
Date: Wednesday, April 30, 2025 
Place: Online 
Start time: 2:24 p.m. 
End time: 3:05 p.m. 
 
Presiding officer: Rachel Sakata, Air Quality Transportation Strategies Section 
 
The presiding officer convened the hearing, summarized procedures for the hearing, 
and explained that DEQ was recording the hearing. The presiding officer asked people 
who wanted to present verbal comments to type their name in the meeting chat to 
indicate their intent to present comments. The presiding officer advised all attending 
parties interested in receiving future information about the rulemaking to sign up for 
GovDelivery email notices by signing up on the rulemaking website. 
 
As Oregon Administrative Rule 137-001-0030 requires, the presiding officer 
summarized the content of the rulemaking notice. 
 
53 people attended by webinar. 10 people commented orally, and 1 person submitted 
written comments at the hearing. 
 
Hearing 2 
 
Date Tuesday May 6, 2025 

Place Online 



48 

Start Time 2:19pm 

End Time 3:19pm 

Presiding Officer Rachel Sakata 
 
Date: Tuesday, May 6, 2025 
Place: Online 
Start time: 2:19 p.m. 
End time: 3:19 p.m. 
 
Presiding officer: Rachel Sakata, Air Quality Transportation Strategies Section 
 
The presiding officer convened the hearing, summarized procedures for the hearing, 
and explained that DEQ was recording the hearing. The presiding officer asked people 
who wanted to present verbal comments to type their name in the meeting chat to 
indicate their intent to present comments. The presiding officer advised all attending 
parties interested in receiving future information about the rulemaking to sign up for 
GovDelivery email notices by signing up on the rulemaking website. 
 
As Oregon Administrative Rule 137-001-0030 requires, the presiding officer 
summarized the content of the rulemaking notice. 
 
49 people attended by webinar. 19 people commented orally at the hearing. 
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Summary of public comments and DEQ 
responses 
 
Public comment period 
 
DEQ accepted public comment on the proposed rulemaking from March 28, 2025, until 
4 p.m. on May 7, 2025. 
 
For public comments received by the close of the public comment period, the following 
section organizes comments into 74 categories with cross references to the commenter 
number. DEQ’s response follows the summary. Original comments are on file with DEQ. 
 
DEQ changed the proposed rules in response to comments described in the response 
sections below. 
 
Comment #1: General support for the Clean Truck Rules 2025 amendments  
 
DEQ received 3 comments in this category from commenters 31, 43, 493 expressing 
general support for the proposed amendments to the Clean Truck Rules.   

 
Response:  
These amendments were designed to provide targeted short-term relief without 
undermining the long-term goals of the ACT and Heavy-Duty Low NOx Omnibus 
rules. By aligning with California’s updates, Oregon ensures consistency across the 
West Coast, enabling manufacturers and fleets to plan and invest with greater 
certainty. For ACT and Heavy-Duty Low NOx Omnibus the use of enforcement 
discretion for model years 2025 and 2026 and the decision to delay reflects DEQ’s 
recognition of early market challenges deploying new emissions-reducing 
technologies while preserving the long-term ZEV sales trajectory. 
 
This approach helps mitigate near-term disruption while reinforcing the rules’ public 
health and climate benefits. The amendments maintain all the California 
requirements and advance implementation with practical and temporary adjustments 
that allow manufacturers to continue delivering ICE trucks while ramping up ZEV 
production. 

 
  
Comment #2: General opposition to the Clean Truck Rules 2025 amendments 
 
DEQ received 3 comments in this category from commenters 240, 341, 472 expressing 
general opposition to the proposed amendments to the Clean Truck Rules. 
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Response:  
DEQ acknowledges concerns about the 2025 amendments. The agency carefully 
considered these perspectives and sought a balanced path forward. The 
amendments do not change the overall structure or targets of the ACT or HDO rules. 
Rather, they temporarily ease early-year compliance through enforcement discretion 
on ACT, without weakening Oregon’s long-term ZEV sales requirements. Similarly, 
they provide short-term flexibility regarding the delivery of HDO compliant engines 
through 2026. 
 
This policy choice reflects DEQ’s commitment to climate and air quality while 
responding to stakeholder feedback regarding market disruption, supply chain 
bottlenecks, and economic pressures. Oregon remains firmly on track to implement 
the full Clean Truck Rules in alignment with California over the next ten years. 

 
 
Comment #3: General support for the Clean Truck Rules overall 
 
DEQ received 308 comments in this category.  

• Commenters 5, 13, 14, 15, 19, 27, 29, 33, 34, 35, 36, 37, 38, 39, 40, 41, 42, 54, 
55, 56, 57, 58-65, 66-87, 89-130, 197, 218, 240, stated that it makes sense to 
synchronize our policies with California.  

• Commenter 15 states that they live on an arterial street and that they believe 
these rules will help with reducing particulate matter on and around their 
property, improving the breathability of the air.  

• Commenter 19 describes both rules as “a crucial step in tackling diesel pollution.”  
• Commenter 277 supports the rules because we are at a climate tipping point, 

and we need to take every opportunity to reduce emissions. Trucks are a big part 
of the emissions footprint, and these rules complement other climate rules 
already in place.  

• Commenters 16, 17, 20, 28, 30, 31, 45-53, 97, 135, 161, 167, 203, 218, 239, 
275, 278, 280, 281, 282, 284, 285, 286-289, 291-293, 295, 296, 298, 299, 302, 
304, 306, 308, 314, 323-462, 465, 469, 471, 473, 475, 476+, 479, 487, 488, 491, 
493, 494, 496, 499, 645-648, 649, 657, 658, 664 support the rules.  

• Commenter 479 stated that Oregon needs clean transportation policies to meet 
our state’s climate and clean air goals. 

• Commenter 469 stated that addressing pollution from heavy-duty trucks in 
Oregon is a win for the climate and a win for social justice.  

 
Response:  
DEQ believes the Clean Truck Rules are essential to reducing diesel pollution, 
improving public health, and addressing climate change. The ACT and Omnibus 
rules represent proven, science-based strategies to reduce harmful air pollutants 
and greenhouse gas emissions, particularly in communities overburdened by 
transportation-related emissions. 
 



51 

The rules’ structure, including a gradual phase-in, flexibility for manufacturers, and 
alignment with other states helps ensure they are achievable while protecting 
Oregon residents and the environment. DEQ remains committed to using this policy 
framework to drive long-term emissions reductions and health improvements. 

 
  
Comment #4: General opposition to the Clean Truck Rules overall 
 
DEQ received 18 comments in this category.  

• Commenters 2, 3, 4, 6, 7, 8, 9, 12, 21, 22, 23, 24, 32, 226, 322+, 480 expressed 
general opposition. 

• Commenter 21 questions if carbon molecules truly affect climate and wonders if 
the proposed rules are for the purpose of mitigating climate change or are they 
for profit? Thinks that “adopting policy from any state having a fiscal track record 
like California is begging attention from trouble.”  Believes that fleet 
manufacturers are already doing the right things.  

 
Response:  
Some commenters expressed skepticism about the Clean Truck Rules’ necessity or 
their economic impacts. DEQ understands that these rules, over the long term, 
represent significant changes. However, the proposed rules were carefully 
developed to ensure long lead times, available flexibilities, and pathways to 
compliance without banning diesel vehicles or imposing fleet mandates. 
 
DEQ’s obligation is to protect public health and implement effective emissions 
reduction strategies. The Clean Truck Rules were adopted following robust public 
process and analysis and remain central to Oregon’s climate action and air quality 
improvement plans. 

 
 
Comment #5: Clean Truck Rules – Delay implementation of the rules 
 
DEQ received 181 comments in this category. 

• Commenter 322+ requested that the rules be delayed for at least two years. 
• Commenters 242, 245, 248, 251, 252, 255, 256, 258, 260-273, 300, 303, 305, 

311, 315, 317-319, 464, 480, 486, 490, 492, 497, 501 ask for the rules to be 
delayed 10 years or more 

• Commenters 97, 135, 161, 323-462 stated that manufacturers should commit to 
complying with the rules in good faith as a condition of adopting any delays.  
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Response:  
DEQ has responded to concerns about ACT implementation timing by issuing 
enforcement discretion for model years 2025 and 2026. This grace period allows 
manufacturers to continue delivering internal combustion engine vehicles to the 
Oregon market without penalty if ZEV sales do not meet early targets, provided 
there are no restrictions on diesel truck availability. In addition, DEQ modified the 
proposal to delay the implementation of the HD Omnibus rules until 2027. DEQ 
made the decision to propose delaying the rules for an additional year after 
reviewing comments submitted under this proposal and ongoing and increased 
uncertainty regarding the status of the federal Clean Air Act waiver. DEQ expects 
these steps will address compliance feasibility and dealer access without changing 
the design of the Clean Truck Rules or delaying their long-term requirements. DEQ 
believes this approach protects both Oregon’s economy and environment by 
ensuring progress continues while recognizing near-term challenges. 

 
 
Comment #6: Clean Truck Rules – Do not delay implementation of the rules 
 
DEQ received 329 comments in this category.  

• Commenters 197, 466, 479, 650, 656, 657 stated that the rules are long overdue 
and should not be delayed. 

• Commenters 54-87, 89-166, 168-196, 198-202, 204-217, 219-220, 231, 241, 
243, 249, 279, 290, 330, 331, 340, 341, 487, 495, 498, 500, 502-644 stated that 
DEQ should not change the rules adopted in 2021 just because local 
manufacturers spent the last four years failing to prepare for these new electric 
truck standards. 

• Commenter 470, 476+, 479 stated that delaying clean truck policies will directly 
harm low-income communities and communities of color which are 
disproportionately exposed to harmful diesel emissions.  

• Commenter 475 stated that when we delay rules like this, we are sending a clear 
message: corporate profits matter more than the health and lives of Oregonians. 
 

Response:  
DEQ agrees that action is needed to address the public health impacts of diesel 
pollution. One of the primary reasons that the EQC adopted these technology forcing 
rules in 2021 was to reduce diesel pollution from medium- and heavy-duty vehicles. 
The ACT and HD Omnibus rules are designed to reduce emissions from these major 
sources while allowing the market time to adjust.  
 
The 2025 proposed amendments attempt to maintain the trajectory of Oregon’s 
climate and diesel pollution reduction goals by reducing emissions over time. They 
also provide targeted enforcement flexibility in response to new economic and 
political uncertainty. DEQ remains committed to achieving the original rule’s long-
term ZEV adoption goals. 
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Comment #7: Clean Truck Rules – Costs to small businesses 
 
DEQ received 7 comments in this category.  

• Commenters 3, 8, 9, 25, that stated small and medium-sized businesses that are 
forced to comply with the Clean Truck Rules face substantial financial burdens 
associated with these technology-forcing mandates. Some of these burdens are 
said to directly contribute to layoffs, temporary and permanent, at dealerships 
and have a compounded effect on businesses when recent tariffs that were 
enacted at the federal level this year are considered. 

• Commenter 25 states that implementing these rules now will have massive costs 
that will bury small businesses. Believes the small businesses that survive will be 
passing off these massive costs to consumers.   

• Commenter 257 stated a concern that the trucks they have purchased within the 
last year may not pass emissions standards much longer and that they cannot 
afford to buy new trucks only to have them become non-compliant within 1-2 
years.  

• Commenter 322+ stated that the rules threaten small businesses that upfit and 
service diesel equipment. They also stated that the rules have effectively banned 
access to new clean diesel models, threatened American auto jobs by restricting 
engine manufacturers from Oregon markets and threaten livelihoods and the 
economy overall.  

 
Response:  
DEQ acknowledges concerns raised by small businesses and has structured the 
Clean Truck Rules to allow flexibility and support. Enforcement discretion, credit 
trading, exemptions for low-volume manufacturers, and state incentive programs are 
all intended to ease financial impacts. The rules would only apply to new vehicles 
sold and not to existing used vehicles that fail to pass emissions standards.   

 
DEQ is also evaluating how future funding opportunities and incentive program 
adjustments can be better tailored to support small fleets and rural businesses. The 
agency is committed to an equitable transition that recognizes the needs of Oregon’s 
small business community. 

 
 
 
Comment #8: Clean Truck Rules – Economic impacts 
 
DEQ received 14 comments in this category.  

• Commenters 3, 22, 23, 26, 244 stated that the increased compliance costs 
associated with these rules will result in higher overall prices for goods and 
services when those costs are passed on to consumers. The costs have 
disproportionate impacts on low-income families which end up shifting costs of 
these rules to the individuals the Clean Truck Rules are trying to protect.  
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• Commenter 22 states that fire trucks for emergency response cost $1 million and 
asks what happens when an EV battery for a fire truck dies. Questions if diesel 
backup generators would be used as the solution. Believes that “nothing can 
match a diesel truck.”   

• Commenters 22, 23, 26 Say that manufacturers and dealers cannot sell diesel 
trucks because they are being forced to prioritize ZEV trucks that either 
underperform or don’t exist. State that blue collar jobs, truck drivers’ livelihoods, 
and overall economic stability are at risk. Think that “DEQ has created a 
patchwork credit system that is even more extreme than California’s standards—
leaving Oregon businesses confused, burdened, and at legal risk.”   

• Commenter 244 stated that being a CARB opt-in state is expected to have a 
negative impact on employment within the transportation industry in Oregon.  

• Commenters 470, 476+, 479, 491 stated that the rules are projected to prevent 
premature deaths and yield over $2 billion in net benefits annually through 2050 
including avoided health costs. Commenter 294 shared a similar perspective with 
slightly different economic impacts.  

 
Response:  
DEQ’s rulemaking was informed by analyses demonstrating that long-term public 
health savings, reduced operating costs for fleets, and climate benefits outweigh 
initial expenditures. The ACT rules do not require fleets to purchase ZEVs and allow 
compliance through manufacturer targets and credits. And while the HD Omnibus 
rules require the newest ICE powered vehicles to have lower tailpipe emissions the 
estimated benefits of the rule outweigh any product development costs as described 
in the fiscal and economic impact statement and in the CARB Initial Statement of 
Reasons.    
 
Federal and state incentives, utility investment, and workforce development efforts 
are in place to reduce burdens and create new opportunities. DEQ will continue to 
work with partners to manage impacts while securing lasting economic and 
environmental returns for Oregonians. 

 
 
Comment #9: Clean Truck Rules – Market impacts 
 
DEQ received 5 comments in this category.  

• Commenters 3, 27 stated that these rules undermine the principles of free- 
market capitalism and that by forcing businesses to comply with these rules the 
state is stifling innovation and creating an environment where companies are not 
free to explore alternative solutions that could better serve their needs and those 
of their customers.  

• Commenter 27 believes that the proposed rules will help with market certainty, 
affirming clean technology.  

• Commenters 470, 479 stated that the rules provide ample flexibility, including 
multiple compliance pathways with no mandatory purchase requirements for 
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dealers or fleets ensuring that clean trucks are feasible and achievable without 
straining businesses.  

 
Response:  
The ACT rules allow manufacturers to retain discretion over how to meet sales 
targets, and fleets are not required to purchase any specific technology. Rather, the 
rule ensures zero emission trucks enter the market over time in areas where existing 
technology meets market needs. The HD Omnibus rules do not require any specific 
type of technology, engine or emissions control equipment design but instead 
require that manufacturers meet more restrictive and attainable emission standards 
with their newest engines.  
 
DEQ believes that this structure fosters innovation, supports long-term investment, 
and provides regulatory certainty. While the shift may be challenging, it is necessary 
to meet Oregon’s climate and health goals. However, despite the flexibilities built 
into these rules DEQ’s announced ACT enforcement discretion along with the 
proposed delayed implementation of the HD Omnibus rules until 2027 are actions 
designed to provide relief to the broader industry during a time of significant federal 
and market uncertainty. 

 
 
Comment #10: Clean Truck Rules – Alternative policy recommendations 
 
DEQ received 56 comments in this category.  

• Commenter 3 stated that what is needed are more flexible, market-driven 
approaches that allow for innovation and empower businesses to invest in 
sustainable solutions without the threat of government overreach.  

• Commenter 11 stated that DEQ should incentivize 50mg NOx or better heavy-
duty trucks either through a regulatory change, a fee structure, or other 
mechanism that does not require federal approval. They also stated that DEQ 
should work with CARB to develop an indexing of credits that would create a 
deficit for engines sold that are dirtier than 50mg NOx, a neutral credit for those 
engines that naturally meet the 50mg NOx standard, and a positive compliance 
credit for those engines that certify to lower than 50mg for the foreseeable future.  

• Commenter 12 requested that DEQ and the EQC draft a letter to CARB asking 
that they amend their regulations so that section 177 states that would like to 
adopt identical rules would have the flexibility to make progress while 
infrastructure develops “and would make more progress with a focus on 2b-4 and 
incentives for Class 7 – 8 tractors – limiting the specialty use vehicles that do not 
have current ZEV options and insufficient credits in an opaque market.” 

• Commenters 13, 14, 16, 17, 20, 28, 30, 31, 45-53, 167, 203, 218, 239, 275, 278, 
281, 282, 284, 286-289, 291-293, 295, 296, 298, 299, 302, 304, 306, 308, 314, 
465, 471, 473, 494, 496, 499, 645-648 suggested that a strong reliance on data 
is needed to make sure that voluntary credit over supply does not happen, that 
manufacturers have to demonstrate ongoing progress in ZEV truck sales to 
qualify for voluntary credits (and at least one ZEV annually), and that OEMs that 
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receive voluntary credits in years 2025/2026 commit to refraining from ratio-
based limitations or any sales restrictions for at least 5 years.  

• Commenter 320 stated that it would be simpler and more effective to phase out 
older trucks that are on the road which would cut more pollution than the ACT 
and is a more realistic approach similar to what is being done in the Portland 
Metro, but it could be expanded statewide.  

 
Response:  
DEQ appreciates constructive alternatives and will continue to explore 
complementary solutions. The current rule framework was adopted to ensure 
consistency with California, as required by federal law under Section 177 of the 
Clean Air Act. Flexibility within this framework exists and DEQ is proposing 
additional flexibility in this rule package.  
 
DEQ is actively using the flexibility within the existing rule to support a smooth 
transition. This includes temporary enforcement discretion, investment in fleet 
incentive and infrastructure programs, and ongoing coordination with other states 
and CARB. DEQ welcomes ongoing dialogue and will continue evaluating 
complementary strategies, including those focused on legacy fleet turnover and 
specialized vehicle incentives, as part of Oregon’s broader emissions reduction 
strategy. 

 
 
Comment #11: Clean Truck Rules 2025 Amendments harms proactive engine 
manufacturers that planned delivery of cleaner ICE engines ahead of schedule 
 
DEQ received 1 comment in this category from commenter 11 stating that delaying the 
ACT with optional credits while at the same time delaying the implementation of 
Omnibus regulations sends a negative message to proactive OEMs who made 
investments necessary to meet the more stringent standards.  
 

Response:  
DEQ recognizes and values the early action taken by some manufacturers to 
produce cleaner ICE engines. These engines contribute meaningfully to emissions 
reductions and the proposed rules do not restrict these engines from being sold in 
Oregon. DEQ understands that the proposed amendments may reduce the return on 
investment that manufacturers expected when delivering cleaner ICE powered 
vehicles and ZEVs.  
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The ACT temporary enforcement discretion for 2025 and 2026 along with the 
proposed delayed implementation of the HD Omnibus rules until 2027 are actions 
designed to provide relief to the broader industry during a time of significant federal 
and market uncertainty. DEQ’s approach maintains fairness while ensuring the 
overall rules remain intact. 

 
Comment #12: Clean Truck Rules 2025 Amendments should not allow the 
proliferation of diesel trucks 
 
DEQ received 1 comment in this category from commenter 11 stating that DEQ should 
not allow the proliferation of diesel trucks under the proposal.  
 

Response:  
Diesel is the dominant fuel used by the commercial transportation sector and diesel 
engines offer fuel economy, power and durability. Despite the operational advantage 
of diesel trucks the pollutants that they emit are harmful. The Clean Truck Rules are 
designed to reduce the harmful pollution emitted from the newest medium- and 
heavy-duty vehicles but they do not ban diesel trucks. DEQ expects that reliance on 
diesel powered trucks will continue into the future especially in sectors where ZEV 
adoption is not available or impractical. Transitioning to cleaner methods of 
transporting goods will take time and that gradual process is reflected within the 
original ACT rule by the incremental year over year ZEV targets through 2035. In the 
meantime, the HD Omnibus rules will ensure that, once implemented, all new diesel 
powered medium- and heavy-duty vehicles sold in Oregon will be much less 
polluting. 

 
 
Comment #13: Advanced Clean Trucks Rule – General support for rule 
 
DEQ received 10 comments in this category from commenters 88, 239, 312, 381, 402, 
482, 485, 491, 499, 659 expressing general support for the rule.  

 
Response:  
DEQ welcomes continued support for the ACT rule. The structure of the rule is 
carefully crafted to allow market adaptation while steadily increasing the availability 
of zero-emission trucks. The rule’s benefits are especially important for reducing 
diesel exposure in environmental justice communities. DEQ remains committed to 
implementing the rule in a way that is transparent, achievable, and aligned with 
public health priorities. 

 
Comment #14: Advanced Clean Trucks Rule – General support for adoption of 
CARB amendments 
 
DEQ received 3 comments in this category from commenters 294, 484, 499 expressing 
general support for the adoption of the CARB amendments. 

 



58 

Response:  
Proposing the CARB amendments ensures Oregon maintains legal consistency with 
Section 177 requirements and retains access to a broader regional market of ZEV 
vehicles. This decision protects Oregon consumers and manufacturers from 
regulatory fragmentation and supports ongoing compliance planning. DEQ’s 
proposal of the CARB amendments reflects a commitment to a harmonized and 
effective regulation. 

 
Comment #15: Advanced Clean Trucks Rule – General opposition to rule 
 
DEQ received 21 comments in this category.  

• Commenters 1, 4, 9, 10, 26, 223, 225, 226, 227, 229, 283, 313, 316, 319, 320, 
474, 478+, 480, 661 expressing general opposition to the rule. 

• Commenters 478+, 661 stated that the rule should be repealed. 
 

Response:  
DEQ understands that some stakeholders remain opposed to the ACT rule. 
However, the agency’s responsibility is to protect public health and implement 
policies that meet Oregon’s environmental mandates. The ACT rule is a key 
component of the state’s emissions reduction strategy and offers structured flexibility 
for manufacturers to comply. Repealing or significantly weakening the rule would risk 
Oregon’s alignment with other states, delay emissions reductions, and increase 
long-term costs to public health and the environment. The agency also recognizes 
that early implementation years have brought challenges due to federal actions 
related to tariffs, Congressional Review Act, and incentive programs which 
contribute to overall market uncertainty. 
 
In response to these disruptions DEQ committed to enforcement discretion for model 
years 2025 and 2026. This directive temporarily relieves manufacturers from 
penalties related to ZEV sales shortfalls but requires continued availability of ICE 
vehicles in Oregon and encourages continued ZEV deployment. It is a pragmatic, 
short-term step designed to stabilize the market, protect Oregon’s truck buyers, and 
maintain the integrity of the ACT program. The long-term ZEV targets remain in 
place and unchanged. 

 
 
 
Comment #16: Advanced Clean Trucks Rule – Uphold and strengthen the rule 
 
DEQ received 158 comments in this category.  

• Commenters 246, 312, 443, 493 stating that DEQ should uphold and strengthen 
the ACT program.  

• Commenter 254 stated that DEQ should not allow truck manufacturers to evade 
the ACT rule. 

• Commenters 97, 135, 161, 312, 323-462 stated that DEQ should not reward 
manufacturer non-compliance.  
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• Commenters 276, 466, 470, 491, 499, 650, 659 stated that the ACT rule should 
not be delayed or further weakened.   

• Commenter 294 stated that the ACT structure when you include the 2024 CARB 
amendments and the expected additional 2025 CARB amendments already 
include sufficient and meaningful compliance flexibilities.  

• Commenter 294 stated that an effective delay of rule implementation will reduce 
the availability of ZE trucks and delay movement toward upfront price parity 
among ZE and ICE truck models.  
 

Response:  
DEQ agrees that the ACT rule is important from an environmental and public health 
perspective and includes a range of flexibilities. The proposed rule maintains the 
regulations from 2027 through 2035, ensuring the long-term integrity of the program. 
Oregon remains committed to implementing the ACT program in full alignment with 
California’s standards.  

 
Comment #17: Advanced Clean Trucks Rule – Delay implementation of the rules 
 
DEQ received 85 comments in this category.  

• Commenters 7, 12, 18, 23, 25, 43, 44, 222, 224, 235, 237, 244, 257, 301, 316, 
320, 321, 463, 489, 661, 665 requested a delay in general.  

• Commenter 7 stated ACT implementation should be at least 3 years. 
• Commenters 8, 12, 43, 222, 224, 226, 229, 232, 233, 234, 236, 238, 253, 274, 

283, 301, 313, 467, 468, 652, 660 requests delay of the ACT until 2027.  
• Commenters 242, 245, 248, 251, 252, 255, 256, 258-273, 300, 303, 305, 311, 

315, 317-319, 464, 480, 486, 490, 492, 497, 501 requested a delay of at least 10 
years. 

• Commenter 25 requests slowing down to give technology and infrastructure a 
chance to develop in a way that fully supports meeting the requirements of the 
proposed rules.  

• Commenter 225 asks to delay the enforcement timeline for heavy-duty sectors 
with limited ZEV options. 

• Commenters 477 asks to delay the ACT until at least 2027 and include an easy 
method for further delays. 

• Commenter 43 requested enforcement discretion as the method to delay. 
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Response:  
DEQ agrees that the new truck market dynamics in Oregon are not functioning 
properly. In particular, the preferred ACT compliance strategy of manufacturers not 
delivering internal combustion engine trucks to Oregon’s market to avoid accruing 
any deficits is failing to meet the needs of dealers and fleets. Due to these factors, 
and the need to maintain identicality with California, DEQ has proposed rule 
amendments that increase compliance options and flexibilities for manufacturers. 
Additionally, DEQ will refrain from pursuing enforcement or assessing civil penalties 
against any manufacturer of medium- and heavy-duty vehicles (Classes 2b–8) who 
does not meet the specified ZEV sales percentages of ACT in Oregon for model 
years 2025 and 2026. 

 
Comment #18: Advanced Clean Trucks Rule – Exemptions for specialized 
vehicles 
 
DEQ received 6 comments in this category.  

• Commenter 12 stated that some of these specialized uses should be exempt 
because of how difficult it is to acquire credits especially for secondary 
manufacturers and dealers. 

• Commenter 225 stated that there should be clear exemptions or waivers for 
specialized vehicles such as fuel tankers.  

• Commenter 271 stated that there should be an exemption or carve-out for small 
rural trucking companies or else the rules will threaten local economies and jobs.  

• Commenter 283 stated that waste and recycling trucks should be exempt from 
the rule.  

• Commenter 480 stated that DEQ is contradictory in exempting motor coaches 
and emergency vehicles because these carveouts validate that ACT is too 
impractical or expensive. 

• Commenter 662 stated that recreational vehicles should be exempt from this rule 
because there are no options for ZE RVs.  

 
Response:  
The ACT rule allows flexibility for manufacturers to comply across different vehicle 
classes, with low initial sales targets, and credit trading mechanisms. The current 
ZEV sales percentage targets are intentionally modest, allowing manufacturers to 
continue providing internal combustion engine vehicles for vocational applications 
where ZEV technology may not yet be suitable, such as fuel tankers and specialized 
rural trucking. This, plus the proposed amendments and enforcement discretion from 
Oregon DEQ reduce the need for vocation-specific exemptions. 

 
Comment #19: Advanced Clean Trucks Rule – Rule does not ban diesel vehicles 
 
DEQ received 1 comment in this category from commenter 651 stating that even with 
cautious growth assumptions, Oregon can expect over 60,000 new ZE trucks on the 
road by 2036 while diesel sales continue.   
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Response:  
DEQ agrees that ACT does not ban diesel vehicles or vehicle sales in Oregon at any 
point during the lifetime of policy implementation.  

 
Comment #20: Advanced Clean Trucks Rule – Concerns regarding vehicle and 
technology feasibility 
 
DEQ received 377 comments in this category stating that: 

• ZEVs don’t currently meet the needs of buyers of light- and heavy-duty trucks in 
the agriculture and long-haul sectors (4, 235, 237, 242, 245, 248, 251, 252, 255-
273, 300, 303, 305, 307, 311, 315, 317-319, 321, 464, 474, 480, 481, 486, 489, 
490, 492, 497, 501) and loaded log trucks (258, 259, 480) or in the medium-duty 
work truck sector (18, 259, 307, 474, 480) 

• There are no viable medium- and heavy-duty ZEVs (313, 468) 
• There are no electric vehicle options for the towing industry (652, 654, 655, 660) 
• The technology for class 6-8 battery electric vehicles is just not ready (320) 
• There is no current ZEV offered with a 4-axle truck option which is currently all 

we run in our fleet (236) 
• ZE vehicle technology is not ready and has 25% less hauling capacity and half 

the range (7, 301) and doesn’t meet the auxiliary power demands of a variety of 
specialized work trucks that have pumps, hoists and cooling units (18, 474) 

• Electric trucks work well in certain applications like airport ground support 
services but are not easily adopted in other sectors (18) 

• While ZE vehicles will be available to meet the needs of simple applications in 
two years, the more customized products are still years away from reality (234) 

• For many applications ZEVs are simply not available (22, 23, 25, 26, 32, 242, 
245, 248, 251, 252, 255, 256, 258, 260-273, 300, 303, 305, 311, 315-319, 321, 
463, 464, 467, 474, 480, 481, 486, 490, 492, 497, 501, 661, 662). 

• The rules do not account for the added engineering necessary to design, 
develop, and validate specialty vehicles (316) 

• Smaller companies are overwhelmed by ZEV adoption because of high prices, 
long vehicle delivery and infrastructure installation timelines, charging and power 
needs and location specific issues (18)  

• The sales percentage targets are unattainable in real world forest and farm 
industries (480) 

• Charging times of up to three hours render EVs ineffective for our regular long-
haul routes (237) 

• Electric vehicles are limited in their range (8, 222, 224, 225, 226, 228, 233, 235, 
236, 237, 238, 242, 245, 248, 251, 252, 253, 255-274, 300, 301, 303, 305, 311, 
315, 317-319, 463, 464, 474, 478+, 480, 486, 489, 490, 492, 497, 501, 661, 663) 
with class 6-8 EVs having only a third of the range of the diesel equivalent (320) 

• Electric garbage trucks have a range of about 100 miles whereas a diesel-
powered model has a range in excess of 150 miles which is required for most of 
our more rural routes (227) 
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• Diesel trucks can travel 1500 miles before refueling while a comparable ZEV is 
limited to 200-250 miles. When considering grade, weather and congestion 
delays the range is reduced significantly which creates unreliable delivery 
expectations (474) 

• Most of our class 7-8 customers are running their vehicles 500 miles a day (663) 
• Electric vehicles do not have the power needed (233) or performance needed 

(22, 23, 26, 235, 242, 245, 248, 251, 252, 255, 256, 258, 260-273, 300, 303, 305, 
311, 315, 317-319, 464, 478+, 480, 486, 490, 492, 497, 501) 

• Electric vehicles have excessive refueling speed (225) taking a minimum of 8 
hours to recharge (320, 663) 

• Electric vehicles have long charging delays (242, 245, 248, 251, 252, 255, 256, 
258, 260-273, 300, 303, 305, 311, 315, 317-319, 464, 480, 486, 490, 492, 497, 
501) 

• Electric vehicles do not perform as well in cold weather or when carrying heavy 
loads (271) 

• Electric vehicles have reduced payload due to battery weight (8, 222, 224, 225, 
226, 228, 237, 238, 242, 245, 248, 251, 252, 253, 255-258, 260-274, 300, 303, 
305, 307, 311, 315, 317-320, 464, 474, 480, 486, 489, 490, 492, 497, 501) which 
can make it difficult, if not impossible, to interchange trailers within our existing 
fleet – a critical part of our operations (237) 

• We can’t even buy EV trucks that could haul 105,500 pounds (8, 9, 221) but even 
if we could an ZEV equivalent would cost three times a diesel-powered truck and 
weigh three times a diesel-powered truck (9) 

• Companies have reported long lead times when attempting to acquire medium- 
and heavy-duty ZEVs (481) 

• Companies that have purchased ZE garbage trucks discovered that they can 
only operate for 3-4 hours before requiring charging and therefore need to 
purchase several extra trucks to be able to operate all day long (10) 

• The ACT will lead to more trucks on the roadways (238) 
• Electric trucks require customers to buy twice the number of trucks and hire twice 

the number of drivers to cover an equivalent distance (301) 
• It is widely recognized that it will conservatively take 4 ZEV trucks to haul what 3 

ICE trucks haul today and increasing the number of commercial vehicles will lead 
to areas with bad congestion getting worse (474) 

• Limited to no ZE truck models available (222) especially for Class 7-8 tractors 
(11) 

• During a test run on I-5 from Grants Pass, OR to Yreka, CA over the Siskiyou 
pass, an EV truck failed to make the journey and had to be rescued. How might 
this affect commerce and essential supplies if EVs are used? (23, 26) This 
incident highlights the current limitations of EV technology for long-haul trucking 
especially in regions with challenging terrain. (235) 

• Our trucks run 24 hours a day and we cannot afford to have trucks sit idle while 
charging. (257) 

• Current diesel and gasoline trucks are better performing, easier to use and more 
adaptable in extreme weather conditions than a ZEV (259) 
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• Drivers are limited in the number of hours that they can work in a day and the 
time they would spend charging every 200+ miles would add time and cost to 
product delivery (474). 

• ZEV repair parts supply chain is not available (242, 245, 248, 251, 252, 255, 256, 
258, 260-273, 300, 303, 305, 311, 315, 317-319, 464, 480, 486, 490, 492, 497, 
501) 

 
 

Response:  
These technical barriers are steep and DEQ recognizes current limitations in battery-
electric vehicle technology, particularly in terms of vehicle range, upfront costs, and 
suitability for certain vocational uses. In response, the ACT rule starts with relatively 
low sales targets specifically to accommodate ongoing technological advancements. 
Proposed amendments increasing flexibility and issuing enforcement discretion for 
the first two years further acknowledges these challenges, allowing manufacturers to 
scale up ZEV offerings as technology matures and infrastructure expands.  
 
Going forward, the role of ACT as a technology-forcing regulation seeks to improve 
these market conditions. By setting a small and increasing ZEV sales target all 
parties in the market can continue to pursue their specific priorities with enough 
flexibility to drive incremental change over time.  
 
Estimated ZEV sales targets in 2027 represent between 1% and 2% of the total 
Oregon MHD fleet. While sales targets are higher as a percentage of vehicles 
delivered in a model year, these low percentages relative to the total fleet indicate 
how gradual this change will be on Oregon’s roads and within the most suitable 
initial industries and vocations. 

 
Comment #21: Advanced Clean Trucks Rule – Zero-emission trucks are ready for 
work 
 
DEQ received 1 comment in this category. Commenter #294 described the variety of 
ZEV truck models operation in Oregon today and that models are available for purchase 
to meet the needs of many fleets and common duty cycles with 85% of medium- and 
heavy-duty vehicles traveling fewer than 100 miles per day. They also stated that given 
that ZEV percentage requirements for new tractor truck sales plateau at 40% a decade 
from now, it would be unreasonable to assert that the rule has wide-scale negative 
impacts on payload.  
 

Response:  
DEQ agrees that most of Oregon’s medium- and heavy-duty trucks travel 
approximately 100 miles per day and return each night to the same location. 
Average mileage patterns of delivery trucks, garbage trucks, school buses, and local 
freight vehicles demonstrate they can perform their business in a day without relying 
on public chargers today. 
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Comment #22: Advanced Clean Trucks Rule – All vehicle sales do not have to be 
zero-emission  
 
DEQ received 1 comment in this category. Commenter #651 stated that the rules do not 
require that all medium- and heavy-duty vehicles sold be zero-emission. That means 
that diesel tow trucks and other vehicles that may not meet the specification 
requirements for a ZEV can be sold. For example, if class 7 diesel tow trucks are sold 
other ZEVs in that same class segment like a transit buses or other straight body trucks 
can be sold which can allow compliance credits to be used for those tow trucks. In 
addition, the recent CARB ACT amendments have specific provisions related to tow 
trucks manufacturers and their ability to access credits. 
 

Response:  
DEQ agrees that the ACT rule allows ZEV credits in certain market segments to 
provide manufacturers with compliance options that do not require early 
electrification of heavier duty, longer haul, or specific vocational market segments. 
This flexibility is an important element of ACT’s overall program design goals, 
promoting ZEV deployment in areas where the technology is suitable today and 
allowing continued ICE sales in areas that are not ready to transition well into the 
future.  

 
Comment #23: Advanced Clean Trucks Rule – Comments on DEQ’s fiscal and 
economic analysis 
 
DEQ received 376 comments in this category.  

• Commenter 294 stated that DEQ must better consider the significant economic, 
public health and environmental impacts of effectively delaying the ACT in these 
crucial early stages of transition to a clean, efficient, and modern on-road freight 
system. They also recommend that DEQ further analyze the impacts to 
compliance costs and benefits compared to the public health and climate change 
cost benefits of the proposed rules.  

• Commenter 316 stated that small and specialty vehicle manufacturers will be 
disproportionately impacted by the proposed rule if they have less diverse 
product lines. If they do not build chassis for school buses, transit buses, delivery 
trucks and short-haul tractors then they would not get the perceived boost in ZEV 
demand and production that larger more diverse manufacturers would realize by 
selling those ZEVs.  

• Commenter 316 stated that heavy-duty vehicle development is more costly for 
small business. Autocar’s development and compliance costs will be 
concentrated within its current volume of approximately 3,000 vehicles annually. 
In contrast, our competitors will spread such costs across tens of thousands of 
vehicles and multiple product lines, and with vertical integration and robust 
purchasing power, the competition will gain a significant competitive advantage 
over its “small town” competitor.  
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• Commenters 13, 14, 16, 17, 20, 28, 30, 31, 45-87, 89-196, 198-220, 231, 239, 
241, 243, 249, 275, 278, 279, 281, 282, 284, 286-293, 295, 296, 298, 299, 302, 
304, 306, 308, 314, 340, 359, 465, 470, 471, 473, 476+, 479, 487, 491, 494-496, 
498-500, 502-648 stated that the by 2050 the rule will save fleet operators over 
$1.1 billion annually in fuel and maintenance costs while creating clean 
technology jobs with wages estimated to be 85% higher than those they replace. 
Commenter #294 shared similar information on fleet operator cost savings.  

 
Response:  
DEQ carefully considered economic, environmental, and public health impacts in 
adopting the ACT rule. While upfront vehicle costs are higher there are significant 
long-term economic benefits of lower total ownership costs compared with diesel 
due to reduced fuel and maintenance expenses. These savings are paired with 
significant benefits across Oregon’s climate goals, Clean Air Act responsibilities, and 
public health benefits associated with a significant reduction in tailpipe pollution, as 
referenced in the fiscal and economic impact statement. 
 
Short-term enforcement discretion addresses immediate market pressures, 
supporting both economic stability and environmental goals. Additionally, DEQ is 
continuing to support Oregon fleets transition to zero emissions with multiple grant 
and incentive programs including the Diesel Emissions Mitigation grant, Oregon 
Zero Emission Fueling and Infrastructure grant, and the ZERO Fleet Rebate 
program.  

 
Comment #24: Advanced Clean Trucks Rule – Excessive costs 
 
DEQ received 80 comments in this category. 

• The cost of replacing engines or vehicles is prohibitive to most trucking 
businesses, agricultural enterprises (4, 258, 261, 480, 489) and waste hauling 
services (227) 

• Electric Class 8 trucks cost twice as much as diesel equivalents (7, 227) 
• Electric options that do exist are cost-prohibitive (8, 222, 225, 226, 228, 233, 235, 

236, 237, 238, 242, 245, 248, 251, 252, 253, 255, 256, 258, 259-274, 300, 303, 
305, 311, 315, 316-319, 464, 474, 480, 481, 486, 490, 492, 497, 501, 661) or 2-3 
times the cost of an ICE truck (229, 283, 301, 316, 320, 463, 474, 661, 663) 

• Total cost of ownership of ZEV trucks and the use case of these vehicles pose 
significant challenges (43, 478+).  

• Insurance costs for electric trucks is far more expensive than it is for diesel trucks 
(227) 

• The charging infrastructure installation costs are more than our business could 
afford (663) – $7.5 million for 5 charging stations in support of 5 trucks (258) 

• The charging costs in rural small towns are more than twice what we pay with 
PGE so the costs to charge would be too high (259) 

• Electric trucks often have higher upfront costs (271) 
• When you add all EV truck costs up it is well over four times the cost of a diesel 

truck which would have to be spread over a fraction of the freight load (301) 
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• It is not a matter of if we pay for the consequences of truck pollution; it’s a matter 
of who pays and when. Truck makers, now, through a clean truck transition, or 
our most vulnerable and disadvantaged communities through healthcare costs 
and climate impacts. It is important to select the most equitable option (312) 

 
Response:  
Electric trucks cost more upfront, but total ownership costs are often lower than 
diesel due to reduced fuel and maintenance expenses. Oregon provides substantial 
rebates and grants to offset higher initial costs, supporting businesses in making the 
transition affordable.  
 
The initial price of battery electric trucks, in the heaviest class of vehicles, can be as 
much as 2.5 times the price of a conventionally fueled diesel vehicle. This price is a 
barrier to adoption and, for some unknown reason, generally higher in the United 
States than equivalent technology costs in other countries.  
 
Adding to this cost is the need for depot-based charging infrastructure to support 
electric vehicle fleet deployments. Based on the information compiled in this staff 
report it is important to note for fleets that can charge at their home base, overnight, 
they will be able to rely on Level 2 chargers at an average cost of $10,000 per 
installation, with variability based on specific site conditions. For those heavier duty 
applications and longer-range vehicles that require DC Fast Chargers the average 
cost is $100,000 per installation. Both of these charger price estimates are based on 
DEQ’s experience supporting these projects with the Oregon Zero-Emissions 
Fueling grant program.  
 
Initial deployments indicate that the total cost of ownership for electric vehicles over 
time is lower due to the reduction in expenses for vehicle maintenance and fuel. 
Fleets can save up to 50% or more on fuel costs by switching to electric based on 
initial reports from Oregon fleets working with DEQ. Electric trucks also have fewer 
moving parts, resulting in lower maintenance costs over the lifespan of the vehicle. 
They don't require oil changes or other engine maintenance. It is these longer-term 
cost savings, and the expectation that the costs will continue to come down over 
time as manufacturers ramp up to scale while improving the underlying technology, 
that provides clear economic benefits to Oregon fleets that choose to go electric.     

 
 
Comment #25: Advanced Clean Trucks Rule – Market impacts 
 
DEQ received 142 comments in this category.   

• The increased total costs of ownership of EVs will significantly raise annual costs 
for housing and transportation (1, 319) or increase prices on store shelves in 
general (22, 23, 26, 229, 301, 319, 320) 

• Requirements for ZE garbage trucks will increase the prices for trash service 
(227) 
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• Additional trucks will be required to perform the same amount of work in a day 
(227, 257) 

• Many smaller and independent trucking companies and agricultural producers 
will be driven out of Oregon or be forced to shut down operations (4, 258, 259, 
283, 320, 474, 477, 666) 

• This will reduce forest small business competitiveness and slow truck efficiency 
innovation (242, 245, 248, 251, 252, 255, 256, 258, 260-273, 300, 303, 305, 311, 
315, 317-319, 464, 480, 486, 490, 492, 497, 501) 

• Companies with multi-state operations are choosing to title and register their 
trucks elsewhere (463) 

• Oregon carriers will lose business volume to carriers in other states that don’t 
have these requirements (474) 

• The rule will create major supply issues as businesses would not be able to 
deliver products (258, 320) 

• The rule has brought our tow truck business to a complete standstill in Oregon 
because we cannot order any trucks from manufacturers (654, 655, 660) 

• Manufacturers have simply said that they are not dealing with any of these CARB 
states that have adopted these rules, and they are just not allowing us to have 
class 6-8 vehicles. Class 6 is our biggest challenge (654) 

• The additional cost burdens on businesses make it harder to compete with other 
states in the region like Idaho, Nevada and Wyoming (4, 320, 653) 

• This rule allows the rich to get richer while leaving little for the rest of us (260) 
• Manufacturers can continue to sell in other states, so Oregon families are 

bearing the economic impact (8, 224, 226, 229, 232, 238, 313, 468) 
• The ACT regulations disproportionately impact working-class Oregonians who 

rely on diesel equipment to make a living (235) and rural forest communities 
(480).  

• COVID-19 supply chain disruptions have strained resources needed for 
manufacturers to comply with the rules (7) 

• The rules put local truck companies out of business and give companies outside 
Oregon a competitive advantage (9) 

• All increased costs for these vehicles will be passed on to the consumer in higher 
costs for all the products that they buy (9, 10) 

• Without an adequate supply of new trucks fleets will see increased maintenance 
costs as they try to keep older trucks on the road (320, 489). 

• Dealer sales are down 60-80% in Section 177 states (11, 478+, 653) 
• New truck sales have slowed to a near halt in 2025 and in some cases, 

businesses have been forced to close or lay off employees due to the drop in 
demand (8, 222, 224, 226, 230, 232, 233, 234, 238, 313, 320, 463, 468, 474, 
478+, 654, 661, 663, 665) 

• The mandate to sell 1 BEV to enable the sale of 13 ICE trucks is devastating to 
the truck dealer business and employees and would shut down our business 
(229) 

• Dealers claim limited and sometimes no trucks available in inventory or on order 
(483) 
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• Staffing levels at Papé Kenworth have been reduced by 47 FTE year-to-date and 
we will be forced to consider further significant layoffs with no forecasted 
additional sales after April 2025 (468) 

• Tying the ability to purchase new ICE-powered trucks to EV sales quotas and 
credit schemes limits the tools small businesses depend on to survive (271) 

• Disproportionately impacts operators of Class 8 vehicles for which there are few, 
if any, viable ZEV alternatives that meet current needs (225) 

• The ACT has created a shortage of modern, clean-burning ICE-powered trucks 
(283, 301, 663) 

• We are unable to purchase or lease new vehicles because we can’t get build 
slots unless we purchase an EV which will lead us to reduce our fleet size and 
harm our operations (235) 

• We are unable to upgrade our fleet since we cannot purchase new replacement 
trucks which prevents us from remaining competitive (237, 489) or expanding our 
business (489) 

• State and local government customers will see immediate impacts since there 
are no ZEV options available for specialized applications like snowplows, sewer 
vacuum trucks, street sweepers, utility trucks, garbage and refuse, bridge 
inspection and many others (244)  

• The ACT will harm rural Oregon economies (259) and place an unfair and 
disproportionate burden on small rural trucking companies (271) 

• The disconnect between manufacturer requirements and operator purchasing 
requirements makes the ACT goals nearly impossible to achieve (301, 316, 320, 
468) 

• Without fleet purchasing requirements Autocar may be forced to terminate or 
severely limit vehicle sales to Oregon to ensure compliance (316) 

• The rules require manufacturers to subsidize ZEV sales (316) 
• The rules are responsible for a recent weeklong shutdown of the Portland 

Daimler plant due to lack of orders, tow truck dealers and upfitters not being able 
to order new medium- and heavy-duty truck chassis and Peterbilt dealerships 
reporting zero new truck sales for Oregon customers this year translating to lost 
jobs for Oregon workers (463) 

• Delays in securing compliant vehicles could stall critical infrastructure projects, 
increasing costs for taxpayers (467) 

• Diesel trucks sales this year are down 50% compared to prior 3 years and Papé 
Kenworth will have lost essentially 6 months of truck sales before a decision is 
made. By the time the rulemaking concludes in July truck orders won’t be able to 
be delivered until 2026 (468) 

• Manufacturers and dealers are unable to sell diesel-powered vehicles (22, 23, 
26) 

• The secondary market for used trucks is tighter because companies that update 
their trucks annually are not able to do so and are holding on to their equipment 
longer (474) 

• The lack of trucks will also cause backups in ports, causing port and logistics 
workers to be idled (478+) 
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• The lack of access to new trucks is putting state and local transportation authority 
free towing programs in jeopardy (478+) 

• This is leading to reduced personal and corporate tax revenue for the state and 
increases the cost burden of unemployment benefits (474).  

• With 80% of Oregon communities serviced by truck this rule will mean that there 
will be areas that won’t be serviced and commodities that won’t be moved (474). 

• Clean trucks create jobs here in Oregon. Three members of my own family have 
been employed in various aspects of designing, supporting and manufacturing 
clean trucks and they see a work force ready to move forward with them (649) 

• Small vehicle manufacturers would be forced to purchase credits from direct 
competitors, effectively subsidizing those competitors and that is not 
commercially practical (316) 

• Falling battery prices and a robust credit-trading market make it likely that 
manufacturers will beat the rule percentage minimums by 2036, accelerating 
emissions cuts and cost savings for Oregon businesses (651)  

 
Response:  
DEQ acknowledges the market disruption caused by implementation challenges in 
2025. The enforcement discretion announced for 2025 and 2026 model years is 
specifically designed to address these short-term market disruptions while 
maintaining long-term ZEV sales targets. This approach ensures stability for local 
businesses, dealers, and fleets while preserving the environmental benefits of the 
ACT program. 
 
Despite the additional compliance flexibilities for manufacturers included in the 
adopted California amendments which are proposed to be added to the Oregon 
rules, the new truck market dynamics in Oregon are not functioning properly. In 
particular, the preferred compliance strategy of manufacturers not delivering internal 
combustion engine trucks to Oregon’s market to avoid accruing any deficits despite 
other compliance options available to them is failing to meet the needs of dealers 
and fleets.   
 
DEQ understands concerns embedded in vehicle manufacturers, dealers, and fleets 
comments. Oregon DEQ will refrain from pursuing enforcement or assessing civil 
penalties against any manufacturer of medium- and heavy-duty vehicles (Classes 
2b–8) who does not meet the specified ZEV sales percentages of ACT in Oregon.  

 
 
 
Comment #26: Advanced Clean Trucks Rule – Low customer demand for ZE 
trucks 
 
DEQ received 14 comments in this category.  

• Commenters 11, 43, 666 stated that there is low customer demand for ZE trucks 
and that CARB’s withdrawal of the Advanced Clean Fleets waiver from EPA 
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consideration has eliminated private sector demand for ZE trucks since there is 
no natural demand without a mandate.  

• Commenter 229 stated that their dealership sold more than 500 new ICE trucks 
last year and zero electric or battery electric trucks. 

• Commenter 468 stated that Papé Kenworth dealerships have sold zero battery 
electric trucks in the state of Oregon. 

• Commenter 234 state that in the two years since ACT has been in place in 
California our company has only sold six BEV units in California and one in 
Oregon.  

• Commenter 244 stated that their dealership sold more than 700 new trucks last 
year and six ZE trucks. That resulted in their ability to sell 57 ICE powered trucks 
this year which is an 81.4% reduction in unit sales for 2025. 

• Commenters 301, 666 stated that there is no customer demand for the current 
generation of ZE class 6, 7 and 8 trucks.  

• Commenter 316 stated that customers have been reluctant to purchase ZEV 
trucks because of their high cost and lack of charging infrastructure.  

• Commenters 320, 663 stated that their dealership has sold exactly zero battery 
electric trucks this year and it’s not for lack of trying.  

• Commenters 463, 468 stated that Papé Kenworth has substantial EV truck 
inventory that they haven’t been able to sell due to range and infrastructure 
issues despite price reductions to meet or beat the cost of a diesel equivalent. 

 
Response:  
Truck manufacturers and dealers have raised concerns with DEQ regarding 
sufficient ZEV sales to meet these requirements. The limited number of ZEV sales in 
addition to the scarcity of available credits across the program will make it 
challenging for some manufacturers to meet compliance requirements for model 
years 2025 and 2026.  
 
DEQ recognizes that current demand for ZEVs in some market segments is limited 
due to technology constraints and infrastructure availability. However, DEQ’s 
investments in financial incentives and charging infrastructure aim to stimulate 
greater adoption as ZEV performance improves and operational costs decrease. 
Initial sales targets are modest, acknowledging current market conditions while 
progressively building towards higher demand. 
 
Further, DEQ acknowledges the market disruption caused by implementation 
challenges in 2025. The enforcement discretion announced for 2025 and 2026 
model years is specifically designed to address these short-term market disruptions 
while maintaining long-term ZEV sales targets. 
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This approach is designed to create stability for local businesses, dealers, and fleets 
while preserving the environmental benefits of the ACT program. DEQ’s proposal 
takes consideration of the current market circumstances and keeps Oregon on a 
path to significantly reduce emissions from medium and heavy-duty vehicles, with 
increasing numbers of zero emissions vehicles, in the future.   

 
 
Comment #27: Advanced Clean Trucks Rule – Reported manufacturer sales 
 
DEQ received 1 comment in this category from commenter 7 stating that major 
manufacturers like Daimler Truck North America report insufficient ZE truck sales and 
likely won’t meet the 2025 ACT targets 
 

Response:  
DEQ’s enforcement discretion for model years 2025 and 2026 addresses concerns 
about low initial ZEV sales and limited credit availability. 

 
Comment #28: Advanced Clean Trucks Rule – Unfair targeting of small 
businesses and those who use certain trucks 
 
DEQ received 1 comment in this category from commenter 480 stating that the rule 
unfairly discriminates against businesses and workers who must use medium-duty and 
rigid class trucks by having higher sales percentage requirements. In addition, the rule 
discriminates against small businesses who lack a “fleet” because they would be left 
with no affordable truck options.  
 

Response:  
In a functioning truck market small business would not be directly impacted by ACT 
rule requirements of vehicle manufacturers. The rule does not include a purchase 
mandate for fleets, and vehicle dealers and fleets are not regulated in any way by 
the rule. If all configurations of relevant vehicles are actually available on the Oregon 
market, small businesses will enjoy a range of options to suit their needs.  
 
Unfortunately, the new truck market dynamics in Oregon are not functioning 
properly. In particular, the preferred compliance strategy of manufacturers not 
delivering internal combustion engine trucks to Oregon’s market to avoid accruing 
any deficits is failing to meet the needs of dealers and fleets. Going forward DEQ will 
provide enforcement discretion for model years 2025 and 2026 and manufacturers 
will need to open and maintain a supply of all vehicle types, as rules allow. This key 
dynamic, manufacturers earning both deficits and credits, is designed to alleviate 
fleet concerns due to a healthy and competitive truck market in Oregon that meets 
fleets’ needs.  

 
 
Comment #29: Advanced Clean Trucks Rule – Manufacturer pricing transparency 
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DEQ received 145 comments in this category.  
• Commenters 97, 135, 161, 312, 323-462 stating that more transparency and 

accountability should be required of manufacturers regarding pricing.  
• Commenter 475 stated that any flexibility in the rules must be paired with 

manufacturer transparency and accountability, particularly regarding product 
pricing.  

 
Response:  
DEQ agrees pricing transparency supports consumer decision-making and market 
fairness. While the rule does not require this information, manufacturers are 
encouraged to provide clear, accessible information on ZEV pricing, total cost of 
ownership, and available incentives, helping fleets make informed investment 
decisions. 

 
 
Comment #30: Advanced Clean Trucks Rule – Charging infrastructure is not 
available 
 
DEQ received 64 comments in this category.  

• Commenters 3, 7, 8, 11, 22, 23, 26, 43, 44, 221, 222, 224, 225, 226, 228, 229, 
232-238, 244, 247, 253, 258, 259, 274, 283, 301, 307, 313, 321, 463, 468, 474, 
477, 478+, 480, 481, 653, 654, 663 stated that the charging infrastructure 
needed to support ZEV technology – specifically widespread availability of public 
charging stations – is not yet in place and doesn’t meet the needs of heavy-duty 
vehicles and long-haul transportation.  

• Commenter 4 stated that there is not enough wind or solar power capable of 
serving the needs of a commercial fleet of trucks anywhere in Oregon. 

• Commenters 18, 463, 477, 478+ stated that the needed infrastructure for 
medium-duty ZEVs is not in place to meet the rule requirements.  

• Commenter 227 stated that diesel fueling infrastructure is already in place while 
electric charging infrastructure is non-existent for commercial vehicles.  

• Commenters 236, 283, 489 stated that putting charging stations at our place of 
business is not cost effective. 

• Commenters 463, 480 stated that local companies cannot afford hundreds of 
thousands of dollars in charging infrastructure costs.   

• Commenter 480 stated that it would be impossible to create enough ZEV 
charging infrastructure to power, park, connect, or maintain the medium- and 
heavy-duty vehicles needed in the Oregon forest industry. 

• Commenter 244 stated that on-highway and municipal operators will not 
purchase EV units until sufficient infrastructure exists to assure their ability to 
operate them.  

• Commenter 257 stated that the infrastructure in Northeastern Oregon does not 
currently exist and that because their agricultural operation is in mostly remote 
rural regions of the state interstate corridor charging infrastructure alone wouldn’t 
be enough to support their use of ZEVs.  
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• Commenter 259 stated that the infrastructure in their rural community is 
inadequate to meet the needs of vehicle charging and that they lose electric 
power up to three weeks per year. Combined with the possibility of additional 
electric utility summer wildfire season pro-active power shutdowns there would 
be no way for us to charge these vehicles.  

• Commenter 271 stated that unlike larger fleets in urban areas, small rural 
trucking companies lack access to the infrastructure needed to support electric 
trucks including reliable charging stations and adequate electrical grid capacity.  

• Commenter 307 stated that there is a lack of charging stations that can 
accommodate vehicles that are from 20 ft. to 80 ft long and questions how soon 
they could be built.  

• Commenter 463 stated that there is no clear plan for funding or building the 
infrastructure needed to support the ACT mandates.  

• Commenter 477 stated that without charging infrastructure you won’t have any 
vehicle sales.  

• Commenter 663 stated that customers have great difficulty to even get a permit 
from their local PUD to add charging infrastructure.  
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Response:  
DEQ acknowledges the limited public charging infrastructure for medium- and 
heavy-duty vehicles. Early ACT program targets primarily focus on vehicle types that 
rely on depot-based charging infrastructure, which is already being widely 
developed. Expansion of public charging will continue to meet the future needs of 
longer-range applications.  
 
Oregon’s shift to electric trucks in the early years of the Advanced Clean Trucks 
(ACT) program does not depend on widespread public charging along highways. For 
the majority of vehicle types, the average daily mileage needs can be 
accommodated by existing battery capacity technology. DEQ recognizes that many 
vocational uses, intense operations, and long-haul routes do not currently suit 
electric vehicles. The rule does not require the electrification of vehicles dependent 
upon these types of operations. It’s not a 100% requirement nor does it require 
these sectors to electrify due to the flexibilities in the rule.  
  
However, most of Oregon’s medium- and heavy-duty trucks travel approximately 
100 miles per day and return each night to the same location. Average mileage 
patterns of delivery trucks, garbage trucks, school buses, and local freight vehicles 
demonstrate they can perform their business in a day without relying on public 
chargers.   
  
Based on the Environmental Protection Agency's National Emissions Inventory data 
in 2023, DEQ has the annual mileage driven by Oregon's existing fleet of medium- 
and heavy-duty vehicles. Using this data, assuming they are driven 5 days a week 
for 52 weeks of the year, DEQ can estimate average daily mileage for most vehicles. 
This estimate is in line with the current range of existing battery electric vehicle 
technology based on EPA’s December 2024, “Report on Actions for Medium- and 
Heavy-Duty Vehicle Energy and Emissions Innovation”.   
  
Mileage estimates from Oregon’s fleet paired with current battery electric vehicle 
technology ranges indicate that broad scale ZEV deployment is feasible in the short 
term and will improve over time as technology advances and fleets adjust their 
operations to match. Oregon fleets will need to continue to invest in home base, or 
depot, charging infrastructure in order to support these deployments. 
 

Comment #31: Advanced Clean Trucks Rule – Hydrogen fueling infrastructure is 
not available 
 
DEQ received 1 comment in this category. Commenter 482 stated that Oregon does not 
currently have any hydrogen fueling stations open to the public or available to 
independent truck operators. Hydrogen vehicle manufacturers have continued to 
indicate a need for hydrogen fueling stations in order to make their vehicles available. 
Targeted policy action on hydrogen fueled vehicles and hydrogen fueling infrastructure 
will be necessary for the durable success of the ACT.  
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Response:  
DEQ agrees that Oregon lacks hydrogen fueling infrastructure at this time. Oregon 
DEQ's pilot program, the Oregon Zero Emissions Fueling grant, supports medium- 
and heavy-duty zero-emission vehicle charging and fueling infrastructure projects 
and can be utilized to support hydrogen fueling projects. Additionally, the Oregon 
Department of Transportation is currently pursuing the installation of one hydrogen 
fueling station in Oregon through the federal Charging and Fueling Infrastructure 
grant.  

 
Comment #32: Advanced Clean Trucks Rule – Electricity supply and electric grid 
concerns 
 
DEQ received 9 comments in this category.  

• Commenters 10 stating that we are already facing an electricity shortage 
nationwide and an electric grid that is severely stressed and that electric vehicles 
are the biggest factor in why we have these problems.  

• Commenters 222, 253, 274, 489 stated that there is not enough electric grid 
capacity.  

• Commenter 257 stated that the grid would not support the additional draw of 50 
trucks charging simultaneously.  

• Commenter 283 stated that utility companies can’t promise they can provide 
sufficient energy for charging stations. 

• Commenter 301 stated that 100 battery electric heavy haul trucks consume the 
same amount of power to recharge as all of the homes in Eugene and their 
charging stations often require their own substations.   

• Commenter 661 stated that businesses don’t have this kind of power ready at 
their buildings and that Portland General Electric has issued a pause on new 
power feed requests. 

 
Response:  
According to recent modeling by the Oregon Department of Energy in their recent 
Oregon Energy Strategy, electric vehicles deliver efficiency gains compared to their 
internal combustion engine counterparts. Since electric vehicles are 2.5 times more 
efficient than internal combustion engine vehicles, they require less energy to travel 
the same distance. They estimate that electric cars and trucks will be responsible for 
reducing the size of the whole energy sector by 27% over 2024 loads during the 
lifespan of the Energy Strategy. Less energy demand means a smaller energy 
system that needs to be built to meet that demand. Additionally, managed charging, 
where software can optimize charging times to match electricity availability and 
price, can reduce the overall strain on the grid. 

 
 
Comment #33: Advanced Clean Trucks Rule – Utility costs and revenue 
 
DEQ received 2 comments in this category.  
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• Commenter 1 stated average costs of electricity for all consumers in California 
has surged by 58%. Funding needs in California for additional renewable 
generation capacity and to upgrade and expand electrical transmission and 
distribution infrastructure are large.  

• Commenter 476+ stated that by 2050 the rule will generate $128 million annually 
in additional revenue for Oregon utilities leading to meaningful savings for 
residential and commercial customers. 

 
Response:  
According to recent modeling by the Oregon Department of Energy in their recent 
Oregon Energy Strategy, electric vehicles deliver efficiency gains compared to their 
internal combustion engine counterparts. Since electric vehicles are 2.5 times more 
efficient than internal combustion engine vehicles, they require less energy to travel 
the same distance. They estimate that electric cars and trucks will be responsible for 
reducing the size of the whole energy sector by 27% over 2024 loads during the 
lifespan of the Energy Strategy. Less energy demand means a smaller energy 
system that needs to be built to meet that demand. 

 
Comment #34: Advanced Clean Trucks Rule – Utility permitting 
 
DEQ received 1 comment in this category. Commenter 301 stated that they are 
challenged by permitting and regulations that impede developing new fueling sites.  
 

Response:  
DEQ understands the extra effort required on behalf of fleets looking to electrify and 
install charging infrastructure. They must obtain documentation from their relevant 
local planning department’s review of site-specific charging installation plans. This 
review by local planning departments can take some time to coordinate with local 
planning and permitting. This should be included in planning efforts to move towards 
zero emissions fleets over time.  

 
Comment #35: Advanced Clean Trucks Rule – Overallocation of Oregon Optional 
Credits would curtail momentum toward charging infrastructure development 
 
DEQ received 1 comment in this category. Commenter 294 stated that overallocations 
of optional credits under ACT will curtail charging infrastructure development by 
weakening the market signals ACT provides to utilities and private developers and could 
cause disruptions in planning efforts underway both inside the state and along interstate 
freight corridors. 
 

Response:  
Oregon DEQ does not propose advancing the Oregon Optional Credit Program 
proposal due to issuance of limited enforcement discretion for model years 2025 and 
2026. 
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Comment #36: Advanced Clean Trucks Rule – Change Oregon Optional Credit 
Program credit allocation percentages  
 
DEQ received 24 comments in this category.  

• Commenter 11 stated that the implication of this program is that at some point 
there will be an immediate higher compliance schedule once the credits are 
terminated since Oregon would not be able to deviate from California’s 
compliance schedule.  

• Commenter 88 stated that there is no demonstrated technological feasibility or 
compliance challenge issues with class 2b-3 products and that introducing 
optional credits could have unintended consequences for the credit market by 
penalizing early movers and eroding the marginal value of excess ZEV sales 
potentially creating a disincentive for ZEV sales in the near-term.  

• Commenter 88 stated that a proportional credit award for class 2b-3 
manufacturers for model years 2026 and 2027 that would be based on California 
EV sales in those years and tied to an actual ZEV sales would be a better 
approach. This is similar to what has been done in the past with the Advanced 
Clean Cars regulation. An alternative would be to have a credit multiplier of 1.25 
for model years 2026 or 2027 for class 2b-3.  

• Commenter 88 asked for a more modest credit allocation for the class 2b-3 
segment. Thinks “the approach currently proposed by DEQ is too generous and 
unlikely to deliver benefits that justify the costs.”  Instead of 50%, commenter #88 
suggests “that DEQ allocate optional credits in the Class 2b-3 segment equal to 
no more than 33 percent of deficits, or total sales in the case of EV-only 
manufacturers.” 

• Commenter 294 stated that the proposal addresses the problem of credit 
availability, however, it is agnostic to the source of the problem and could 
reasonably lead to continued noncompliance after Model Year 2026. A 
sustainable solution would ensure that covered parties, acting in good faith, 
would achieve their requirement of 25 percent new Class 7 and 8 tractor sales by 
Model Year 2027. We suggest that DEQ structure optional credit allocations for 
tractor manufacturers considering both reported sales for the previous Model 
Year and the zero-emission vehicle (ZEV) sales requirements under the rule. 
Optional credit allocations should serve as a ramp back to compliance for 
covered parties while also ensuring that zero-emission tractors continue to be 
deployed in Oregon and preserve the vital market signals for infrastructure 
development that are inherent to ACT. We suggest that optional credit allocations 
for Model Year 2026 be limited to no more than 50 percent of the required credits 
to encourage manufacturers to come into compliance by the following model 
year. 

• Commenters 470, 475, 476+, 479, 484 recommends a smaller allocation optional 
compliance credit allocation for class 2b-3 than is proposed for other vehicle 
segments since there has already been strong class 2b-3 ZEV sales.  
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• Commenter 475 stated that class 4-8 straight body truck manufacturer optional 
credits should be limited because unnecessary credits, in turn, lead to 
unnecessary emissions harming our most vulnerable populations. 

• Commenter 476+ stated that if DEQ over allocates credits into the class 4-8 
straight truck market it risks impacting the class 2b-3 market since credits can be 
traded through all non-tractor classes.  

• Commenter 467 stated that expanding the credit program to cover 100% of 
deficits for all truck classes in 2025-2026 could provide equitable relief for all 
affected industries. 

• Commenter 470, 476+, 479 stated that to receive voluntary credits manufacturers 
should show forward progress on their total number of ZEV sales by selling at 
least one zero-emission truck per year or a more aggressive target to ensure that 
manufacturers are on a path to compliance.  

• Commenter 470 stated that manufacturers receiving voluntary credits in 2025 
and 2026 should commit to avoiding ratio adjustments or sales restrictions for at 
least five years thereafter.  

• Commenter 475, 476+ stated that manufacturers receiving voluntary credits in 
2025 and 2026 should commit to no rationing or sales restrictions. 

• Commenter 466 stated that DEQ should strengthen the proposed optional credit 
system to align with data showing where there is a demonstrated need for the 
credits. DEQ should not distribute free credits for all classes of trucks.  

• Commenter 466, 475 stated that DEQ should condition optional credit distribution 
on demonstrated manufacturer commitments toward making ZEV sales progress 
and ending sales rationing of non-ZEV trucks.  

• Commenter 475 stated that non-compliance and bad actors should not be 
rewarded. 

• Commenter 484 stated that the 100% allocation for class 7-8 tractors goes 
beyond the Governor’s direction and effectively pauses the program for these 
classes for at least two years and stalls progress for these classes. In addition, 
the 50% credit allocation for all other classes is not rooted in data or actual 
market conditions and will effectively stall much of the program, punishing early 
adopters and investors. 

 
 

Response:  
Oregon DEQ does not propose advancing the Oregon Optional Credit Program 
proposal due to issuance of limited enforcement discretion for model years 2025 and 
2026. 

 
Comment #37: Advanced Clean Trucks Rule – Modify the Oregon Optional Credit 
Program  
 
DEQ received 17 comments in this category that stated that DEQ should redesign the 
proposed Oregon Optional Credit Program in the following ways: 

• Manufacturers must agree to come into compliance with ACT requirements no 
later than MY 2027 (294). 
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• Restructure optional credit allocations so that they will be based on actual needs 
and data, such as credit generations and deficits under both ACT and ACC 
based on reasonable market and economic assumptions (294, 312, 657). 

• End any Oregon Optional Credit Program allocations no later than the current 
MY in which CARB adopts credit flexibilities that address Oregon’s programmatic 
issues (294, 476+).  

• Include language that would pause the optional credit program allocations for 
tractor truck manufacturers at the end of the calendar year in which CARB 
adopts such flexibilities and DEQ determines that those flexibilities are sufficient 
(294). 

• Prior to allocating optional credits, require manufacturers to agree to achieve 
sustainable compliance no later than MY 2027 and end dealer ratioing practices 
and related actions that undermine the success of the rule (294, 312).   

• Clarify which model years the class 7-8 tractor credits apply to or provide an 
expiration date for those credits (484). 

• Add factors for DEQ to consider on whether to continue to allocate class 7-8 
optional tractor credits similar to those described in proposed OAR 340-257-
0300(2)(c) (484). 

• Clarify that participating manufacturers must enter into and continue to meet the 
terms and conditions of an agreement with DEQ described in proposed OAR 
340-257-0300(1) (484). 

• DEQ should remove proposed OAR 340-257-0300(2)(b) since other proposed 
provisions directed at class 7-8 tractors already offer 100% credits to offset 
deficits in these classes for model years 2025 and 2026 as well as additional 
optional credits for model years 2027 and beyond. This appears to provide an 
unnecessary and unilateral concession that will surrender any progress for class 
7-8 tractors (484). 

• Modify OAR 340-257-0300(2)(c) to allow DEQ to decrease the percent 
allocations of optional credits described in proposed OAR 340-257-
0300(2)(a)(A)-(B) (484) and include a factor reviewing the national market for and 
availability of ZE trucks.  

• We suggest DEQ modify proposed OAR 340-257-0300(1)(c) to require that 
participating manufacturers make ICE trucks available to Oregon dealerships as 
a condition of participating in the program. DEQ may also consider adding a 
provision that allows manufacturers to forgo this provision if these manufacturers 
can show, for example, that they do not have ICE models available in the U.S. 
market. The ACT does not mandate or prohibit sales of any vehicles and the final 
language of 340-257-0300(1)(c) should reflect this reality (484). 

• The new proposed optional credit program reporting provisions should be 
strengthened to include at least twice-annual reporting, qualitative and 
quantitative information on ZEV sales progress, sales of ICE and ZE vehicles by 
class, marketing efforts and fleet support associated with ZE vehicles in Oregon 
and any other information DEQ believes relevant to assessing manufacturer 
progress towards ACT targets (484). 

• DEQ should modify the rules in the following ways to clarify obligations and avoid 
undermining eligibility requirements (484): 
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o 340-257-0300(2)(b). If a Manufacturer’s Class 7-8 Tractor Truck deficit 
balance resulting from the production and delivery for sale of trucks in 
Oregon exceeds the optional credit allocation provided for the model year, 
DEQ will provide additional credits to cover 100% of that Manufacturer’s 
deficit obligations in Oregon, unless a Manufacturer fails to meet the terms 
and conditions set forth in the agreement it has executed with DEQ, in 
which case the DEQ may refuse to issue such credits consistent with the 
procedures described in OAR 340-257-0300(3). 

o 340-257-0300(3). Forfeiture Provision. In the event a Manufacturer fails to 
meet the terms and conditions set forth in the agreement it has executed 
with DEQ, DEQ may rescind or refuse to issue the credits it has provided 
to the Manufacturer under these rules or would otherwise provide to the 
Manufacturer pursuant to 340-257-0300(2)(b). DEQ will provide a 
recission or refusal to issue notice to the Manufacturer in writing and will 
provide the Manufacturer with the opportunity for a hearing regarding the 
DEQ decision. The hearing will be conducted as a contested case hearing 
in accordance with ORS 183.413 through 183,470 and OAR chapter 340, 
division 11. 

 
Response:  
Oregon DEQ does not propose advancing the Oregon Optional Credit Program 
proposal due to issuance of limited enforcement discretion for model years 2025 and 
2026. 

 
Comment #38: Advanced Clean Trucks Rule – Oregon Optional Credit Program 
doesn’t go far enough  
 
DEQ received 27 comments in this category.  
• Commenters 8, 222, 224, 226, 229, 232, 233, 467, 474 stated that the Optional 

Credit Program would fall short of solving the problem because companies that 
utilize this program would only receive 50% of the credits needed for compliance. 
Without being able to restrict truck sales in any way manufacturers will not be able to 
meet the remaining 50% requirement given the current market dynamics and lack of 
medium- and heavy-duty ZEV demand.  

• Commenter 43 stated that because of the way order cycles work and the timing of 
this rulemaking it is going to make it really hard for us as a manufacturer to take 
advantage of the optional credit program in 2025. 

• Commenters 238, 253, 274, 283, 301, 313, 320, 321 stated that the proposed credit-
based system is unworkable in the current market without ZEV demand.  

• Commenters 463, 468, 474, 480, 655, 660 stated that the credit-based system is 
convoluted and unworkable.  

• Commenter 467 stated that this approach risks prioritizing certain industries over 
other, leaving construction fleets with limited options.  

• Commenter 474 stated that without credits to cover all sales, the industry will be 
subject to penalties and litigation therefore industry has chosen not to utilize this 
false flexibility by not accepting orders in Oregon. 
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• Commenter 480 stated that the amendments unfairly neglect to include medium 
class and rigid class trucks which comprise the majority of business deployed trucks 
in Oregon and that Governor Kotek’s letter to DEQ unfairly failed to address these 
medium class and rigid class trucks.  

 
Response:  
Oregon DEQ does not propose advancing the Oregon Optional Credit Program 
proposal due to issuance of limited enforcement discretion for model years 2025 and 
2026. 

 
Comment #39: Advanced Clean Trucks Rule – Do not offer any optional “free” 
compliance credits 
 
DEQ received 468 comments in this category. 
• Commenters 54-87, 89-166, 168-196, 198-202, 204-217, 219-220, 231, 241, 243, 

249, 279, 290, 340, 359, 362, 379, 380, 407, 487, 495, 498, 500, 502-644, 659 that 
DEQ implement the full strength of the ACT rule rejecting any proposals to allow free 
compliance credits. 

• Commenters 97, 135, 161, 323-462 stated that credits should be used to reward the 
66 manufacturers who have made 190 electric models available for sale.  

• Commenter 246 stated that in order to meet the program’s goals DEQ should 
eliminate optional compliance credits for vehicle classes for which Oregon has 
already seen strong sales (including class 2b-3) and for which models are already 
being manufactured.  

• Commenter 294 stated that optional credit allocations are unnecessary for class 2b-
3, and class 4-8 straight trucks given current and expected sales of ZEVs in these 
truck classes. 

• Commenter 485 stated that providing credits free of charge undermines the truck 
manufacturers who are working to grow the market for ZEVs. We propose that DEQ 
charge a fee for these credits of no less than 1.25-times the highest price of ZEV 
credits that have been exchanged in that or the previous year (but no higher than 
any potential penalty). Funds generated through this fee could be used to further 
incentivize ZEV purchases. The South Coast Air Quality District Reclaim emission 
credit program is an example of how such interim bridge credits have been 
deployed. Commenter 294 also suggested that DEQ consider charging a similar fee 
for optional credits. 

 
Response:  
Oregon DEQ does not propose advancing the Oregon Optional Credit Program 
proposal due to issuance of limited enforcement discretion for model years 2025 and 
2026. 

 
Comment #40: Advanced Clean Trucks Rule – Manufacturers must show 
progress to receive optional credits 
 
DEQ received 54 comments in this category.  
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• Commenters 13, 14, 16, 17, 20, 28, 30, 31, 45-53, 167, 203, 218, 239, 246, 275, 
278, 281, 282, 284, 286-289, 291-293, 295, 296, 298, 299, 302, 304, 306, 308, 
314, 465, 471, 473, 494, 496, 499, 645-648 stated that manufacturers should be 
required to show that they are increasing their sales of ZE trucks in order to 
qualify for voluntary credits because an oversupply of credits reduces the 
effectiveness of the program.  

• Commenter 294 stated that the proposed optional credit program does not create 
and incentivize a clear ramp for regulated businesses to come into compliance 
under the rule by 2027 and that providing optional credits to non-tractors may 
encourage non-compliance, even as there is an ample supply of credits available 
in Class 2b-3 and Class 4-8 non-tractor categories.  

 
Response:  
Oregon DEQ does not propose advancing the Oregon Optional Credit Program 
proposal due to issuance of limited enforcement discretion for model years 2025 and 
2026.  

 
 
Comment #41: Advanced Clean Trucks Rule – Optional credit program just delays 
ACT implementation 
 
DEQ received 1 comment in this category from commenter 11 stating that the proposed 
optional credits are essentially delaying ACT implementation in Oregon to 2027 or 
beyond by providing truck manufacturers 100% of Class 7-8 tractor deficits for 2025 and 
2026.  
 

Response:  
Oregon DEQ does not propose advancing the Oregon Optional Credit Program 
proposal due to issuance of limited enforcement discretion for model years 2025 and 
2026. 

 
Comment #42: Advanced Clean Trucks Rule – General comments on credits 
 
DEQ received 45 comments in this category.  
• Commenter 301 stating that the credit market lacks transparency and that they do 

not support complicated half-measures that risk catastrophic failure of the truck 
markets in Oregon. They also stated that DEQ incorrectly advised that there are 
enough truck credits available for sale to cover the sale of diesel-powered trucks. 
However, despite the sale of ZEV trucks, qualifying credits are not currently 
available on the market. DEQ confirmed that companies in possession of credits 
have already obligated them. Therefore, purchasing credits as a way to sell a clean 
diesel truck is not an option at this time. 

• Commenter 463 stated that diesel truck sales are restricted because there are no 
ZEV credits available which leaves businesses unable to serve their customers or 
maintain their workforce.  
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• Commenters 242, 245, 248, 251, 252, 255, 256, 258, 260-273, 300, 303, 305, 311, 
315, 317-319, 464, 480, 486, 490, 492, 497, 501, stated that credits are unavailable, 
very uncertain, too costly, impractical and are an expensive de facto sales tax that 
would be passed on to truck buyers.  

• Commenter 316 stated that the rules do not provide credits for very low emission 
CNG vehicles and therefore is not acknowledging the emissions benefit and 
substantial business investment into CNG vehicles and fueling infrastructure.  

• Commenter 316 stated that its lack of product mix as a manufacturer denies Autocar 
the full benefit of averaging and aggregating credits. The low overall volume also 
denies Autocar the benefit of banking credits and prevents it from spreading 
development and compliance costs across many vehicles.  

• Commenter 652 stated that when we need to order new tow trucks, we need to 
know that the credits are going to be there for our industry since we have no other 
options.  

• Commenters 22, 23, 26 stated that the credit system leaves Oregon businesses 
confused, burdened and at legal risk. 
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Response:  
DEQ acknowledges concerns raised regarding the credit market's transparency and 
availability. The Advanced Clean Trucks (ACT) rules establish a credit and deficit 
system designed to encourage manufacturers to sell increasing percentages of zero-
emission vehicles (ZEVs) over time. Under this framework, each manufacturer 
accumulates deficits based on their overall sales of medium- and heavy-duty internal 
combustion engine (ICE) vehicles. Manufacturers can offset these deficits by 
generating credits through sales of ZEVs, banking credits for future use, trading 
credits with other manufacturers, or utilizing early-action credits earned from 
previous ZEV sales. 
 
The system is intentionally flexible, allowing manufacturers to strategically manage 
their compliance across different vehicle categories. For instance, manufacturers 
producing large volumes of ZEVs in certain vehicle classes can generate surplus 
credits, which can then be traded or sold to manufacturers needing credits to meet 
their compliance obligations. This mechanism ensures that all vehicle types—
whether ICE or ZEV—continue to flow into the Oregon market, meeting fleet and 
dealer needs while steadily advancing Oregon’s long-term public health and 
environmental objectives. 

DEQ recognizes current market challenges, including limited immediate availability 
of ZEV credits due to high demand and early market conditions. However, the rule’s 
gradually increasing ZEV percentage requirements were specifically set low enough 
in initial years to account for limited ZEV availability and the continued necessity of 
certain ICE vehicle types. This approach helps stabilize the market, preventing 
undue disruption in vehicle sales.  

Regarding comments on compressed natural gas (CNG) vehicles, DEQ understands 
the concerns about recognizing low-emission technologies. Currently, the ACT rule 
specifically targets zero-emission technologies, primarily battery-electric and 
hydrogen fuel cell vehicles, to achieve the greatest long-term emission reductions. 
While very low-emission vehicles like CNG offer environmental benefits over 
conventional diesel vehicles, they do not qualify for credits under the ACT rule due 
to the regulation’s specific zero-emission focus. However, DEQ encourages 
manufacturers and fleets to continue leveraging low-emission vehicle technologies 
as part of broader emission reduction strategies 

 
Comment #43: Advanced Clean Trucks Rule – Extending time period for making 
up deficits 
 
DEQ received 1 comment in this category. Commenter 316 stated that recovery from a 
deficit condition is challenging. For example, in 2026 if 13% ZEV sales are required and 
a manufacturer only sold 11% ZEV in 2027, they would be required to somehow 
increase ZEV sales in 2028 from 30% to 33%, in 2029 from 40% to 43% and in 2030 
from 50% to 53%. The requirements don’t take into account market fluctuations and 
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customer demand that can greatly affect truck purchases. Without a purchasing 
mandate solving the demand problem for these vehicles is a challenge.  
 

Response:  
The ACT rule includes a credit and deficit system designed to provide manufacturers 
with flexibility while maintaining progress toward targets. The adopted California 
amendments, which Oregon has proposed to adopt identically, already expand this 
flexibility. These amendments allow manufacturers to carry forward up to 30% of 
their deficit balance for three years to provide additional time to make up for 
shortfalls. This system is designed to accommodate year-to-year fluctuations in 
market conditions, product availability, and customer demand. 
 
While there is no purchasing mandate in the ACT rule, DEQ acknowledges that early 
market development requires a supportive policy environment. That is why DEQ is 
implementing an enforcement discretion policy for MY 2025 and 2026 to reduce 
short-term compliance pressure. Over the long term, the ACT rule’s gradual sales 
targets and built-in flexibilities ensure that manufacturers have multiple pathways to 
compliance and time to develop market demand. The percentage requirements 
increase slowly enough to allow manufacturers to continue selling internal 
combustion engine vehicles while increasing ZEV offerings as technologies and 
infrastructure mature. 

 
 
Comment #44: Advanced Clean Trucks Rule – Proposed amendments don’t meet 
identicality requirements, waiver requirements, are outside of DEQ authority or 
are otherwise illegal 
 
DEQ received 10 comments in this category.  
• Commenter 7 stated that the rules risk legal challenges and could disqualify Oregon 

from federal infrastructure funding tied to realistic timelines. 
• Commenter 11 asked whether Oregon could deviate from California’s ACT only for 

compliance delay and enforcement? Can Section 177 states alter California’s 
regulation as long as they don’t create different engine standards? 

• Commenter 44 stated that once all ACT amendments through CARB are final, they 
believe that CARB does not intend to send “those substantive amendments to EPA 
for a new preemption waiver or for a determination that the amendments are within 
the scope of EPA’s original waiver for the ACT regulations, which EPA issued on 
April 6, 2023. CARB is likely (and perhaps rightly) concerned that EPA, under the 
second Trump Administration, would deny any additional waiver requests.” 

• Commenter 301 stated that the proposed amendments do not align with California’s 
ACT waiver. 

• Commenter 316 stated that Oregon’s proposed action to adopt the CARB 2024 ACT 
amendments is premature because California has not officially adopted those 
amendments, because California has not received an EPA waiver for the CARB 
2024 ACT amendments and because Oregon cannot adopt these amendments until 
California receives the waiver.  
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• Commenters 316, 474 stated that the proposed optional credit program doesn’t align 
with the federal identicality requirements.  

• Commenter 316 stated that in past communications with DEQ the agency cited 
identicality as a rationale for why it based its low volume exemption on California 
sales and not Oregon. DEQ cannot say that the adoption of the ACT must be 
identical and then arbitrarily change other substantial parts of the rule related to the 
optional credits. If DEQ considers the credit changes to the ACT as “identical” then it 
should also consider the low volume exemption using only Oregon sales as 
“identical”.  

• Commenter 480 stated that the rule interferes with interstate trade of trucks, vehicle 
manufacturing and business conducted across state lines and that DEQ lacks the 
legal jurisdiction to codify laws that impact interstate trade or the economy in such a 
significant way.  

• Commenter 480 stated that State government is an incapable arbiter of market 
supply of new trucks made, sold or bought.  

 
Response:  
DEQ’s proposal complies with the Clean Air Act’s Section 177 identicality 
requirements. Oregon’s rule amendments are "by reference” directly to California’s 
Advanced Clean Trucks rule amendments, effective May 9, 2025.  
 
 

 
Comment #45: Advanced Clean Trucks Rule – Environmental and public health 
impacts 
 
DEQ received 275 comments in this category.  

• Commenters 3,10, 247 expressed concerns regarding battery life cycle impacts 
associated with rare-earth mineral development, processing and disposal. 

• Commenter 10 stated that due to the short life cycle of batteries frequent 
replacements are needed. 

• Commenter 3 stated that the increased costs of unproven technologies divert 
capital investment from more effective environmental improvements such as 
improving fuel efficiency or exploring other sustainable practices. 

• Commenter 18 stated that it is currently more effective in terms of emission 
reductions to focus on getting older diesel vehicles replaced with newer, cleaner 
diesel. 

• Commenters 261, 480 stated that the rules provide insignificant climate benefits. 
• Commenters 7, 8, 9, 222, 224, 226, 227, 228, 229, 233, 238, 313, 320, 322+, 

463, 468, 474, 477, 480, 661, 665 stated that the rules could force fleets to retain 
older, higher emitting diesel trucks for longer as they try to avoid costly upgrades 
which undermines emission reduction goals.  

• Commenter 7 stated that regulatory delays in similar contexts like the EPA 
mercury rules have historically prevented such unintended consequences. 

• Commenter 665 stated that unlimited numbers of old trucks can come into your 
state, but you can’t sell a new clean, low emission truck today.  
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• Commenter 10 stated that the majority of our electricity is produced using natural 
gas turbines that produce tons of emissions while wind and solar produce a small 
portion of our electricity needs and building and maintaining those systems 
creates more emissions than they will offset in their lifetime.  

• Commenter 10 stated that homeowners and businesses are having to install 
backup generators (fueled by propane, natural gas, gasoline or diesel) to deal 
with electrical outages which creates emissions.  

• Commenter 11 stated that regulatory uncertainty is limiting sales of new trucks 
which means older diesel trucks stay on the road longer or more businesses are 
buying used, more polluting trucks in the interim resulting in higher emissions 
and greater health impacts to Oregon’s disadvantaged communities where these 
trucks operate. 

• Commenter 475 stated that last year the American Lung Association gave a 
failing grade for air quality due to particle pollution to the majority of Oregon 
counties. 

• Commenter 27 states that “The American Lung Association says the ACT will 
result in many billions of dollars of health cost savings,” and that the same 
association “found that Klamath, Lane, and Jackson counties were among the 
13th worst counties in the country for year-round particle pollution.” Believes that 
the proposed rules are needed for public health.  

• Commenter 656 stated that the American Lung Association estimates that the 
transition to ZEVs including medium- and heavy-duty trucks included in these 
rules could generate an annual public benefit of approximately $355 million in 
Oregon. 

• Commenter 330 stated that they have an autoimmune lung disease and needs 
the cleanest possible air to breathe. 

• Commenter 352 stated that for adults with asthma this costs us more in 
medication and quality of life. 

• Commenter 658 stated that the public health costs of diesel pollution end up 
being paid by us all through the Medicare and Medicaid system and that vehicle 
pollution from these trucks are basically like cigarette smoke for the whole 
population, so we need to move forward with a cleaner fleet. 

• Commenter 659 stated that they see patients whose chronic illnesses were both 
originally caused by exposure to air pollution and made acutely worse when 
pollutant concentrations in the air increase even briefly  

• Commenter 534 stated that highway engine created smog severely worsens their 
asthma related difficulty with breathing. 

• Commenter 29 believes that “Manufacturers must be held accountable for 
cleaning up toxic diesel pollution in our communities.”  

• Commenter 30 lives in a mill town and states that the mill emits carcinogens into 
the air which create compounded health impacts when diesel truck emissions get 
factored in. Believes the rules are needed to reduce harmful emissions. States 
that hundreds of trucks visit their community daily.  

• Commenter 312 describes healthcare costs due to diesel truck pollution, the 
health and economic consequences of air pollution, specific impacts on children, 
low-income and people of color populations and the linkage between truck 
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pollution and the climate crisis. They include that Oregon is only projected to 
reach 60% of emissions reductions by 2050 which is much shorter than Oregon 
statutory goals. 

• Commenter 475 stated that the rule is one of the most powerful tools we have to 
protect public health. It will cut the pollution that causes asthma attacks, 
emergency room visits, and early deaths and it also means fewer children using 
inhalers and fewer families losing loved ones too soon.  

• Commenter 475 stated that the rule is a step toward cleaner air for our most 
vulnerable populations, especially low-income communities and communities of 
color that are often located near highways and freight routes. 

• Commenter 32 believes that ZEV trucks do not have zero-emissions because of 
the pollution that goes into producing them and because of the tare weight when 
driving them that will damage the roads causing pollution. States that a semi-
truck with two exhaust stacks does not put out twice as much pollution because 
most motors have one exhaust pipe that comes off of the turbo and splits into the 
two different pipes. States that they have driven a “clean idle certified truck with 
two stacks.”  

• Commenter 39 states that they have Parkinson’s disease and that it has been 
associated with air pollution. They also stated that what we burn into the air, we 
breathe. 

• Commenters 33, 35, 36, 40, believe that the proposed rules are needed to 
support public health. 

• Commenters 34, 36 state that “delaying HDO adoption to 2026 would have up to 
nearly $300 million in monetized negative health impacts to Oregonians, and the 
significantly reduced stringency in ACT compliance proposed under this rule will 
also lead to meaningful losses in pollution reductions from the rule. The ACT and 
HDO rules are projected to prevent at least 150 premature deaths by 2050 and 
yield over $2 billion in net societal benefits annually through 2050– including 
avoided health costs and savings to fleets in Oregon.” 

• Commenters 54-87, 89-166, 168-196, 198-202, 204-217, 219-220, 231, 241, 
243, 249, 279, 290, 340, 359, 487, 495, 498, 500, 502-644 stated that according 
to a Union of Concerned Scientists analysis, delaying the ACT to 2027 would 
cost Oregon $75-93 million in negative health impacts related to unhealthy air 
exposure, while original implementation would provide over $1 billion in net 
savings to businesses through 2050 through fuel and maintenance savings. 

• Commenter 37 states that “Last time Oregon failed to keep up with California’s 
standards, Oregon became the dumping ground for California’s dirtiest big rigs, 
giving Multnomah County air filled with more diesel pollution than 98% of 
counties in the entire United States.” 

• Commenter 130 states that these rules are needed because they live near a very 
busy bridge and freeway, as many people in Oregon do, and that “we all suffer 
when we have unhealthy air exposure.” 

• Commenter 314 stated that the spinal cord injury community is disproportionately 
affected by air pollution because many in the community face serious respiratory 
complications related to their injury, so please help reduce their risk of harm by 
reducing the air pollution from these sources. 
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• Commenter 307 asked what would happen if the state decided to allow heavier 
loads with ZEVs to improve payload problems and the resulting potential 
environmental harm to bridges, creeks and rivers. 

• Commenter 478+ stated that without access to new tow trucks motorists will 
experience longer traffic delays and increased emissions from idling traffic 

 
Response:  
DEQ acknowledges the wide range of views on the environmental and public health 
impacts of the ACT rule. There is strong evidence that diesel truck pollution 
contributes to serious health problems, especially in low-income and frontline 
communities near major freight routes. Public health experts have documented that 
implementing ACT will help prevent asthma attacks, reduce hospitalizations, and 
avoid premature deaths, while generating billions in public health benefits. DEQ’s 
understanding is that the rule is essential to reducing harmful pollutants like GHGs, 
NOx, fine particulate matter from Oregon’s transportation sector. 
 
While battery production and electricity generation are not emission-free, lifecycle 
analyses consistently show that ZEVs produce significantly fewer greenhouse gas 
emissions than diesel vehicles. The ACT rule phases in ZEV adoption over time, 
allowing the electric grid to grow cleaner and vehicle technologies to improve. DEQ 
understands concerns about affordability and infrastructure readiness, which is why 
Oregon’s approach includes grant funding, charging incentives, and temporary 
enforcement discretion to ease the transition. Ultimately, the ACT rule is one of 
Oregon’s more powerful tools for achieving climate goals and protecting public 
health. 

 
 
Comment #46: Advanced Clean Trucks Rule – Health and safety concerns 
 
DEQ received 3 comments in this category.  

• Commenter 463 stated that companies that are unable to replace the older diesel 
trucks are running them longer which is reducing safety.  

• Commenter 478+ stated that ZEV technology does not provide the safety 
standards needed for towing and recovery trucks which are needed to prevent 
accidents and breakdowns and to keep the highways open. And without access 
to new tow trucks there is an increased risk of secondary crashes. 

• Commenter 665 stated that without an adequate number of tow trucks there is a 
safety issue since most accidents occur within 15 to 20 minutes after a car is 
broken down or secondary crashes that follow primary accidents. 
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Response:  
DEQ recognizes that truck safety and reliability are top priorities for the industry, 
especially for services such as towing and emergency response. While some 
vocational ZEV applications remain in development, others such as local delivery, 
refuse collection, and urban transit already have viable ZEV options in the market. 
The ACT rule does not prohibit the sale of internal combustion engine vehicles and 
includes flexibility in credit use, trading, and near-zero emission vehicle options to 
help manufacturers and fleets serve all applications. 
 
It is true that battery-electric trucks may not yet be the best solution for every 
vocational use, and DEQ’s enforcement discretion policy acknowledges this by 
providing relief in the early years of the program. However, safety and performance 
concerns are also a function of ongoing industry innovation, and the rule’s gradual 
implementation schedule ensures that fleets can adopt ZEVs where feasible and 
continue to use diesel or alternative technologies where needed.  

 
 
Comment #47: Advanced Clean Trucks Rule – Replacing road tax revenue  
 
DEQ received 1 comment in this category from commenter 1 that asked how DEQ 
would plan to replace the revenue generated by taxes on petroleum products. The 
commenter also mentioned that DOT is already having to deal with a significant budget 
shortfall.  
 

Response:  
DEQ recognizes that the transition to electric vehicles has implications for how 
Oregon funds its transportation system, which currently relies on taxes on petroleum 
fuels. This question is beyond the scope of proposed rules and is being addressed in 
other State policy making venues.  

 
Comment #48: Advanced Clean Trucks Rule – Truck repair shop capacity 
 
DEQ received 5 comments in this category.   

• Commenter 1 asked how many mechanic/repair shops in Oregon can work on a 
Class 7-8 ZEV.  

• Commenter 227 stated that diesel truck mechanics are plentiful while electric 
truck mechanics are few and far between.  

• Commenters 259, 481 stated that there is inadequate maintenance training and 
systems in place to support EV adoption.  

• Commenter 301 stated that they will be forced to reduce hours for mechanics 
that are dedicated to preparing and delivering new trucks to our customers. 
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Response:  
These implementation issues are outside the scope of proposed Advanced Clean 
Truck rule amendments. However, DEQ understands that the availability of qualified 
technicians for zero-emission trucks is critical to successful fleet adoption. The 
transition to ZEVs will require ongoing workforce development, and Oregon is 
investing in programs to train mechanics and service providers to work on electric 
drivetrains, battery systems, and charging infrastructure. These programs are 
already underway at community colleges and technical training centers.  
 
At the same time, the ACT rule’s gradual implementation means that ZEV adoption 
will occur over many years, allowing the support industry to scale accordingly. Fleets 
will continue to operate internal combustion engine vehicles alongside ZEVs for the 
foreseeable future, providing time for training and hiring. DEQ is committed to 
working with workforce development agencies and industry associations to make 
sure that the repair ecosystem evolves in step with the growing ZEV market.  

 
Comment #49: Advanced Clean Trucks Rule – Truck driver training programs 
 
DEQ received 1 comment in this category from commenter 228 stating that it will put our 
commercial driver license training school out of business along with other similar 
schools and that without these schools there won’t be enough truck drivers.   
 

Response:  
DEQ appreciates the importance of truck driver training programs and understands 
the concerns raised about potential impacts to commercial driver license (CDL) 
schools. The ACT rule does not change CDL requirements or impose restrictions on 
training programs. Instead, it gradually increases the percentage of zero-emission 
trucks that manufacturers must sell, while fleets continue to operate a mix of diesel 
and electric vehicles.  
 
As ZEV technology expands, Oregon will need a workforce that can operate and 
maintain these vehicles. This presents an opportunity for training schools to expand 
their offerings and provide instruction in new vehicle technologies, including battery-
electric and potentially hydrogen fuel cell systems. DEQ supports workforce 
adaptation and is working with partners to ensure Oregon’s drivers and technicians 
are equipped to succeed in the evolving industry. 

 
 
Comment #50: Advanced Clean Trucks Rule – Grant funding 
 
DEQ received 11 comments in this category.  

• Commenter 4 stated that grants and loans to support the costs of replacing 
engines or vehicles does not offset the cost enough for most operators or small 
businesses.  
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• Commenters 11, 44, 234, 320, 468 stated that a lack of grant funding to support 
ACT keeps demand for ZE trucks low.  

• Commenter 225 requested incentives and funding mechanisms to support 
infrastructure development and vehicle transition.  

• Commenter 234 stated that even with grant funding being available in California 
that can fund well over half the cost of ZEVs there is limited customer 
acceptance of the product which is why they have had real difficulty selling ZEV 
units.  

• Commenter 316 stated that even with grant funding available in several states 
ZEV Class 7-8 truck sales have been very low. 

• Commenter 485 stated that while Oregon does currently offer a rebate program 
for medium- and heavy-duty ZEVs they encourage revising the program to more 
closely mirror a Voucher Incentive Program. These type of “cash on the hood” 
programs can be structured to avoid scrappage requirements which have 
historically limited program accessibility.  

• Commenter 653 stated that Oregon has not spent enough time and money 
building up infrastructure and charging stations like California therefore Oregon is 
putting the cart before the horse.   

 
Response:  
DEQ acknowledges that zero-emission trucks come with higher upfront costs, 
especially for Class 7 and 8 vehicles, and that current grant and loan programs do 
not cover these costs for all operators. DEQ continues to expand its suite of 
incentive programs, including rebates and grants, to make ZEV adoption more 
accessible and affordable. In 2025, DEQ is offering more than $30 million in funding 
through its Diesel Emissions Mitigation, Oregon Zero Emissions Fueling, and Clean 
Truck grant programs. And DEQ will launch a new cash-on-the-hood Zero Emissions 
Rebates for Oregon Fleets (ZERO Fleet) incentive programs to accelerate fleet 
electrification. DEQ is deploying this voucher-style incentives to provide cash at the 
point of sale, further advancing Oregon’s zero emissions transition. 

 
Comment #51: Advanced Clean Trucks Rule – Technical assistance program 
 
DEQ received 1 comment in this category. Commenter 485 recommended the creation 
of a technical assistance program to inform and educate fleets about electrification and 
to ease transition planning. This could include tying technical assistance to incentive 
programs such that those who participate are eligible to receive a higher percentage of 
incentive funding.  
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Response:  
DEQ supports technical assistance in some of our incentive programs, however this 
issue is not part of the proposed rules.  
 
DEQ agrees that technical assistance is a crucial component of a successful ZEV 
transition. Transitioning to electric trucks involves complex planning around vehicle 
suitability, charging infrastructure, facility upgrades, and financial forecasting. A well-
designed technical assistance program can help fleets of all sizes understand their 
options and develop practical roadmaps for adoption.  

 
Comment #52: Advanced Clean Trucks Rule – Actions in other States 
 
DEQ received 29 comments in this category.  

• Commenters 7, 11, 18, 43, 222, 224, 226, 228, 233, 238, 316, 463, 468, 474, 
477, 652, 653, 665 stated that other states have already recognized the strain 
this rule places on their economies and have delayed their own implementation 
schedules and Oregon should do the same.  

• DEQ should develop enforcement discretion similar to what has been done in 
other Section 177 states (12, 18, 43, 44, 301), specifically Massachusetts (12, 
43, 316, 468, 474)  

• Commenter 651 called into question whether states like Maryland and New 
Jersey had delayed their ACT compliance. They said that while those states 
have taken different enforcement and compliance pathways, they have not 
delayed their model year implementation or have any other states to their 
knowledge. In fact, some states are actively considering joining the ACT even 
right now.  

 
Response:  
DEQ’s issuance of limited enforcement discretion for model years 2025 and 2026 
mirrors actions in other Section 177 states. 

 
 
Comment #53: Advanced Clean Trucks Rule – Alignment with neighboring States 
 
DEQ received 1 comment in this category. Commenter 592 stated that if Washington 
and California have the same rule then it makes sense for Oregon to be in compliance 
with those states or we become the dumping ground for all the old non-complying trucks 
that are no longer legal in those states.  
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Response:  
DEQ’s decision to issue enforcement discretion for model years 2025 and 2026 
brings Oregon out of alignment with the enforcement decisions of California and 
Washington in the short term. Oregon’s action is within existing authority and 
maintains identical rules, as required, while acknowledging current truck market 
challenges and federal uncertainty.  
 
Over the long term, Oregon’s ACT rule is aligned with California’s and Washington’s 
implementation of the rule, which is a critical part of maintaining legal consistency 
under Section 177 of the federal Clean Air Act. This regional alignment also helps 
ensure that Oregon is not subject to a surge of older, high-emission vehicles 
displaced from neighboring states that have adopted stricter standards. 

 
 
Comment #54: Advanced Clean Trucks Rule – CARB Low NOx certified engines 
only eligible to not generate ACT deficits in 2026 
 
DEQ received 1 comment in this category. Commenter 11 stated that even though low 
emitting 50mg NOx certified engines are available now that the ACT amendments only 
allow for 2026 model year low NOx engines to not generate deficits. This situation 
unnecessarily constrains clean engine purchases encouraging the purchase or import of 
used diesel engines that were certified to dirtier, but compliant, engine standards.  
 

Response:  
DEQ thanks you for submitting comments on the proposed rules. The additional 
flexibility of allowing 2026 HD Omnibus 50 mg NOx certified engines was included 
with the recent CARB amendments and Oregon has proposed to adopt those 
California amendments identically. However, DEQ modified this proposal to delay 
the implementation of the HD Omnibus rules until 2027 based on the rationale 
described in the response to comment #62. In addition, DEQ recently issued 
enforcement discretion for the ACT rule for model years 2025 and 2026. For those 
reasons, if the rules are adopted as proposed, DEQ expects the constraints 
described in the comment will not exist. 

 
Comment #55: Advanced Clean Trucks Rule – Industry communication 
 
DEQ received 2 comments in this category from commenters 225 and 235 requesting 
transparent dialogue with industry to ensure feasible implementation.  
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Response:  
DEQ values ongoing communication with industry partners and understands that 
successful implementation depends on continued transparency and engagement. 
The agency has held multiple advisory committee meetings, stakeholder listening 
sessions, and public comment periods as part of its rulemaking process. 
 
Moving forward, DEQ will continue to provide updates, technical assistance, and 
opportunities for dialogue to ensure that the ACT rule and related programs are 
implemented effectively. DEQ encourages fleets, manufacturers, and dealers to 
participate in ongoing discussions and subscribe to GovDelivery notifications for 
updates. 

  
 
Comment #56: Advanced Clean Trucks Rule – Rapid implementation timeline 
 
DEQ received 8 comments in this category.  

• Commenter 227 stating that the ACT timeline of 75% class 4-8 trucks by 2035 is 
a nice goal to have but is out of touch with reality given that it can take up to 3 
years to procure an electric garbage truck.  

• Commenters 8, 224, 226, 228, 238, 253, 274, 661 stated that the implementation 
timeline is too short.  

 
Response:  
DEQ understands concerns that the ACT implementation schedule may feel 
aggressive, particularly given supply chain constraints and long vehicle procurement 
timelines. However, the rule was adopted in 2021 and includes gradual sales targets 
that begin at relatively low percentages and increase over more than a decade. The 
rule’s structure allows fleets to continue purchasing and operating diesel trucks while 
preparing for a future with more ZEV options.  
 
Estimated ZEV sales targets in 2027 represent between 1% and 2% of the total 
Oregon MHD fleet. While sales targets are higher as a percentage of vehicles 
delivered in a model year, these low percentages relative to the total fleet indicate 
how gradual this change will be on Oregon’s roads and within the most suitable 
initial industries and vocations. 
 
Additionally, DEQ’s enforcement discretion for MY 2025 and 2026, along with 
proposed amendments provide additional near-term flexibility. These measures are 
designed to support a stable transition without altering the overall trajectory of the 
rule. The state remains committed to its long-term climate and air quality goals while 
responding to evolving market conditions. 

 
 
Comment #57: Advanced Clean Trucks Rule – Alignment with federal regulations 
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DEQ received 40 comments in this category.  
• Commenters 244, 321 stated that manufacturers and vehicle purchasers are 

forced to navigate a myriad of state and federal regulations that are not aligned 
and that the lack of alignment and clarity adds to the resistance to purchase 
ZEVs. Alignment with the federal EPA rules would give manufacturers time to 
finalize and properly test the electric options needed to operate the complex 
equipment mounted on state and municipal trucks. Alignment would also provide 
additional time to implement and support the needed infrastructure and grant 
funding programs.   

• Commenter 467 stated that DEQ should explore aligning with the federal 
Greenhouse Gas Emissions Standards for Heavy-Duty Vehicles – Phase 3 in 
2027 

• Commenters 242, 245, 248, 251, 252, 255, 256, 258, 260-273, 300, 303, 305, 
311, 315, 317-319, 464, 480, 486, 490, 492, 497, 501 stated that the lack of 
alignment with federal standards causes destructive complexity and uncertainty 
about future small business truck investment.  

 
Response:  
DEQ recognizes that state and federal regulatory frameworks may not always align 
perfectly. The ACT rule reflects California’s approach under Section 177 of the 
Clean Air Act, while the federal government’s Heavy-Duty GHG Phase 3 rule 
establishes different timing and targets. Oregon, like other Section 177 states, 
adopts California’s standards to address local air quality needs more aggressively 
than federal minimums allow. 
 
DEQ will continue to monitor federal rulemakings and implementation timelines. As 
federal policies evolve, Oregon may evaluate whether additional rulemaking is 
appropriate, particularly in light of infrastructure and incentive developments. 
However, maintaining ACT’s current framework is essential to securing the health 
and climate benefits it offers. 

 
 
Comment #58: Advanced Clean Trucks Rule – Uncertainty due to federal actions 
 
DEQ received 4 comments in this category.  

• Commenter 321 stated that with the current federal administration promising to 
rescind EV mandates the future remains uncertain causing chaos and confusion. 
There is a need for certainty.  

• Commenter 468 stated that manufacturers are currently passing along $3,000-
$7,000 in tariffs which will make the situation worse since we would also have to 
purchase ZEV credits. The tariffs could also lead to lower demand of Class 3 
ZEV sales and therefore fewer credits available on the market.  

• Commenters 474 and 483 stated that federally proposed tariffs will increase 
costs for both ZEV and ICE trucks.  
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Response:  
DEQ acknowledges that recent federal actions and proposed tariffs have created 
uncertainty in the market. While these developments introduce challenges, Oregon 
remains focused on providing a clear, stable framework that businesses and 
manufacturers can rely on for long-term planning. 
 
DEQ’s enforcement discretion is one such response to this uncertainty. It offers 
additional flexibility during model years 2025 and 2026 without altering the rule itself 
or undermining the ACT program’s integrity. Based on recent congressional action 
aimed at undermining the federal waiver that authorizes California’s implementation 
of ACT, DEQ will continue to adjust outreach and compliance support as needed to 
help Oregon stakeholders navigate the evolving landscape. 

 
Comment #59: Advanced Clean Trucks Rule – Regulate Credit Prices 
 
DEQ received 1 comment in this category. Commenter 250 stated that ACT limitations 
can be overcome by reforming ACT to regulate credit prices, rather than regulating truck 
sales percentages. Manufacturers would make credit transactions directly with the 
regulatory agency at a mandated and stable allowance price, rather than through open 
market trading at a market-determined price. 
 

Response:  
Oregon DEQ must maintain ACT rules identical to California per the requirements of 
Section 177 of the Clean Air Act. Since California does not include this provision, 
DEQ will not propose this approach.  

 
Comment #60: HD Omnibus Rule – General support for rule 
 
DEQ received 2 comments in this category.  
• Commenter 239 expressed general support for the rules. 
• Commenter 499 expressed general support for the proposed amendments 
 

Response:  
DEQ thanks you for submitting your comments on the proposed rules. 

 
Comment #61: HD Omnibus Rule – General opposition to the rule 
 
DEQ received 1 comment in this category. Commenter 478+ stated that the rule should 
be repealed. 
 

Response:  
DEQ thanks you for submitting your comments on the proposed rules. 

 
Comment #62: HD Omnibus Rule – Delay implementation of the rules 
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DEQ received 8 comments in this category.  
• Commenters 12, 43, 44, 309, 483, 653 stated that the rules should be delayed 

until 2027.  
• Commenter 234 requested a two-year delay to the implementation of the 

Omnibus rules.  
• Commenter 477 requested to delay the rules until at least 2027 and include an 

easy method for further delays. 
• Commenter 44 stated that it doesn’t make sense for Oregon to implement the 

rules for just one model year (2026) before CARB aligns the rules with EPA’s 
nationwide standards in model year 2027.  

 
Response:  
DEQ modified the proposal to delay the implementation of the HD Omnibus rules 
until 2027. DEQ made the decision to propose delaying the rules for an additional 
year after reviewing comments submitted under this proposal and ongoing and 
increased uncertainty regarding the status of the federal Clean Air Act waiver.17  

  
Comment #63: HD Omnibus Rule – Do not delay implementation of the rules 
 
DEQ received 5 comments in this category.  

• Commenter 470 urged DEQ to reject the proposed one-year delay of the rules 
and maintain the original timeline.  

• Commenters 466, 476+ urged DEQ to not delay the rule to either 2026 or 2027. 
Estimated per year costs of delay are approximately $250-300 million in health 
impacts and could result in 15-18 additional deaths. 

• Commenter 294 stated that delaying the rule to model year 2027 in Oregon 
would result in at least $475 million in monetized negative health outcomes and 
29 avoidable mortalities.  

• Commenter 11 stated delaying the rules makes dirty diesel purchases a 
compliance option for the foreseeable future. They also stated that 
manufacturers who invested in cleaner engine technologies that meet the new 
standards are penalized by implementation delays and they also lose interest in 
investing in cleaner strategies in the future. 

 
Response:  
DEQ thanks you for submitting your comments on the proposed rules. DEQ has 
proposed to delay implementation of the HD Omnibus rules until 2027. Please see 
response to comment #62 for further explanation.  

 
Comment #64: HD Omnibus Rule – Comments on DEQ’s fiscal and economic 
analysis 
 
DEQ received 2 comments in this category.  

 
17 California and the Clean Air Act (CAA) Waiver: Frequently Asked Questions, accessed on 5/28/2025 

https://www.congress.gov/crs-product/R48168
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• Commenter 294 stated that DEQ must better consider the significant economic, 
public health and environmental impacts of delaying the HD Omnibus rules in 
these crucial early stages of transition to a clean, efficient, and modern on-road 
freight system.  

• Commenter 44 stated that the rules are far more likely to do more harm than 
good in model year 2026 due to fleets either deferring purchases until 2027 or 
purchasing vehicles out-of-state. They also stated that there is no reasonable 
cost-benefit analysis that could support the retention of the separate and more 
onerous Omnibus for one single year and that DEQ has failed to prepare or 
present any quantitative analysis demonstrating the incremental net 
environmental benefits from this one-year deferral proposal.  

 
Response:  
DEQ thanks you for submitting your comments on the proposed rules. DEQ 
explained in the notice of proposed rulemaking that quantification of the specific 
fiscal impacts of delayed implementation on the affected parties was not possible 
due to uncertainties about the extent of medium- and heavy-duty vehicle supply 
constraints. DEQ also referenced reports that provided estimated emissions benefits 
associated with the rules overall. In addition, DEQ described how tailpipe emissions 
increases associated with the original proposal to delay implementation until 2026 
was directly connected to the volume of HD Omnibus compliant engines that are 
made available for sale in 2025. Given that there is a limited supply of compliant 
engines available for sale and on the market in 2025, manufacturers would have 
only been able to comply with the rules by limiting their sales of new conventionally 
fueled medium- and heavy-duty vehicles and engines and by using excess emission 
offset flexibilities that do not necessarily result in direct tailpipe emissions. DEQ 
modified the proposal to delay the implementation of the HD Omnibus rules until 
2027 based on the rationale described in the response to comment #62.  

 
Comment #65: HD Omnibus Rule – CARB certified internal combustion engines 
will not be available to meet total market demand 
 
DEQ received 2 comments in this category.  

• Commenter 309 provided specific details about the compliant engines they 
expect to have available for MY 2026.  

• Commenter 43 stated that when the rules go into effect in 2026 there will be 
substantial product blackouts in Oregon.  

 
Response:  
DEQ thanks you for submitting your comments. Based in part on comments received 
DEQ modified the proposal to delay the implementation of the HD Omnibus rules 
until 2027. Without an adequate supply of CARB certified Omnibus engines 
available for MY 2026 there is a greater risk of vehicle manufacturers severely 
restricting sales of ICE powered vehicles in Oregon in 2026 – especially those 
powered by medium-duty diesel engines.  
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Comment #66: HD Omnibus Rule – Legacy engine deficits and ZEV offsets 
 
DEQ received 2 comments in this category.  

• Commenter 477 stated that the main reason manufacturers can’t comply with the 
rule is the inability to sell zero-emission trucks, since that governs the ability to 
sell 2023-compliant, or legacy, engines. They also stated that by limiting legacy 
engine sales Oregon may be limiting its collection of a $9,000 or more per 
vehicle fee to fund environmental justice projects.  

• Commenter 309 stated that as an engine manufacturer sufficient uncertainty 
remains which prevents them from determining how to comply with the legacy 
emissions credits and emissions mitigation requirements in Oregon. 

 
Response:  
DEQ disagrees with the commenters’ interpretation of available legacy engine 
flexibilities and with their fundamental interpretation of how excess legacy engine 
emissions can be offset by targeted disadvantaged community projects.18 However, 
DEQ modified the proposal to delay the implementation of the HD Omnibus rules 
until 2027 based on the rationale described in the response to comment #62. If the 
rules are adopted as proposed and implementation is delayed until 2027 the legacy 
engine provisions of the rules would not apply since they are applicable to engines 
sold between 2024 and 2026 only.  

 
Comment #67: HD Omnibus Rule – CARB enforcement discretion letters 
 
DEQ received 1 comment in this category. Commenter 309 stated that Oregon has not 
issued enforcement discretion letters similar to California to ensure that Oregon’s other 
laws do not create an unintended compliance liability for Omnibus legacy engines and 
≥525 hp engines.  
 

Response:  
DEQ agrees that it has not issued HD Omnibus enforcement discretion letters like 
those issued by California. However, DEQ modified the proposal to delay the 
implementation of the HD Omnibus rules until 2027 based on the rationale described 
in the response to comment #62. If the rules are adopted as proposed and 
implementation is delayed until 2027 the need for DEQ to address similar issues 
through its own enforcement discretion is very likely eliminated. DEQ will continue to 
assess any ongoing manufacturer concerns on this issue to determine if any further 
agency action is needed.  

 
Comment #68: Miscellaneous – State action is critical at this time 
 
DEQ received 1 comment in this category from commenter 651 stating that actions at 
the federal level being taken to revoke the ACT, Advanced Clean Cars and other air 

 
18 For details regarding legacy engine emissions offsets please see 13 CCR 1956.8(a)(2)(C)(3)(b)(iii) 
Procedure to Offset Deficit Balance. 
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quality regulations mean that Oregon needs to stand strong for clean air and for its right 
to improve air quality.   
 

Response:  
DEQ thanks you for your comments. DEQ recognizes that actions taken at the 
federal level are creating uncertainty.  Despite that uncertainly, DEQ will continue to 
work to implement policies that will reduce harmful truck emissions in the long-term, 
despite modifying its approach in the short-term to reflect on-the-ground realities.  

 
Comment #69: Miscellaneous – Actions to reduce truck emissions are long 
overdue and DEQ should do more 
 
DEQ received 3 comments in this category.  

• Commenter 312 stating that action to reduce emissions from trucks for the multi-
pronged benefits of public health, climate mitigation and long-term cost savings is 
long overdue.  

• Commenter 488 stated that more must be done to improve the air quality along 
the I-5 corridor in Portland as a matter of environmental justice including that 
there will be no federal support for this critical work.  

• Commenter 366 asks for a ban on vehicular diesel engine emissions in Oregon. 
 

Response:  
DEQ thanks you for your comments. Neither the originally adopted rules nor the 
proposed rule amendments ban diesel emissions from vehicles. As described in this 
report under the General Assumptions section of the Fiscal and Economic Impact 
Statement, diesel emissions harm human health and the original adoption of the 
Clean Truck Rules in 2021 was to further reduce diesel pollution from new medium- 
and heavy-duty vehicles sold in Oregon.  

 
Comment #70: Miscellaneous – Vehicle emissions testing 
 
DEQ received 2 comments in this category.  

• Commenter 5 stated that DEQ should be implementing emissions inspections on 
the current fleet of light-, medium- and heavy-duty trucks in Oregon in order to 
make sure these vehicles are in compliance with current laws and to improve air 
quality. The commenter also stated that it is common for vehicle pollution control 
equipment to be removed from light-duty diesel trucks and common to see heavy 
trucks belching soot and black smoke on Oregon’s highways.  

• Commenter 205 from Eugene stated that they cannot believe that there still 
aren’t smog checks there.  
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Response:  
DEQ thanks you for your comments. Vehicle emissions testing is outside the scope 
of this rulemaking action. The Clean Truck Rules and these proposed rule 
amendments are focused on emission standards for new medium- and heavy-duty 
vehicles and engines.  

 
Comment #71: Miscellaneous – Oregon getting older California trucks 
 
DEQ received 1 comment in this category. Commenter 448 stated that if California can 
ban dirty diesel, Oregon can ban dirty diesel and that all of the California trucks came to 
Oregon because of the lack of diesel regulation in Oregon.  
 

Response:  
DEQ thanks you for your comments. The sale of used vehicles is outside of the 
scope of this rulemaking. The Clean Truck Rules and these proposed rule 
amendments are focused on emission standards for new medium- and heavy-duty 
vehicles and engines.   

 
Comment #72: Miscellaneous – Harm from smoking trucks 
 
DEQ received 1 comment in this category. Commenter 310 described a situation where 
they were harmed by a large Dodge Ram truck “rolling coal” while eating at a 
restaurant. The person driving the truck was clearly intending to harm the people and 
families that were present. The commenter described their sensitivity to the smoke and 
how many other people are also sensitive. They stated that there is no reason why 
people should have these giant trucks and be able to put out huge amounts of pollution.  
 

Response:  
DEQ thanks you for your comments. Vehicle tampering is outside the scope of this 
rulemaking. The Clean Truck Rules and these proposed rule amendments are 
focused on emission standards for new medium- and heavy-duty vehicles and 
engines.   

 
 
Comment #73: Miscellaneous – DEQ should share an updated Interstate 5 
corridor particulate map 
 
DEQ received 1 comment in this category from commenter 654 stating that DEQ should 
provide an updated chart of the I-5 corridor and the particulates since the last one 
shown was from 2019 because we have made huge inroads since that time and have 
been cleaning the air.   
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Response:  
DEQ thanks you for your comment. DEQ shared a map that showed 2020 
Willamette Valley diesel particulate matter cancer risk during the Feb. 21, 2025, 
rulemaking advisory committee meeting.19 The 2020 data comes from the EPA’s 
2020 AirToxScreen assessment and is the most recent data available. 

 
Comment #74: Miscellaneous – Relax emissions regulations to 2009 standards 
 
DEQ received 1 comment in this category. Commenter 8 stated that DEQ should relax 
medium- and heavy-duty truck emission standards back to where they were in 2009.  
 

Response:  
DEQ thanks you for your comment. Rolling new medium- and heavy-duty engine 
and vehicle emission standards back to what they were in 2009 is outside of DEQ’s 
existing authority. Oregon can either opt-in to California new vehicle emission 
standards as described in Section 177 of the federal Clean Air Act or the federal new 
vehicle emissions standards would apply. As described under Section 177, Oregon 
cannot take any action that would have the effect of creating the need for a vehicle 
or engine that is different from either a California or EPA certified vehicle or engine.  
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https://ormswd2.synergydcs.com/HPRMWebDrawer/Record/6875551/File/document
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Implementation 
 
 Notification 
 
The proposed rules would become effective upon filing on approximately July 10, 2025. 
The affected parties are medium- and heavy-duty vehicle and engine manufacturers, 
dealerships, purchasers and the public. DEQ would notify affected parties by 
GovDelivery notification, direct emails to industry contacts and by updating its web page 
to reflect the changes. Depending on the need, DEQ may also hold webinars to share 
information about rule updates and answer questions.  
 
Compliance and enforcement 
Affected parties would be notified by GovDelivery, direct emails to industry contacts and 
separate emails from membership organizations.  
 
Reporting 
 
Vehicle manufacturers subject to the regulation will be required to report information 
such as early action credits accrued and annual sales. Manufacturers must use the 
California Air Resources Board Advanced Clean Trucks Reporting System (ACTRS) for 
reporting, available here: https://main.d1ntyzcfnem94j.amplifyapp.com/sign-in   
 
 
Systems 
 
Website  
Update web page, FAQ sheets and other guidance information on rule amendments. 
 
Database 
ACT sales reporting will continue to be centralized through CARB’s ACTRS reporting 
tool.20 Early action credit reports will continue to be posted to DEQ’s ACT Early Credit 
Reporting webpage. 
 
Training 

  

 
20 See the CARB ACT Reporting webpage for more information on reporting.  

https://main.d1ntyzcfnem94j.amplifyapp.com/sign-in
https://www.oregon.gov/deq/aq/Documents/actCreditTable.pdf
https://www.oregon.gov/deq/aq/Documents/actCreditTable.pdf
https://ww2.arb.ca.gov/our-work/programs/advanced-clean-trucks/reporting
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DEQ will continue to provide technical assistance to affected parties to implement the 
provisions of the rules and rule amendments including how to submit credit and debit 
information and how to submit sales information.   
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Five-year review 
 
Requirement    
 
Oregon law requires DEQ to review new rules within five years after EQC adopts them. 
The law also exempts some rules from review. DEQ determined whether the rules 
described in this report are subject to the five-year review. DEQ based its analysis on 
the law in effect when EQC adopted these rules. 
  
Exemption from five-year rule review  
 
The Administrative Procedures Act exempts some of the proposed rules from the five-
year review because the proposed rules would: 

• Amend or repeal an existing rule. ORS 183.405(4). 
 

Rules exempt from five-year review 
340-257-0050 340-261-0020 340-261-0040 340-261-0050  

 
Five-year rule review required   
 
No later than July 11, 2030, DEQ will review the newly adopted rules for which ORS 
183.405 (1) requires review to determine whether: 

• The rule has had the intended effect 
• The anticipated fiscal impact of the rule was underestimated or overestimated 
• Subsequent changes in the law require that the rule be repealed or amended 
• There is continued need for the rule. 

 
DEQ will use “available information” to comply with the review requirement allowed 
under ORS 183.405 (2). 
 
DEQ will provide the five-year rule review report to the advisory committee to comply 
with ORS 183.405 (3). 
 
Rule subject to five-year review 
340-257-0300     

 

Non-discrimination statement 
 
DEQ does not discriminate on the basis of race, color, national origin, disability, age or 
sex in administration of its programs or activities.  

Visit DEQ’s Civil Rights and Environmental Justice page. 

https://www.oregon.gov/deq/about-us/Pages/titleVIaccess.aspx
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	Recommendation
	The Oregon Department of Environmental Quality recommends the Environmental Quality Commission adopt the proposed rules in Attachment A as part of Chapter 340 of the Oregon Administrative Rules.
	Language of Proposed EQC Motion:
	“I move that the commission adopt the proposed rule amendments in Attachment A as part of chapter 340 of the Oregon Administrative Rules.”
	Overview
	Short summary of proposed rule changes
	DEQ is proposing rule changes to two regulations - the Advanced Clean Trucks Rule in OAR Chapter 340, Division 257 and the Emission Standards for New Heavy-Duty Trucks in OAR Chapter 340, Division 261. These changes would:
	 Adopt by reference recent California amendments to the Advanced Clean Trucks Rule and Heavy-Duty Engine and Vehicle Omnibus Rules; and
	 Delay the start of the Heavy-Duty Engine and Vehicle Omnibus Rules implementation from engine model year 2025 to engine model year 2027.
	On Nov. 17, 2021, the Oregon Environmental Quality Commission acted to reduce emissions from new medium- and heavy-duty trucks sold in the state by adopting the Clean Truck Rules (CTR).0F  Under Section 177 of the federal Clean Air Act, states that ch...
	Advanced Clean Trucks Rule
	The Advanced Clean Trucks Rule is being revised to incorporate commitments made between the California Air Resources Board (CARB) and the truck manufacturers in the Clean Truck Partnership.1F  The proposed changes include:
	 Increased Deficit Makeup Period – Manufacturers now have three years instead of one year to balance their zero-emission vehicle (ZEV) deficits (deficits accrued due to insufficient sales of ZEVs under the rules).
	 New definition for how credits are generated – Manufacturers can now generate a credit based on a vehicle delivered for sale rather than to the ultimate purchaser in Oregon.
	 Additional flexibility in 2026 for the cleanest Heavy Heavy-Duty (HHD) Engines - Specific HD Omnibus certified engines would not generate deficits in 2026 under the ACT Rule, easing compliance for manufacturers of the subject heavy heavy-duty intern...
	In addition to these proposed rule changes, on May 15, 2025, DEQ issued enforcement discretion for model years 2025 and 2026 in response to federal uncertainty in Oregon’s truck market.
	Heavy-Duty Low NOx Omnibus Rule
	The proposed HD Omnibus rule amendments replace expiring temporary rules, adopted by the EQC in November 20242F , with permanent rules and extend the one-year delay adopted under the temporary rule for an additional year. DEQ is proposing an additiona...
	Background of reasons for doing this rulemaking
	ACT amendments
	The ACT rule requires manufacturers of medium- and heavy-duty vehicles to produce and deliver ZEVs, as a percentage of their overall sales. These requirements start with the 2025 model year in Oregon. The sales percentages begin with a 7% sales requir...
	Oregon DEQ is proposing these changes and enforcement discretion for model years 2025 and 2026 based in part on the agency’s understanding that vehicle manufacturers need more flexible compliance options under the Advanced Clean Trucks rule. Manufactu...
	HD Omnibus Amendments
	The HD Omnibus Rules require manufacturers to deliver lower emitting conventionally fueled engines for sale in Oregon. During the transition period (2024-2026), certified compliant engines would be required to reduce oxides of nitrogen, or NOx emissio...
	The HD Omnibus Rules were originally intended to be implemented in Oregon beginning with engine model year 2024. A one-year delay was adopted by the EQC in November 2023. An additional year delay was temporarily adopted by the EQC in November 2024 due...
	How this rulemaking addresses the reasons for doing the rulemaking
	ACT rule
	The current proposed rule would update Oregon’s existing Advanced Clean Trucks Regulation to match revisions adopted by the California Air Resources Board, maintaining identical rules. The proposed Increased Deficit Makeup Period, which provides manuf...
	HD Omnibus Amendments
	The proposed HD Omnibus amendments would delay the implementation of OAR Chapter 340, Division 261 (Emission Standards for New Heavy-Duty Trucks) by two years. This two-year delay would extend by one year the temporary rules previously adopted by the ...
	Affected parties
	The proposed rulemaking applies statewide. Affected parties include:
	 Medium- and heavy-duty vehicle and engine manufacturers
	 Medium- and heavy-duty vehicle dealerships
	 Medium- and heavy-duty vehicle purchasers
	 The public
	Outreach efforts and public and stakeholder involvement
	DEQ announced the rulemaking and advisory committee process via GovDelivery. Through that announcement, DEQ invited the public to attend each of its three virtual advisory committee meetings. DEQ added advisory committee meeting information to DEQ’s p...
	DEQ continued to engage with a variety of stakeholders about these rule updates. Following the EQC’s adoption of temporary rules in November 2024 to adopt recent CARB ACT amendments and delay implementation of the HD Omnibus rules for one year, DEQ me...
	 Fleet representatives
	 A variety of trade associations
	 Vehicle dealer and repair service representatives
	 Vehicle and engine manufacturers
	 Environmental advocacy groups
	Brief summary of fiscal impact 3F
	Advanced Clean Trucks Amendments
	The amendments, which provide additional flexibilities, could lead to lower costs for manufacturers, fleets, and dealers. Manufacturers could experience a reduction in short-term financial pressures by having additional time to comply with the rules. ...
	HD Omnibus Amendments
	The proposed rule amendments delay the implementation of the HD Omnibus rules for two years, until 2027, and adopt recent CARB amendments for zero emission powertrains by reference. This action would have a fiscal and economic impact. Compared to the ...
	Both the ACT and HD Omnibus proposed amendments may result in less emissions reductions than expected along all routes where medium- and heavy-duty vehicles travel and will impact members of the public – especially those living, working, and recreatin...
	Statement of need
	Advanced Clean Trucks
	HD Omnibus

	Federal relationship
	ORS 183.332, 468A.327, and OAR 340-011-0029 require DEQ to attempt to adopt rules that correspond with existing equivalent federal laws and rules unless there are reasons not to do so.  Adopting these rules would harmonize the already existing Oregon ...
	ACT Amendments
	The ACT rules adopted by the EQC in 2021 require medium- and heavy-duty vehicle manufacturers to gradually increase the number of new plug-in hybrid and zero emission trucks sold as a percentage of their overall sales. This is unique to California’s r...
	Starting in 2027, the new federal regulation, “Greenhouse Gas Emissions Standards for Heavy-Duty Vehicles – Phase 3,” requires heavy-duty vocational vehicles to meet stricter emission standards. The federal regulations are structurally different from ...
	HD Omnibus
	The HD Omnibus rules adopted by the EQC in 2021 are more stringent than the current 2024-2026 federal standards for NOx and PM, as well as several other provisions, including a low load testing cycle and longer warranty requirements. The rules are des...
	The current proposed rules will continue to impose requirements that differ from or are in addition to federal requirements. DEQ recommends that the commission approve the adoption of the proposed amendments, which delay the implementation of the HD O...
	Reasons for differing from applicable federal requirements

	As mentioned elsewhere in this section, these proposed rules will ensure that Oregon maintains rules identical to those of California, which is a requirement under Section 177 of the Clean Air Act for states that choose to implement more stringent Cal...
	Oregon’s existing emissions standards, in the form of both Heavy-Duty Low NOx Omnibus and Advanced Clean Trucks Rule, are more stringent than similar federal standards. The Environmental Quality Commission adopted these rules in 2021 to reduce emissio...
	ACT Amendments
	Oregon law establishes that it is the policy of the state to achieve reductions in climate emissions and is a key reason why DEQ is implementing the Advanced Clean Trucks Rule and proposing amendments to the program. Oregon Revised Statute 468A.205 es...
	HD Omnibus Amendments
	The HD Omnibus rules are expected to yield environmental and public health benefits that begin with the year of implementation and continue. One study by the Manufacturers of Emission Controls Association predicted a 17.5% (2,570 tons/year) annual red...
	The predicted benefits of the HD Omnibus rules as described above, as well as state goals to reduce exposure to diesel emissions, justified the original adoption of the HD Omnibus rules by the EQC and justified going beyond the federal medium- and hea...
	What alternatives did DEQ consider and why are you not pursuing them?

	ACT Amendments
	Separate from proposing to adopt California’s recent amendment to expand compliance flexibilities for manufacturers, DEQ considered proposing a new optional credit program. Ultimately, after considering public comments, DEQ decided that the short-term...
	HD Omnibus Amendments
	DEQ considered only codifying the temporary rules previously adopted by the EQC and not including an additional year of delayed implementation to the end of 2026. However, after reviewing public comments submitted following the release of the public n...
	Rules affected, authorities, supporting documents
	Lead division

	Air Quality
	Program or activity

	Standards for medium- and heavy-duty engines and vehicles
	Chapter 340 action
	Documents relied on for rulemaking

	Rules summary
	Fee analysis
	This rulemaking does not involve fees.
	Statement of fiscal and economic impact
	Fiscal and Economic Impact Overview

	DEQ anticipates that the proposed rulemaking will have a fiscal and economic impact. The scope of this fiscal and economic impact statement is to review changes attributable to the specific rule changes proposed in this notice, relative to the current...
	ACT Amendments

	The proposed amendments to the Advanced Clean Trucks (ACT) rule introduce key flexibilities designed to reduce compliance burdens on vehicle manufacturers and ensure a smoother transition to zero-emission vehicles (ZEVs) in Oregon.
	The amendments providing additional flexibilities could lead to lower costs for manufacturers, fleets, and dealers. Manufacturers could experience a reduction in short-term financial pressures by having additional time to comply with the rules. That e...
	HD Omnibus Amendments

	Medium- and heavy-duty vehicle and engine manufacturers, dealers and purchasers would continue to supply and be able to sell and purchase federally certified 2025 and 2026 engines if the proposal to start implementation with engine model year 2027 and...
	General Assumptions
	ACT Amendments

	The proposed amendments to the Advanced Clean Trucks (ACT) rule introduce key flexibilities designed to reduce compliance burdens on vehicle manufacturers and ensure a smoother transition to zero-emission vehicles (ZEVs) in Oregon.
	The amendments providing additional flexibilities could lead to lower costs for manufacturers, fleets, and dealers. Manufacturers could experience a reduction in short-term financial pressures by having additional time to comply with the rules. That e...
	HD Omnibus Amendments

	DEQ anticipates that the proposed rulemaking will have a fiscal and economic impact. Under the proposed HD Omnibus amendments medium- and heavy-duty vehicle and engine manufacturers and dealers would continue to be able to sell new federally certified...
	The fiscal and economic impact of providing additional manufacturer flexibility to certify complete medium-duty ZEVs using the ZEP-CERT program is considered to be zero since the certification pathway remains optional for complete medium-duty ZEVs. No...
	Impacts of greenhouse gas emissions

	The overwhelming scientific consensus is that global warming is primarily caused by human activity, and that major reductions in GHG emissions are urgently needed across all sectors in order to avert the worst effects of climate change. In Oregon, the...
	Higher temperatures, changing precipitation patterns, reduced snowpack, drier summers, and more frequent and damaging fires are being experienced in Oregon. Increased GHG emissions exacerbates drought, tree mortality and the frequency and magnitude of...
	The impact of this proposed rule package on greenhouse gas emission in Oregon is described in the “Greenhouse gas emissions reductions” subsection of the “Statement of cost compliance section” below.
	Impacts of truck and vehicle engine emissions

	Gasoline- and diesel-powered vehicles harm human health and the environment via emissions of pollutants such as fine particulate matter, air toxics, sulfur oxides and oxides of nitrogen, a precursor to the formation of ground level ozone. These emissi...
	Overall, and for the reasons described above, the fiscal impact of Oregon adopting these proposed amendments to the ACT and HD Omnibus Rules is expected to have a direct impact on truck manufacturers, fleet owners, dealers and indirect impact on the p...
	Statement of cost of compliance
	State agencies
	ACT Amendments


	The ACT rule requires vehicle manufacturers that supply trucks for sale in Oregon to deliver ZEV trucks for sale in Oregon, including flexibilities for how they meet their ZEV sales requirements. There is no direct impact on State agencies associated ...
	HD Omnibus Amendments

	DEQ anticipates that the impact to state agencies that purchase new medium- and heavy-duty vehicles will be similar to other local governments and businesses that purchase new medium- and heavy-duty vehicles. The proposed amendments will result in the...
	Local governments
	ACT Amendments Impacts on local governments are expected to be the same as the impacts on state agencies.
	HD Omnibus Amendments


	There are no direct costs of compliance for local governments, however, local governments that purchase new medium- and heavy-duty vehicles, may experience indirect cost savings as described for non-DEQ state agencies on a per-vehicle basis.
	Public
	Benefits of the regulations


	ACT Amendments
	The ACT regulation will result in more medium- and heavy-duty ZEVs in use in Oregon. With more ZEVs on the road replacing conventional trucks, it will reduce emissions of greenhouse gases and other air quality pollutants. Overall, the increased ZEV av...
	The benefits of the proposed ACT amendments through providing more options for manufacturers to meet compliance could reduce the overall cost of ZEV adoption, leading to lower prices for businesses and, ultimately, consumers.
	HD Omnibus Amendments
	The proposed amendments ensure the stability of the new medium- and heavy-duty vehicle market through 2026 by permanently adopting a two-year delayed implementation of the HD Omnibus rule. The amendments would reduce the risk of temporary sales stoppa...
	Greenhouse gas emissions reductions
	One of the key benefits to these rules is the anticipated reduction in CO2 emissions. As discussed earlier, impacts as a result of greenhouse gas emissions are significant and these rules will address some of the threats posed by increased GHG emissio...
	A study by MJ Bradley and Associates looked at the combined effects of adopting the ACT and HD Omnibus in Oregon. It estimated Oregon’s reduction of GHG emissions would be 49.7 MMT amounting to a monetized value of $8.1 billion over the next 30 years....
	Proposed amendments to provide increased flexibilities under the ACT rule and delay of the HD Omnibus rule until 2027 may result in deployment of fewer of the cleanest diesel engines through the end of 2026 and potentially fewer deployed ZEVs due to t...
	Criteria air pollutant emissions reductions
	For these rules, DEQ utilized CARB’s analysis and methodology to estimate the emissions reductions and scaled them to fit Oregon’s demographics and vehicle usage. Analyzing the impacts of the ACT rule only, DEQ estimates the NOx reductions in 2040 to ...
	The HD Omnibus regulation could result in a 17.5% reduction (2,570 tons/year) of on-highway NOx emissions and a 4% reduction (29 tons/year) in on-highway PM2.5 by 2035 in Oregon according to a report from the Manufacturers of Emission Controls Associa...
	The MJ Bradley and Associates study looked at the combined effects of adopting the ACT and HD Omnibus in Oregon. The study estimated it would reduce NOx emission by 223,200 metric tons and PM2.5 by 1,290 metric tons. It could result in potentially avo...
	As described in the CO2 emissions reductions section above, the proposed amendments will erode the criteria pollutant reductions and public health benefits associated with ACT and HD Omnibus by the degree to which vehicle manufactures fail to hit ZEV ...
	Environmental Justice
	Environmental justice is the fair treatment and meaningful involvement of all people regardless of race, color, national origin, culture, education or income with respect to the development, implementation and enforcement of environmental laws, regula...
	If adopted, the proposal to delay implementation of the HD Omnibus rules mean that new, conventionally fueled trucks sold in Oregon in 2025 and 2026, will not be 75% lower NOx emitting as originally intended in the rules. Instead, the requirements for...
	DEQ determined that delaying the HD Omnibus Rule and the risk of losing an additional two years of implementation was preferable to (1) having little to no new diesel engines available for purchase in the medium-duty vehicle segment, (2) reduced produ...
	The Advanced Clean Trucks Rule is designed to increase the penetration of lower emitting, zero emission heavy-duty technology and achieve NOx and GHG emissions reductions through advanced clean technology. The proposed amendments would still preserve ...
	DEQ sought input from representatives of environmental justice and clean air advocacy groups as participants on the rulemaking advisory committee as it developed these proposed amendments.
	Other considerations
	The ACT rule is expected to result in more ZEV trucks in Oregon. Because ZEV trucks require less maintenance than their diesel counterparts, there may be some associated job losses as diesel engine mechanics are less in demand over the long term, 10+ ...
	Anticipated costs of the regulation

	ACT Amendments
	Under the ACT rule, there are no direct costs to the public, since the requirement is only on medium- and heavy-duty vehicle manufacturers to sell ZEV vehicles. However, there may be indirect costs on purchasers, dealers, and the public. Manufacturers...
	HD Omnibus Amendments
	There are no direct costs to the public associated with the proposed amendments because they are focused on new medium- and heavy-duty engine and vehicle manufacturers. However, there may be indirect costs associated with the one-year delayed implemen...
	Large businesses - businesses with more than 50 employees
	ACT Amendments


	Large businesses, specifically truck manufacturers and truck dealers selling new vehicles, are affected by ACT rules. Per CARB’s analysis on the effect of the ACT rules on large businesses, it is anticipated Oregon’s rules would affect the same entiti...
	Medium and Heavy-Duty Vehicle Manufacturers

	The impacts outlined below reflect the costs of complying in Oregon as a result of adopting proposed ACT amendments. The proposed amendments providing additional flexibilities for manufacturers allow for additional compliance options, potentially resu...
	For medium and heavy-duty vehicle manufacturers the proposed amendments will reduce costs of compliance with the Advanced Clean Trucks rule in at least 2025 and 2026, with a potential to reduce costs in 2027 and beyond. Manufacturers will still be req...
	There is some risk to vehicle manufacturers in the event that they have to sell vehicles below cost to purchasers to meet the requirements of the regulation. Those costs could be passed on to conventional diesel or gasoline powered trucks in their man...
	Medium and Heavy-Duty Vehicle Dealers

	Oregon Medium and Heavy-Duty Vehicle Dealers could see immediate relief from the practice of manufacturers limiting the sale of diesel vehicles in Oregon. This means that the amendments and new program will reduce costs associated with lost or delayed...
	Businesses with Medium and Heavy-Duty Vehicle Fleets

	Oregon businesses with fleets of medium and heavy-duty vehicles will not face increased costs as a result of proposed amendments. The ACT rule requires vehicle manufacturers to deliver ZEV trucks for sale in Oregon, including flexibilities for how the...
	Fleets can purchase the vehicles that best suit their business needs which may or may not include ZEVs. However, the ACT regulation will result in an increased number of ZEVs for purchase and provide additional options for purchasers and fleets. Addit...
	Currently, medium- and heavy-duty ZEVs are more expensive to purchase than gasoline or diesel trucks, however, the overall total cost of ownership is less than conventional trucks due to reduced fuel and maintenance costs. According to CARB’s analysis...
	The proposed amendments provide increased flexibilities, compliance options, credit availability, and other provisions easing the transition to zero emissions vehicles. Currently, vehicle manufacturers are not providing adequate supply of medium- and ...
	HD Omnibus Amendments

	Under the proposed rules, large businesses that manufacture medium- and heavy-duty engines are expected to experience increased sales compared to status quo. The predicted increase in sales would be due to avoided 2025 and 2026 market disruptions such...
	There are no direct costs of compliance for large businesses who are exclusively purchasers of new medium- and heavy-duty vehicles. However, these businesses may experience the indirect benefit of reduced costs under the proposed rules identical to th...
	For large businesses that sell new medium- and heavy-duty vehicles, indirect benefits are primarily associated with increased sales compared to the status quo directly related to avoided 2025 and 2026 market disruptions. That is because adoption of th...
	There are no direct costs of compliance for large businesses who are involved in carrying out warranty repairs on medium- and heavy-duty vehicles. However, if the proposed amendments are adopted, there could be indirect costs on these businesses assoc...
	Small businesses – businesses with 50 or fewer employees
	a. Estimated number of small businesses and types of businesses and industries with small businesses subject to proposed rule.


	ACT Amendments
	Under the proposed ACT rules, no small businesses would incur compliance costs to sell MHD ZEV trucks because they are exempt from the requirements if they sell fewer than 500 vehicles in a year. Small businesses may see indirect impacts as a result o...
	HD Omnibus Amendments
	Under the proposed HD Omnibus rule amendments, there are no small businesses directly affected; therefore, no estimated number is provided. All the vehicle manufacturers subject to the requirements have more than 50 employees. However, small businesse...
	For small businesses who purchase new medium- and heavy-duty vehicles, indirect costs are identical to costs described for non-DEQ state agencies on a per-vehicle basis.
	For small businesses that sell new medium- and heavy-duty vehicles, indirect benefits are primarily associated with 1) cost savings related to avoided 2025 and 2026 market disruptions such as potential temporary manufacturer sales stoppages of medium-...
	For small businesses that are involved in warranty repairs for new medium- and heavy-duty vehicles the indirect costs would be similar to those described for large businesses engaged in similar warranty repair work.
	b. Projected reporting, recordkeeping and other administrative activities, including costs of professional services, required for small businesses to comply with the proposed rule.

	Under the proposed ACT rules, no activities are required of small businesses to comply with the proposed rules, unless they are a manufacturer with more than 500 sales per year.
	Under the HD Omnibus proposed rule amendments there are no anticipated direct increased costs to small businesses associated with reporting, recordkeeping and other administrative activities.
	c. Projected equipment, supplies, labor and increased administration required for small businesses to comply with the proposed rule.

	ACT Amendments
	Under the proposed ACT rules, no additional activities are required of small businesses to comply with the proposed rules unless they are a manufacturer with more than 500 sales per year.
	HD Omnibus Amendments
	Under the HD Omnibus proposed rule amendments there are no anticipated direct increased costs to small businesses associated with equipment, supplies, labor and increased administration.
	d. Describe how DEQ involved small businesses in developing this proposed rule.

	DEQ included organizations that represented small businesses on the Clean Truck Rules 2025 Updates Advisory Committee. The committee advised DEQ on the cost of compliance for small businesses.
	Documents relied on for fiscal and economic impact
	Advisory committee fiscal review

	DEQ appointed an advisory committee.
	As ORS 183.333 requires, DEQ asked for the committee’s recommendations on:
	 Whether the proposed rules would have a fiscal impact,
	 The extent of the impact, and
	 Whether the proposed rules would have a significant adverse impact on small businesses; if so, then how DEQ can comply with ORS 183.540 reduce that impact.
	ACT Amendments

	Committee members agreed with Oregon DEQ’s analysis that proposed rules could result in indirect costs to the public and Oregon public and private fleets. Committee members expressed concern about potential reductions in air quality benefits associate...
	HD Omnibus Amendments

	The committee provided feedback on the overall draft fiscal and economic impact analysis provided by DEQ. Committee member concerns included interest in delaying the rules until 2027 to align with the federal requirements, the complexity of the rules,...
	Housing cost
	As ORS 183.534 requires, DEQ evaluated whether the proposed rules would have an effect on the development cost of a 6,000-square-foot parcel and construction of a 1,200-square-foot detached, single-family dwelling on that parcel. DEQ determined the pr...
	ACT Amendments

	The Advanced Clean Trucks Rule is being revised to incorporate commitments made between the California Air Resources Board (CARB) and the truck manufacturers in the Clean Truck Partnership.13F  The proposed changes include:
	 Increased Deficit Makeup Period – Manufacturers now have three years instead of one year to balance their ZEV deficits.
	 New definition for how credits are generated – Manufacturers can now generate a credit based on a vehicle delivered for sale, rather than to the ultimate purchaser in Oregon.
	 Additional flexibility in 2026 for the cleanest Heavy Heavy-Duty (HHD) Engines - Specific HD Omnibus certified engines would not generate deficits in 2026 under the ACT Rule, easing compliance for manufacturers of the subject heavy heavy-duty intern...
	In addition to these proposed rule changes, on May 15th, 2025, DEQ issued enforcement discretion for model years 2025 and 2026 in response to federal uncertainty in Oregon’s truck market.
	These proposed amendments will increase compliance options and flexibility in addition to providing additional credits for manufacturers, reducing the total short-term delivery of zero emissions vehicles for sale in Oregon as required by the existing ...
	Any discussion of potential housing cost increases or impacts is necessarily focused on the indirect impacts on the cost of transporting of housing construction materials from the existing Advanced Clean Trucks Rule requirements to deliver and make in...
	HD Omnibus Amendments

	The proposed rule amendments would:
	1) Delay implementation of the Emission Standards for New Heavy-Duty Trucks (HD Omnibus) in OAR Chapter 340, Division 261 by two years. The proposed rule would delay the start of these new regulations from engine model year 2025 to engine model year 2...
	2) Update the existing HD Omnibus rules to match revisions adopted by California in 2024 that allow complete MD ZEVs to be certified under the zero-emission powertrain certification program.
	3) Eliminate certain rule references to trailers that were overturned in a court challenge.
	If the proposed HD Omnibus amendments are adopted indirect impacts to transportation costs that are related to the supply of new medium- and heavy-duty vehicles are possible. DEQ is unable to estimate the extent of such an impact. However, that impact...
	These indirect impacts to transportation costs could lead to an indirect effect on housing development costs because the rules could influence the price of materials and/or services used in housing construction. For example, manufacturers subject to t...
	Racial equity
	ORS 183.335(2)(a)(F) requires agencies to provide a statement identifying how adoption of the rule will affect racial equity in this state.
	Medium- and heavy-duty engine and vehicle emissions disproportionately impact some communities more than others. Increased exposures to these sources of pollution can be due to working and living in close proximity to major transportation corridors, d...
	ACT amendments

	DEQ's racial equity analysis focuses on how the proposed Advanced Clean Trucks rules impact racial equity. The adoption of California’s recent amendments to the Advanced Clean Trucks Rule, which provide additional compliance flexibilities for manufact...
	HD Omnibus amendments

	A two-year delay in stronger emissions standards means continued exposure to elevated levels of NOx from new conventionally fueled medium- and heavy-duty vehicles, further exacerbating existing health disparities and environmental injustices. Action t...
	Environmental justice considerations
	Environmental justice is the fair treatment and meaningful involvement of all people regardless of race, color, national origin, culture, education or income with respect to the development, implementation and enforcement of environmental laws, regula...
	Increased exposures to these sources of pollution can be due to working and living in close proximity to major transportation corridors, distribution centers and/or industrial facilities that typically concentrate medium-and heavy-duty truck traffic. ...
	ACT amendments

	The proposed amendments likely mean communities will not experience the benefits of lower healthcare costs and improved health care in the near term due to potentially fewer ZEVs deployed in Oregon. Overall, the rule provides requirements for increasi...
	HD Omnibus amendments

	DEQ recognizes that emissions from medium- and heavy-duty vehicles disproportionately impact some communities more than others. Those communities are typically lower income and have more people that identify as black, indigenous and people of color.14...
	In addition, increased flexibilities for manufacturers to certify complete MD ZEVs under the CARB amendments are considered to be emissions neutral based on analysis by the CARB. DEQ sought input from specific environmental justice communities and cle...
	DEQ determined that:
	1) Failure to adopt a two-year delay to the HD Omnibus rules risks creating significant challenges to implementation if (1) the rules only end up applying for a portion of engine model year 2025, (2) manufacturers restrict new vehicle supply due to li...
	2) Failure to adopt the recent CARB amendments to the ZEP-CERT program puts the original rule at risk of not meeting the identicality requirements described in Section 177 of the Federal Clean Air Act.
	3) The pollution reduction benefits to be gained from the implementation of the rules starting with model year 2027 and beyond outweighs the loss of engine model years 2025 and 2026 alone.
	4) The risk of losing the emissions benefit to environmental justice communities beginning in 2027 and beyond is not a preferred outcome.
	5) The proposed rules related to delayed implementation pose the least harm to communities suffering from disproportionate impacts associated with medium- and heavy-duty vehicle pollution.
	Land use
	Land-use considerations

	In adopting new or amended rules, ORS 197.180 and OAR 340-018-0070 require DEQ to determine whether the proposed rules significantly affect land use. If so, DEQ must explain how the proposed rules comply with statewide land-use planning goals and loca...
	Under OAR 660-030-0005 and OAR 340 Division 18, DEQ considers that rules affect land use if:
	 The statewide land use planning goals specifically refer to the rule or program, or
	 The rule or program is reasonably expected to have significant effects on:
	 Resources, objects, or areas identified in the statewide planning goals, or
	 Present or future land uses identified in acknowledge comprehensive plans
	DEQ determined whether the proposed rules involve programs or actions that affect land use by reviewing its Statewide Agency Coordination plan. The plan describes the programs that DEQ determined significantly affect land use. DEQ considers that its p...
	Statewide goals also specifically reference the following DEQ programs:
	 Nonpoint source discharge water quality program – Goal 16
	 Water quality and sewage disposal systems – Goal 16
	 Water quality permits and oil spill regulations – Goal 19
	Determination

	DEQ determined that these proposed rules do not affect land use under OAR 340-018-0030 or DEQ’s State Agency Coordination Program.
	EQC prior involvement
	The Oregon's Environmental Quality Commission:
	 Adopted the original Advanced Clean Trucks rule and Heavy-Duty Low NOx Omnibus rule on Nov. 17, 2021.
	 Adopted temporary rules amending these programs on Nov. 21, 2024, to incorporate recent rule changes by California and maintain identicality.
	 Heard informational items from DEQ staff on March 13, 2025, and May 8, 2025, about the cost of vehicles, charging infrastructure and vehicle availability, and ongoing interested party engagement related to these rules.
	Advisory committee
	Background

	DEQ convened the Clean Truck Rules 2025 Updates advisory committee. The committee included representatives from truck and engine manufacturers, environmental organizations, vehicle dealers, vehicle service providers, trade associations, and public fle...
	The committee members were:
	Meeting notifications

	To notify people about the advisory committee’s activities, DEQ:
	 Sent GovDelivery bulletins, a free e-mail subscription service, to the following lists:
	o Climate Protection Program
	o DEQ Public Notices
	o Diesel and Biodiesel
	o Greenhouse Gas Programs
	o Greenhouse Gas Reporting
	o Low Emission/Zero Emission Vehicle Program
	o Oregon Clean Fuels Program
	o Oregon Clean Vehicle Rebate Program
	o Rulemaking
	o Third Party Verification Program
	o Truck Efficiency/Reduced Idling
	o Vehicle Inspection Program Updates
	 Posted meeting information and materials on the rulemaking web page.
	 Added advisory committee announcements to DEQ’s calendar of public meetings at DEQ Calendar.
	Committee discussions

	In addition to the recommendations described under the Statement of Fiscal and Economic Impact section above, the committee was informed about the impacts of diesel pollution in Oregon15F , background and context for the initial adoption of the rule i...
	 The importance of the ACT and HD Omnibus rules for improving air quality and reducing the public health impact of pollution from the transportation sector
	 Availability of new conventionally fueled medium- and heavy-duty vehicles for sale in Oregon
	 Suitability of new medium- and heavy-duty ZEVs for different end uses
	 Availability of ZEV credits
	 Sales of medium- and heavy-duty ZEVs
	 Maintaining rules that are identical with California
	 Exemption of additional specific vehicles sectors
	In addition, committee members provided their perspective on the anticipated impact of the existing rules and proposed amendments. Their input ranged from support for maintaining the current rule implementation schedule to support for delaying impleme...
	ACT Amendments

	The committee discussed the proposal to adopt CARB’s recent amendments to the ACT rule as well as the previously proposed Oregon’s Optional Credit Program, providing an additional compliance pathway for manufacturers who choose to participate. Committ...
	Committee members pointed out acute needs for truck availability across the Oregon medium and heavy-duty market. They largely disagreed with each other on the best and most effective strategies to achieve this goal. Some argued that increased delivery...
	The Rulemaking Advisory Committee spent a lot of time talking about the anticipated air quality and climate emissions impacts of the proposed rules. Committee members stated with equal confidence that emissions benefits would occur only if ACT rules w...
	HD Omnibus Amendments

	The committee discussed the HD Omnibus proposed draft rules to permanently delay rule implementation by one year (codifying the previously adopted temporary rule). Some committee members expressed concern that further postponement of these rules would...
	Public engagement
	Public notice

	DEQ provided notice of the proposed rulemaking and rulemaking hearing by:
	 On March 28, 2025, Filing notice with the Oregon Secretary of State for publication in the April 2025 Oregon Bulletin;
	 Posting the Notice, Invitation to Comment and Draft Rules on the web page for this rulemaking, located at: Clean Truck Rules 2025 Updates;
	 Emailing approximately 28,288 interested parties on the following DEQ lists through GovDelivery:
	o Rulemaking
	o DEQ Public Notices
	o Diesel and Biodiesel
	o Low Emission/Zero Emission Vehicle Program
	o Truck Efficiency/Reduced Idling
	 Emailing the following key legislators required under ORS 183.335:
	o Representative John Lively, Chair, House Committee on Climate, Energy, and Environment
	o Senator Janeen Sollman, Chair, Senate Committee on Energy and Environment
	o House Speaker Julie Fahey
	o Senate President Rob Wagner
	 Emailing advisory committee members,
	 Posting on the DEQ event calendar: DEQ Calendar
	Public hearing
	DEQ held two public hearings. DEQ received a total of 30 comments at the hearings. Later sections of this document include a summary of the 666 comments received during the open public comment period, DEQ’s responses, and a list of the commenters. Ori...
	Presiding officers’ record
	Hearing 1


	Date: Wednesday, April 30, 2025
	Place: Online
	Start time: 2:24 p.m.
	End time: 3:05 p.m.
	Presiding officer: Rachel Sakata, Air Quality Transportation Strategies Section

	The presiding officer convened the hearing, summarized procedures for the hearing, and explained that DEQ was recording the hearing. The presiding officer asked people who wanted to present verbal comments to type their name in the meeting chat to ind...
	As Oregon Administrative Rule 137-001-0030 requires, the presiding officer summarized the content of the rulemaking notice.
	53 people attended by webinar. 10 people commented orally, and 1 person submitted written comments at the hearing.
	Hearing 2

	Date: Tuesday, May 6, 2025
	Place: Online
	Start time: 2:19 p.m.
	End time: 3:19 p.m.
	Presiding officer: Rachel Sakata, Air Quality Transportation Strategies Section

	The presiding officer convened the hearing, summarized procedures for the hearing, and explained that DEQ was recording the hearing. The presiding officer asked people who wanted to present verbal comments to type their name in the meeting chat to ind...
	As Oregon Administrative Rule 137-001-0030 requires, the presiding officer summarized the content of the rulemaking notice.
	49 people attended by webinar. 19 people commented orally at the hearing.
	Summary of public comments and DEQ responses
	Public comment period

	DEQ accepted public comment on the proposed rulemaking from March 28, 2025, until 4 p.m. on May 7, 2025.
	For public comments received by the close of the public comment period, the following section organizes comments into 74 categories with cross references to the commenter number. DEQ’s response follows the summary. Original comments are on file with DEQ.
	DEQ changed the proposed rules in response to comments described in the response sections below.
	Comment #1: General support for the Clean Truck Rules 2025 amendments

	DEQ received 3 comments in this category from commenters 31, 43, 493 expressing general support for the proposed amendments to the Clean Truck Rules.
	Response:
	These amendments were designed to provide targeted short-term relief without undermining the long-term goals of the ACT and Heavy-Duty Low NOx Omnibus rules. By aligning with California’s updates, Oregon ensures consistency across the West Coast, enab...
	This approach helps mitigate near-term disruption while reinforcing the rules’ public health and climate benefits. The amendments maintain all the California requirements and advance implementation with practical and temporary adjustments that allow m...
	Comment #2: General opposition to the Clean Truck Rules 2025 amendments

	DEQ received 3 comments in this category from commenters 240, 341, 472 expressing general opposition to the proposed amendments to the Clean Truck Rules.
	
	Response:
	DEQ acknowledges concerns about the 2025 amendments. The agency carefully considered these perspectives and sought a balanced path forward. The amendments do not change the overall structure or targets of the ACT or HDO rules. Rather, they temporarily...
	This policy choice reflects DEQ’s commitment to climate and air quality while responding to stakeholder feedback regarding market disruption, supply chain bottlenecks, and economic pressures. Oregon remains firmly on track to implement the full Clean ...
	Comment #3: General support for the Clean Truck Rules overall

	DEQ received 308 comments in this category.
	 Commenters 5, 13, 14, 15, 19, 27, 29, 33, 34, 35, 36, 37, 38, 39, 40, 41, 42, 54, 55, 56, 57, 58-65, 66-87, 89-130, 197, 218, 240, stated that it makes sense to synchronize our policies with California.
	 Commenter 15 states that they live on an arterial street and that they believe these rules will help with reducing particulate matter on and around their property, improving the breathability of the air.
	 Commenter 19 describes both rules as “a crucial step in tackling diesel pollution.”
	 Commenter 277 supports the rules because we are at a climate tipping point, and we need to take every opportunity to reduce emissions. Trucks are a big part of the emissions footprint, and these rules complement other climate rules already in place.
	 Commenters 16, 17, 20, 28, 30, 31, 45-53, 97, 135, 161, 167, 203, 218, 239, 275, 278, 280, 281, 282, 284, 285, 286-289, 291-293, 295, 296, 298, 299, 302, 304, 306, 308, 314, 323-462, 465, 469, 471, 473, 475, 476+, 479, 487, 488, 491, 493, 494, 496, ...
	 Commenter 479 stated that Oregon needs clean transportation policies to meet our state’s climate and clean air goals.
	 Commenter 469 stated that addressing pollution from heavy-duty trucks in Oregon is a win for the climate and a win for social justice.
	Response:
	DEQ believes the Clean Truck Rules are essential to reducing diesel pollution, improving public health, and addressing climate change. The ACT and Omnibus rules represent proven, science-based strategies to reduce harmful air pollutants and greenhouse...
	The rules’ structure, including a gradual phase-in, flexibility for manufacturers, and alignment with other states helps ensure they are achievable while protecting Oregon residents and the environment. DEQ remains committed to using this policy frame...
	Comment #4: General opposition to the Clean Truck Rules overall

	DEQ received 18 comments in this category.
	 Commenters 2, 3, 4, 6, 7, 8, 9, 12, 21, 22, 23, 24, 32, 226, 322+, 480 expressed general opposition.
	 Commenter 21 questions if carbon molecules truly affect climate and wonders if the proposed rules are for the purpose of mitigating climate change or are they for profit? Thinks that “adopting policy from any state having a fiscal track record like ...
	Response:
	Some commenters expressed skepticism about the Clean Truck Rules’ necessity or their economic impacts. DEQ understands that these rules, over the long term, represent significant changes. However, the proposed rules were carefully developed to ensure ...
	DEQ’s obligation is to protect public health and implement effective emissions reduction strategies. The Clean Truck Rules were adopted following robust public process and analysis and remain central to Oregon’s climate action and air quality improvem...
	Comment #5: Clean Truck Rules – Delay implementation of the rules

	DEQ received 181 comments in this category.
	
	 Commenter 322+ requested that the rules be delayed for at least two years.
	 Commenters 242, 245, 248, 251, 252, 255, 256, 258, 260-273, 300, 303, 305, 311, 315, 317-319, 464, 480, 486, 490, 492, 497, 501 ask for the rules to be delayed 10 years or more
	 Commenters 97, 135, 161, 323-462 stated that manufacturers should commit to complying with the rules in good faith as a condition of adopting any delays.
	Response:
	DEQ has responded to concerns about ACT implementation timing by issuing enforcement discretion for model years 2025 and 2026. This grace period allows manufacturers to continue delivering internal combustion engine vehicles to the Oregon market witho...
	Comment #6: Clean Truck Rules – Do not delay implementation of the rules

	DEQ received 329 comments in this category.
	 Commenters 197, 466, 479, 650, 656, 657 stated that the rules are long overdue and should not be delayed.
	 Commenters 54-87, 89-166, 168-196, 198-202, 204-217, 219-220, 231, 241, 243, 249, 279, 290, 330, 331, 340, 341, 487, 495, 498, 500, 502-644 stated that DEQ should not change the rules adopted in 2021 just because local manufacturers spent the last f...
	 Commenter 470, 476+, 479 stated that delaying clean truck policies will directly harm low-income communities and communities of color which are disproportionately exposed to harmful diesel emissions.
	 Commenter 475 stated that when we delay rules like this, we are sending a clear message: corporate profits matter more than the health and lives of Oregonians.
	Response:
	DEQ agrees that action is needed to address the public health impacts of diesel pollution. One of the primary reasons that the EQC adopted these technology forcing rules in 2021 was to reduce diesel pollution from medium- and heavy-duty vehicles. The ...
	The 2025 proposed amendments attempt to maintain the trajectory of Oregon’s climate and diesel pollution reduction goals by reducing emissions over time. They also provide targeted enforcement flexibility in response to new economic and political unce...
	Comment #7: Clean Truck Rules – Costs to small businesses

	DEQ received 7 comments in this category.
	 Commenters 3, 8, 9, 25, that stated small and medium-sized businesses that are forced to comply with the Clean Truck Rules face substantial financial burdens associated with these technology-forcing mandates. Some of these burdens are said to direct...
	 Commenter 25 states that implementing these rules now will have massive costs that will bury small businesses. Believes the small businesses that survive will be passing off these massive costs to consumers.
	 Commenter 257 stated a concern that the trucks they have purchased within the last year may not pass emissions standards much longer and that they cannot afford to buy new trucks only to have them become non-compliant within 1-2 years.
	 Commenter 322+ stated that the rules threaten small businesses that upfit and service diesel equipment. They also stated that the rules have effectively banned access to new clean diesel models, threatened American auto jobs by restricting engine ma...
	Response:
	DEQ acknowledges concerns raised by small businesses and has structured the Clean Truck Rules to allow flexibility and support. Enforcement discretion, credit trading, exemptions for low-volume manufacturers, and state incentive programs are all inten...
	DEQ is also evaluating how future funding opportunities and incentive program adjustments can be better tailored to support small fleets and rural businesses. The agency is committed to an equitable transition that recognizes the needs of Oregon’s sma...
	Comment #8: Clean Truck Rules – Economic impacts

	DEQ received 14 comments in this category.
	 Commenters 3, 22, 23, 26, 244 stated that the increased compliance costs associated with these rules will result in higher overall prices for goods and services when those costs are passed on to consumers. The costs have disproportionate impacts on ...
	 Commenter 22 states that fire trucks for emergency response cost $1 million and asks what happens when an EV battery for a fire truck dies. Questions if diesel backup generators would be used as the solution. Believes that “nothing can match a diese...
	 Commenters 22, 23, 26 Say that manufacturers and dealers cannot sell diesel trucks because they are being forced to prioritize ZEV trucks that either underperform or don’t exist. State that blue collar jobs, truck drivers’ livelihoods, and overall e...
	 Commenter 244 stated that being a CARB opt-in state is expected to have a negative impact on employment within the transportation industry in Oregon.
	 Commenters 470, 476+, 479, 491 stated that the rules are projected to prevent premature deaths and yield over $2 billion in net benefits annually through 2050 including avoided health costs. Commenter 294 shared a similar perspective with slightly d...
	Response:
	DEQ’s rulemaking was informed by analyses demonstrating that long-term public health savings, reduced operating costs for fleets, and climate benefits outweigh initial expenditures. The ACT rules do not require fleets to purchase ZEVs and allow compli...
	Federal and state incentives, utility investment, and workforce development efforts are in place to reduce burdens and create new opportunities. DEQ will continue to work with partners to manage impacts while securing lasting economic and environmenta...
	Comment #9: Clean Truck Rules – Market impacts

	DEQ received 5 comments in this category.
	 Commenters 3, 27 stated that these rules undermine the principles of free- market capitalism and that by forcing businesses to comply with these rules the state is stifling innovation and creating an environment where companies are not free to explo...
	 Commenter 27 believes that the proposed rules will help with market certainty, affirming clean technology.
	 Commenters 470, 479 stated that the rules provide ample flexibility, including multiple compliance pathways with no mandatory purchase requirements for dealers or fleets ensuring that clean trucks are feasible and achievable without straining busine...
	Response:
	The ACT rules allow manufacturers to retain discretion over how to meet sales targets, and fleets are not required to purchase any specific technology. Rather, the rule ensures zero emission trucks enter the market over time in areas where existing te...
	DEQ believes that this structure fosters innovation, supports long-term investment, and provides regulatory certainty. While the shift may be challenging, it is necessary to meet Oregon’s climate and health goals. However, despite the flexibilities bu...
	Comment #10: Clean Truck Rules – Alternative policy recommendations

	DEQ received 56 comments in this category.
	 Commenter 3 stated that what is needed are more flexible, market-driven approaches that allow for innovation and empower businesses to invest in sustainable solutions without the threat of government overreach.
	 Commenter 11 stated that DEQ should incentivize 50mg NOx or better heavy-duty trucks either through a regulatory change, a fee structure, or other mechanism that does not require federal approval. They also stated that DEQ should work with CARB to d...
	 Commenter 12 requested that DEQ and the EQC draft a letter to CARB asking that they amend their regulations so that section 177 states that would like to adopt identical rules would have the flexibility to make progress while infrastructure develops...
	 Commenters 13, 14, 16, 17, 20, 28, 30, 31, 45-53, 167, 203, 218, 239, 275, 278, 281, 282, 284, 286-289, 291-293, 295, 296, 298, 299, 302, 304, 306, 308, 314, 465, 471, 473, 494, 496, 499, 645-648 suggested that a strong reliance on data is needed to...
	 Commenter 320 stated that it would be simpler and more effective to phase out older trucks that are on the road which would cut more pollution than the ACT and is a more realistic approach similar to what is being done in the Portland Metro, but it ...
	Response:
	DEQ appreciates constructive alternatives and will continue to explore complementary solutions. The current rule framework was adopted to ensure consistency with California, as required by federal law under Section 177 of the Clean Air Act. Flexibilit...
	DEQ is actively using the flexibility within the existing rule to support a smooth transition. This includes temporary enforcement discretion, investment in fleet incentive and infrastructure programs, and ongoing coordination with other states and CA...
	Comment #11: Clean Truck Rules 2025 Amendments harms proactive engine manufacturers that planned delivery of cleaner ICE engines ahead of schedule

	DEQ received 1 comment in this category from commenter 11 stating that delaying the ACT with optional credits while at the same time delaying the implementation of Omnibus regulations sends a negative message to proactive OEMs who made investments nec...
	Response:
	DEQ recognizes and values the early action taken by some manufacturers to produce cleaner ICE engines. These engines contribute meaningfully to emissions reductions and the proposed rules do not restrict these engines from being sold in Oregon. DEQ un...
	The ACT temporary enforcement discretion for 2025 and 2026 along with the proposed delayed implementation of the HD Omnibus rules until 2027 are actions designed to provide relief to the broader industry during a time of significant federal and market...
	Comment #12: Clean Truck Rules 2025 Amendments should not allow the proliferation of diesel trucks

	DEQ received 1 comment in this category from commenter 11 stating that DEQ should not allow the proliferation of diesel trucks under the proposal.
	Response:
	Diesel is the dominant fuel used by the commercial transportation sector and diesel engines offer fuel economy, power and durability. Despite the operational advantage of diesel trucks the pollutants that they emit are harmful. The Clean Truck Rules a...
	Comment #13: Advanced Clean Trucks Rule – General support for rule

	DEQ received 10 comments in this category from commenters 88, 239, 312, 381, 402, 482, 485, 491, 499, 659 expressing general support for the rule.
	Response:
	DEQ welcomes continued support for the ACT rule. The structure of the rule is carefully crafted to allow market adaptation while steadily increasing the availability of zero-emission trucks. The rule’s benefits are especially important for reducing di...
	Comment #14: Advanced Clean Trucks Rule – General support for adoption of CARB amendments

	DEQ received 3 comments in this category from commenters 294, 484, 499 expressing general support for the adoption of the CARB amendments.
	Response:
	Proposing the CARB amendments ensures Oregon maintains legal consistency with Section 177 requirements and retains access to a broader regional market of ZEV vehicles. This decision protects Oregon consumers and manufacturers from regulatory fragmenta...
	Comment #15: Advanced Clean Trucks Rule – General opposition to rule

	DEQ received 21 comments in this category.
	 Commenters 1, 4, 9, 10, 26, 223, 225, 226, 227, 229, 283, 313, 316, 319, 320, 474, 478+, 480, 661 expressing general opposition to the rule.
	 Commenters 478+, 661 stated that the rule should be repealed.
	Response:
	DEQ understands that some stakeholders remain opposed to the ACT rule. However, the agency’s responsibility is to protect public health and implement policies that meet Oregon’s environmental mandates. The ACT rule is a key component of the state’s em...
	In response to these disruptions DEQ committed to enforcement discretion for model years 2025 and 2026. This directive temporarily relieves manufacturers from penalties related to ZEV sales shortfalls but requires continued availability of ICE vehicle...
	Comment #16: Advanced Clean Trucks Rule – Uphold and strengthen the rule

	DEQ received 158 comments in this category.
	 Commenters 246, 312, 443, 493 stating that DEQ should uphold and strengthen the ACT program.
	 Commenter 254 stated that DEQ should not allow truck manufacturers to evade the ACT rule.
	 Commenters 97, 135, 161, 312, 323-462 stated that DEQ should not reward manufacturer non-compliance.
	 Commenters 276, 466, 470, 491, 499, 650, 659 stated that the ACT rule should not be delayed or further weakened.
	 Commenter 294 stated that the ACT structure when you include the 2024 CARB amendments and the expected additional 2025 CARB amendments already include sufficient and meaningful compliance flexibilities.
	 Commenter 294 stated that an effective delay of rule implementation will reduce the availability of ZE trucks and delay movement toward upfront price parity among ZE and ICE truck models.
	Response:
	DEQ agrees that the ACT rule is important from an environmental and public health perspective and includes a range of flexibilities. The proposed rule maintains the regulations from 2027 through 2035, ensuring the long-term integrity of the program. O...
	Comment #17: Advanced Clean Trucks Rule – Delay implementation of the rules

	DEQ received 85 comments in this category.
	 Commenters 7, 12, 18, 23, 25, 43, 44, 222, 224, 235, 237, 244, 257, 301, 316, 320, 321, 463, 489, 661, 665 requested a delay in general.
	 Commenter 7 stated ACT implementation should be at least 3 years.
	 Commenters 8, 12, 43, 222, 224, 226, 229, 232, 233, 234, 236, 238, 253, 274, 283, 301, 313, 467, 468, 652, 660 requests delay of the ACT until 2027.
	 Commenters 242, 245, 248, 251, 252, 255, 256, 258-273, 300, 303, 305, 311, 315, 317-319, 464, 480, 486, 490, 492, 497, 501 requested a delay of at least 10 years.
	 Commenter 25 requests slowing down to give technology and infrastructure a chance to develop in a way that fully supports meeting the requirements of the proposed rules.
	 Commenter 225 asks to delay the enforcement timeline for heavy-duty sectors with limited ZEV options.
	 Commenters 477 asks to delay the ACT until at least 2027 and include an easy method for further delays.
	 Commenter 43 requested enforcement discretion as the method to delay.
	Response:
	DEQ agrees that the new truck market dynamics in Oregon are not functioning properly. In particular, the preferred ACT compliance strategy of manufacturers not delivering internal combustion engine trucks to Oregon’s market to avoid accruing any defic...
	Comment #18: Advanced Clean Trucks Rule – Exemptions for specialized vehicles

	DEQ received 6 comments in this category.
	 Commenter 12 stated that some of these specialized uses should be exempt because of how difficult it is to acquire credits especially for secondary manufacturers and dealers.
	 Commenter 225 stated that there should be clear exemptions or waivers for specialized vehicles such as fuel tankers.
	 Commenter 271 stated that there should be an exemption or carve-out for small rural trucking companies or else the rules will threaten local economies and jobs.
	 Commenter 283 stated that waste and recycling trucks should be exempt from the rule.
	 Commenter 480 stated that DEQ is contradictory in exempting motor coaches and emergency vehicles because these carveouts validate that ACT is too impractical or expensive.
	 Commenter 662 stated that recreational vehicles should be exempt from this rule because there are no options for ZE RVs.
	Response:
	The ACT rule allows flexibility for manufacturers to comply across different vehicle classes, with low initial sales targets, and credit trading mechanisms. The current ZEV sales percentage targets are intentionally modest, allowing manufacturers to c...
	Comment #19: Advanced Clean Trucks Rule – Rule does not ban diesel vehicles

	DEQ received 1 comment in this category from commenter 651 stating that even with cautious growth assumptions, Oregon can expect over 60,000 new ZE trucks on the road by 2036 while diesel sales continue.
	Response:
	DEQ agrees that ACT does not ban diesel vehicles or vehicle sales in Oregon at any point during the lifetime of policy implementation.
	Comment #20: Advanced Clean Trucks Rule – Concerns regarding vehicle and technology feasibility

	DEQ received 377 comments in this category stating that:
	 ZEVs don’t currently meet the needs of buyers of light- and heavy-duty trucks in the agriculture and long-haul sectors (4, 235, 237, 242, 245, 248, 251, 252, 255-273, 300, 303, 305, 307, 311, 315, 317-319, 321, 464, 474, 480, 481, 486, 489, 490, 492...
	 There are no viable medium- and heavy-duty ZEVs (313, 468)
	 There are no electric vehicle options for the towing industry (652, 654, 655, 660)
	 The technology for class 6-8 battery electric vehicles is just not ready (320)
	 There is no current ZEV offered with a 4-axle truck option which is currently all we run in our fleet (236)
	 ZE vehicle technology is not ready and has 25% less hauling capacity and half the range (7, 301) and doesn’t meet the auxiliary power demands of a variety of specialized work trucks that have pumps, hoists and cooling units (18, 474)
	 Electric trucks work well in certain applications like airport ground support services but are not easily adopted in other sectors (18)
	 While ZE vehicles will be available to meet the needs of simple applications in two years, the more customized products are still years away from reality (234)
	 For many applications ZEVs are simply not available (22, 23, 25, 26, 32, 242, 245, 248, 251, 252, 255, 256, 258, 260-273, 300, 303, 305, 311, 315-319, 321, 463, 464, 467, 474, 480, 481, 486, 490, 492, 497, 501, 661, 662).
	 The rules do not account for the added engineering necessary to design, develop, and validate specialty vehicles (316)
	 Smaller companies are overwhelmed by ZEV adoption because of high prices, long vehicle delivery and infrastructure installation timelines, charging and power needs and location specific issues (18)
	 The sales percentage targets are unattainable in real world forest and farm industries (480)
	 Charging times of up to three hours render EVs ineffective for our regular long-haul routes (237)
	 Electric vehicles are limited in their range (8, 222, 224, 225, 226, 228, 233, 235, 236, 237, 238, 242, 245, 248, 251, 252, 253, 255-274, 300, 301, 303, 305, 311, 315, 317-319, 463, 464, 474, 478+, 480, 486, 489, 490, 492, 497, 501, 661, 663) with c...
	 Electric garbage trucks have a range of about 100 miles whereas a diesel-powered model has a range in excess of 150 miles which is required for most of our more rural routes (227)
	 Diesel trucks can travel 1500 miles before refueling while a comparable ZEV is limited to 200-250 miles. When considering grade, weather and congestion delays the range is reduced significantly which creates unreliable delivery expectations (474)
	 Most of our class 7-8 customers are running their vehicles 500 miles a day (663)
	 Electric vehicles do not have the power needed (233) or performance needed (22, 23, 26, 235, 242, 245, 248, 251, 252, 255, 256, 258, 260-273, 300, 303, 305, 311, 315, 317-319, 464, 478+, 480, 486, 490, 492, 497, 501)
	 Electric vehicles have excessive refueling speed (225) taking a minimum of 8 hours to recharge (320, 663)
	 Electric vehicles have long charging delays (242, 245, 248, 251, 252, 255, 256, 258, 260-273, 300, 303, 305, 311, 315, 317-319, 464, 480, 486, 490, 492, 497, 501)
	 Electric vehicles do not perform as well in cold weather or when carrying heavy loads (271)
	 Electric vehicles have reduced payload due to battery weight (8, 222, 224, 225, 226, 228, 237, 238, 242, 245, 248, 251, 252, 253, 255-258, 260-274, 300, 303, 305, 307, 311, 315, 317-320, 464, 474, 480, 486, 489, 490, 492, 497, 501) which can make it...
	 We can’t even buy EV trucks that could haul 105,500 pounds (8, 9, 221) but even if we could an ZEV equivalent would cost three times a diesel-powered truck and weigh three times a diesel-powered truck (9)
	 Companies have reported long lead times when attempting to acquire medium- and heavy-duty ZEVs (481)
	 Companies that have purchased ZE garbage trucks discovered that they can only operate for 3-4 hours before requiring charging and therefore need to purchase several extra trucks to be able to operate all day long (10)
	 The ACT will lead to more trucks on the roadways (238)
	 Electric trucks require customers to buy twice the number of trucks and hire twice the number of drivers to cover an equivalent distance (301)
	 It is widely recognized that it will conservatively take 4 ZEV trucks to haul what 3 ICE trucks haul today and increasing the number of commercial vehicles will lead to areas with bad congestion getting worse (474)
	 Limited to no ZE truck models available (222) especially for Class 7-8 tractors (11)
	 During a test run on I-5 from Grants Pass, OR to Yreka, CA over the Siskiyou pass, an EV truck failed to make the journey and had to be rescued. How might this affect commerce and essential supplies if EVs are used? (23, 26) This incident highlights...
	 Our trucks run 24 hours a day and we cannot afford to have trucks sit idle while charging. (257)
	 Current diesel and gasoline trucks are better performing, easier to use and more adaptable in extreme weather conditions than a ZEV (259)
	 Drivers are limited in the number of hours that they can work in a day and the time they would spend charging every 200+ miles would add time and cost to product delivery (474).
	 ZEV repair parts supply chain is not available (242, 245, 248, 251, 252, 255, 256, 258, 260-273, 300, 303, 305, 311, 315, 317-319, 464, 480, 486, 490, 492, 497, 501)
	Response:
	These technical barriers are steep and DEQ recognizes current limitations in battery-electric vehicle technology, particularly in terms of vehicle range, upfront costs, and suitability for certain vocational uses. In response, the ACT rule starts with...
	Going forward, the role of ACT as a technology-forcing regulation seeks to improve these market conditions. By setting a small and increasing ZEV sales target all parties in the market can continue to pursue their specific priorities with enough flexi...
	Estimated ZEV sales targets in 2027 represent between 1% and 2% of the total Oregon MHD fleet. While sales targets are higher as a percentage of vehicles delivered in a model year, these low percentages relative to the total fleet indicate how gradual...
	Comment #21: Advanced Clean Trucks Rule – Zero-emission trucks are ready for work

	DEQ received 1 comment in this category. Commenter #294 described the variety of ZEV truck models operation in Oregon today and that models are available for purchase to meet the needs of many fleets and common duty cycles with 85% of medium- and heav...
	Response:
	DEQ agrees that most of Oregon’s medium- and heavy-duty trucks travel approximately 100 miles per day and return each night to the same location. Average mileage patterns of delivery trucks, garbage trucks, school buses, and local freight vehicles dem...
	Comment #22: Advanced Clean Trucks Rule – All vehicle sales do not have to be zero-emission

	DEQ received 1 comment in this category. Commenter #651 stated that the rules do not require that all medium- and heavy-duty vehicles sold be zero-emission. That means that diesel tow trucks and other vehicles that may not meet the specification requi...
	Response:
	DEQ agrees that the ACT rule allows ZEV credits in certain market segments to provide manufacturers with compliance options that do not require early electrification of heavier duty, longer haul, or specific vocational market segments. This flexibilit...
	Comment #23: Advanced Clean Trucks Rule – Comments on DEQ’s fiscal and economic analysis

	DEQ received 376 comments in this category.
	 Commenter 294 stated that DEQ must better consider the significant economic, public health and environmental impacts of effectively delaying the ACT in these crucial early stages of transition to a clean, efficient, and modern on-road freight system...
	 Commenter 316 stated that small and specialty vehicle manufacturers will be disproportionately impacted by the proposed rule if they have less diverse product lines. If they do not build chassis for school buses, transit buses, delivery trucks and s...
	 Commenter 316 stated that heavy-duty vehicle development is more costly for small business. Autocar’s development and compliance costs will be concentrated within its current volume of approximately 3,000 vehicles annually. In contrast, our competit...
	 Commenters 13, 14, 16, 17, 20, 28, 30, 31, 45-87, 89-196, 198-220, 231, 239, 241, 243, 249, 275, 278, 279, 281, 282, 284, 286-293, 295, 296, 298, 299, 302, 304, 306, 308, 314, 340, 359, 465, 470, 471, 473, 476+, 479, 487, 491, 494-496, 498-500, 502-...
	Response:
	DEQ carefully considered economic, environmental, and public health impacts in adopting the ACT rule. While upfront vehicle costs are higher there are significant long-term economic benefits of lower total ownership costs compared with diesel due to r...
	Short-term enforcement discretion addresses immediate market pressures, supporting both economic stability and environmental goals. Additionally, DEQ is continuing to support Oregon fleets transition to zero emissions with multiple grant and incentive...
	Comment #24: Advanced Clean Trucks Rule – Excessive costs

	DEQ received 80 comments in this category.
	 The cost of replacing engines or vehicles is prohibitive to most trucking businesses, agricultural enterprises (4, 258, 261, 480, 489) and waste hauling services (227)
	 Electric Class 8 trucks cost twice as much as diesel equivalents (7, 227)
	 Electric options that do exist are cost-prohibitive (8, 222, 225, 226, 228, 233, 235, 236, 237, 238, 242, 245, 248, 251, 252, 253, 255, 256, 258, 259-274, 300, 303, 305, 311, 315, 316-319, 464, 474, 480, 481, 486, 490, 492, 497, 501, 661) or 2-3 tim...
	 Total cost of ownership of ZEV trucks and the use case of these vehicles pose significant challenges (43, 478+).
	 Insurance costs for electric trucks is far more expensive than it is for diesel trucks (227)
	 The charging infrastructure installation costs are more than our business could afford (663) – $7.5 million for 5 charging stations in support of 5 trucks (258)
	 The charging costs in rural small towns are more than twice what we pay with PGE so the costs to charge would be too high (259)
	 Electric trucks often have higher upfront costs (271)
	 When you add all EV truck costs up it is well over four times the cost of a diesel truck which would have to be spread over a fraction of the freight load (301)
	 It is not a matter of if we pay for the consequences of truck pollution; it’s a matter of who pays and when. Truck makers, now, through a clean truck transition, or our most vulnerable and disadvantaged communities through healthcare costs and clima...
	Response:
	Electric trucks cost more upfront, but total ownership costs are often lower than diesel due to reduced fuel and maintenance expenses. Oregon provides substantial rebates and grants to offset higher initial costs, supporting businesses in making the t...
	The initial price of battery electric trucks, in the heaviest class of vehicles, can be as much as 2.5 times the price of a conventionally fueled diesel vehicle. This price is a barrier to adoption and, for some unknown reason, generally higher in the...
	Adding to this cost is the need for depot-based charging infrastructure to support electric vehicle fleet deployments. Based on the information compiled in this staff report it is important to note for fleets that can charge at their home base, overni...
	Initial deployments indicate that the total cost of ownership for electric vehicles over time is lower due to the reduction in expenses for vehicle maintenance and fuel. Fleets can save up to 50% or more on fuel costs by switching to electric based on...
	Comment #25: Advanced Clean Trucks Rule – Market impacts

	DEQ received 142 comments in this category.
	 The increased total costs of ownership of EVs will significantly raise annual costs for housing and transportation (1, 319) or increase prices on store shelves in general (22, 23, 26, 229, 301, 319, 320)
	 Requirements for ZE garbage trucks will increase the prices for trash service (227)
	 Additional trucks will be required to perform the same amount of work in a day (227, 257)
	 Many smaller and independent trucking companies and agricultural producers will be driven out of Oregon or be forced to shut down operations (4, 258, 259, 283, 320, 474, 477, 666)
	 This will reduce forest small business competitiveness and slow truck efficiency innovation (242, 245, 248, 251, 252, 255, 256, 258, 260-273, 300, 303, 305, 311, 315, 317-319, 464, 480, 486, 490, 492, 497, 501)
	 Companies with multi-state operations are choosing to title and register their trucks elsewhere (463)
	 Oregon carriers will lose business volume to carriers in other states that don’t have these requirements (474)
	 The rule will create major supply issues as businesses would not be able to deliver products (258, 320)
	 The rule has brought our tow truck business to a complete standstill in Oregon because we cannot order any trucks from manufacturers (654, 655, 660)
	 Manufacturers have simply said that they are not dealing with any of these CARB states that have adopted these rules, and they are just not allowing us to have class 6-8 vehicles. Class 6 is our biggest challenge (654)
	 The additional cost burdens on businesses make it harder to compete with other states in the region like Idaho, Nevada and Wyoming (4, 320, 653)
	 This rule allows the rich to get richer while leaving little for the rest of us (260)
	 Manufacturers can continue to sell in other states, so Oregon families are bearing the economic impact (8, 224, 226, 229, 232, 238, 313, 468)
	 The ACT regulations disproportionately impact working-class Oregonians who rely on diesel equipment to make a living (235) and rural forest communities (480).
	 COVID-19 supply chain disruptions have strained resources needed for manufacturers to comply with the rules (7)
	 The rules put local truck companies out of business and give companies outside Oregon a competitive advantage (9)
	 All increased costs for these vehicles will be passed on to the consumer in higher costs for all the products that they buy (9, 10)
	 Without an adequate supply of new trucks fleets will see increased maintenance costs as they try to keep older trucks on the road (320, 489).
	 Dealer sales are down 60-80% in Section 177 states (11, 478+, 653)
	 New truck sales have slowed to a near halt in 2025 and in some cases, businesses have been forced to close or lay off employees due to the drop in demand (8, 222, 224, 226, 230, 232, 233, 234, 238, 313, 320, 463, 468, 474, 478+, 654, 661, 663, 665)
	 The mandate to sell 1 BEV to enable the sale of 13 ICE trucks is devastating to the truck dealer business and employees and would shut down our business (229)
	 Dealers claim limited and sometimes no trucks available in inventory or on order (483)
	 Staffing levels at Papé Kenworth have been reduced by 47 FTE year-to-date and we will be forced to consider further significant layoffs with no forecasted additional sales after April 2025 (468)
	 Tying the ability to purchase new ICE-powered trucks to EV sales quotas and credit schemes limits the tools small businesses depend on to survive (271)
	 Disproportionately impacts operators of Class 8 vehicles for which there are few, if any, viable ZEV alternatives that meet current needs (225)
	 The ACT has created a shortage of modern, clean-burning ICE-powered trucks (283, 301, 663)
	 We are unable to purchase or lease new vehicles because we can’t get build slots unless we purchase an EV which will lead us to reduce our fleet size and harm our operations (235)
	 We are unable to upgrade our fleet since we cannot purchase new replacement trucks which prevents us from remaining competitive (237, 489) or expanding our business (489)
	 State and local government customers will see immediate impacts since there are no ZEV options available for specialized applications like snowplows, sewer vacuum trucks, street sweepers, utility trucks, garbage and refuse, bridge inspection and man...
	 The ACT will harm rural Oregon economies (259) and place an unfair and disproportionate burden on small rural trucking companies (271)
	 The disconnect between manufacturer requirements and operator purchasing requirements makes the ACT goals nearly impossible to achieve (301, 316, 320, 468)
	 Without fleet purchasing requirements Autocar may be forced to terminate or severely limit vehicle sales to Oregon to ensure compliance (316)
	 The rules require manufacturers to subsidize ZEV sales (316)
	 The rules are responsible for a recent weeklong shutdown of the Portland Daimler plant due to lack of orders, tow truck dealers and upfitters not being able to order new medium- and heavy-duty truck chassis and Peterbilt dealerships reporting zero n...
	 Delays in securing compliant vehicles could stall critical infrastructure projects, increasing costs for taxpayers (467)
	 Diesel trucks sales this year are down 50% compared to prior 3 years and Papé Kenworth will have lost essentially 6 months of truck sales before a decision is made. By the time the rulemaking concludes in July truck orders won’t be able to be delive...
	 Manufacturers and dealers are unable to sell diesel-powered vehicles (22, 23, 26)
	 The secondary market for used trucks is tighter because companies that update their trucks annually are not able to do so and are holding on to their equipment longer (474)
	 The lack of trucks will also cause backups in ports, causing port and logistics workers to be idled (478+)
	 The lack of access to new trucks is putting state and local transportation authority free towing programs in jeopardy (478+)
	 This is leading to reduced personal and corporate tax revenue for the state and increases the cost burden of unemployment benefits (474).
	 With 80% of Oregon communities serviced by truck this rule will mean that there will be areas that won’t be serviced and commodities that won’t be moved (474).
	 Clean trucks create jobs here in Oregon. Three members of my own family have been employed in various aspects of designing, supporting and manufacturing clean trucks and they see a work force ready to move forward with them (649)
	 Small vehicle manufacturers would be forced to purchase credits from direct competitors, effectively subsidizing those competitors and that is not commercially practical (316)
	 Falling battery prices and a robust credit-trading market make it likely that manufacturers will beat the rule percentage minimums by 2036, accelerating emissions cuts and cost savings for Oregon businesses (651)
	Response:
	DEQ acknowledges the market disruption caused by implementation challenges in 2025. The enforcement discretion announced for 2025 and 2026 model years is specifically designed to address these short-term market disruptions while maintaining long-term ...
	Despite the additional compliance flexibilities for manufacturers included in the adopted California amendments which are proposed to be added to the Oregon rules, the new truck market dynamics in Oregon are not functioning properly. In particular, th...
	DEQ understands concerns embedded in vehicle manufacturers, dealers, and fleets comments. Oregon DEQ will refrain from pursuing enforcement or assessing civil penalties against any manufacturer of medium- and heavy-duty vehicles (Classes 2b–8) who doe...
	Comment #26: Advanced Clean Trucks Rule – Low customer demand for ZE trucks

	DEQ received 14 comments in this category.
	 Commenters 11, 43, 666 stated that there is low customer demand for ZE trucks and that CARB’s withdrawal of the Advanced Clean Fleets waiver from EPA consideration has eliminated private sector demand for ZE trucks since there is no natural demand w...
	 Commenter 229 stated that their dealership sold more than 500 new ICE trucks last year and zero electric or battery electric trucks.
	 Commenter 468 stated that Papé Kenworth dealerships have sold zero battery electric trucks in the state of Oregon.
	 Commenter 234 state that in the two years since ACT has been in place in California our company has only sold six BEV units in California and one in Oregon.
	 Commenter 244 stated that their dealership sold more than 700 new trucks last year and six ZE trucks. That resulted in their ability to sell 57 ICE powered trucks this year which is an 81.4% reduction in unit sales for 2025.
	 Commenters 301, 666 stated that there is no customer demand for the current generation of ZE class 6, 7 and 8 trucks.
	 Commenter 316 stated that customers have been reluctant to purchase ZEV trucks because of their high cost and lack of charging infrastructure.
	 Commenters 320, 663 stated that their dealership has sold exactly zero battery electric trucks this year and it’s not for lack of trying.
	 Commenters 463, 468 stated that Papé Kenworth has substantial EV truck inventory that they haven’t been able to sell due to range and infrastructure issues despite price reductions to meet or beat the cost of a diesel equivalent.
	Response:
	Truck manufacturers and dealers have raised concerns with DEQ regarding sufficient ZEV sales to meet these requirements. The limited number of ZEV sales in addition to the scarcity of available credits across the program will make it challenging for s...
	DEQ recognizes that current demand for ZEVs in some market segments is limited due to technology constraints and infrastructure availability. However, DEQ’s investments in financial incentives and charging infrastructure aim to stimulate greater adopt...
	Further, DEQ acknowledges the market disruption caused by implementation challenges in 2025. The enforcement discretion announced for 2025 and 2026 model years is specifically designed to address these short-term market disruptions while maintaining l...
	This approach is designed to create stability for local businesses, dealers, and fleets while preserving the environmental benefits of the ACT program. DEQ’s proposal takes consideration of the current market circumstances and keeps Oregon on a path t...
	Comment #27: Advanced Clean Trucks Rule – Reported manufacturer sales

	DEQ received 1 comment in this category from commenter 7 stating that major manufacturers like Daimler Truck North America report insufficient ZE truck sales and likely won’t meet the 2025 ACT targets
	Response:
	DEQ’s enforcement discretion for model years 2025 and 2026 addresses concerns about low initial ZEV sales and limited credit availability.
	Comment #28: Advanced Clean Trucks Rule – Unfair targeting of small businesses and those who use certain trucks

	DEQ received 1 comment in this category from commenter 480 stating that the rule unfairly discriminates against businesses and workers who must use medium-duty and rigid class trucks by having higher sales percentage requirements. In addition, the rul...
	Response:
	In a functioning truck market small business would not be directly impacted by ACT rule requirements of vehicle manufacturers. The rule does not include a purchase mandate for fleets, and vehicle dealers and fleets are not regulated in any way by the ...
	Unfortunately, the new truck market dynamics in Oregon are not functioning properly. In particular, the preferred compliance strategy of manufacturers not delivering internal combustion engine trucks to Oregon’s market to avoid accruing any deficits i...
	Comment #29: Advanced Clean Trucks Rule – Manufacturer pricing transparency

	DEQ received 145 comments in this category.
	 Commenters 97, 135, 161, 312, 323-462 stating that more transparency and accountability should be required of manufacturers regarding pricing.
	 Commenter 475 stated that any flexibility in the rules must be paired with manufacturer transparency and accountability, particularly regarding product pricing.
	Response:
	DEQ agrees pricing transparency supports consumer decision-making and market fairness. While the rule does not require this information, manufacturers are encouraged to provide clear, accessible information on ZEV pricing, total cost of ownership, and...
	Comment #30: Advanced Clean Trucks Rule – Charging infrastructure is not available

	DEQ received 64 comments in this category.
	 Commenters 3, 7, 8, 11, 22, 23, 26, 43, 44, 221, 222, 224, 225, 226, 228, 229, 232-238, 244, 247, 253, 258, 259, 274, 283, 301, 307, 313, 321, 463, 468, 474, 477, 478+, 480, 481, 653, 654, 663 stated that the charging infrastructure needed to suppor...
	 Commenter 4 stated that there is not enough wind or solar power capable of serving the needs of a commercial fleet of trucks anywhere in Oregon.
	 Commenters 18, 463, 477, 478+ stated that the needed infrastructure for medium-duty ZEVs is not in place to meet the rule requirements.
	 Commenter 227 stated that diesel fueling infrastructure is already in place while electric charging infrastructure is non-existent for commercial vehicles.
	 Commenters 236, 283, 489 stated that putting charging stations at our place of business is not cost effective.
	 Commenters 463, 480 stated that local companies cannot afford hundreds of thousands of dollars in charging infrastructure costs.
	 Commenter 480 stated that it would be impossible to create enough ZEV charging infrastructure to power, park, connect, or maintain the medium- and heavy-duty vehicles needed in the Oregon forest industry.
	 Commenter 244 stated that on-highway and municipal operators will not purchase EV units until sufficient infrastructure exists to assure their ability to operate them.
	 Commenter 257 stated that the infrastructure in Northeastern Oregon does not currently exist and that because their agricultural operation is in mostly remote rural regions of the state interstate corridor charging infrastructure alone wouldn’t be e...
	 Commenter 259 stated that the infrastructure in their rural community is inadequate to meet the needs of vehicle charging and that they lose electric power up to three weeks per year. Combined with the possibility of additional electric utility summ...
	 Commenter 271 stated that unlike larger fleets in urban areas, small rural trucking companies lack access to the infrastructure needed to support electric trucks including reliable charging stations and adequate electrical grid capacity.
	 Commenter 307 stated that there is a lack of charging stations that can accommodate vehicles that are from 20 ft. to 80 ft long and questions how soon they could be built.
	 Commenter 463 stated that there is no clear plan for funding or building the infrastructure needed to support the ACT mandates.
	 Commenter 477 stated that without charging infrastructure you won’t have any vehicle sales.
	 Commenter 663 stated that customers have great difficulty to even get a permit from their local PUD to add charging infrastructure.
	Response:
	DEQ acknowledges the limited public charging infrastructure for medium- and heavy-duty vehicles. Early ACT program targets primarily focus on vehicle types that rely on depot-based charging infrastructure, which is already being widely developed. Expa...
	Oregon’s shift to electric trucks in the early years of the Advanced Clean Trucks (ACT) program does not depend on widespread public charging along highways. For the majority of vehicle types, the average daily mileage needs can be accommodated by exi...
	However, most of Oregon’s medium- and heavy-duty trucks travel approximately 100 miles per day and return each night to the same location. Average mileage patterns of delivery trucks, garbage trucks, school buses, and local freight vehicles demonstrat...
	Based on the Environmental Protection Agency's National Emissions Inventory data in 2023, DEQ has the annual mileage driven by Oregon's existing fleet of medium- and heavy-duty vehicles. Using this data, assuming they are driven 5 days a week for 52 w...
	Mileage estimates from Oregon’s fleet paired with current battery electric vehicle technology ranges indicate that broad scale ZEV deployment is feasible in the short term and will improve over time as technology advances and fleets adjust their opera...
	Comment #31: Advanced Clean Trucks Rule – Hydrogen fueling infrastructure is not available

	DEQ received 1 comment in this category. Commenter 482 stated that Oregon does not currently have any hydrogen fueling stations open to the public or available to independent truck operators. Hydrogen vehicle manufacturers have continued to indicate a...
	Response:
	DEQ agrees that Oregon lacks hydrogen fueling infrastructure at this time. Oregon DEQ's pilot program, the Oregon Zero Emissions Fueling grant, supports medium- and heavy-duty zero-emission vehicle charging and fueling infrastructure projects and can ...
	Comment #32: Advanced Clean Trucks Rule – Electricity supply and electric grid concerns

	DEQ received 9 comments in this category.
	 Commenters 10 stating that we are already facing an electricity shortage nationwide and an electric grid that is severely stressed and that electric vehicles are the biggest factor in why we have these problems.
	 Commenters 222, 253, 274, 489 stated that there is not enough electric grid capacity.
	 Commenter 257 stated that the grid would not support the additional draw of 50 trucks charging simultaneously.
	 Commenter 283 stated that utility companies can’t promise they can provide sufficient energy for charging stations.
	 Commenter 301 stated that 100 battery electric heavy haul trucks consume the same amount of power to recharge as all of the homes in Eugene and their charging stations often require their own substations.
	 Commenter 661 stated that businesses don’t have this kind of power ready at their buildings and that Portland General Electric has issued a pause on new power feed requests.
	Response:
	According to recent modeling by the Oregon Department of Energy in their recent Oregon Energy Strategy, electric vehicles deliver efficiency gains compared to their internal combustion engine counterparts. Since electric vehicles are 2.5 times more ef...
	Comment #33: Advanced Clean Trucks Rule – Utility costs and revenue

	DEQ received 2 comments in this category.
	 Commenter 1 stated average costs of electricity for all consumers in California has surged by 58%. Funding needs in California for additional renewable generation capacity and to upgrade and expand electrical transmission and distribution infrastruc...
	 Commenter 476+ stated that by 2050 the rule will generate $128 million annually in additional revenue for Oregon utilities leading to meaningful savings for residential and commercial customers.
	Response:
	According to recent modeling by the Oregon Department of Energy in their recent Oregon Energy Strategy, electric vehicles deliver efficiency gains compared to their internal combustion engine counterparts. Since electric vehicles are 2.5 times more ef...
	Comment #34: Advanced Clean Trucks Rule – Utility permitting

	DEQ received 1 comment in this category. Commenter 301 stated that they are challenged by permitting and regulations that impede developing new fueling sites.
	Response:
	DEQ understands the extra effort required on behalf of fleets looking to electrify and install charging infrastructure. They must obtain documentation from their relevant local planning department’s review of site-specific charging installation plans....
	Comment #35: Advanced Clean Trucks Rule – Overallocation of Oregon Optional Credits would curtail momentum toward charging infrastructure development

	DEQ received 1 comment in this category. Commenter 294 stated that overallocations of optional credits under ACT will curtail charging infrastructure development by weakening the market signals ACT provides to utilities and private developers and coul...
	Response:
	Oregon DEQ does not propose advancing the Oregon Optional Credit Program proposal due to issuance of limited enforcement discretion for model years 2025 and 2026.
	Comment #36: Advanced Clean Trucks Rule – Change Oregon Optional Credit Program credit allocation percentages

	DEQ received 24 comments in this category.
	 Commenter 11 stated that the implication of this program is that at some point there will be an immediate higher compliance schedule once the credits are terminated since Oregon would not be able to deviate from California’s compliance schedule.
	 Commenter 88 stated that there is no demonstrated technological feasibility or compliance challenge issues with class 2b-3 products and that introducing optional credits could have unintended consequences for the credit market by penalizing early mo...
	 Commenter 88 stated that a proportional credit award for class 2b-3 manufacturers for model years 2026 and 2027 that would be based on California EV sales in those years and tied to an actual ZEV sales would be a better approach. This is similar to ...
	 Commenter 88 asked for a more modest credit allocation for the class 2b-3 segment. Thinks “the approach currently proposed by DEQ is too generous and unlikely to deliver benefits that justify the costs.”  Instead of 50%, commenter #88 suggests “that...
	 Commenter 294 stated that the proposal addresses the problem of credit availability, however, it is agnostic to the source of the problem and could reasonably lead to continued noncompliance after Model Year 2026. A sustainable solution would ensure...
	 Commenters 470, 475, 476+, 479, 484 recommends a smaller allocation optional compliance credit allocation for class 2b-3 than is proposed for other vehicle segments since there has already been strong class 2b-3 ZEV sales.
	 Commenter 475 stated that class 4-8 straight body truck manufacturer optional credits should be limited because unnecessary credits, in turn, lead to unnecessary emissions harming our most vulnerable populations.
	 Commenter 476+ stated that if DEQ over allocates credits into the class 4-8 straight truck market it risks impacting the class 2b-3 market since credits can be traded through all non-tractor classes.
	 Commenter 467 stated that expanding the credit program to cover 100% of deficits for all truck classes in 2025-2026 could provide equitable relief for all affected industries.
	 Commenter 470, 476+, 479 stated that to receive voluntary credits manufacturers should show forward progress on their total number of ZEV sales by selling at least one zero-emission truck per year or a more aggressive target to ensure that manufactu...
	 Commenter 470 stated that manufacturers receiving voluntary credits in 2025 and 2026 should commit to avoiding ratio adjustments or sales restrictions for at least five years thereafter.
	 Commenter 475, 476+ stated that manufacturers receiving voluntary credits in 2025 and 2026 should commit to no rationing or sales restrictions.
	 Commenter 466 stated that DEQ should strengthen the proposed optional credit system to align with data showing where there is a demonstrated need for the credits. DEQ should not distribute free credits for all classes of trucks.
	 Commenter 466, 475 stated that DEQ should condition optional credit distribution on demonstrated manufacturer commitments toward making ZEV sales progress and ending sales rationing of non-ZEV trucks.
	 Commenter 475 stated that non-compliance and bad actors should not be rewarded.
	 Commenter 484 stated that the 100% allocation for class 7-8 tractors goes beyond the Governor’s direction and effectively pauses the program for these classes for at least two years and stalls progress for these classes. In addition, the 50% credit ...
	Response:
	Oregon DEQ does not propose advancing the Oregon Optional Credit Program proposal due to issuance of limited enforcement discretion for model years 2025 and 2026.
	Comment #37: Advanced Clean Trucks Rule – Modify the Oregon Optional Credit Program

	DEQ received 17 comments in this category that stated that DEQ should redesign the proposed Oregon Optional Credit Program in the following ways:
	 Manufacturers must agree to come into compliance with ACT requirements no later than MY 2027 (294).
	 Restructure optional credit allocations so that they will be based on actual needs and data, such as credit generations and deficits under both ACT and ACC based on reasonable market and economic assumptions (294, 312, 657).
	 End any Oregon Optional Credit Program allocations no later than the current MY in which CARB adopts credit flexibilities that address Oregon’s programmatic issues (294, 476+).
	 Include language that would pause the optional credit program allocations for tractor truck manufacturers at the end of the calendar year in which CARB adopts such flexibilities and DEQ determines that those flexibilities are sufficient (294).
	 Prior to allocating optional credits, require manufacturers to agree to achieve sustainable compliance no later than MY 2027 and end dealer ratioing practices and related actions that undermine the success of the rule (294, 312).
	 Clarify which model years the class 7-8 tractor credits apply to or provide an expiration date for those credits (484).
	 Add factors for DEQ to consider on whether to continue to allocate class 7-8 optional tractor credits similar to those described in proposed OAR 340-257-0300(2)(c) (484).
	 Clarify that participating manufacturers must enter into and continue to meet the terms and conditions of an agreement with DEQ described in proposed OAR 340-257-0300(1) (484).
	 DEQ should remove proposed OAR 340-257-0300(2)(b) since other proposed provisions directed at class 7-8 tractors already offer 100% credits to offset deficits in these classes for model years 2025 and 2026 as well as additional optional credits for ...
	 Modify OAR 340-257-0300(2)(c) to allow DEQ to decrease the percent allocations of optional credits described in proposed OAR 340-257-0300(2)(a)(A)-(B) (484) and include a factor reviewing the national market for and availability of ZE trucks.
	 We suggest DEQ modify proposed OAR 340-257-0300(1)(c) to require that participating manufacturers make ICE trucks available to Oregon dealerships as a condition of participating in the program. DEQ may also consider adding a provision that allows ma...
	 The new proposed optional credit program reporting provisions should be strengthened to include at least twice-annual reporting, qualitative and quantitative information on ZEV sales progress, sales of ICE and ZE vehicles by class, marketing efforts...
	 DEQ should modify the rules in the following ways to clarify obligations and avoid undermining eligibility requirements (484):
	o 340-257-0300(2)(b). If a Manufacturer’s Class 7-8 Tractor Truck deficit balance resulting from the production and delivery for sale of trucks in Oregon exceeds the optional credit allocation provided for the model year, DEQ will provide additional c...
	o 340-257-0300(3). Forfeiture Provision. In the event a Manufacturer fails to meet the terms and conditions set forth in the agreement it has executed with DEQ, DEQ may rescind or refuse to issue the credits it has provided to the Manufacturer under t...
	Response:
	Oregon DEQ does not propose advancing the Oregon Optional Credit Program proposal due to issuance of limited enforcement discretion for model years 2025 and 2026.
	Comment #38: Advanced Clean Trucks Rule – Oregon Optional Credit Program doesn’t go far enough

	DEQ received 27 comments in this category.
	 Commenters 8, 222, 224, 226, 229, 232, 233, 467, 474 stated that the Optional Credit Program would fall short of solving the problem because companies that utilize this program would only receive 50% of the credits needed for compliance. Without bei...
	 Commenter 43 stated that because of the way order cycles work and the timing of this rulemaking it is going to make it really hard for us as a manufacturer to take advantage of the optional credit program in 2025.
	 Commenters 238, 253, 274, 283, 301, 313, 320, 321 stated that the proposed credit-based system is unworkable in the current market without ZEV demand.
	 Commenters 463, 468, 474, 480, 655, 660 stated that the credit-based system is convoluted and unworkable.
	 Commenter 467 stated that this approach risks prioritizing certain industries over other, leaving construction fleets with limited options.
	 Commenter 474 stated that without credits to cover all sales, the industry will be subject to penalties and litigation therefore industry has chosen not to utilize this false flexibility by not accepting orders in Oregon.
	 Commenter 480 stated that the amendments unfairly neglect to include medium class and rigid class trucks which comprise the majority of business deployed trucks in Oregon and that Governor Kotek’s letter to DEQ unfairly failed to address these mediu...
	Response:
	Oregon DEQ does not propose advancing the Oregon Optional Credit Program proposal due to issuance of limited enforcement discretion for model years 2025 and 2026.
	Comment #39: Advanced Clean Trucks Rule – Do not offer any optional “free” compliance credits

	DEQ received 468 comments in this category.
	 Commenters 54-87, 89-166, 168-196, 198-202, 204-217, 219-220, 231, 241, 243, 249, 279, 290, 340, 359, 362, 379, 380, 407, 487, 495, 498, 500, 502-644, 659 that DEQ implement the full strength of the ACT rule rejecting any proposals to allow free com...
	 Commenters 97, 135, 161, 323-462 stated that credits should be used to reward the 66 manufacturers who have made 190 electric models available for sale.
	 Commenter 246 stated that in order to meet the program’s goals DEQ should eliminate optional compliance credits for vehicle classes for which Oregon has already seen strong sales (including class 2b-3) and for which models are already being manufact...
	 Commenter 294 stated that optional credit allocations are unnecessary for class 2b-3, and class 4-8 straight trucks given current and expected sales of ZEVs in these truck classes.
	 Commenter 485 stated that providing credits free of charge undermines the truck manufacturers who are working to grow the market for ZEVs. We propose that DEQ charge a fee for these credits of no less than 1.25-times the highest price of ZEV credits...
	Response:
	Oregon DEQ does not propose advancing the Oregon Optional Credit Program proposal due to issuance of limited enforcement discretion for model years 2025 and 2026.
	Comment #40: Advanced Clean Trucks Rule – Manufacturers must show progress to receive optional credits

	DEQ received 54 comments in this category.
	 Commenters 13, 14, 16, 17, 20, 28, 30, 31, 45-53, 167, 203, 218, 239, 246, 275, 278, 281, 282, 284, 286-289, 291-293, 295, 296, 298, 299, 302, 304, 306, 308, 314, 465, 471, 473, 494, 496, 499, 645-648 stated that manufacturers should be required to ...
	 Commenter 294 stated that the proposed optional credit program does not create and incentivize a clear ramp for regulated businesses to come into compliance under the rule by 2027 and that providing optional credits to non-tractors may encourage non...
	Response:
	Oregon DEQ does not propose advancing the Oregon Optional Credit Program proposal due to issuance of limited enforcement discretion for model years 2025 and 2026.
	Comment #41: Advanced Clean Trucks Rule – Optional credit program just delays ACT implementation

	DEQ received 1 comment in this category from commenter 11 stating that the proposed optional credits are essentially delaying ACT implementation in Oregon to 2027 or beyond by providing truck manufacturers 100% of Class 7-8 tractor deficits for 2025 a...
	Response:
	Oregon DEQ does not propose advancing the Oregon Optional Credit Program proposal due to issuance of limited enforcement discretion for model years 2025 and 2026.
	Comment #42: Advanced Clean Trucks Rule – General comments on credits

	DEQ received 45 comments in this category.
	 Commenter 301 stating that the credit market lacks transparency and that they do not support complicated half-measures that risk catastrophic failure of the truck markets in Oregon. They also stated that DEQ incorrectly advised that there are enough...
	 Commenter 463 stated that diesel truck sales are restricted because there are no ZEV credits available which leaves businesses unable to serve their customers or maintain their workforce.
	 Commenters 242, 245, 248, 251, 252, 255, 256, 258, 260-273, 300, 303, 305, 311, 315, 317-319, 464, 480, 486, 490, 492, 497, 501, stated that credits are unavailable, very uncertain, too costly, impractical and are an expensive de facto sales tax tha...
	 Commenter 316 stated that the rules do not provide credits for very low emission CNG vehicles and therefore is not acknowledging the emissions benefit and substantial business investment into CNG vehicles and fueling infrastructure.
	 Commenter 316 stated that its lack of product mix as a manufacturer denies Autocar the full benefit of averaging and aggregating credits. The low overall volume also denies Autocar the benefit of banking credits and prevents it from spreading develo...
	 Commenter 652 stated that when we need to order new tow trucks, we need to know that the credits are going to be there for our industry since we have no other options.
	 Commenters 22, 23, 26 stated that the credit system leaves Oregon businesses confused, burdened and at legal risk.
	Response:
	DEQ acknowledges concerns raised regarding the credit market's transparency and availability. The Advanced Clean Trucks (ACT) rules establish a credit and deficit system designed to encourage manufacturers to sell increasing percentages of zero-emissi...
	The system is intentionally flexible, allowing manufacturers to strategically manage their compliance across different vehicle categories. For instance, manufacturers producing large volumes of ZEVs in certain vehicle classes can generate surplus cred...
	DEQ recognizes current market challenges, including limited immediate availability of ZEV credits due to high demand and early market conditions. However, the rule’s gradually increasing ZEV percentage requirements were specifically set low enough in ...
	Regarding comments on compressed natural gas (CNG) vehicles, DEQ understands the concerns about recognizing low-emission technologies. Currently, the ACT rule specifically targets zero-emission technologies, primarily battery-electric and hydrogen fue...
	Comment #43: Advanced Clean Trucks Rule – Extending time period for making up deficits

	DEQ received 1 comment in this category. Commenter 316 stated that recovery from a deficit condition is challenging. For example, in 2026 if 13% ZEV sales are required and a manufacturer only sold 11% ZEV in 2027, they would be required to somehow inc...
	Response:
	The ACT rule includes a credit and deficit system designed to provide manufacturers with flexibility while maintaining progress toward targets. The adopted California amendments, which Oregon has proposed to adopt identically, already expand this flex...
	While there is no purchasing mandate in the ACT rule, DEQ acknowledges that early market development requires a supportive policy environment. That is why DEQ is implementing an enforcement discretion policy for MY 2025 and 2026 to reduce short-term c...
	Comment #44: Advanced Clean Trucks Rule – Proposed amendments don’t meet identicality requirements, waiver requirements, are outside of DEQ authority or are otherwise illegal

	DEQ received 10 comments in this category.
	 Commenter 7 stated that the rules risk legal challenges and could disqualify Oregon from federal infrastructure funding tied to realistic timelines.
	 Commenter 11 asked whether Oregon could deviate from California’s ACT only for compliance delay and enforcement? Can Section 177 states alter California’s regulation as long as they don’t create different engine standards?
	 Commenter 44 stated that once all ACT amendments through CARB are final, they believe that CARB does not intend to send “those substantive amendments to EPA for a new preemption waiver or for a determination that the amendments are within the scope ...
	 Commenter 301 stated that the proposed amendments do not align with California’s ACT waiver.
	 Commenter 316 stated that Oregon’s proposed action to adopt the CARB 2024 ACT amendments is premature because California has not officially adopted those amendments, because California has not received an EPA waiver for the CARB 2024 ACT amendments ...
	 Commenters 316, 474 stated that the proposed optional credit program doesn’t align with the federal identicality requirements.
	 Commenter 316 stated that in past communications with DEQ the agency cited identicality as a rationale for why it based its low volume exemption on California sales and not Oregon. DEQ cannot say that the adoption of the ACT must be identical and th...
	 Commenter 480 stated that the rule interferes with interstate trade of trucks, vehicle manufacturing and business conducted across state lines and that DEQ lacks the legal jurisdiction to codify laws that impact interstate trade or the economy in su...
	 Commenter 480 stated that State government is an incapable arbiter of market supply of new trucks made, sold or bought.
	Response:
	DEQ’s proposal complies with the Clean Air Act’s Section 177 identicality requirements. Oregon’s rule amendments are "by reference” directly to California’s Advanced Clean Trucks rule amendments, effective May 9, 2025.
	Comment #45: Advanced Clean Trucks Rule – Environmental and public health impacts

	DEQ received 275 comments in this category.
	 Commenters 3,10, 247 expressed concerns regarding battery life cycle impacts associated with rare-earth mineral development, processing and disposal.
	 Commenter 10 stated that due to the short life cycle of batteries frequent replacements are needed.
	 Commenter 3 stated that the increased costs of unproven technologies divert capital investment from more effective environmental improvements such as improving fuel efficiency or exploring other sustainable practices.
	 Commenter 18 stated that it is currently more effective in terms of emission reductions to focus on getting older diesel vehicles replaced with newer, cleaner diesel.
	 Commenters 261, 480 stated that the rules provide insignificant climate benefits.
	 Commenters 7, 8, 9, 222, 224, 226, 227, 228, 229, 233, 238, 313, 320, 322+, 463, 468, 474, 477, 480, 661, 665 stated that the rules could force fleets to retain older, higher emitting diesel trucks for longer as they try to avoid costly upgrades whi...
	 Commenter 7 stated that regulatory delays in similar contexts like the EPA mercury rules have historically prevented such unintended consequences.
	 Commenter 665 stated that unlimited numbers of old trucks can come into your state, but you can’t sell a new clean, low emission truck today.
	 Commenter 10 stated that the majority of our electricity is produced using natural gas turbines that produce tons of emissions while wind and solar produce a small portion of our electricity needs and building and maintaining those systems creates m...
	 Commenter 10 stated that homeowners and businesses are having to install backup generators (fueled by propane, natural gas, gasoline or diesel) to deal with electrical outages which creates emissions.
	 Commenter 11 stated that regulatory uncertainty is limiting sales of new trucks which means older diesel trucks stay on the road longer or more businesses are buying used, more polluting trucks in the interim resulting in higher emissions and greate...
	 Commenter 475 stated that last year the American Lung Association gave a failing grade for air quality due to particle pollution to the majority of Oregon counties.
	 Commenter 27 states that “The American Lung Association says the ACT will result in many billions of dollars of health cost savings,” and that the same association “found that Klamath, Lane, and Jackson counties were among the 13th worst counties in...
	 Commenter 656 stated that the American Lung Association estimates that the transition to ZEVs including medium- and heavy-duty trucks included in these rules could generate an annual public benefit of approximately $355 million in Oregon.
	 Commenter 330 stated that they have an autoimmune lung disease and needs the cleanest possible air to breathe.
	 Commenter 352 stated that for adults with asthma this costs us more in medication and quality of life.
	 Commenter 658 stated that the public health costs of diesel pollution end up being paid by us all through the Medicare and Medicaid system and that vehicle pollution from these trucks are basically like cigarette smoke for the whole population, so w...
	 Commenter 659 stated that they see patients whose chronic illnesses were both originally caused by exposure to air pollution and made acutely worse when pollutant concentrations in the air increase even briefly
	 Commenter 534 stated that highway engine created smog severely worsens their asthma related difficulty with breathing.
	 Commenter 29 believes that “Manufacturers must be held accountable for cleaning up toxic diesel pollution in our communities.”
	 Commenter 30 lives in a mill town and states that the mill emits carcinogens into the air which create compounded health impacts when diesel truck emissions get factored in. Believes the rules are needed to reduce harmful emissions. States that hund...
	 Commenter 312 describes healthcare costs due to diesel truck pollution, the health and economic consequences of air pollution, specific impacts on children, low-income and people of color populations and the linkage between truck pollution and the c...
	 Commenter 475 stated that the rule is one of the most powerful tools we have to protect public health. It will cut the pollution that causes asthma attacks, emergency room visits, and early deaths and it also means fewer children using inhalers and ...
	 Commenter 475 stated that the rule is a step toward cleaner air for our most vulnerable populations, especially low-income communities and communities of color that are often located near highways and freight routes.
	 Commenter 32 believes that ZEV trucks do not have zero-emissions because of the pollution that goes into producing them and because of the tare weight when driving them that will damage the roads causing pollution. States that a semi-truck with two ...
	 Commenter 39 states that they have Parkinson’s disease and that it has been associated with air pollution. They also stated that what we burn into the air, we breathe.
	 Commenters 33, 35, 36, 40, believe that the proposed rules are needed to support public health.
	 Commenters 34, 36 state that “delaying HDO adoption to 2026 would have up to nearly $300 million in monetized negative health impacts to Oregonians, and the significantly reduced stringency in ACT compliance proposed under this rule will also lead t...
	 Commenters 54-87, 89-166, 168-196, 198-202, 204-217, 219-220, 231, 241, 243, 249, 279, 290, 340, 359, 487, 495, 498, 500, 502-644 stated that according to a Union of Concerned Scientists analysis, delaying the ACT to 2027 would cost Oregon $75-93 mi...
	 Commenter 37 states that “Last time Oregon failed to keep up with California’s standards, Oregon became the dumping ground for California’s dirtiest big rigs, giving Multnomah County air filled with more diesel pollution than 98% of counties in the ...
	 Commenter 130 states that these rules are needed because they live near a very busy bridge and freeway, as many people in Oregon do, and that “we all suffer when we have unhealthy air exposure.”
	 Commenter 314 stated that the spinal cord injury community is disproportionately affected by air pollution because many in the community face serious respiratory complications related to their injury, so please help reduce their risk of harm by redu...
	 Commenter 307 asked what would happen if the state decided to allow heavier loads with ZEVs to improve payload problems and the resulting potential environmental harm to bridges, creeks and rivers.
	 Commenter 478+ stated that without access to new tow trucks motorists will experience longer traffic delays and increased emissions from idling traffic
	Response:
	DEQ acknowledges the wide range of views on the environmental and public health impacts of the ACT rule. There is strong evidence that diesel truck pollution contributes to serious health problems, especially in low-income and frontline communities ne...
	While battery production and electricity generation are not emission-free, lifecycle analyses consistently show that ZEVs produce significantly fewer greenhouse gas emissions than diesel vehicles. The ACT rule phases in ZEV adoption over time, allowin...
	Comment #46: Advanced Clean Trucks Rule – Health and safety concerns

	DEQ received 3 comments in this category.
	 Commenter 463 stated that companies that are unable to replace the older diesel trucks are running them longer which is reducing safety.
	 Commenter 478+ stated that ZEV technology does not provide the safety standards needed for towing and recovery trucks which are needed to prevent accidents and breakdowns and to keep the highways open. And without access to new tow trucks there is a...
	 Commenter 665 stated that without an adequate number of tow trucks there is a safety issue since most accidents occur within 15 to 20 minutes after a car is broken down or secondary crashes that follow primary accidents.
	Response:
	DEQ recognizes that truck safety and reliability are top priorities for the industry, especially for services such as towing and emergency response. While some vocational ZEV applications remain in development, others such as local delivery, refuse co...
	It is true that battery-electric trucks may not yet be the best solution for every vocational use, and DEQ’s enforcement discretion policy acknowledges this by providing relief in the early years of the program. However, safety and performance concern...
	Comment #47: Advanced Clean Trucks Rule – Replacing road tax revenue

	DEQ received 1 comment in this category from commenter 1 that asked how DEQ would plan to replace the revenue generated by taxes on petroleum products. The commenter also mentioned that DOT is already having to deal with a significant budget shortfall.
	Response:
	DEQ recognizes that the transition to electric vehicles has implications for how Oregon funds its transportation system, which currently relies on taxes on petroleum fuels. This question is beyond the scope of proposed rules and is being addressed in ...
	Comment #48: Advanced Clean Trucks Rule – Truck repair shop capacity

	DEQ received 5 comments in this category.
	 Commenter 1 asked how many mechanic/repair shops in Oregon can work on a Class 7-8 ZEV.
	 Commenter 227 stated that diesel truck mechanics are plentiful while electric truck mechanics are few and far between.
	 Commenters 259, 481 stated that there is inadequate maintenance training and systems in place to support EV adoption.
	 Commenter 301 stated that they will be forced to reduce hours for mechanics that are dedicated to preparing and delivering new trucks to our customers.
	Response:
	These implementation issues are outside the scope of proposed Advanced Clean Truck rule amendments. However, DEQ understands that the availability of qualified technicians for zero-emission trucks is critical to successful fleet adoption. The transiti...
	At the same time, the ACT rule’s gradual implementation means that ZEV adoption will occur over many years, allowing the support industry to scale accordingly. Fleets will continue to operate internal combustion engine vehicles alongside ZEVs for the ...
	Comment #49: Advanced Clean Trucks Rule – Truck driver training programs

	DEQ received 1 comment in this category from commenter 228 stating that it will put our commercial driver license training school out of business along with other similar schools and that without these schools there won’t be enough truck drivers.
	Response:
	DEQ appreciates the importance of truck driver training programs and understands the concerns raised about potential impacts to commercial driver license (CDL) schools. The ACT rule does not change CDL requirements or impose restrictions on training p...
	As ZEV technology expands, Oregon will need a workforce that can operate and maintain these vehicles. This presents an opportunity for training schools to expand their offerings and provide instruction in new vehicle technologies, including battery-el...
	Comment #50: Advanced Clean Trucks Rule – Grant funding

	DEQ received 11 comments in this category.
	 Commenter 4 stated that grants and loans to support the costs of replacing engines or vehicles does not offset the cost enough for most operators or small businesses.
	 Commenters 11, 44, 234, 320, 468 stated that a lack of grant funding to support ACT keeps demand for ZE trucks low.
	 Commenter 225 requested incentives and funding mechanisms to support infrastructure development and vehicle transition.
	 Commenter 234 stated that even with grant funding being available in California that can fund well over half the cost of ZEVs there is limited customer acceptance of the product which is why they have had real difficulty selling ZEV units.
	 Commenter 316 stated that even with grant funding available in several states ZEV Class 7-8 truck sales have been very low.
	 Commenter 485 stated that while Oregon does currently offer a rebate program for medium- and heavy-duty ZEVs they encourage revising the program to more closely mirror a Voucher Incentive Program. These type of “cash on the hood” programs can be str...
	 Commenter 653 stated that Oregon has not spent enough time and money building up infrastructure and charging stations like California therefore Oregon is putting the cart before the horse.
	Response:
	DEQ acknowledges that zero-emission trucks come with higher upfront costs, especially for Class 7 and 8 vehicles, and that current grant and loan programs do not cover these costs for all operators. DEQ continues to expand its suite of incentive progr...
	Comment #51: Advanced Clean Trucks Rule – Technical assistance program

	DEQ received 1 comment in this category. Commenter 485 recommended the creation of a technical assistance program to inform and educate fleets about electrification and to ease transition planning. This could include tying technical assistance to ince...
	Response:
	DEQ supports technical assistance in some of our incentive programs, however this issue is not part of the proposed rules.
	DEQ agrees that technical assistance is a crucial component of a successful ZEV transition. Transitioning to electric trucks involves complex planning around vehicle suitability, charging infrastructure, facility upgrades, and financial forecasting. A...
	Comment #52: Advanced Clean Trucks Rule – Actions in other States

	DEQ received 29 comments in this category.
	 Commenters 7, 11, 18, 43, 222, 224, 226, 228, 233, 238, 316, 463, 468, 474, 477, 652, 653, 665 stated that other states have already recognized the strain this rule places on their economies and have delayed their own implementation schedules and Or...
	 DEQ should develop enforcement discretion similar to what has been done in other Section 177 states (12, 18, 43, 44, 301), specifically Massachusetts (12, 43, 316, 468, 474)
	 Commenter 651 called into question whether states like Maryland and New Jersey had delayed their ACT compliance. They said that while those states have taken different enforcement and compliance pathways, they have not delayed their model year imple...
	Response:
	DEQ’s issuance of limited enforcement discretion for model years 2025 and 2026 mirrors actions in other Section 177 states.
	Comment #53: Advanced Clean Trucks Rule – Alignment with neighboring States

	DEQ received 1 comment in this category. Commenter 592 stated that if Washington and California have the same rule then it makes sense for Oregon to be in compliance with those states or we become the dumping ground for all the old non-complying truck...
	Response:
	DEQ’s decision to issue enforcement discretion for model years 2025 and 2026 brings Oregon out of alignment with the enforcement decisions of California and Washington in the short term. Oregon’s action is within existing authority and maintains ident...
	Over the long term, Oregon’s ACT rule is aligned with California’s and Washington’s implementation of the rule, which is a critical part of maintaining legal consistency under Section 177 of the federal Clean Air Act. This regional alignment also help...
	Comment #54: Advanced Clean Trucks Rule – CARB Low NOx certified engines only eligible to not generate ACT deficits in 2026

	DEQ received 1 comment in this category. Commenter 11 stated that even though low emitting 50mg NOx certified engines are available now that the ACT amendments only allow for 2026 model year low NOx engines to not generate deficits. This situation unn...
	Response:

	DEQ thanks you for submitting comments on the proposed rules. The additional flexibility of allowing 2026 HD Omnibus 50 mg NOx certified engines was included with the recent CARB amendments and Oregon has proposed to adopt those California amendments ...
	Comment #55: Advanced Clean Trucks Rule – Industry communication

	DEQ received 2 comments in this category from commenters 225 and 235 requesting transparent dialogue with industry to ensure feasible implementation.
	Response:
	DEQ values ongoing communication with industry partners and understands that successful implementation depends on continued transparency and engagement. The agency has held multiple advisory committee meetings, stakeholder listening sessions, and publ...
	Moving forward, DEQ will continue to provide updates, technical assistance, and opportunities for dialogue to ensure that the ACT rule and related programs are implemented effectively. DEQ encourages fleets, manufacturers, and dealers to participate i...
	Comment #56: Advanced Clean Trucks Rule – Rapid implementation timeline

	DEQ received 8 comments in this category.
	 Commenter 227 stating that the ACT timeline of 75% class 4-8 trucks by 2035 is a nice goal to have but is out of touch with reality given that it can take up to 3 years to procure an electric garbage truck.
	 Commenters 8, 224, 226, 228, 238, 253, 274, 661 stated that the implementation timeline is too short.
	Response:
	DEQ understands concerns that the ACT implementation schedule may feel aggressive, particularly given supply chain constraints and long vehicle procurement timelines. However, the rule was adopted in 2021 and includes gradual sales targets that begin ...
	Estimated ZEV sales targets in 2027 represent between 1% and 2% of the total Oregon MHD fleet. While sales targets are higher as a percentage of vehicles delivered in a model year, these low percentages relative to the total fleet indicate how gradual...
	Additionally, DEQ’s enforcement discretion for MY 2025 and 2026, along with proposed amendments provide additional near-term flexibility. These measures are designed to support a stable transition without altering the overall trajectory of the rule. T...
	Comment #57: Advanced Clean Trucks Rule – Alignment with federal regulations

	DEQ received 40 comments in this category.
	 Commenters 244, 321 stated that manufacturers and vehicle purchasers are forced to navigate a myriad of state and federal regulations that are not aligned and that the lack of alignment and clarity adds to the resistance to purchase ZEVs. Alignment ...
	 Commenter 467 stated that DEQ should explore aligning with the federal Greenhouse Gas Emissions Standards for Heavy-Duty Vehicles – Phase 3 in 2027
	 Commenters 242, 245, 248, 251, 252, 255, 256, 258, 260-273, 300, 303, 305, 311, 315, 317-319, 464, 480, 486, 490, 492, 497, 501 stated that the lack of alignment with federal standards causes destructive complexity and uncertainty about future small...
	Response:
	DEQ recognizes that state and federal regulatory frameworks may not always align perfectly. The ACT rule reflects California’s approach under Section 177 of the Clean Air Act, while the federal government’s Heavy-Duty GHG Phase 3 rule establishes diff...
	DEQ will continue to monitor federal rulemakings and implementation timelines. As federal policies evolve, Oregon may evaluate whether additional rulemaking is appropriate, particularly in light of infrastructure and incentive developments. However, m...
	Comment #58: Advanced Clean Trucks Rule – Uncertainty due to federal actions

	DEQ received 4 comments in this category.
	 Commenter 321 stated that with the current federal administration promising to rescind EV mandates the future remains uncertain causing chaos and confusion. There is a need for certainty.
	 Commenter 468 stated that manufacturers are currently passing along $3,000-$7,000 in tariffs which will make the situation worse since we would also have to purchase ZEV credits. The tariffs could also lead to lower demand of Class 3 ZEV sales and t...
	 Commenters 474 and 483 stated that federally proposed tariffs will increase costs for both ZEV and ICE trucks.
	Response:
	DEQ acknowledges that recent federal actions and proposed tariffs have created uncertainty in the market. While these developments introduce challenges, Oregon remains focused on providing a clear, stable framework that businesses and manufacturers ca...
	DEQ’s enforcement discretion is one such response to this uncertainty. It offers additional flexibility during model years 2025 and 2026 without altering the rule itself or undermining the ACT program’s integrity. Based on recent congressional action ...
	Comment #59: Advanced Clean Trucks Rule – Regulate Credit Prices

	DEQ received 1 comment in this category. Commenter 250 stated that ACT limitations can be overcome by reforming ACT to regulate credit prices, rather than regulating truck sales percentages. Manufacturers would make credit transactions directly with t...
	Response:
	Oregon DEQ must maintain ACT rules identical to California per the requirements of Section 177 of the Clean Air Act. Since California does not include this provision, DEQ will not propose this approach.
	Comment #60: HD Omnibus Rule – General support for rule

	DEQ received 2 comments in this category.
	 Commenter 239 expressed general support for the rules.
	 Commenter 499 expressed general support for the proposed amendments
	Response:
	DEQ thanks you for submitting your comments on the proposed rules.
	Comment #61: HD Omnibus Rule – General opposition to the rule

	DEQ received 1 comment in this category. Commenter 478+ stated that the rule should be repealed.
	Response:
	DEQ thanks you for submitting your comments on the proposed rules.
	Comment #62: HD Omnibus Rule – Delay implementation of the rules

	DEQ received 8 comments in this category.
	 Commenters 12, 43, 44, 309, 483, 653 stated that the rules should be delayed until 2027.
	 Commenter 234 requested a two-year delay to the implementation of the Omnibus rules.
	 Commenter 477 requested to delay the rules until at least 2027 and include an easy method for further delays.
	 Commenter 44 stated that it doesn’t make sense for Oregon to implement the rules for just one model year (2026) before CARB aligns the rules with EPA’s nationwide standards in model year 2027.
	Response:
	DEQ modified the proposal to delay the implementation of the HD Omnibus rules until 2027. DEQ made the decision to propose delaying the rules for an additional year after reviewing comments submitted under this proposal and ongoing and increased uncer...
	Comment #63: HD Omnibus Rule – Do not delay implementation of the rules

	DEQ received 5 comments in this category.
	 Commenter 470 urged DEQ to reject the proposed one-year delay of the rules and maintain the original timeline.
	 Commenters 466, 476+ urged DEQ to not delay the rule to either 2026 or 2027. Estimated per year costs of delay are approximately $250-300 million in health impacts and could result in 15-18 additional deaths.
	 Commenter 294 stated that delaying the rule to model year 2027 in Oregon would result in at least $475 million in monetized negative health outcomes and 29 avoidable mortalities.
	 Commenter 11 stated delaying the rules makes dirty diesel purchases a compliance option for the foreseeable future. They also stated that manufacturers who invested in cleaner engine technologies that meet the new standards are penalized by implemen...
	Response:
	DEQ thanks you for submitting your comments on the proposed rules. DEQ has proposed to delay implementation of the HD Omnibus rules until 2027. Please see response to comment #62 for further explanation.
	Comment #64: HD Omnibus Rule – Comments on DEQ’s fiscal and economic analysis

	DEQ received 2 comments in this category.
	 Commenter 294 stated that DEQ must better consider the significant economic, public health and environmental impacts of delaying the HD Omnibus rules in these crucial early stages of transition to a clean, efficient, and modern on-road freight system.
	 Commenter 44 stated that the rules are far more likely to do more harm than good in model year 2026 due to fleets either deferring purchases until 2027 or purchasing vehicles out-of-state. They also stated that there is no reasonable cost-benefit an...
	Response:
	DEQ thanks you for submitting your comments on the proposed rules. DEQ explained in the notice of proposed rulemaking that quantification of the specific fiscal impacts of delayed implementation on the affected parties was not possible due to uncertai...
	Comment #65: HD Omnibus Rule – CARB certified internal combustion engines will not be available to meet total market demand

	DEQ received 2 comments in this category.
	 Commenter 309 provided specific details about the compliant engines they expect to have available for MY 2026.
	 Commenter 43 stated that when the rules go into effect in 2026 there will be substantial product blackouts in Oregon.
	Response:
	DEQ thanks you for submitting your comments. Based in part on comments received DEQ modified the proposal to delay the implementation of the HD Omnibus rules until 2027. Without an adequate supply of CARB certified Omnibus engines available for MY 202...
	Comment #66: HD Omnibus Rule – Legacy engine deficits and ZEV offsets

	DEQ received 2 comments in this category.
	 Commenter 477 stated that the main reason manufacturers can’t comply with the rule is the inability to sell zero-emission trucks, since that governs the ability to sell 2023-compliant, or legacy, engines. They also stated that by limiting legacy eng...
	 Commenter 309 stated that as an engine manufacturer sufficient uncertainty remains which prevents them from determining how to comply with the legacy emissions credits and emissions mitigation requirements in Oregon.
	Response:
	DEQ disagrees with the commenters’ interpretation of available legacy engine flexibilities and with their fundamental interpretation of how excess legacy engine emissions can be offset by targeted disadvantaged community projects.17F  However, DEQ mod...
	Comment #67: HD Omnibus Rule – CARB enforcement discretion letters

	DEQ received 1 comment in this category. Commenter 309 stated that Oregon has not issued enforcement discretion letters similar to California to ensure that Oregon’s other laws do not create an unintended compliance liability for Omnibus legacy engine...
	Response:
	DEQ agrees that it has not issued HD Omnibus enforcement discretion letters like those issued by California. However, DEQ modified the proposal to delay the implementation of the HD Omnibus rules until 2027 based on the rationale described in the resp...
	Comment #68: Miscellaneous – State action is critical at this time

	DEQ received 1 comment in this category from commenter 651 stating that actions at the federal level being taken to revoke the ACT, Advanced Clean Cars and other air quality regulations mean that Oregon needs to stand strong for clean air and for its ...
	Response:
	DEQ thanks you for your comments. DEQ recognizes that actions taken at the federal level are creating uncertainty.  Despite that uncertainly, DEQ will continue to work to implement policies that will reduce harmful truck emissions in the long-term, de...
	Comment #69: Miscellaneous – Actions to reduce truck emissions are long overdue and DEQ should do more

	DEQ received 3 comments in this category.
	 Commenter 312 stating that action to reduce emissions from trucks for the multi-pronged benefits of public health, climate mitigation and long-term cost savings is long overdue.
	 Commenter 488 stated that more must be done to improve the air quality along the I-5 corridor in Portland as a matter of environmental justice including that there will be no federal support for this critical work.
	 Commenter 366 asks for a ban on vehicular diesel engine emissions in Oregon.
	Response:
	DEQ thanks you for your comments. Neither the originally adopted rules nor the proposed rule amendments ban diesel emissions from vehicles. As described in this report under the General Assumptions section of the Fiscal and Economic Impact Statement, ...
	Comment #70: Miscellaneous – Vehicle emissions testing

	DEQ received 2 comments in this category.
	 Commenter 5 stated that DEQ should be implementing emissions inspections on the current fleet of light-, medium- and heavy-duty trucks in Oregon in order to make sure these vehicles are in compliance with current laws and to improve air quality. The...
	 Commenter 205 from Eugene stated that they cannot believe that there still aren’t smog checks there.
	Response:
	DEQ thanks you for your comments. Vehicle emissions testing is outside the scope of this rulemaking action. The Clean Truck Rules and these proposed rule amendments are focused on emission standards for new medium- and heavy-duty vehicles and engines.
	Comment #71: Miscellaneous – Oregon getting older California trucks

	DEQ received 1 comment in this category. Commenter 448 stated that if California can ban dirty diesel, Oregon can ban dirty diesel and that all of the California trucks came to Oregon because of the lack of diesel regulation in Oregon.
	Response:
	DEQ thanks you for your comments. The sale of used vehicles is outside of the scope of this rulemaking. The Clean Truck Rules and these proposed rule amendments are focused on emission standards for new medium- and heavy-duty vehicles and engines.
	Comment #72: Miscellaneous – Harm from smoking trucks

	DEQ received 1 comment in this category. Commenter 310 described a situation where they were harmed by a large Dodge Ram truck “rolling coal” while eating at a restaurant. The person driving the truck was clearly intending to harm the people and famil...
	Response:
	DEQ thanks you for your comments. Vehicle tampering is outside the scope of this rulemaking. The Clean Truck Rules and these proposed rule amendments are focused on emission standards for new medium- and heavy-duty vehicles and engines.
	Comment #73: Miscellaneous – DEQ should share an updated Interstate 5 corridor particulate map

	DEQ received 1 comment in this category from commenter 654 stating that DEQ should provide an updated chart of the I-5 corridor and the particulates since the last one shown was from 2019 because we have made huge inroads since that time and have been...
	Response:
	DEQ thanks you for your comment. DEQ shared a map that showed 2020 Willamette Valley diesel particulate matter cancer risk during the Feb. 21, 2025, rulemaking advisory committee meeting.18F  The 2020 data comes from the EPA’s 2020 AirToxScreen assess...
	Comment #74: Miscellaneous – Relax emissions regulations to 2009 standards

	DEQ received 1 comment in this category. Commenter 8 stated that DEQ should relax medium- and heavy-duty truck emission standards back to where they were in 2009.
	Response:
	DEQ thanks you for your comment. Rolling new medium- and heavy-duty engine and vehicle emission standards back to what they were in 2009 is outside of DEQ’s existing authority. Oregon can either opt-in to California new vehicle emission standards as d...

	Implementation
	Notification

	The proposed rules would become effective upon filing on approximately July 10, 2025. The affected parties are medium- and heavy-duty vehicle and engine manufacturers, dealerships, purchasers and the public. DEQ would notify affected parties by GovDel...
	Compliance and enforcement

	Affected parties would be notified by GovDelivery, direct emails to industry contacts and separate emails from membership organizations.
	Reporting

	Vehicle manufacturers subject to the regulation will be required to report information such as early action credits accrued and annual sales. Manufacturers must use the California Air Resources Board Advanced Clean Trucks Reporting System (ACTRS) for ...
	Systems

	Website
	Update web page, FAQ sheets and other guidance information on rule amendments.
	Database
	ACT sales reporting will continue to be centralized through CARB’s ACTRS reporting tool.19F  Early action credit reports will continue to be posted to DEQ’s ACT Early Credit Reporting webpage.
	Training
	DEQ will continue to provide technical assistance to affected parties to implement the provisions of the rules and rule amendments including how to submit credit and debit information and how to submit sales information.
	Five-year review
	Requirement

	Oregon law requires DEQ to review new rules within five years after EQC adopts them. The law also exempts some rules from review. DEQ determined whether the rules described in this report are subject to the five-year review. DEQ based its analysis on ...
	Exemption from five-year rule review

	The Administrative Procedures Act exempts some of the proposed rules from the five-year review because the proposed rules would:
	 Amend or repeal an existing rule. ORS 183.405(4).
	Five-year rule review required

	No later than July 11, 2030, DEQ will review the newly adopted rules for which ORS 183.405 (1) requires review to determine whether:
	 The rule has had the intended effect
	 The anticipated fiscal impact of the rule was underestimated or overestimated
	 Subsequent changes in the law require that the rule be repealed or amended
	 There is continued need for the rule.
	DEQ will use “available information” to comply with the review requirement allowed under ORS 183.405 (2).
	DEQ will provide the five-year rule review report to the advisory committee to comply with ORS 183.405 (3).
	Non-discrimination statement
	DEQ does not discriminate on the basis of race, color, national origin, disability, age or sex in administration of its programs or activities.
	Visit DEQ’s Civil Rights and Environmental Justice page.

