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Alternative fuels – review of EU rules on infrastructure 

Introduction 

ORLEN Group welcomes the opportunity to contribute to the consultations on the review of EU rules 

on alternative fuels infrastructure. As the largest multi-energy group in Poland and a leading energy 

company in Central and Eastern Europe, ORLEN is actively involved in the development and operation 

of alternative fuels infrastructure, including electric vehicle charging, hydrogen refuelling and gaseous 

fuels networks. Drawing on its practical experience as an infrastructure operator and investor, ORLEN 

underscores the importance of ensuring that AFIR requirements remain proportionate, technologically 

neutral and feasible in real-world conditions, so as to enable effective infrastructure roll-out, avoid 

systemic risks and support the decarbonisation of transport while safeguarding energy security and 

economic competitiveness. 

1. Key barriers to the implementation of AFIR 

1.1. Disproportionate data-sharing obligations for CNG, LNG and LPG infrastructure (Article 20(2) and (3) 

AFIR) 

AFIR introduces extensive obligations for operators of publicly accessible alternative fuels refuelling 

points, including CNG and LNG stations, to provide free, open and unrestricted access to static and 

dynamic data through digital interfaces such as APIs. 

ICT compliance costs for full AFIR Article 20 data sharing (APIs, cybersecurity, maintenance) are 

estimated by infrastructure operators at EUR 15,000 – 40,000 per station, representing a material share 

of annual EBITDA for CNG/LNG assets nearing end-of-life. 

For CNG and LNG stations, compliance with these requirements entails substantial investments in ICT 

systems, which are disproportionate in light of the transitional nature of these fuels. Under AFIR (Article 

2(4)(c) and Recital 8), CNG and LNG are recognised as fossil alternative fuels intended to be gradually 

replaced by zero-emission propulsion technologies. 

Imposing long-term, cost-intensive digitalisation obligations on infrastructure that is explicitly defined 

as transitional cannot be considered proportionate or system-efficient. Similar concerns apply to LPG 

infrastructure, which also falls under the definition of alternative fuels. 

1.2. Risk of non-compliance due to delays outside operators’ control (DSO connection delays) 

A major practical barrier to AFIR implementation in Poland relates to structural constraints affecting the 

electricity distribution system. The limited availability and long lead times for grid connections for 

high-power charging infrastructure are largely the result of various circumstances, including historical 

underinvestment in distribution networks, rapidly growing demand from electrification across multiple 

sectors, and lengthy permitting and planning procedures that significantly constrain the pace of network 

reinforcements. In many cases, the connection conditions offered to charging point operators require 

distant connection points not by choice of the DSO, but due to insufficient local grid capacity, which is 

a legacy issue shaped by past demand patterns and regulatory incentives. Similarly, connection 

deadlines that appear misaligned with AFIR timelines reflect the objective constraints under which DSOs 

operate, including multi-year investment cycles, supply chain bottlenecks and workforce limitations, 

rather than a lack of willingness to support alternative fuel infrastructure. As a result, charging 
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infrastructure operators face a systemic regulatory risk, whereby they are held responsible for meeting 

AFIR targets despite having limited or no control over key enabling factors such as grid expansion 

schedules and permitting outcomes. Existing support and financing mechanisms for DSOs help alleviate 

these pressures only partially, as they do not fully address bottlenecks related to the deployment of new 

motorway service areas, where infrastructure investments must often be decided and delivered within 

very short timeframes. Addressing these challenges therefore requires a coordinated, system-level 

approach that aligns AFIR objectives with grid planning, investment frameworks and permitting 

processes. 

1.3. Electric heavy-duty vehicles (eHDV) 

AFIR establishes ambitious infrastructure deployment targets for eHDV charging between 2030 and 

2035. However, market projections for eHDV uptake, particularly in long-haul and transit transport, 

remain conservative. Market outlooks (e.g. EU transport decarbonisation scenarios) project that by 

2030 electric heavy-duty vehicles may account for less than 5–8% of long-haul freight fleets in 

CEE, indicating a significant demand gap relative to distance-based AFIR deployment assumptions.  

There is a substantial risk that infrastructure deployed based solely on fixed distance criteria will not 

correspond to actual freight operators’ needs. In conditions of insufficient demand, charging station 

operators will be exposed to high fixed operating costs, including contracted capacity charges, reactive 

power costs and maintenance expenses. 

In our view, eHDV charging infrastructure should be deployed in locations driven by logistics flows and 

user needs rather than by a rigid kilometre-based algorithm. 

1.4. Regulatory treatment of LNG and bioLNG mixtures 

In the context of the AFIR review, Article 8 would benefit from explicitly recognising the role of 

renewable gaseous fuels, notably biomethane in liquefied and compressed forms (bioLNG and bioCNG), 

as effective and immediately available tools for decarbonising road transport. Life-cycle assessments 

consistently show that biomethane produced from waste and residues can deliver greenhouse gas 

emission reductions of typically 80–90% compared to fossil diesel and fossil natural gas, and in certain 

pathways even achieve net-negative emissions, depending on feedstock and production technology. 

When deployed in heavy-duty vehicles, bioLNG enables CO₂ emission reductions of up to around 90% 

on a well-to-wheel basis relative to conventional diesel, while bioCNG offers comparable performance 

in urban, regional and distribution transport, where it already serves a significant share of existing fleets. 

Crucially, this emission abatement can be achieved using existing LNG and CNG refuelling infrastructure, 

which is technically fully compatible with biomethane and therefore allows for rapid scaling without 

additional infrastructure lock-in or stranded assets. From a system perspective, bioLNG and bioCNG 

complement electrification and hydrogen by covering segments where zero-emission technologies are 

not yet mature or cost-competitive, while delivering immediate climate benefits. Moreover, 

biomethane contributes to energy security and resilience by reducing reliance on imported fossil fuels 

and supporting the circular economy through the recovery of energy from waste and residues. Against 

this background, the absence of explicit reference to biomethane-based infrastructure in AFIR risks 

underestimating the real decarbonisation potential of gas-based alternative fuels and distorting the 

assessment of infrastructure adequacy and market needs. In line with AFIR’s objectives of ensuring a 

sufficiently developed and user-friendly alternative fuels infrastructure and maintaining technological 

neutrality, it would therefore be appropriate to explicitly acknowledge bioLNG and bioCNG within the 



 

3 
 

regulation, assess the relevance of guidance or indicative targets for their deployment (particularly 

along TEN-T corridors) and ensure regulatory coherence with the Renewable Energy Directive and EU 

heavy-duty transport decarbonisation objectives. 

2. Need for regulatory and organisational adjustments 

Ensuring the effective implementation of AFIR requires a coordinated package of measures, including: 

 acceleration and harmonisation of grid connection procedures, 

 enabling grid extensions up to the boundary of project sites, including in remote locations, 

 mandatory reservation of technical corridors for power infrastructure in road planning, 

 exemption of energy infrastructure from road occupancy fees, 

3. Targeted clarifications and amendments to AFIR 

 Article 5(1)(c): mandatory use of dynamic QR codes raises significant cybersecurity concerns, 

particularly at charging points below 50 kW without displays; alternative methods should be 

permitted. 

 Article 5(2): consent for automatic authentication should be granted once, with an opt-out 

option. 

 Article 5(4): user information requirements should be fulfilable via mobile applications or 

websites. 

 Article 5(8): the concept of “smart charging” requires a clear and uniform technical definition. 

 Article 6(1): the minimum hydrogen dispensing capacity of 1 tonne/day should not apply to 

urban hydrogen refuelling stations. 

 Article 8: clarification is needed regarding commercial LNG station development and the 

regulatory treatment of LNG/bioLNG mixtures, in line with the AFIR definition of liquefied 

methane. 

 Article 11: clarification is required as to whether LNG bunkering points include mobile bunkering 

vessels. 

 Article 20: data provision via European platforms such as EIPA should be recognised as 

AFIR-compliant; the definition and timing of obligations related to “100% renewable hydrogen” 

must be clarified. 

 


