
 

 

 

 

 

WORKING PAPER 

Key points to be addressed in the review of the 
Alternative Fuels Infrastructure Directive 

 

Member States to set their own priorities 

All European countries are working to implement RED targets while planning decarbonisation 
strategies to achieve the new ambition set by RED II.  

The national schemes serve as drivers to achieve Member States CO2 reduction targets, which are 
often stricter than the ones of the EU. The scenarios are designed according to the national priorities 
and resources, putting in place multiple solutions.  

The AFID should support the infrastructure development for those fuels that have a potential of a high 
renewable share. By using a pure tank-to-wheel approach to select the fuels eligible as alternative fuels 
would simply prevent Europe and Member States from reaching climate goals in an effective way.  

 

• The infrastructure objectives are achieved by maintaining an Alternative Fuels Infrastructure 

Directive, in congruence with other related legislation (e.g. RED II).  

• Member States should set the targets themselves, possibly following a common European 

methodology set out in the EU legislation. An implementing mechanism should be applied to 

avoid no compliance. 

• The specificity of infrastructure for LNG heavy-duty vehicles must be considered. Next to the 

TEN-T Core network, it is fundamental to support LNG refuelling stations also at the logistics 

centres, depots or multipurpose LNG refuelling stations at ports that could serve for different 

applications.  

• The Directive should reflect the multifaced solutions that gas technologies can bring to the 

transport sector’s decarbonisation, assessing the energy infrastructure as part of a wider 

supply energy system   

• For CNG stations, criteria addressing space density in urban areas should be included to 

optimize the utilization of natural gas and biomethane in cities. 

• Affordability and interoperability of the fuel should be valued and the principle of the 

neutrality of infrastructures maintained. 

• The fairest and most transparent methodology is used to communicate price information to 

consumers. 

• stations, but on the overall supplying system, including the micro-liquefaction plants 

•  



 

In this sense, the transition from CNG to bioCNG and from LNG to bioLNG is already taking place, thanks 
to a total bio share of 17% in Europe as of today. The same infrastructure is used for these fuels and 
today almost 25% of the refuelling infrastructure is providing bioCNG or bioLNG with a bio rate of up 
to 100%. 

 

Targets  

Member States should establish the targets according to their priorities and resources, following a 
common European methodology set out in the EU legislation.  

However, after the National Plan Frameworks set up by each Member State, a mechanism to control 
their implementation is missing. This results in a fragmentated distribution of refuelling stations.  

Different Member States have different approaches in dealing with different alternative fuels, as it 
depends on the local energy resources, on the specific national economic context, and on the 
infrastructure and vehicles that are already in place. No matter the priorities and the size of 
developments planned, the absence of control in implementing the targets is compromising the overall 
scope of the Directive.  

 

Criteria to set up new targets for CNG and LNG 

Proposed criteria for urban area: based on spatial density, 1 station/8-10 Km2 for CNG 

Proposed criteria for TEN-T core: 1 station every 50 km for CNG, 1 station every 200 km for LNG 

LNG and CNG stations on the highway: LNG refuelling infrastructure are very often built in areas close 
to the highways, not actually on the highway. This means that to refuel, LNG trucks have to leave the 
highway. This is because the current concession procedure for the highway locations do not involve 
any obligation to also have alternative fuels infrastructure put in place. In addition, the investor must 
have enough confidence into the duration of the concession to invest in this infrastructure, which 
should be long enough to ensure a paid-back and some profit on the high initial CAPEX investment. 

LNG infrastructure needs to be developed more strategically, i.e. in locations very close to large 
distribution centres or airports. It is important to start with an analysis of the logistics flows to 
understand where LNG refuelling stations are needed to support the movement of freight.  

Besides, refuelling station should be placed at ports where LNG can serve both shipping and road 
transport, and eventually rail. Interoperability is also about improving efficiency between sectors, as 
this is a clear benefit of having LNG at ports, both to refuel the ships and the trucks that then move the 
freight on to its destination. There is a need to deploy intermodal stations all around mobility hubs. 

 

The neutrality of the infrastructures  

Infrastructures are an enabler for the decarbonisation process; therefore they must be considered 
“neutral”. The fact that in the case of biomethane it is not possible to distinguish between molecules 
of fossil origin and renewable origin cannot represent a discriminatory criterion to exclude natural gas 
from the scope of the Directive. If this approach is followed, it should then also be extended to 
electricity. The distinction between electric grids distributing coal-based electricity and electricity 
based on renewable energy sources should be made. 

Both, gas and electricity distribution systems work equally well for renewable gas/electricity and fossil 
gas/electricity. Currently, around 17% of the gas used in transport is biomethane, and this proportion 
is increasing. Just like the electricity system with renewable electricity, the gas network integrates a 
growing production of fuels from renewable sources without any extra cost.   

 



 

Affordability 

The rolling out of a certain technology is very much dependent on its costs. Therefore, costs of the new 
infrastructures need to be taken into account when prioritising the energy carrier to support. 

As an example, the age of the vehicle park in the EU Eastern countries is on average double for cars 
and from 4 to 7 years older for trucks compared with the rest of Europe. Affordability of the mobility 
solutions is key to guarantee a quick deployment of technologies and infrastructure. For this reason, 
the revision of the Directive needs to stay technologically open, so to allow an economically efficient 
way of reducing CO2 emissions across all EU countries.  

CNG replies to this need for cars and vans, LNG for trucks and coaches. Out of the 280 publicly 
accessible LNG stations, only 12 are found in Eastern Europe, and half of them in Poland. There are 
today 3515 CNG stations in Europe and 2/3 of them are in Italy and Germany. CNG stations need to be 
developed in all Europe to help a better interoperability between countries with a more environment 
friendly fuel. 

LNG stations require high CAPEX, and therefore financial incentives have helped to improve the 
number of refuelling points, especially in Western Europe. This form of incentive needs to be continued 
for the progression of natural gas infrastructure deployment into Eastern Europe and for the 
decarbonisation of the heavy-duty vehicles sector.  

A comparison is often made between the costs of a CNG/LNG refuelling stations and the 
implementation of electric vehicle recharging points. However, a direct comparison of costs is not 
possible, as the recharging points for electromobility are the last element of an entire system 
(transmission grid) that has a major economic impact. The deployment of electromobility requires a 
wide development and distribution of recharging infrastructures, particularly in the case of fast 
recharging points on the TEN-T. This makes the upgrade of the transmission lines necessary, which 
goes well beyond the cost of the recharging point itself. 

 

Interoperability 

Interoperability among stations - To improve monitoring and interoperability of networks, the benefits 
of digitally connected infrastructure (i.e. the infrastructure is connected with a central monitoring 
system and/or back-office through wireless or cable internet connection) should be explored and 
supported. When it comes to LNG, and CNG, digital connection should be extended also to refuelling 
stations. This would be beneficial to provide real-time information about availability, payment services 
but also fuelling operation automation, safety issues, and tests. This could represent a real innovation 
and advantage when it comes to refuelling operations.  

Several models of LNG trucks are already available on the market, for which the preferred fuel 
parameters (ex. level of LNG pressure) differ. A digital communication between truck-stations 
announcing the upcoming refuelling operation would allow a digitally connected station to prepare 
the LNG with optimal parameters (ex. pressure) in advance. This would drastically smooth and shorten 
the refuelling operation of all types of mature LNG trucks technologies.  

Interoperability with LNG bunkering - When stimulating LNG infrastructure, the focus should not only 
be on the refuelling stations, but on the overall supply system. Bunkering solutions from which the 
stations will be supplied and terminals for the inland navigation must be part of an overarching strategy 
to ensure a comprehensive deployment of LNG in Europe as an alternative fuel. For example, 
Zeebrugge and Rotterdam are the only points of supply for the whole North Western European market. 

Interoperability with liquefaction plants: the focus should also be laid at infrastructure for countries 
and regions located far from the main terminal using (micro) liquefaction plants that are enabling LNG 
use (like in southern regions in Italy or other countries far from the sea). 

 



 

Price displaying  

Regarding the metric that is used for communicating price information to consumers, while it was a 
fact that electric powertrains are more efficient than Internal Combustion Engines, it is important to 
ensure that the fairest and most transparent methodology is used to communicate information to 
consumers.  

Starting from 2021, according to the Implementing Regulation (EU) of 17.5.2018 on a common 
methodology for alternative fuels unit price comparison, prices will be expressed as amounts of 
applicable currency per 100 km. 

Despite the importance to translate everything into € per energy unit, this option does not 
communicate the price of the fuel to the final consumers in a clear way. In order to apply the new way 
of displaying, a specific vehicle needs to be taken as a benchmark. The consumer will have therefore 
to adapt the price displayed (benchmarked with the reference vehicle) with the consumption of their 
actual vehicle. Such an indication should be provided upfront in the form of a label on each new sold 
vehicle to the final user. 

 

Timeline 

The focus of the revised AFID should be maintained on the short-medium term. It is important that the 
criteria underlying the Directive can adapt the vision in response to market and local conditions.  

The long term 2050 decarbonisation target must be reached with a solid roadmap based on an 
incremental approach. The revision of the AFID must contribute to create this roadmap, as a pathway 
towards this target, but with a strong focus on cost effective solutions that can kick off the 
decarbonisation process immediately and with a clear and stable perspective of investment already in 
place or planned. Otherwise, the risk is to miss out the short-term actions that could be important on 
the path towards decarbonisation. 

 

Consistency across legislation  

Acting in a consistent and harmonised legislative framework must be maintained if the EU wants to 
achieve decarbonisation in transport. 

The definition of zero and low emissions vehicle based on a pure tank-to-wheel emissions approach is 
a limitation to the goal of climate neutrality. Climate change can be mitigated through the 
decarbonisation of the transport sector, but this process needs to be assessed by considering the GHG 
emissions under a well-to-wheel perspective, where renewable fuels can be recognised.  

In addition, incentive schemes and a supportive taxation framework should be pursued to develop the 
alternative fuels in Europe.    


