
The climate negotiations meeting of 
Conference of Parties signatory to the 
convention, COP29, at Baku, 
Azerbaijan, where most nations of the 
world have gathered currently, shall 
deal with various concerns relating to 
climate change. This year will mark 15 
years fr om the COP 2009 in Denmark, 
which set the target of $100 billion of 
climate finance per year by 2020, exten -
ded to 2025. It is an issue that is ready 
for substantial discussion on upgrades 
because the need for climate finance 
for renewables, disaster mitigation, cli-
mate health, and restructuring infras-
tructure has grown by leaps and 
bounds. The calls for ade qu ate finance 
and corresponding financial mech-
anisms for serious climate action are 
getting louder and more urgent. 
Unfortunately, those who have made 
substantial emissions, in per capita 
terms, by current total emissions as well 
as accumulated historically, refuse to 
own up the responsibilities. India’s  
per capita CO2 emissions in 2021 were 
aro und 1.5 tonnes, the USA’s around 13.5 
tonnes, China’s at 7.5 tonnes, with the 
world average of 4.2 tonnes. Even in 
cumulative emissi o ns, which cause 
global warming, India’s share is much 
below that of China, the USA, and 
Western Europe. 

India is a major country, which has 
made serious commitments for strong 
climate action that needs finance and 
technology. India needs to take a meas-
ured position as an important and lead-
ing member of various groups — G20, 
G77 (Developing countries group), 
Brics, etc. Despite being the third 
largest emitter, India’s position among 
per capita CO2 emissions and cumu-
lated historical emissions is still among 
the lowest in the world. The per capita 
emissions issue is important climate 
indicator in terms of inequity and 
socioeconomic justice. However, what 
matt e rs in scientific terms is the cumu-
lative emissions since 1850, in princi-

ple, but at the minimum from 1990 
onwards, the reference date for the Rio 
convention after which no nation coun-
try could claim ignorance about the 
threat to climate.  

India is decarbonising even in its 
growth phase and setting up a pathway 
for economic growth, after the onset of 
climate concerns and shall not load the 
planet during its growth process as 
compared to the developed countries 
before 1990 and China after 2000 and 
till now. They are now decarbonising 
much too slowly and continue to load 
today. India has added a considerable 
share of renewable energy (RE) power 
capacity after 2015. The challenges of 
meeting 24-hour electricity supply with 
intermittent and unpredictable natural 
and renewable sources like solar, wind, 
and hydropower are many, e.g. with cli-

mate finance to support infrastructure 
such as much higher and diverse trans-
mission capacity, and storage capacity 
to ensure 24-hour electricity India can 
avoid CO2 emissions during its growth 
phase. 

However, for enhancing climate 
financing pledges, it is necessary to sug-
gest some accounting framework. It is 
important to track nationally allocated 
climate finance that goes into invest-
ment for climate mitigation such as 
subsidies for renewable energy, electric 
vehicles etc and associated expenditure 
systems (e.g. we provide free transmis-
sion for renewables), providing huge 
support for national schemes with 
incentives such as subsidies, for the 
Kusum scheme for agriculture pumps, 
Surya Ghar, for residential sector, or 
green hydrogen, etc. nationally or 
through states.  Moreover, India spends 
increasingly larger resources for climate 

adaptation, disaster management, crop 
insurance etc. Higher investment is 
needed for all infrastructures ranging 
from roads, bridges, dams, power 
infrastructure to be climate resilient to 
follow more stringent norms for safety. 
It is necessary to start building a parallel 
accounting system to record climate 
expenditures, investment and loss and 
damage that claim financial resources. 
The ministries of finance, statistics, 
renewable energy and disaster manage-
ment authorities can come up with a 
rough system that records expenditures 
and investment going regularly for cli-
mate mitigation, or for sporadic losses 
and damages due to climate change, or 
expenses or investment for restoration, 
adaptation and resilience. They need 
to be aggregated, though may be 
incurred by the central, state, and local 
bodies regularly, such as nodal agencies 
for renewable energy or disaster man-
agement agencies. These need to be 
attributed carefully to climate change. 
Even the private sector, and citizens 
spend and invest for health impact, cli-
mate risk reduction or for energy effi-
ciency or renewables. Gradually, the cli-
mate change is influencing a large part 
of the economy. A team of experts could 
be appointed and projects can be 
awarded to prepare modules of a larger 
system.  At modest expense the case for 
climate finance can be more convincing 
and our own understanding clearer 
about the financial implications of cli-
mate change  

India’s strong data system can also 
speak for other nations who have less 
means and capabilities — financial or 
intellectual to record them and under-
stand the macroeconomic, monetary 
and financial aspects. The expenditures 
and investments to deal with climate 
change need to be understood by all 
and that calls for expertise that India 
has for climate research. They are grow-
ing to claim substantial share of the 
GDP. Such a system can dispel the myth 
that India, being a large polluter, does 
not need climate finance. India is more 
likely to come up with cheaper and 
appropriate climate solutions needed 
for other developing countries being in 
the similar climate zones and income 
levels such as, solar pumping, cooking, 
agri-voltaic devices for farming, cooling 
and many others. It may show that the 
climate impact is high for those who 
have added less emissions but suffer 
disproportionately more and the devel-
oped countries and China need to do 
burden sharing.  
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A
s India presents its creden-
tials at the 29th edition of 
the United Nations Cli -
mate Conference (COP29) 

in Baku, Azerbaijan, this week, its 
heavy-duty transport sector, the big-
gest source of emissions in transpor-
tation, will be top of the mind for 
many who are looking for a shift from
diesel to liquefied natural gas, or 
LNG, fuelling the country’s march 
towards Net Zero by 2070. 

The idea is not new. State-run 
Petronet LNG, India’s biggest LNG 
importer, has harboured plans of 
using the fuel in the transport sector 
for the past six years. But lack of 
government incentives and 
resistance from small transporters 
meant that though Petronet had 
planned 1,000 LNG retail outlets in 
three years, it ended up establishing 
only a couple. 

What has changed now is the 
entry of the private sector and an 
acceptance among India’s large 
corporations that their emissions 
need to be in order before 
government regulations  
come calling. 

The result is that from Gautam 

Adani to Prashant Ruia, and from 
heads of India’s top state-run oil and 
gas companies to top city gas 
utilities, everyone is betting on 
turning India’s goods transport by
road green. Not by electrifying the 
trucks but by replacing diesel  
with the cleaner and more  
affordable LNG. 

The business case is humongous 
if you look at the success of gas-fired 
heavy vehicles in China, where 
rough estimates value the LNG 
needed for these vehicles at $9
billion annually. A million trucks are 
expected to be on China’s roads next 
year — worth $70 billion at Indian 
ticket prices. 

But India’s LNG trucks’ path is 
strewn with rocks, namely, poor 
infrastructure, high vehicle prices, 
lack of government support, and a 
highly fragmented market 
dominated by small transporters. 

Private sector drive 
The impetus for LNG-fired trucking 
in India has come from the Essar 
group, which has reshaped itself as a 
group focused on energy transition 
and future fuels. LNG came into the 
mix after Essar realised the fuel 
could help decarbonise transport, 
says Anand Mimani, CEO of 

Mumbai-based clean logistics 
provider GreenLine Enterprises, an 
Essar company. 

Says Anirudh Bhuwalka, CEO of 
Blue Energy, which has a capacity to 
make 10,000 heavy duty LNG trucks 
and counts GreenLine as an anchor 
customer. “Clearly, there was an 
opportunity to participate in this 
whole energy transition story in the 
sector. And nobody really was 
focusing on it, and nobody was 
doing anything about it.’’ 

GreenLine says it operates most 
of the 1,500 LNG trucks in India 
today, still a fraction of the 300,000 
medium and heavy diesel trucks 
sold annually. 

That could change. Tata Motors, 
Volvo, and Ashok Leyland are 
entering the LNG truck business. So 
is Adani, which commissioned its 
first LNG station in Tirupur, the 
textile hub in Tamil Nadu, with plans 
to build 50 LNG retail outlets over 
the next three to five years, Suresh 
Manglani, CEO, Adani Total Gas, has 
said in an earnings call. 

State-run Indraprastha Gas will 
set up 100 LNG stations by 2029-30, 
managing director Kamal Kishore 
Chatiwal told Business Standard 
earlier. 

However, unlike the others, 

which are either into fuel retailing or truck 
building, Essar is trying to build an entire 
ecosystem around LNG trucking, says 
Raunak Modi, logistics analyst with rating 
agency CareEdge. 

GreenLine buys the trucks from Blue 
Energy, an Essar associate company, and 
provides clean logistics support to
companies like Vedanta, Tata Steel, Jindal 
Steel, Ultratech, Hindalco, Reliance, Shell, 
Nestle, and Castrol. 

Rocks on the path 
LNG-powered trucks deliver considerable 
reductions in toxic emissions compared to
diesel, with cuts of up to 30 per cent in 

CO2, up to 100 per cent in SOx, up to 59 per 
cent in NOx, up to 91 per cent in 
particulate matter, and up to 70 per cent in 
carbon monoxide.  

“Capacity is not the issue. Products are 
now ready. I think the bottleneck so far has 
been the network creation for LNG 
stations,’’ Bhuwalka said.  

There are hardly 20 outlets scattered 
across the country, compared to the 
90,000-odd diesel outlets. This, says 
Modi, prevents bulk users such as 
ecommerce companies Amazon or 
Delhivery from using LNG vehicles. China 
has 8,000 LNG retail fuel stations. 

LNG retail outlets are several fold more 
expensive to set up compared to a pump 
selling petrol or diesel. Industry sources 
say India requires either strict emission 
rules on diesel trucks or generous 
government subsidies on LNG ones. The 
latter is awaited even as the government 
supports electric two-wheelers. 

Beijing incentivised adoption of  
LNG trucks. It began conversions  
in 2015, with its LNG truck fleet almost 
tripling since 2019 and on track to reach 1 
million next year, says Greg Molnar, LNG 
analyst at Paris-based International 
Energy Agency. 

As in India, LNG truck sales compete 
with diesel vehicles in China on price. 
While operating costs of LNG fired 
vehicles are lower than diesel powered 
ones in both nations, the difference lies in 
capital costs. Advantages of a lower 

operating cost are nullified by the high 
capital costs of the trucks, and the high 
cost of setting up an LNG retail outlet. 

A LNG-fired truck is more expensive 
than a diesel-fired equivalent by ~20-25 
lakh, a steep climb for most of India’s 
truckers. This gap is half in China. 

"I think capital cost definitely is a major 
concern. You know, the transport industry 
is very reluctant to try on new 
technologies in a hurry,’’ says Bhuwalka, 
“and especially when those new 
technologies come at a high price point.’’ 

India’s dream of increasing the  
share of gas in its energy mix to 15 per cent 
by 2030 from 6 per cent now will be a steep 
climb unless the government creates an 
entirely new demand sector in retail LNG, 
analysts say. 

But LNG has to be priced competitively 
or demand from trucks may evaporate, 
especially in a price sensitive market such 
as India. 

“Whilst all cylinders are firing to 
celebrate the growth of China’s LNG 
fuelled trucks, how many remember that 
China used to have a huge fleet of LNG 
fuelled buses which have disappeared, 
gone electric by now?’’ Yiyong He, CEO of 
LNG Easy, a fuel retailer, said in a post on 
LinkedIn. 

Modi of CareEdge says: “Overall, you 
know, larger scale adoption, I think it is 
sort of a matter of time right now. We do 
not really see it happening anytime very, 
very soon.”

OPINION

Things are changing 
rapidly with the entry of 
the private sector, but the 
path of LNG trucks in India 
is strewn with rocks

HAVING A TRUCK
WITH LNG

% SHARE IN GLOBAL 
CUMULATIVE EMISSIONS 
FROM 1990-2021
China           20.7 
USA 17.0 
W Europe       9.5 
India 4.5 
Brazil 4.1 
Russia            3.9 
Japan 3.8
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Accounting for 
climate finance

IMPORT OF LIQUEFIED NATURAL GAS Figures* for FY25 

Total LNG imports      April       May      June       July     August   September       Total 

(long term, spot)  

mt                                1.9          2.7         2.6        2.8           2.3             2.2 14.5 

mscm (P)                  2,499      3,516     3,460    3,689       3,056          2,932 19,153 

$ million                   980      1,365      1,436     1,488        1,209          1,208          7,685 

~crore                       8,173     11,380    11,986    12,437       10,141        10,062        64,179 

*Provisional; mt:Million tonne; mscm : Million standard cubic metre; 1 mt = 1,325 mscm Source:  DGCIS
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