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Executive Summary 

A Low Emission Vehicle (LEV) Taskforce was established to consider the range of measures and 

options available to Government to accelerate the take-up of low carbon technologies in the 

transport sector. The Taskforce was divided into two phases; Phase 1 focused solely on electric 

vehicles (EVs) and completed its work in September 2018. Preliminary recommendations from the 

Taskforce were considered ahead of Budgets 2018 and 2019, and a suite of new and continued EV 

supports were subsequently announced including the introduction of a domestic charger grant, a 

reduced tolling regime and a grant aimed specifically at the taxi/hackney/limousine sector.  Phase 2 

of the Taskforce primarily focused on low emission vehicles that use fuels than electricity.  

This Report summarises the Taskforce’s findings and recommendations from Phase 2 which were 

informed by the work programmes of two Working Groups. The first Working Group considered the 

role that Planning Policy & Legislation, Building Regulations and Public Leadership may play in 

facilitating charging and refuelling infrastructure deployment; while the second Working Group 

considered both incentives and infrastructure requirements to encourage the uptake of other non-

electric LEVs, particularly in the heavy duty vehicle sector.  

With the primary objective of encouraging an increased take-up of LEVs in Ireland and based on the 

considerations of both Working Groups, the Taskforce makes the following recommendations to 

Government. The Taskforce considers that in order to continue the momentum of policy support in 

relation to LEVs, these Recommendations should be implemented by the end of 2020.   

 

Recommendations Lead 

Planning 

Update Development Plan Guidelines with reference to updated LEV 

policies to support the roll out of LEV infrastructure through Planning 

Authority functional areas. 

DHPLG 

Issue guidance to planning authorities to ensure a consistent and future 

proofed approach to the rollout of EV charging infrastructure through 

planning decisions. 

DHPLG 

Present draft Regulations to the Houses of the Oireachtas for approval to 

future proof existing provisions in the Planning and Development 

Regulations 2001, exempting specified EV charging infrastructure from 

the requirement to obtain planning permission.   

DHPLG 
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Building 

Publish requirements of the Energy Performance of Buildings Directive 

EU/2018/844 for public consultation in Q4 2019 and take account of 

submissions received in the transposition of requirements for recharging 

infrastructure of the Directive to ensure the requirements consider the 

future demand for EV infrastructure. 

DHPLG 

Provide and maintain targeted capital grants for publicly accessible EV 

charging infrastructure, in particular for on-street chargers. 

DCCAE 

All local authorities to consider roll out of EV infrastructure at appropriate 

locations based on the experience of Local Authority pilot projects. 

Local Authorities 

Public Leadership 

Provide resources to SEAI for the development of a single interactive 

portal for mapping the location and availability of all publicly accessible EV 

charging points. Resources should also be made available to SEAI for 

developing the interface for a promotional campaign. 

SEAI/DCCAE 

Ensure that the requirements placed on State bodies through their 

Climate Action Mandates prioritise the provision of adequate EV charging 

infrastructure where parking is provided for employees and the public; 

have regard to the public leadership role their transition to Low Emission 

Vehicles can play; and ensure that the aims and provisions of the Clean 

Vehicles Directive as regards the procurements of Low Emission Vehicles 

by public authorities are upheld. 

State Bodies 

Ensure Local Authority Climate Action Charters put in place processes for carbon 

proofing investment decisions in transport and energy infrastructure.  

Local Authorities 

Support the Uptake of Low Emission Heavy Duty Vehicles (including HGVs, buses and coaches) 

Establish a vehicle purchase grant for EV/CNG/LNG/hydrogen fuelled HDVs to 

support an increased uptake of LEVs. Scheme funding should be capped 

annually and be made available for a stated time period or number of vehicles.  

DTTAS 

Introduce a new reduced tolling incentive regime for CNG/LNG/hydrogen 

fuelled HDVs. Scheme funding to be capped annually and be made available for 

a stated time period or number of vehicles. 

 

DTTAS 
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Consider extending the Accelerated Capital Allowances (ACA) scheme 

introduced in Finance Act 2018 for CNG/LNG vehicles to also include hydrogen 

vehicles. Consider extending the duration of the ACA for CNG and LNG beyond 

2021 to allow for delays to infrastructure provision and to allow for vehicle 

purchase decision cycles. 

DFIN 

Consider extending the low excise rate of €2.60 per GJ on natural gas as a 

vehicle fuel to allow for delays to infrastructure provision and to allow for 

vehicle purchase decision cycles; similarly apply the appropriate minimum 

excise rate for hydrogen for the same timeframe. 

DFIN 

Support the Uptake of Other Zero Emission Vehicles 

Consider extending the current suite of taxation and grant supports available to 

battery electric vehicles to include all equivalent fuel cell electric vehicles.  

DFIN/DCCAE/DTTAS 

Support the Development of Low Emission Vehicle Refuelling Infrastructure 

Consider extending the ACA to also include hydrogen refuelling infrastructure.  DFIN 

Include CNG/LNG/hydrogen public fuelling stations as a category eligible for 

support in the next Call for Applications from the Climate Action Fund. 

DCCAE 

Support the roll out of the Causeway, Green Connect and GRAZE Gas projects 

that are currently being developed by GNI. 

DCCAE, DHPLG, 

DTTAS, GNI 

Ensure Government bodies particularly, the Commission for Regulation of 

Utilities and the Health and Safety Authority, supported by GNI, provide a safe 

and well-regulated environment for refuelling systems that is adequate to 

accommodate the growing number of low emission vehicles.  

GNI, CRU, HSA 

Support the Decarbonisation of Fuels 

Prioritise support for indigenous biomethane (for use in CNG and LNG vehicles) 

and renewable hydrogen in the transport sector as a core element of the 

development of the Biofuels Obligation Scheme for the period 2021-2030, thus 

ensuring indigenous biomethane grid injection will make a contribution to the 

overall national renewable target set as part of the National Energy and 

Climate Plan. 

DCCAE 

Consider including the support of indigenous production of renewable 

hydrogen as a category eligible for support in the next Call for Applications 

from the Climate Action Fund. 

DCCAE 
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1. Overview  

1.1  Low Emission Vehicle Taskforce  

Following a commitment under the Programme for Partnership Government, a Low Emission Vehicle 

(LEV) Taskforce was established in December 2016 to consider the range of measures and options 

available to Government to accelerate the take-up of low carbon technologies in the transport 

sector. The Taskforce was jointly chaired by the Department of Transport, Tourism and Sport 

(DTTAS) and the Department of Communications, Climate Action and the Environment (DCCAE). The 

Taskforce included representatives from across the public sector and consulted widely with industry, 

stakeholders and representative groups. 

The work programme for the Taskforce was divided into two distinct phases (Annex 1). Phase 1 

focused solely on electric vehicles (EVs) and concluded its work in September 2018 with the 

publication of a Progress Report1; Phase 2 began its work immediately following the conclusion of 

Phase 1 and primarily focused on low emission vehicles that use fuels other than electricity. Phase 2 

also examined how planning and building laws can support the uptake of all low emission vehicles. 

 

Phase 1 of the Taskforce was divided into two working groups (WGs):  

i) WG1 which focuses on market growth stimuli, visibility and public leadership in EV 

uptake in Ireland and was chaired by DTTAS; and   

ii) WG2 which was concerned with infrastructure, energy regulation and pricing and was 

chaired by DCCAE. Its overall objective was to devise a sustainable policy framework to 

ensure satisfactory, effective and efficient LEV charging infrastructure.  

 

Phase 2 of the Taskforce was also divided into two WGs:  

i) WG3 was tasked with ensuring that building and planning laws for new developments, 

at all scales, facilitates charging and refuelling infrastructure, where appropriate, and 

mobility for LEVs. WG3 was chaired by the Department of Housing, Planning and Local 

Government (DHPLG). 

ii) WG4 considered incentives and infrastructure requirements needed to encourage the 

take-up of other non-electric LEVs in Ireland, particularly in the heavy duty vehicle (HDV) 

sector. WG4 was co-chaired by DTTAS and DCCAE. 

                                                           
1
 https://assets.gov.ie/16450/01fde41d5f484164b9f961d7cabc0250.pdf  

https://assets.gov.ie/16450/01fde41d5f484164b9f961d7cabc0250.pdf
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A range of stakeholders and industry experts were consulted during meetings of the WGs and at 

stakeholder events, which helped inform the WGs’ respective work programmes. Details of meetings 

and stakeholder events are detailed in Annex II.  

1.2 Transport Emissions 

In 2017, the transport sector was the second largest contributor of non-ETS emissions in Ireland, 

accounting for over 27% emissions; it is projected that over the period 2017-2030 transport 

emissions could potentially increase by 17-20% depending on the level of policy intervention. The 

transport sector therefore has a key role to play in the national decarbonisation effort and the 

transition to low emission vehicles is a necessary step-change to effect a substantial reduction in 

transport emissions. Most importantly, it is projected that the use of conventionally fossil fuelled 

vehicles will rapidly recede as new technologies develop and consumer confidence increases. 

As of 31st December 2018, there were over 2.71 million licensed (taxed) vehicles on Irish roads. 

Private cars accounted for the majority of these vehicles (over 77%); it is not surprising therefore 

that the primary source of land transport emissions in 2017 were from the private car sector (c. 

52%). While there are no certainties in predicting future technologies, the full electrification of the 

national car fleet represents a feasible option. Indications from car manufacturers and energy 

market analysts suggest that mass market adoption of EVs is probable.  

Goods vehicles account for c. 13% of the national fleet and 27.1% of transport emissions in 2017 

(18.5% from heavy goods vehicles (HGVs) and 8.4% from light duty vehicles (LDVs)). While EV LDVs 

are becoming more available the number of models and the ranges of EV HGVs are still quite limited. 

Other alternatives in the HGV sector are required, such as natural gas, hydrogen and biofuels. Public 

transport (jointly buses, coaches, taxis and rail) emissions accounted for approximately 4.5% of 

emissions.   

1.3 Climate Action Plan 2019 to Tackle Climate Breakdown 

The recently published Climate Action Plan2 sets out a whole-of-Government approach to climate 

action and maps a potential pathway to meet Ireland’s 2030 emission reduction commitments. The 

transport sector, which accounts for about 20% of Ireland’s overall carbon emissions and 27% of 

Ireland’s non-ETS emissions, plays a key role in the national decarbonisation effort. The national car 

fleet accounts for over half of all land transport emissions, and so a transition to LEVs, including EVs, 

is a necessary change to effect a substantial reduction in transport emissions; EVs are accordingly a 

                                                           
2
 https://www.dccae.gov.ie/documents/Climate%20Action%20Plan%202019.pdf 

https://www.dccae.gov.ie/documents/Climate%20Action%20Plan%202019.pdf
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prominent mitigation technology in the Plan (target of 936,000 electric vehicles on the road by 

2030). Furthermore, it is estimated that over 18% and 8% of land transport emissions originate from 

heavy and light duty vehicles respectively; as such, a range of actions to support their transition to 

LEVs is also presented in the Climate Action Plan.  

The Climate Action Plan set out a range of actions to support the uptake LEVs; relevant actions to 

the work of the Taskforce include:  

 Developing an EV charging network necessary to support the growth of EVs;  

 Developing and implementing planning rules and guidelines across residential and non-

residential parking locations for EV charging infrastructure; 

 Ensuring the regulatory framework for buildings requires the installation of EV charging 

infrastructure; 

 Developing a compressed natural gas (CNG) fuelling network to support the uptake of CNG 

vehicles;  

 Installing a centralised gas injection facility for renewable gas; 

 Further investigating decarbonisation options such as hydrogen vehicles, biomethane and 

anaerobic digestion (AD) substitutes for natural gas; 

 Raising the blend proportion of biofuels in road transport to 10% in petrol and 12% in diesel 

by 2030; and finally, 

 Transitioning the urban public service obligation (PSO) public bus fleet to LEVs.  

These actions have been considered by the Taskforce and inform the WG deliberations and key 

recommendations which are set out in this report.   
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2. Phase 1 of the Low Emission Vehicle Taskforce Update  

Phase 1 of the Taskforce, which focused solely on EVs, concluded its work in September 2018 with 

the publication of a Progress Report. The Report included a number of recommendations that are 

detailed in Annex III.  The Government, on foot of the Taskforce’s recommendations in advance of 

Budgets 2018 and 2019, expanded the suite of supports available for EVs. This included the 

introduction of Benefit-in-Kind tax relief, a grant for the installation of home chargers, a grant for the 

use of EVs in the taxi/hackney/limousine sector, a reduction in tolls for EVs and a public awareness 

programme. A list of the incentives currently available in Ireland to promote LEVs is presented in 

Annex IV.  

The Climate Action Plan commits to a target of 936,000 EVs on Irish roads by 2030; this target 

consists of 840,000 passenger EVs, 95,000 EV LDVs and 1,200 EV buses. In order to meet this target 

it is envisaged that there will need to be 180,000 EVs on the road by 2025. While these are very 

challenging levels to achieve, the rate of uptake of EVs has grown significantly in the past year (albeit 

from a relatively small base).  

It is expected that improvements in battery and recharging technologies will continue to advance 

and more vehicle models will become available at reduced prices in the coming years, making the 

switch to EVs easier for consumers. Concerted efforts across several Departments will be essential to 

encourage and support continuation of the current trajectory of EV sales; in this regard Action 79 of 

the Climate Action Plan commits to developing a roadmap on the optimum mix of regulatory, 

taxation and subsidy policies to drive significant ramp-up in passenger EVs and electric vans from 

very early in the next decade.  

2.1 EV Uptake Rate  

There is significant growth in the number of EVs taking to the road in recent months. This year alone 

there are almost 6,000 extra EVs on the road bringing the total to circa 13,500 (plug-in hybrid and 

fully electric passenger cars, vans, taxi/hackneys and motorcycles). Analysis underpinning the 

Climate Action Plan assumes c.10-15% of total car registrations will be electric between 2021 and 

2025 with a significant ramp-up in EV registrations post mid-2020s after the total cost of ownership 

for electric vehicles reaches parity with conventional vehicles. 

A grant of up to €5,000 is currently available towards the purchase of a new EV. This grant has been 

in place since 2011; the number of grants issued since its introduction is set out in Figure 2.1. At the 

end of July 2019 a total of 7,627 grants have been issued at a cost of over €35 million.  
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Figure 2.1: EV purchase grant uptake rates and associated annual costs. 

Following the Recommendations of the Taskforce in Phase 1 an Electric Small Public Service Vehicle 

(eSPSV) Grant Scheme was established. The eSPSV Grant Scheme promotes the use of EVs in 

taxis/hackneys/limousine sector; recognising the important role that the SPSV sector can play in 

developing public awareness of EVs and demonstrating the technology to a wider audience. An 

additional grant of up to €7,000 or €3,500 is available towards the purchase of a full battery electric 

(BEV) or plug-in hybrid vehicle (PHEV) respectively. Under the Climate Action Plan there is also an 

action to increase the value of the eSPSV grant to further incentivise those planning to transition to 

wheelchair accessible electric SPSVs. To date 65 eSPSV grants have been issued since February 2018 

at a cost of nearly €400,000; 60 grants were issued to support the purchase of BEVs and 5 of PHEVs. 

In most cases these new EVs replaced a diesel vehicle.  

The Electric Vehicle Toll Incentive (EVTI) Scheme was also launched in July 2018 following a 

Recommendation of the Taskforce; the Scheme encourages private car commuters who regularly 

use tolled roads to consider switching to an EV. It is estimated that there are approximately 400,000 

heavy toll users in Ireland so reduced tolls act as a meaningful incentive for a large number of vehicle 

owners.  Under the Scheme, BEVs and PHEVs qualify for 50% and 25% toll reductions respectively up 

to a maximum €500 annual threshold for private vehicles and €1,000 for commercial vehicles. Since 

its establishment until the end of June 2019, a total of 6,409 EVs have registered for the EV toll 

incentive. Over 365,000 toll transactions have been discounted under the scheme at a cost of c. 
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€365,000. The incentive will remain in place until 2022 or a threshold of 50,000 registrations has 

been reached. 

2.2 Roll out of Supporting Recharging Infrastructure  

Several Recommendations from the Taskforce during Phase 1 related to mechanisms to ensure the 

necessary infrastructure is in place to support the transition to EVs, with specific reference to 

developing more domestic and on-street recharging facilities. An Electric Vehicle Home Charger 

Grant was introduced in January 2018 and supports the cost of installing a home charger up to a 

maximum of €600 for buyers of both new and second-hand electric vehicles with dedicated parking 

spaces. Since its establishment, over 2,500 grants, at a cost of €1.5 million, have been awarded to 

the end of August 2019. During Phase 2, the Taskforce examined options to expand the scheme to 

support the installation of chargers in residential buildings with private shared parking (e.g. 

apartments).  

Based on Phase 1 Recommendations, under the first call for applications to the Climate Action Fund, 

€10 million was approved to support ESB eCars in developing a nationwide EV fast charging network. 

The project will include the installation of 90 high-power chargers, upgrading 50 existing standard 

chargers to fast chargers and replacing over 500 existing charge points with next generation high 

reliability models. In addition, funding to support the rollout by local authorities of up to 1,000 on-

street public charge points over the next 5 years was announced in August 2019. Increasing the 

number of on-street charge points will allow those who do not have a driveway to access a charge 

point. Importantly, the Climate Action Plan also commits to the introduction of necessary actions to 

increase renewable electricity to 70% by 2030; meaning the electricity used to recharge EVs will 

progressively become more sustainable.   
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3. Working Group 3: Planning, Building and Leadership 

WG 3 was tasked with ensuring that building and planning laws for new developments, at all scales, 

facilitates charging and refuelling infrastructure, where appropriate, and mobility for LEVs. A 

secondary objective of this WG was to ensure that simple measures such as marking of public 

parking locations and keeping these locations free for LEV users are implemented via the correct 

channels. WG 3 was chaired by the Department of Housing, Planning and Local Government 

(DHPLG). 

3.1 Review of Planning Policy 

3.1.1  Development Plan Guidelines for implementing Government Policy 

Under Section 9 of the Planning and Development Act 2000 (2000 Act), as amended, all Planning 

Authorities are required to have a Development Plan for their functional area. Development Plan 

Guidelines have been issued by Government and a review of the existing Guidelines is on-going. The 

contents of these Development Plans are determined by Section 10 of the 2000 Act.  

Development Plans are already required to support the promotion of measures to reduce 

greenhouse gases and address necessity of climate change adaptation; some planning authorities 

already have reference to measures that support the roll out EV infrastructure, for example Fingal 

County Council includes the following objectives in its Development Plan 2017-2023: 

 Objective MT10: Facilitate the provision of electricity charging infrastructure for EVs both on 

street and in new developments in accordance with parking standards; and 

 Objective MT11: Support the growth of EVs and e-Bikes, with support facilities, through a 

roll-out of additional electric charging points in collaboration with relevant agencies at 

appropriate locations. 

To integrate LEV (both EV and alternative fuels) further into Development Plans, WG3 requested 

feedback on what policies needed to be included in the Guidelines; responses were received from 

Government Departments and State bodies. The relevant recommendations were: 

 The National Planning Framework has set National Strategic Outcomes for Sustainable 

Mobility (NSP 4) and the Transition to a Low Carbon Climate and Climate Resilient Society 

(NSO 8). The Government has identified the transition to EVs and other LEVs as a critical 

factor in delivering these outcomes; 
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 The provision of adequate charging infrastructure is a key enabler for the growth of EVs. The 

Government’s vision is that, where feasible, EVs are charged primarily where they are 

parked overnight and that supplementary charging opportunities are made available at 

suitable locations and destinations where vehicle parking is provided and along key travel 

routes; 

 The cost of retrofitting charging infrastructure to existing homes, businesses, car parks and 

other locations can be a barrier to its installation and therefore to the transition to EVs. 

Consequently, it is vital that Local Authorities should ensure that provision is made for EV 

charging within their Development Plans, particularly at the point of development and 

construction; and  

 The provision of adequate fuelling infrastructure nationally for other LEVs (such as 

compressed natural gas, liquefied natural gas and hydrogen) should be facilitated, where 

appropriate, to support the uptake of these vehicles and their rollout nationally. 

Consequently, Development Plans shall: 

 Take into account Government policy in relation to EVs and other LEVs as set out in, inter 

alia, the National Planning Framework, the National Policy Framework on Alternative Fuels 

Infrastructure for Transport in Ireland, the Climate Action Plan, and the National Energy and 

Climate Plan; 

 Ensure adequate numbers of EV charging points are installed and provision is made (e.g. 

through the installation of ducting) for future installation of EV charging points at all 

appropriate locations where parking is provided for passenger vehicles (including homes, 

businesses, on street and car parks); 

 Ensure that adequate numbers of public EV charging points are ‘accessible for all’; and  

 Ensure locations that cater for traditional fuelling of vehicles (i.e. filling stations) provide 

charging for EVs and, where applicable and in line with Government policy, fuelling for other 

LEVs. 

Recommendation  

Update Development Plan Guidelines with reference to updated LEV policies to support the roll 

out of LEV infrastructure through Planning Authority functional areas.  
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3.1.2 Planning Conditions and EV Infrastructure 

Planning authorities can play an important role in future proofing the need for EV charging 

infrastructure through the planning process. A planning authority can attach conditions to grants of 

permission for developments by requiring the installation of EV charging infrastructure. 

Recommendation  

Issue guidance to planning authorities to ensure a consistent and future proofed approach to the 

rollout of EV charging infrastructure through planning decisions.  

 

3.1.3 Existing Planning Exemptions for Electric Vehicle Charging Infrastructure 

The current planning system already enables the development of charging infrastructure for EVs. 

Section 4(1)(h) of the 2000 Act provides an exemption from the requirement to obtain planning 

permission for development consisting of works, which do not materially affect the external 

appearance of the structure so as to render the appearance inconsistent with the character of the 

structure or of neighbouring structures3. In addition, since 2013, there has been a specific exemption 

from the requirement to obtain planning permission for the construction or erection of EV charging 

points in Class 29A of Part 1 of Schedule 2, made under article 6 of the Planning and Development 

Regulations 2001 (the 2001 Regulations)4. This exemption only applies to “any electricity 

undertaking” which means an undertaker authorised to provide an electricity service. Accordingly, 

under the current exemption, anyone else would need to submit a planning application to install an 

EV charging point. The exemption under Class 29A is subject to the following specific conditions and 

limitations: 

1. The volume above ground level of any such charging point shall not exceed 3 cubic metres, 

measured externally; 

2. The volume above ground level of any such charging point, when located on a public road, 

shall not exceed 0.5 cubic metres, measured externally; and 

3. No advertising matter or signage at or adjoining such charging point shall be exhibited, other 

than for identification, instructions or contact details for the user thereof.” 

                                                           
3
 Section 4(1)(h)“development consisting of the carrying out of works for the maintenance, improvement or 

other alteration of any structure, being works which affect only the interior of the structure or which do not 
materially affect the external appearance of the structure so as to render the appearance inconsistent with the 
character of the structure or of neighbouring structures;” 
4
 Class 29A“The carrying out by any electricity undertaking of development consisting of the construction or 

erection of a charging point for electric vehicles.” 
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In addition to these conditions and limitations, any development under Article 6 of the 2001 

Regulations cannot be considered exempted development, if it does not comply with the restrictions 

on such development under Article 9 of the 2001 Regulations, which include that the development 

cannot endanger public safety by reason of traffic hazard or obstruction of road users, or obstruct a 

public right of way.  

One of the functions of WG3 was to review the existing policies and legislation and consider if they 

promote the roll out of LEVs. A request for feedback on the existing exemptions was requested from 

the WG members; submissions were received from both Government Departments and Local 

Authorities. A summary of the final proposals is set out below; proposals are subject to the proviso 

that any draft regulations proposed by the Minister for Housing, Planning and Local Government 

under Section 4(2) of the 2000 Act to exempt a particular class of development from the 

requirement for planning permission, or to amend existing exemptions require approval from both 

Houses of the Oireachtas under Section 262 of the 2000 Act.  

For completeness, Class 29 of the 2001 Regulations, which would remain unchanged, is included in 

the proposed text of the amended regulations below: 

Class 29 – Power Distribution Conditions and Limitations 

The carrying out by any electricity undertaking 

of development consisting of the construction 

or erection of a unit substation (excluding a 

charging point for electric vehicles) or minipillar 

for the distribution of electricity at a voltage 

not exceeding a nominal value of 20kV. 

The volume above ground level of any such unit 

substation or minipillar shall not exceed 11 

cubic metres, measured externally.  

 

 

Class 29A – Charging Unit Conditions and Limitations 

(a) The carrying out of development 

consisting of the construction or erection 

of a charging point for EVs. 

 

(b) The retrofitting of an existing street 

lighting pole on a public road for the dual 

purpose of ‘street lighting’ and charging 

EVs.  

 

(c) The retrofitting of an existing car payment 

machine on a public road for the dual 

purpose of payment for car parking and 

1. The volume above ground level of any such 

charging point, except under paragraphs (b) 

and (c) of this class, shall not exceed 3.6 

cubic metres, measured externally. 

2. The volume above ground level of any such 

charging point, except under paragraphs (b) 

and (c) of this class, when located on a 

public road, shall not exceed 0.75 cubic 

metres, measured externally.  

3. No advertising matter or signage at or 

adjoining such charging point on a public 

road shall be exhibited, other than for 
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charging EVs.  

 

 

 

 

 

 

identification, instructions and contact 

details for the use thereof. 

4. Bollards may be constructed to protect the 

charging point provided the height of such 

bollards does not exceed 1.2m and their 

combined above ground volume does not 

exceed 0.2 cubic meters. 

5. Works must be undertaken by a Registered 

Electrical Contractor regulated by an 

Electrical Safety Supervisory Body as 

designated under Section 9D of the 

Electricity Regulation Act 1999, as amended.  

 

Class 29B – Charging Hub Conditions and Limitations 

The carrying out of development consisting of 

the construction or erection of a charging hub 

for EVs. 

 

1. The installation of one substation or mini 

pillar under Class 29, with the installation of 

a maximum of 4 charging points under Class 

29A. 

2. At locations where the provision of parking 

complies with planning requirements and 

will not be located within 500 metres of 

another similarly exempted charging hub. 

3. Bollards may be constructed to protect the 

charging point provided the height of such 

bollards does not exceed 1.2m and their 

combined above ground volume does not 

exceed 0.2 cubic meters 

4. Works must be undertaken by a Registered 

Electrical Contractor regulated by an 

Electrical Safety Supervisory Body as 

designated under Section 9D of the 

Electricity Regulation Act 1999, as amended.  

 

The proposed changes to the planning exemptions are supported by Action 72 of the Climate Action 

Plan, in particular the introduction of a capital grant support for Local Authorities for the 

development of on street chargers.  

It is proposed that the term “electricity undertaking” will not be included in the amended Class 29A 

or the proposed new Class 29B in the 2001 Regulations in order to facilitate increased roll out of EV 

infrastructure. DHPLG consulted with the Commission for Regulation of Utilities in relation to an 
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appropriate safety standard for the works that could be inserted into the proposed exemptions for 

the installation of charging points and charging hubs, as a condition and limitation. 

There is no planning exemption for the development of gas infrastructure for the purpose of fuelling 

vehicles. The location of fuelling infrastructure is tightly controlled and multiple Government bodies 

are required to grant permission for fuelling stations with regard to planning, health and safety and 

licensing.  

Recommendation  

Present draft regulations to the Houses of the Oireachtas for approval to future proof existing 

provisions in the Planning and Development Regulations 2001, exempting specified EV charging 

infrastructure from the requirement to obtain planning permission.  

 

3.1.4 Building Standards 

Lack of recharging infrastructure is a barrier to the take-up of electric vehicles in the EU and the 

revised Energy Performance of Buildings Directive (EPBD) has new provisions which aim to accelerate 

deployment. The EPBD EU/2010/31 and amending Directive EU/2018/844 requirement (as per table 

below excluding bold text for 2025 provision) for recharging infrastructure will be included in an 

amendment to Part L of the Building Regulations for New Buildings and Buildings undergoing Major 

Renovation. Article 8 of the Directive requires the implementation of appropriate infrastructure, to 

enable the installation at a later stage of recharging points for Electric Vehicles, for new residential 

buildings and residential buildings undergoing major renovation, by 2020. It also requires that 

Member States shall lay down requirements for the installation of a minimum number of recharging 

points for all non-residential buildings with more than 20 parking spaces, by 2025. 

Scope  MS Obligation 

New Buildings and 

Buildings 

undergoing Major 

renovation 

Non-residential buildings with 

more than 10 no. parking 

spaces. 

 Ensure the installation of at least 1 

no. recharging point; and 

 Ensure the installation of ducting 

infrastructure for at least 1 in 5 no. 

parking spaces. 

 Residential buildings with more 

than 10 no. parking spaces. 

Ensure the installation of ducting 
infrastructure for every parking space. 

Existing Buildings Non-residential – all buildings 

with more than 20 no. parking 

spaces 

Lay down requirement for the 

installation of a minimum number of 

recharging points – applicable from 2025 
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The amendment to the Building Regulations will set out the minimum obligations for EV enabled 

charging points. This will be in accordance with the requirements under the EPBD as set out above. 

The minimum number of charging points required for existing buildings will be determined as part of 

the Regulatory Impact Assessment for the transposition of EPBD. New buildings and major 

renovations to buildings with more than 10 parking spaces have been specifically targeted by the 

Directive, as it is more difficult to retrofit these buildings with EV chargers at a later stage.  

The 2025 requirements will not be included under the building regulations transposition in 2020 as it 

is not related to works to the building and will need to be implemented under a separate Statutory 

Instrument. The amendment to Part L of the Building Regulations where the EV charging 

requirement for New Buildings and Buildings undergoing Major Renovation is set out will also refer 

to the accessibility of charging units to take account of persons with disabilities. 

Two recent decisions by An Bord Pleanála demonstrate that developments are already being future 

proofed for EV charging purposes.  In this connection, the Board attached conditions to the 

approved Planning Schemes in the Poolbeg West Strategic Development Zone (SDZ), requiring that 

all car parking spaces within basements are to be provided with electric charging points, while all 

visitor parking will be provided with ducting for electric charging5. In the case of the Clonburris SDZ, 

the Board attached a condition requiring electric charging points for all car parking and 10% of the 

bicycle provision6. 

As part of the transposition of EPBD, there will be a stakeholder engagement / public consultation 

during Q4 2019. This engagement will inform the level at which EPBD will be transposed and set out 

the requirements for EV infrastructure within the curtilage New Buildings and Buildings undergoing 

Major Renovation. 

Recommendation  

Publish requirements of the Energy Performance of Buildings Directive EU/2018/844 for public 

consultation in Q4 2019 and take account of submissions received in the transposition of 

requirements for charging infrastructure of the Directive to ensure the requirements consider the 

future demand for EV infrastructure. 

 

                                                           
5 http://www.pleanala.ie/documents/orders/ZD2/DZD2013.pdf  

6 http://www.clonburris.ie/Stages/Appeal%20Decision/ABP-Order-and-Direction.pdf 

 

http://www.pleanala.ie/documents/orders/ZD2/DZD2013.pdf
http://www.clonburris.ie/Stages/Appeal%20Decision/ABP-Order-and-Direction.pdf


 

  Page 20 of 61 

3.2 Public Leadership 

As part of the public leadership role of WG3, it was important to identify opportunities for the roll 

out of LEV infrastructure. The local authorities have functional areas that include estates taken in 

charge and multiple locations on public roads with on-street parking. Local Authorities need surety 

on tacit support from Government (Grants), Exempted Development Criteria (Electricity 

Undertakings) and Development Plan guidance, where appropriate. This will enable them to create a 

Plan with confidence for the roll out of charging points. Development Plans will require guidance on 

minimum requirements set out in Building Regulations to ensure a consistent national approach in 

conjunction with local knowledge to identify demand. 

3.2.1 Dublin Pilot for EV chargers 

The four local authorities in the Dublin region are presently working together on a pilot to provide 

142 publicly accessible chargers at 67 locations. The technical specification for these chargers is 

currently being drafted and will take into account mobility and accessibility issues and charging for 

scooters and e-Bikes. When completed, the expansion of the roll out of charging infrastructure will 

be based on lessons learned during the pilot phase. 

A model used in Amsterdam7 and Hounslow in London8 enables EV owners to apply to their local 

council for the locating of EV infrastructure for on-street parking. This would help ensure provision 

and location of infrastructure is demand-led (for information on EV charging networks in other 

jurisdictions please see Annex V).  

Recommendation  

Provide and maintain targeted capital grants for publicly accessible EV charging infrastructure, in 

particular for on-street chargers. 

 

Recommendation  

All local authorities to consider roll out of EV infrastructure at appropriate locations based on the 

experience of Local Authority pilot projects. 

 

 

 

                                                           
7
 https://issuu.com/gemeenteamsterdam/docs/plan_amsterdam_4-2018_the_electric_ 

8
 https://www.hounslow.gov.uk/info/20053/transport/1497/electric_vehicles_and_charging_points  

https://issuu.com/gemeenteamsterdam/docs/plan_amsterdam_4-2018_the_electric_
https://www.hounslow.gov.uk/info/20053/transport/1497/electric_vehicles_and_charging_points
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3.2.2 Local Authority Parking Fees and EV Charging 

It will be a matter for individual local authorities to decide whether parking fees should apply while 

vehicles are charging, and to amend their bye-laws accordingly. Where parking fees apply, all signs 

must explicitly state the details of such fees.  

3.2.3 National Portal for EV Charging Points  

It is imperative that there is a national system for promoting publicly accessible EV charging points, 

in order to mitigate against the risk of lack of use due to a lack of awareness. To meet this 

requirement, SEAI should develop a single interactive portal for mapping the location and availability 

of all LEV charging/refuelling infrastructure. 

Recommendation  

Provide resources to SEAI for the development of a single interactive portal for mapping the 

location and availability of all publicly accessible EV charging points. Resources should also be 

made available to SEAI for developing the interface for a promotional campaign. 

 

3.2.4 Public Buildings & Vehicle Fleets 

As part of the discussions of the WG, it was highlighted that the State has a ready-made network of 

public buildings frequently visited by the public (i.e. typically buildings with “counter service” which 

often have visitor car parking facilities) that could be utilised for public charging points; therefore, as 

part of the public service leadership role, the identification of appropriate locations and the 

installation of infrastructure would give the public confidence that access to infrastructure is 

widespread. The roll out of infrastructure at locations identified should exceed any minimum 

requirements as this would future proof the sites identified.  

The Public Sector Energy Efficiency Strategy notes the importance of public sector fleets for testing 

new technologies and facilitating or accelerating their market uptake. Use of new technologies and 

alternative fuels will not only improve the environmental performance of the sector but will also 

increase fuel efficiency and economy of the fleet.  

Since 2009, all public sector bodies, including local authorities, must apply the provisions of the 

Clean Vehicles Directive EU/2019/1161, amending Directive 2009/33/EC, to public procurement 

tenders above certain thresholds, with the main objective of increasing the uptake of clean (low- and 

zero-emission) vehicles.  However, an evaluation of the Directive revealed it did not generate 
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sufficient market uptake of clean vehicles by public bodies across the European Union, and the 

intended impact on reducing greenhouse gas and air pollutant emissions was found to be relatively 

limited. The Directive was recently recast to improve its effectiveness by setting minimum Member 

State procurement targets and extending the scope to include leased, rented or hire-purchased road 

transport vehicles. The recast Directive will come into effect during 2021. 

There is also a role for State Bodies in renewing their vehicle fleets and this is referred to in the LEV 

Taskforce Phase 1 Progress Report which states that “alongside broader public awareness, the Irish 

public sector can play a role in promoting environmental measures through Green Public 

Procurement which can act as a driver for innovation and competitiveness in the industrial sector, 

encouraging the development of new technologies.  The Office of Government Procurement (OGP) 

has responsibility for the National Public Procurement Policy Framework which sets out the 

procurement procedures to be followed by Government Departments and State Bodies under 

national and EU rules. The OGP is in the process of researching the possibility of putting into place a 

Framework competition for BEV and PHEV cars and vans which could possibly act as a direct 

drawdown Framework and provide a mechanism for any public sector body to purchase an EV.” 

Recommendation  

Ensure that the requirements placed on State bodies through their Climate Action Mandates 

prioritise the provision of adequate EV charging infrastructure where parking is provided for 

employees and the public; have regard to the public leadership role their transition to Low 

Emission Vehicles can play; and ensure that the aims and provisions of the Clean Vehicles Directive 

as regards the procurement of Low Emission Vehicles by public authorities are upheld.  

 

The role of local authorities in providing example and public leadership in promoting acceptance of 

new fuelling technologies within vehicle fleets is also important.  For example, Clare County 

Council’s Climate Change Adaptation Strategy includes a goal “To carry out a feasibility study over 

the lifetime of this Strategy to examine the conversion of local authority vehicles to use 

alternative/indigenous fuel and electricity in keeping with the national targets on alternative fuel 

vehicles”. The use of low emission vehicles within public sector vehicle fleets and the installation of 

corresponding LEV infrastructure will be an important exemplar and market driver, providing the 

necessary public leadership in this regard. 

Recommendation  

Ensure Local Authority Climate Action Charters put in place processes for carbon proofing 

investment decisions in transport and energy infrastructure.  



 

  Page 23 of 61 

 

4. Working Group 4: Incentives and Infrastructure  

WG 4 considered incentives and infrastructure requirements needed to encourage the take-up of 

other non-electric LEVs in Ireland, particularly in the heavy duty vehicle (HDV) sector. HDVs include 

both heavy goods vehicles (HGVs) and buses/coaches. WG4 was co-chaired by DTTAS and DCCAE. 

4.1  Heavy Duty Sector in Ireland 

4.1.1  Heavy Goods Vehicles (HGVs)  

One of the fundamental goals of the transport network is to support Ireland’s economic prosperity. 

Enabling businesses and consumers to access goods and materials at a reasonable cost is an 

essential element to preserve the competiveness of Irish businesses and the quality of life of Irish 

people. In Ireland, freight is predominantly moved on the road network; the total volume of freight 

transported by rail is less than 1% of that moved by road (EU average is 4.8%). The road freight 

sector is almost wholly fuelled by diesel at present (99.8%). 

Post-recession there has been a steady increase in the number of HGVs in the national fleet and 

greater levels of road freight activity have been registered (Figure 1). Modelled future demand for 

freight suggests a near doubling (c. 91%) in current freight activity (kilometre tonnes) by 2050, 

surpassing the previous peak of activity during the Celtic Tiger in less than a decade. 
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Figure 4.1: Total size of the HGV fleet and employment figures. Source: CSO Labour Force Survey and DTTAS 

Bulletin of Vehicle and Driver Statistics. 

While HGVs are a relatively small proportion of the total fleet, they account for a disproportionate 

share of emissions. In 2017 freight emissions accounted for c. 18% of all CO2 emissions within the 

land transport sector; without intervention freight emissions will continue to increase in line with 

rising freight activity levels. CO2 emissions from HGVs rose by over 30% between 1990 and 2007 

across Europe, mainly due to increasing road freight traffic, and are currently approximately 19% 

above 1990 levels9. Projections indicate that without significant policy action the emissions 

trajectory is set to continue to rise in the magnitude of 10% between 2010 and 2030.  It is therefore 

recognised that further action is required to decrease emissions from HGVs in order to achieve the 

European Commission’s objective to reduce transport GHG emissions by at least 60% from 1990 

levels by 2050. 

The national HGV fleet is also aging, with vehicles of 10 years or older accounting for 45% of the 

vehicles; this presents both a challenge and an opportunity for Ireland. Replacing vehicles at the end 

of their service with cleaner alternatives could have a significant impact on reducing freight 

emissions; however, if this transition does not occur there is a considerable risk of ‘locking-in’ a large 

cohort of HGVs to diesel for a number of years to come. Evidence was presented to the Taskforce 

that UK policy developments have led to a tranche of less efficient HGVs being placed on the second 

hand market and subsequently being imported into Ireland. Ultimately, a transition to lower 

emitting HGVs will be essential if Ireland is to successfully decarbonise the transport sector.  

                                                           

9 https://ec.europa.eu/clima/policies/transport/vehicles/heavy_en  
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4.1.2 Bus and Coach Fleets 

It is estimated that just 3.4% of all transport-derived CO2 comes from bus and coach fleets. 

Transitioning these vehicles to low-carbon alternatives would have a limited mitigation impact on 

national CO2 emissions; however, it would undoubtedly begin to promote and normalise the use of 

non-conventional fuels and technologies to the general public.  

Bus services carry the majority of public transport passengers and continue to demonstrate annual 

increases in passenger numbers; transitioning to lower emitting buses therefore has the potential to 

reduce transport emissions from a growing cohort of public transport passengers. Under the 

National Development Plan Ireland has committed to replacing existing diesel buses for the urban 

public bus fleet with lower emitting alternatives, ensuring that no diesel-only buses are purchased 

after July 2019. This transition will be a phased process; it is expected that by 2023, half of the 

Dublin Bus fleet (approximately 500 buses) will be converted to low emissions, with plans for full 

conversion by 203010. There are very limited low emission alternatives currently available in the 

coach sector. It should also be noted that transitioning to low emission vehicles in the public bus and 

coach fleets will involve significant infrastructural changes at depots also, many of which are 

currently limited in terms of space.    

 

4.2 Compressed Natural Gas (CNG) and Biomethane 

CNG is an established source of transport fuel and is predominantly suited to larger vehicles, such as 

trucks and buses, which travel short to medium distances. CNG use in Ireland is still in its infancy; at 

the end of August 2019 there were 21 HGVs and 6 LGVs registered as gas fuelled. To increase the 

number of CNG vehicles on Irish roads Gas Networks Ireland (GNI) established a fund to subsidise 

the purchase of CNG fuelled HGVs, covering approximately the cost differential between a diesel and 

gas fuelled model. CNG vehicle acquisition costs are generally c.20% more expensive than 

conventionally fuelled vehicles.  

The first public CNG refuelling station opened in Ireland in December 2018 at Dublin Port; GNI has 

received co-funding from the European Commission, under the CEF Transport Fund, to install a 

further 13 public CNG refuelling stations and a large scale renewable gas injection point on the gas 

network by 2021. The project is known as the Causeway Project. In addition GNI has also been given 

grant approval from the European Commission for a project called Green Connect which spans a five-

year period from 2019 to 2023 and includes the installation of an additional 21 public CNG stations 

                                                           
10

 https://www.busconnects.ie/initiatives/cleaner-technology/  

https://www.busconnects.ie/initiatives/cleaner-technology/
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along the core road network, 4 direct renewable gas injection facilities and 4 mobile CNG refuelling 

units. GNI’s GRAZE Gas project, which was successful under the first call for applications from the 

Climate Action Fund, involves the installation of the first transmission connected grid injection 

facility renewable gas, a renewable gas logistics operation, two CNG refuelling stations and support 

for over 70 CNG vehicles. 

Biogas is a renewable energy source that is produced during anaerobic digestion of organic 

substrates. Producing energy from biogas is largely CO2 neutral and possibly carbon negative, since 

the CO2 released by burning biogas was previously removed from the atmosphere during the 

generation of biomass through photosynthesis and potentially also sequestered into the soil. Biogas 

can be upgraded to biomethane and injected into the gas grid to substitute for natural gas or can be 

compressed and fuelled via a pumping station at the place of production. Injected biomethane can 

be used at any ratio with natural gas as vehicle fuel. In August 2019, locally produced renewable gas 

was successfully injected into Ireland’s gas network for the first time.  

The provision of biogas injection facilities under the Causeway, Green Connect, and GRAZE Gas 

projects will enable indigenous renewable gas to become part of Ireland’s future transport fuel mix. 

GNI has a stated ambition that by 2030 20% of the gas in the network will be renewable. Natural and 

renewable gases emit very low levels of particulate matter and nitrogen oxide (NOx) when 

combusted.  

4.2.1  Incentives to Support CNG Uptake  

Incentives can support the adoption of technologies that are new to a sector as they assist in:  

1. overcoming or alleviating barriers to acceptance;  

2. increasing awareness; and  

3. increasing confidence in an unknown technology.  

Presently, CNG fuel benefits from an excise rate of €2.60 per GJ (the EU minimum rate) until 2023; 

CNG vehicles and refuelling equipment also qualify for the accelerated capital allowance (ACA) 

scheme whereby companies are permitted to write off 100% of the purchase value against their 

profit in the year of purchase rather than over the standard 8 year period (Annex III).  

The feasibility of introducing additional incentives to encourage CNG uptake was considered by WG4 

and informed by relevant stakeholders. The range of incentives considered are summarised below.    

4.2.1.1 Vehicle Supports  

WG4 was informed that the current choice of CNG fuelled HGVs is limited. Concerns regarding 

vehicle specifications, vehicle weight and driving ranges were raised. The high purchase price 
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compared to diesel alternatives was also highlighted. To alleviate some of these concerns supports 

for vehicle purchasing were considered. GNI issues a grant up to a maximum of €20K per vehicle to 

those purchasing an eligible CNG HGV. This grant is similar to the purchase grant scheme operated 

by SEAI to encourage the uptake of EVs. The objective of the grant is to cover the cost differential 

between the more expensive alternatively fuelled vehicle and a conventionally fuelled alternative. 

GNI reported that their vehicle fund is over-subscribed.  CNG vehicles also currently qualify for the 

ACA scheme.  In addition, the potential of introducing a reduced tolls regime for CNG fuelled HGVs 

was considered. Akin to the EV reduced toll scheme it was suggested that, in combination with other 

incentives, such a measure could be sufficient to prompt a freight operator to consider switching to 

CNG fuelled vehicles. 

Recommendation  

Establish a vehicle purchase grant for CNG fuelled HDVs to support an increased uptake of LEVs  

and introduce a new reduced tolling incentive regime for CNG HDVs. Scheme funding should be 

capped annually and be made available for a stated time period or number of vehicles. 

 

Recommendation  

Introduce a new reduced tolling incentive regime for CNG fuelled HDVs. Scheme funding to be 

capped annually and be made available for a stated time period or number of vehicles. 

 

4.2.1.2 Refuelling Infrastructure Supports 

Lack of CNG refuelling infrastructure along with its limited geographical spread were concerns raised 

by freight stakeholders. In addition, where fuel was available some potential issues regarding 

refuelling times were identified. It was proposed that the introduction of infrastructure supports, 

namely capital grants, would be a necessary incentive for future public and private refuelling 

operators in encouraging a wider and quicker roll out of infrastructure and providing greater 

confidence for HGV operators of the State’s commitment to alternative fuels. This support was seen 

as a mechanism of reducing the risk of investment. CNG refuelling equipment currently qualifies for 

the ACA scheme. Fuel management training within the freight sector was also considered important.  

Recommendation  

Include CNG public fuelling stations as a category eligible for support in the next Call for 

Applications from the Climate Action Fund  
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Recommendation  

Support the roll out of the Causeway, Green Connect and GRAZE Gas projects that are currently 

being developed by GNI. 

 

4.2.1.3 Excise Duty  

An attractive element of natural gas as a transport fuel is its lower price relative to that of diesel. In 

Ireland CNG fuel is subject to the lowest excise rate permissible under EU legislation until 2023 to 

encourage competition between diesel and CNG fuel prices. Strong support was shown for the 

extension of this measure until 2025, 2030 or until the desired levels of CNG penetration are 

achieved. Alternatively, it was suggested that the excise differential between CNG and diesel should 

be maintained in order to sustain the competitive advantage of CNG over diesel. 

Recommendation  

Consider extending the low excise rate of €2.60 per GJ on natural gas as a vehicle fuel to allow for 

delays to infrastructure provision and to allow for vehicle purchase decision cycles. 

 

4.2.1.4 Support Renewable Gas Production  

WG4 heard that the creation of a market for Renewable Transport Fuel Certificates, a Support 

Scheme for Renewable Heat (SSRH) subsidy, and allowing biomethane to be recognised in the biofuel 

obligation scheme would promote the production of renewable gas (biomethane).  

4.3 Liquefied Natural Gas (LNG)  

LNG is natural gas that has been converted to liquid form, taking up less volume than CNG; as such 

LNG is generally considered a suitable fuel for maritime and longer distance road freight journeys. 

Presently, LNG is not in use as a transport fuel in Ireland and there are no LNG terminals. Under the 

Alternative Fuel Infrastructure Directive (2014/94/EU) the European Commission recommends that 

Member States deploy LNG refuelling points approximately every 400 km along the core TEN-T road 

network and an appropriate number of refuelling points at maritime ports. The total distance 

between the cities of Belfast and Cork is just over 400 km, while the distance of the TEN-T corridor in 

the Republic of Ireland is approximately 360 km. The Commission also promotes cooperation 

between neighbouring Member States to ensure adequate LNG coverage in ports; the nearest LNG 

terminal to Ireland is located in Milford Haven in the United Kingdom.  
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4.3.1 LNG in Ports 

Irish ports provide the infrastructure which allows the movement of goods and people between 

Ireland and other countries by sea. Ports handle the vast majority of international freight cargoes; 

Ireland is above the EU28 average for levels of maritime freight handled per capita (2017 figures). 

The key driver for LNG infrastructure development at ports is commercial demand; as such, DTTAS in 

collaboration with the Irish Maritime Development Office, has commissioned a market analysis and 

feasibility study in order to understand the demand for LNG in Ireland. Two Tier 1 Port stakeholders 

also addressed WG4 and discussed the potential role of LNG in the maritime fuel mix. The Ports 

reported no current requests for LNG bunkering. Issues relating to the availability of land and berths 

to accommodate an LNG terminal were raised as well as concerns regarding fuel storage.  

 

4.3.2 Incentives to Support LNG Uptake  

Presently, LNG fuel benefits from an excise rate of €2.60 per GJ (the EU minimum rate) until 2023 

and LNG vehicles/refuelling equipment qualify for the ACA scheme. The feasibility of introducing 

additional incentives to encourage LNG uptake was considered by WG4 and these are summarised 

below:   

4.3.2.1 Road Vehicle Supports  

WG4 was informed that there are currently only three manufacturers providing road freight LNG 

vehicles. Stakeholders suggested that support for early customer trials or demonstrations would 

help build confidence in technology. Mechanisms to encourage the uptake of LNG HGVs were 

considered, including the potential of lowering VRT rates, eliminating or reducing tolling fees, and 

the role of the purchase grants in promoting LNG commercial vehicles.    

Recommendation  

Establish a vehicle purchase grant for LNG fuelled HDVs to support an increased uptake of LEVs. 

Scheme funding should be capped annually and be made available for a stated time period or 

number of vehicles. 

 

Recommendation  

Introduce a new reduced tolling incentive regime for LNG fuelled HDVs. Scheme funding to be 

capped annually and be made available for a stated time period or number of vehicles. 
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4.3.2.2 Refuelling Infrastructure Supports 

The absence of a publicly accessible refuelling network in Ireland was raised as a major limiting 

factor in the transition towards LNG fuelled vehicles. WG4 heard that a supportive planning 

environment would assist in developing the infrastructure. Outside of planning, further support can 

be provided through implementing standards relating to storage, handling and distribution. 

Recommendation  

Include LNG public fuelling stations as a category eligible for support in the next Call for 

Applications from the Climate Action Fund. 

4.3.2.3 Excise Duty  

LNG fuel is subject to an excise rate of €2.60 per GJ until 2023; strong support was shown for the 

extension of this measure for a minimum of 5 to 7 years. Otherwise, it was suggested that the excise 

differential between LNG and diesel should be maintained in order to sustain its competitive 

advantage. 

Recommendation  

Consider extending the low excise rate of €2.60 per GJ on natural gas as a vehicle fuel to allow for 

delays to infrastructure provision and to allow for vehicle purchase decision cycles. 

4.3.2.4 Support Renewable Gas Production  

WG4 was informed that support for renewable LNG (biomethane) gas would be welcomed and 

would more widely promote the use of LNG.  

4.4 Hydrogen 

Hydrogen can be used to power vehicles through combustion (similar to a conventional engine) or 

through fuel cell technology. Developments are predominately focused on fuel cell electric vehicles 

(FCEV) whereby a fuel cell converts chemical energy into electricity allowing vehicles to operate 

similar to EVs. Storing energy as hydrogen is significantly lighter and utilises less space than battery 

technology, making hydrogen a suitable alternative for heavier vehicles operating over greater 

ranges. Hydrogen vehicles have zero tailpipe emissions, contributing to greenhouse gas emission 

reduction and improved air quality.  

In parallel to the work of WG4, a new industry-led group was established seeking to develop a 

strategy for use of hydrogen in the transport sector in Ireland. Hydrogen Mobility Ireland is 

comprised of a range of member organisations including vehicle manufacturers, public transport 
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providers, energy companies and hydrogen producers. DTTAS, DCCAE, the Department for 

Infrastructure (Northern Ireland) and the Sustainable Energy Authority of Ireland are participating as 

policy stakeholders within the group. Hydrogen Mobility Ireland presented key findings from their 

preliminary report, ‘A Hydrogen Mobility Strategy for Ireland’, to WG 4.   

4.4.1 Incentives to Support Hydrogen Uptake  

Hydrogen is currently not in use in the transport sector in Ireland. In order to support its 

introduction, WG4 considered three main areas for support: vehicles, refuelling infrastructure and 

fuel production, as outlined below:  

4.4.1.1 Vehicle Supports 

The cost differential between hydrogen and conventionally fuelled vehicles is considered a key 

obstacle to uptake, alongside a limited willingness in the HDV sector to invest in emerging and new 

technologies. Given hydrogen vehicles provide a zero-emission solution to the transport sector, 

similar to EVs, WG4 was informed that it would be appropriate to expand the supports available for 

battery electric vehicles to hydrogen vehicles such as purchase grants, vehicle registration tax relief, 

benefit-in-kind tax relief, a low rate motor tax, ACAs and reduced tolls11. Additionally, any new 

vehicle supports put in place for CNG/LNG HDVs should also be extended to include hydrogen 

vehicles.   

Recommendation  

Establish a vehicle purchase grant for hydrogen fuelled HDVs to support an increased uptake of 

LEVs. Scheme funding should be capped annually and be made available for a stated time period 

or number of vehicles. 

 

Recommendation  

Consider extending the Accelerated Capital Allowances (ACA) scheme introduced in Finance Act 

2018 for CNG/LNG vehicles to also include hydrogen vehicles. Consider extending the duration of 

the ACA for CNG and LNG beyond 2021 to allow for delays to infrastructure provision and to allow 

for vehicle purchase decision cycles. 

 

Recommendation  

                                                           
11

 https://assets.gov.ie/25107/eb5a541e3b614c94a3e47c8d068e72c9.pdf  

https://assets.gov.ie/25107/eb5a541e3b614c94a3e47c8d068e72c9.pdf
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Apply the appropriate minimum excise rate for hydrogen 

 

 

 

Recommendation  

Introduce a new reduced tolling incentive regime for hydrogen fuelled HDVs. Scheme funding to 

be capped annually and be made available for a stated time period or number of vehicles. 

 

Recommendation  

Consider extending the current suite of taxation and grant supports available for battery electric 

vehicles to include all equivalent fuel cell electric vehicles. 

4.4.1.2 Refuelling Infrastructure Supports 

Currently there is no hydrogen refuelling infrastructure in Ireland. The development of such 

infrastructure will require significant investment. In the short to medium term such an investment is 

unlikely to yield a commercial return at prices that road users would be willing to pay; therefore, it is 

likely that hydrogen refuelling infrastructure will require additional support which could take the 

form of an on-going subsidy or a capital grant. The Climate Action Fund was suggested as an 

appropriate source of funding for such supports. Ensuring a low rate of excise duty similar to 

LNG/CNG was presented as a means of supporting affordable hydrogen fuel. 

Recommendation  

Consider extending the Accelerated Capital Allowances scheme introduced in Finance Act 2018 to 

also include hydrogen refuelling infrastructure.  

 

Recommendation  

Include hydrogen public fuelling stations as a category eligible for support in the next Call for 

Applications from the Climate Action Fund. 

4.4.1.3 Hydrogen Production 

There is very limited hydrogen production in Ireland at present; its use is primarily in industry and 

manufacturing, it is not used in the transport or other energy sectors. Worldwide, the dominant 

method of producing hydrogen is through the ‘reforming’ of petroleum (usually natural gas). 
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Emission savings can be maximised through a combination of reforming and carbon capture and 

storage (CCS) methods which capture hydrogen before it enters the atmosphere and store it 

typically in geological formations or disused oil or gas wells. Hydrogen can also be produced by the 

electrolysis of water whereby an electric current is passed through water producing hydrogen and 

oxygen gases. Electrolysis is considered a more practical method of hydrogen production at small to 

medium scale. Hydrogen can be considered renewable if the electricity used to produce it through 

hydrolysis is itself renewable (e.g. from a wind farm), or if biomethane is reformed to produce 

hydrogen.   

Hydrogen production is unlikely to be attractive as a commercial investment at a price that road 

users would be willing to pay. WG4 heard that there is a need for capital support, potentially via the 

Climate Action Fund, in order to promote the production of hydrogen for road transport. 

Recommendation  

Prioritise support for renewable hydrogen in the transport sector as a core element of the 

development of the Biofuels Obligation Scheme for the period 2021-2030. 

 

4.5 Liquid Petroleum Gas (LPG) 

Liquid Petroleum Gas (LPG) is the most widely used alternative automotive fuel in Europe, 

distributed through a network of 17,500 filling stations, which fuel more than 6 million vehicles 

(mainly passenger cars)12. LPG is also widely used for indoor vehicles such as forklift trucks. LPG is 

delivered through road tankers and so is a viable fuel in remote, isolated and rural areas. Owing to 

the widespread existence of LPG refuelling infrastructure in Ireland it was determined that no 

additional supports are required for LPG uptake. The decarbonisation of LPG, through the use of bio-

LPG from renewable feedstocks, is and should continue to be supported through mechanisms such 

as the Biofuels Obligation Scheme.  

 

4.6 Vehicle Weights  

Gas fuelled HGVs (CNG,LNG, LPG and hydrogen) are generally heavier than diesel equivalents and 

the payload they are permitted to carry can be reduced, resulting in the need for additional runs to 

move the same weight of goods; it was therefore suggested that the payload limits for gas vehicles 

should be increased. To address this concern, the EU recently published a new regulation 

(2019/1242) that amends authorised weight limits for HGVs (Directive 96/53/EC) specifically for 

                                                           
12http://www.dttas.ie/sites/default/files/publications/public-transport/english/npf-
picture/6186npfalternative-fuelsengv5.pdf  

 

http://www.dttas.ie/sites/default/files/publications/public-transport/english/npf-picture/6186npfalternative-fuelsengv5.pdf
http://www.dttas.ie/sites/default/files/publications/public-transport/english/npf-picture/6186npfalternative-fuelsengv5.pdf
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alternatively fuelled and zero-emission vehicles. Finally, WG4 heard that there are guidelines relating 

to storage/parking of gas vehicles in enclosed spaces, namely tunnels and ferries; appropriate 

ventilation systems can mitigate some restrictions.  

4.7 Decarbonising Fuels  

The decarbonisation of all fuels is a necessary step change in maximising greenhouse gas emissions 

reductions. In the case of EVs, this decarbonisation of the fuel (i.e. electricity) is well underway; the 

emissions intensity of electricity has halved from a level of 896 gCO2/kWh in 1990 to 437 gCO2/kWh 

in 2018. This downward trend is set to continue with an increased use of renewables and a move 

away from higher emitting fuels such as coal and peat in the coming decade. There are a range of 

policies and measures in place and under development to support the continued decarbonisation of 

electricity.  

The fuels used in other LEVs, including natural gas and hydrogen, have significant potential to further 

decarbonise the transport sector. There are biogas alternatives to CNG and LNG – with biomethane 

produced from food, agricultural and other wastes having significant potential. Hydrogen can be 

produced from renewable electricity thus becoming a zero emission fuel. Low-carbon fuels generally 

have a higher cost than their fossil fuel equivalent and are therefore unlikely to be deployed without 

policy intervention, such as, the Biofuels Obligation Scheme. Decarbonising conventional fuels was 

beyond the scope of this Taskforce.  

4.8     Biofuels Obligation Scheme 

The Biofuels Obligation Scheme was introduced in 2010 and is administered by the National Oil 

Reserves Agency (NORA). It places an obligation on suppliers of road transport fuels to ensure that a 

specified percentage of the volume of fuel placed on the market is produced from renewable 

sources. The types of renewable fuels used include bioethanol, biodiesel and, more recently, bioLPG. 

The scheme works by ensuring that each supplier fulfils their requirement by having the necessary 

number of biofuel certificates required. Certificates are awarded on the basis of two certificates per 

litre of sustainable biofuel if that biofuel is produced from wastes or residues, or one certificate for 

all other sustainable biofuels.  

The level of obligation has increased over time from an initial rate of 4% by volume. The current 

obligation rate, since January 2019, is 10%. This means that an obligated party must hold 10 biofuel 

certificates for every 90 litres of fossil fuel (petrol/diesel) it has placed on the market. The rate will 

be further increased to 11% from January 2020. In 2018, the Obligation has led to over 200 million 
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litres of renewable fuel being placed on the market. A key feature of the Scheme is that the cost of 

increasing the level of biofuels is socialised across the road transport sector through the obligation 

(and therefore the cost) being placed on all road transport users of petrol and diesel.  

4.8.1 Renewable Energy Directive  

The Biofuels Obligation Scheme was developed in order to comply with the original Renewable 

Energy Directive (Directive 2009/28/EC) which was adopted in 2009 to establish a framework for the 

promotion of renewable energy in the European Union by setting energy targets for each member 

state. Ireland was assigned a target of meeting 16% of our energy demand from renewable sources 

by 2020; the Directive also specified that each member state should achieve at least 10% renewable 

energy in the transport sector. In December 2018, as part of the Clean Energy for All Europeans 

package, the Directive was recast (EU 2018/2001) with a European Union target of 32% for the 

overall renewable energy share by 2030 and a 14% transport specific target for each Member State. 

The Directive also set a target of 3.5% by 2030 for the deployment of ‘advanced biofuels’ for each 

Member State with key milestones in 2022 and 2025.  

Renewable fuels can contribute to meeting the targets set under the Directive thus providing a 

potential pathway for support their introduction into the transport sector with the associated cost 

could be socialised across the wider transport sector. This would enable the introduction of 

renewable fuels, such as biomethane (for CNG and LNG vehicles) and hydrogen (produced from 

renewable sources), without placing a prohibitive cost on the use of these fuels.  

4.8.2 Development of the Biofuels Obligation Scheme 

DCCAE plans to carry out a public consultation on the future of the Biofuels Obligation Scheme in the 

second half of 2019. This consultation will examine how best to transpose the transport elements of 

the recast Renewable Energy Directive. It is anticipated that the outcome of the consultation will 

provide certainty to industry in relation to the scheme out to 2030. It was proposed that the 

development of the Biofuels Obligation Scheme presents a key opportunity to provide a pathway for 

the decarbonisation of fuels used by CNG, LNG and hydrogen vehicles. It was recommended that the 

development of the Obligation Scheme be prioritised to support these fuel types.  

 

Recommendation  

Prioritise support for indigenous biomethane (for use in CNG and LNG vehicles) and renewable 

hydrogen in the transport sector as a core element of the development of the Biofuels Obligation 
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Scheme for the period 2021-2030 thus ensuring indigenous biomethane grid injection will make a 

contribution to the overall national renewable target set as part of the National Energy and 

Climate Plan. 
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5. Recommendations of the LEV Taskforce  

WG3 addressed the issue of Planning by recommending updates to Development Plans in respect of 

LEVs, the issuing of guidance to Planning Authorities for consistent development of EV infrastructure 

through planning decisions and the strengthening of the planning exemptions relating to EV charging 

infrastructure. The transposition of the EPBD (EU/2018/844) through Building Standards Regulations 

will further support EV infrastructure. Leadership should be provided at local and national levels by 

identifying suitable locations for the further roll-out of LEV infrastructure, and issuing appropriate 

guidance and providing necessary supports to future proof infrastructural development. The 

Taskforce makes the following recommendations relating to Planning, Building and Leadership: 

Recommendations Lead 

Planning 

Update Development Plan Guidelines with reference to updated LEV policies to 

support the roll out of LEV infrastructure through Planning Authority functional 

areas. 

DHPLG 

Issue guidance to planning authorities to ensure a consistent and future proofed 

approach to the rollout of EV charging infrastructure through planning 

decisions. 

DHPLG 

Present draft Regulations to the Houses of the Oireachtas for approval to future 

proof existing provisions in the Planning and Development Regulations 2001, 

exempting specified EV charging infrastructure from the requirement to obtain 

planning permission.   

DHPLG 

Building 

Publish requirements of the Energy Performance of Buildings Directive 

EU/2018/844 for public consultation in Q4 2019 and take account of 

submissions received in the transposition of requirements for recharging 

infrastructure of the EPBD to ensure the requirements consider future demand 

for EV infrastructure. 

DHPLG 

Provide and maintain targeted capital grants for publicly accessible EV charging 

infrastructure, in particular for on-street chargers. 

DCCAE 

All local authorities to consider roll out of EV infrastructure at appropriate 

locations based on the experience of Local Authority pilot projects. 

Local 

Authorities 
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Public Leadership 

Provide resources to SEAI for the development of a single interactive portal for 

mapping the location and availability of all publicly accessible EV charging 

points. Resources should also be made available to SEAI for developing the 

interface for a promotional campaign. 

SEAI/DCCAE 

Ensure that the requirements placed on State bodies through their Climate 

Action Mandates prioritise the provision of adequate EV charging 

infrastructure where parking is provided for employees and the public; have 

regard to the public leadership role their transition to Low Emission Vehicles 

can play; and ensure that the aims and provisions of the Clean Vehicles 

Directive as regards the procurement of Low Emission Vehicles by public 

authorities are upheld. 

State Bodies  

Ensure Local Authority Climate Action Charters put in place processes for 

carbon proofing investment decisions in transport and energy infrastructure. 

Local 

Authorities 

 

WG 4 considered incentives and infrastructure requirements needed to encourage the take-up of 

other non-electric LEVs in Ireland, particularly in the heavy duty vehicle (HDV) sector. In this regard, 

the Taskforce makes the following recommendations grouped under three main headings: support 

for vehicles, for infrastructure and to decarbonise fuels.    

Recommendation Lead 

Support the Uptake of Low Emission Heavy Duty Vehicles (including HGVs, buses and coaches) 

Establish a vehicle purchase grant for EV/CNG/LNG/hydrogen fuelled HDVs to 

support an increased uptake of LEVs. Scheme funding should be capped 

annually and be made available for a stated time period or number of vehicles. 

DTTAS 

Introduce a new reduced tolling incentive regime for CNG/LNG/hydrogen 

fuelled HDVs. Scheme funding to be capped annually and be made available for 

a stated time period or number of vehicles.  

DTTAS 

Consider extending the Accelerated Capital Allowances (ACA) scheme 

introduced in Finance Act 2018 for CNG/LNG vehicles to also include hydrogen 

vehicles. Consider extending the duration of the ACA for CNG and LNG beyond 

2021 to allow for delays to infrastructure provision and to allow for vehicle 

purchase decision cycles. 

DFIN 
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Consider extending the low excise rate of €2.60 per GJ on natural gas as a 

vehicle fuel to allow for delays to infrastructure provision and to allow for 

vehicle purchase decision cycles; similarly apply the appropriate minimum 

excise rate for hydrogen for the same timeframe. 

DFIN 

Support the Uptake of Other Zero Emission Vehicles 

Consider extending the current suite of taxation and grant supports available to 

battery electric vehicles to include all equivalent fuel cell electric vehicles.  

DFIN/DCCAE/DTTAS  

Support the Development of Low Emission Vehicle Refuelling Infrastructure 

Consider extending the ACA scheme to also include hydrogen refuelling 

infrastructure.  

DFIN 

Include CNG/LNG/hydrogen public fuelling stations as a category eligible for 

support in the next Call for Applications from the Climate Action Fund. 

DCCAE 

Support the roll out of the Causeway, Green Connect and GRAZE Gas projects 

that are currently being developed by GNI. 

State Bodies 

Ensure Government bodies, particularly the Commission for Regulation of 

Utilities and the Health and Safety Authority, supported by GNI, provide a safe 

and well-regulated environment for refuelling systems that is adequate to 

accommodate the growing number of low emission vehicles.  

GNI, CRU, HSA 

Support the Decarbonisation of Fuels 

Prioritise support for indigenous biomethane (for use in CNG and LNG vehicles) 

and renewable hydrogen in the transport sector as a core element of the 

development of the Biofuels Obligation Scheme for the period 2021-2030, thus 

ensuring indigenous biomethane grid injection will make a contribution to the 

overall national renewable target set as part of the National Energy and Climate 

Plan. 

DCCAE 

Consider including the support of indigenous production of renewable hydrogen 

as a category eligible for support in the next Call for Applications from the 

Climate Action Fund. 

DCCAE 

 

The continued support of the recommendations outlined in this report must be kept under review in 

light of increasing LEV uptake rates, the closing price differential with conventionally fuelled vehicles 

and the need for appropriate long-term signalling to the market of the progressive move towards 
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LEVs. Relevant Departments will ensure that the scale, implementation and operation of all 

incentives are continually assessed in terms of appropriateness and effectiveness in light of 

technological, policy and market developments; additional measures and modifications to existing 

incentives will also be considered to ensure the sustained development of the LEV market.  
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Annex I – Low Emissions Vehicle Taskforce Terms of Reference  

(Updated October 2018) 

Terms of Reference Update: 

- In advance of the commencement of Phase 2 of the Low Emissions Vehicle (LEV) Task Force 

the suitability of the existing Terms of Reference was reviewed. 

- Based on the proposed original work programmes of the individual Working Groups and the 

similarity in anticipated membership it was considered efficient to combine Working Group 

1 (Market Growth Stimuli and Visibility) and Working Group 2 (Infrastructure, Energy 

Regulation and Pricing) for Phase 2 of the Task Force.  

- The combined work programmes will be overseen by a newly named Working Group 4 

(Incentives and Infrastructure).  

- Working Group 4 will be co-chaired by the Department of Communications, Climate Action 

and Environment (DCCAE) and the Department of Transport, Tourism and Sport (DTTAS).  

- Working Group 3 will continue to consider planning legislation and building regulations and 

will be chaired by the Department of Housing, Planning and Local Government (DHPLG). 

 

Background:  

DCCAE and DTTAS with the support of the Department of An Taoiseach (DoT) have convened an 

interdepartmental LEV Task Force with the aim of presenting a range of measures and options to 

Government that will assist in accelerating the deployment of LEVs in Ireland.  

 

Expected Outcomes: 

It is expected that the Task Force will advance Ireland’s position in decreasing the use of fossil fuels 

and reducing emissions from the transport sector thus assisting Ireland to;  

5 meet its target of a minimum of 10% renewable energy in the transport sector by 2020; 

6 achieve its climate and air quality objectives and obligations between 2017 and 2030;  

7 follow a pathway towards its long term ambition of decarbonising transport by 2050;  

8 reduce energy costs and fossil fuel import dependency; and 

9 facilitate business and employment opportunities in the emerging LEV industry.    

 

Structure of the LEV Task Force: 

The work programme of the Task Force is divided into two phases. The first phase focused solely on 

electric vehicles (EVs); the second phase will predominately examine the role of other alternative 
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fuel technologies, such as natural gas, biomethane, hydrogen, liquid biofuels and synthetic/paraffinic 

fuels, however EVs will also be considered by Working Group 3. 

Phase 1: 

The work programme of Phase 1 of the Task Force was divided between two Working Groups; 

 Working Group 1: Market Growth Stimuli and Visibility; and 

 Working Group 2: Infrastructure, Energy Regulation and Pricing. 

During Phase 1, the Task Force made interim recommendations for an EV Support Package in 

advance of Budget 2018 and will submit a final report summarises their workings and findings to 

Government in late 2018.   

Phase 2: 

Phase 2 of the Task Force began its work on the 27th of September 2018. The work of Phase 2 will be 

divided between two Working Groups; 

 Working Group 3: Planning Legislation, Building Regulations and Public Leadership; and 

 Working Group 4: Incentives and Infrastructure. 

 

Implementation:  

A Steering Committee was established with oversight of all work programmes; the Steering 

Committee members are:  

 Department of Communications, Climate Action and Environment (DCCAE (co-chair)); 

 Department of Transport, Tourism and Sport (DTTAS (co-chair)); 

 Department of Taoiseach (DoT); 

 Department of Public Expenditure and Reform (DPER); 

 Department of Finance (DoF) 

 Department Housing, Planning, Community and Local Government (DHPCLG); 

 Department of Business, Enterprise and Innovation (DBEI); 

 Department of Agriculture, Food and the Marine (DAFM); 

 County and City Managers Association  

 Sustainable Energy Authority of Ireland (SEAI); 

 National Transport Authority of Ireland (NTA); and 

 Transport Infrastructure Ireland (TII). 
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Key stakeholders can be invited to the Working Group meetings for particular agenda items at the 

discretion of the Chair. Written submissions may also be invited from interested parties. In addition, 

Working Groups may hold stakeholder events to allow a broad range of stakeholders share their 

views.  

The following is a preliminary list of stakeholders that may be consulted during Phase 2 of the Task 

Force: 

 Commission for Regulation of Utilities (CRU); 

 Environmental Protection Agency (EPA); 

 Gas Innovation Group; 

 Vehicle Importers; 

 Environmental Pillar; 

 Road Haulage Association; 

 Public Transport (including PSV) operators;  

 Renewable Gas Forum; 

 Irving Oil (Whitegate); 

 BOC Gases; 

 The Consumers' Association of Ireland; and 

 Others - to be decided.  

 
 
Working Group 1 (WG1) - Market Growth Stimuli and Visibility 

The objective of WG 1 is to present a range of 2020-2025 vehicle growth scenarios, recommend a 

revised national LEV target for 2020, accompanied by a  roadmap and link these growth rates to a 

range of stimulus options and public leadership measures. 

 

Phase 1 

WG membership: DTTAS (chair); DCCAE; DHPCLG; DPER; DoF; CCMA; SEAI; TII, NTA; and ESB 

(Relevant Department Divisions to attend as appropriate to the subject matter of meetings).  

Tasks: 

 Consider current grant and VRT regime – methods, duration and cost 

 Consider options for tolls 

 Consider options around benefit in kind 

 Consider current motor tax relief 

 Consider options for public parking 
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 Consider options regarding access to bus lanes 

 Consider implementation of preferential access to restricted areas, for example Low 

Emissions Zones 

 Consider options around energy credits and obligation schemes 

 Consider options around excise 

 Consider options around the Civil Service Mileage Allowance 

 Consider options around the VAT Refund Scheme 

 Consider SPSV and taxi regulations and licensing with regard to opportunities to promote 

EVs. 

 Consider of public fleet procurement policy for EVs –size and nature of fleet, EV penetration, 

costs, charge points and links with Public Sector efficiency programme 

 Consider type of public campaign required to communicate benefits of EVs 

 Consider further supports to accelerate uptake e.g. leasing arrangements, increased 

penetration by car-sharing companies 

 Consider Public Procurement policy and ways that public bodies can demonstrate support 

for low emission transport 

 Consider any potential barriers posed by insurance 

 Other as appropriate. 

 

Working Group 2 (WG2) - Infrastructure, Energy Regulation and Pricing  

The objective of WG 2 is to devise a sustainable policy framework to ensure sufficient effective and 

efficient EV charging and fuelling infrastructure for Low Emission Vehicles.  The WG should consider 

the operation and integration of public and private charging systems.  Similarly, for other alternative 

fuels the WG should consider the development of a sufficient network of refuelling points, providing 

an appropriate range of options in terms of low carbon alternatives.   

 

Phase 1: 

WG membership: DCCAE (chair); DTTAS; DJEI; CER; SEAI; ESB and EirGrid.  

Tasks: 

 Develop EV infrastructure growth profile, planning metrics and cost required for growth 

scenarios to 2025 

 Consider Public vs Private ownership models – risks, benefits, integration and funding 

options 
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 Analyse customer pricing options (for both infrastructure and battery replacement) with 

regard to proposed business model – Public vs Private 

 Examine EV infrastructure readiness with regard to market size, battery size and future 

domestic demand 

 Appraise maintenance issues relating to current recharging infrastructure 

 Examine domestic tariffs and testing of control mechanisms to avoid critical loading of 

electricity network 

 Consider potential incentives for Domestic and Private chargers 

 Examine research needs and relevant topics such as EU funding possibilities 

 Consider the business opportunities for Ireland – research, technology, services and jobs 

 Other as appropriate. 

 

Working Group 3 (WG3) - Planning Legislation, Building Regulations and Public Leadership 

The objective of WG 3 is to ensure that building and planning laws for new developments, at all 

scales, facilitate charging and refuelling infrastructure, where appropriate, and mobility for LEVs.  

The secondary objective is to ensure that simple measures, such as marking of public parking 

locations and keeping these locations available for LEV users, are implemented via the correct 

channels. 

 

WG membership: DHPCLG (chair); DCCAE; DTTAS; ESB Networks; GNI; CCMA; Climate Action 

Regional Office Representatives; SEAI; TII; OPW; and NSAI.  

 

 Identify and propose changes to relevant planning laws, by-laws and statutory instruments 

relevant to refuelling infrastructure for alternative fuels (including EV charging 

infrastructure) for residential and non-residential developments; 

 Examine the role of Building Regulations in future-proofing new infrastructure and ensuring 

the longer term transition to LEVs (inter alia the Energy Performance of Buildings Directive); 

 Consider work to date and measures taken by each Local Authority with respect to LEV 

promotion, including EVs; 

 Consider costs and regulatory impacts of LA support measures including on-street parking; 

parking by-laws enforcement and the potential for national uniformity; 

 Scope and support the role of local authorities in supporting adoption and usage of 

alternative fuelled vehicles, including electric vehicles; 
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 Consider EV charging infrastructure provision at State buildings and lands; and 

 Other as appropriate.] 

 

Working Group 4 (WG4) - Incentives and Infrastructure 

The objective of WG 4 is to consider a range of incentives and infrastructure requirements to 

encourage the take-up of LEVs in Ireland, including the heavy duty vehicle sector.  

 

WG membership: DTTAS and DCCAE (co-chairs); DHPCLG; DAFM; DPER; DoF; SEAI; GNI; and CRU. 

Note: TII/NTA/OGP/NORA may be requested to participate in the WG as the agenda demands.  

 

Tasks:  

 Consider options for taxation measures such as motor tax relief, accelerated capital 

allowances, and excise (methods, duration and costs) in promoting the uptake of LEVs and 

associated equipment; 

 Consider growth scenarios to 2025 and 2030 and assess required associated infrastructure 

growth profile; 

 Consider the role of exchequer funded incentives such as purchase grants and toll 

reductions;  

 Consider the role of existing and new obligation schemes (such as the biofuels Obligation 

Scheme) and the potential role of guarantees of origin/energy credits; 

 Consider how the development of fuelling infrastructure will be supported; 

 Consider the potential role of public transport regulation, public leadership and visibility in 

the promotion of alternatively fuelled vehicles; and 

 Other as appropriate. 
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Annex II – Working Group meetings and stakeholder engagement 

WG 1 met on the following five occasions:  

 1st February 2017;  

 15th March 2017;  

 3rd July 2017;  

 31st October 2017; and  

 22nd February 2018.  

WG1 also held a stakeholder engagement event on the 20th of July 2017 which considered and 

evaluated current and potential incentives to further increase the number of EVs. Representatives 

from relevant Departments, Agencies, State Bodies, businesses, companies, voluntary and member 

organisations and non-profit groups were in attendance and contributed to the overall findings.  

 

The WG also invited a number of experts to present on a wide range of subjects including:  

 Taxation options (Department of Finance);  

 The industry perspective (The Society of the Irish Motor Industry);  

 Electric Vehicle Public Awareness (Sustainable Energy Authority of Ireland);  

 Consideration of toll incentives for EVs (Transport Infrastructure Ireland); and  

 Consideration of parking incentives for EVs (Galway County Council, Limerick City Council 

and Private Car Park Operators).  

 

WG 2 met on the following six occasions:  

 14th March 2017;  

 14th July 2017;  

 22nd September 2017;  

 18th October 2017;  

 14th December 2017; and  

 3rd May 2018. 

WG2 held a stakeholder engagement event on the 24th of November 2017 to examine the issue of 

public charging; the event included representatives from relevant Departments, Agencies, State 

Bodies, businesses, companies, voluntary and member organisations, and non-profit groups. The 

WG invited a number of experts to present on a wide range of subjects including:  
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 EV technology developments and analysis of Alternative Fuel Infrastructure Directive 

impacts across the EU (joint presentation by Sustainable Energy Authority of Ireland and ESB 

eCars);  

 Public charging infrastructure from the EV driver’s perspective (Irish EV Owners Association);  

 Projected future penetration of EVs on the transmission system as part of Tomorrow’s 

Energy Scenarios (EirGrid);  

 The challenges and solutions of increased electrification of Transport and Heat on the 

distribution system (ESB Networks); and  

 EV Charging Infrastructure: Market and Policy (UCD Energy Institute).  

 

WG 3 met on the following five occasions: 

 27 November 2018 

 11 February 2019 

 09 April 2019 

 28 May 2019 

 24 July 2019 

WG 3 considered the transposition of Energy Performance of Buildings Directive 2018/844, the 

current Planning policy in relation to LEV’s and relevant actions in the Government’s Climate Action 

Plan. 

WG 4 met on the following five occasions:  

 22nd November 2018; 

 13th February 2019; 

 26th March 2019; 

 15th May 2019; and 

 18th June 2019.  

WG4 held a stakeholder engagement event on the 15th of May 2019 to establish stakeholder views 

on the potential role of Compressed Natural Gas and Liquefied Natural Gas in the transport sector. 

Other fuels including Hydrogen and Liquid Petroleum Gas were also considered. Representatives 

from relevant Departments, Agencies, State Bodies, businesses, companies, voluntary and member 

organisations and non-profit groups were in attendance and contributed to the overall findings.  
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The working group also invited a number of experts to present on a wide range of subjects including:  

 Compressed natural gas infrastructure (Gas Networks Ireland (GNI));  

 The Biofuel Obligation Scheme (National Oil Reserves Agency/DCCAE/GNI);  

 Liquid natural and petroleum gases (SEAI/ Calor Gas/ BOC Gases Ireland);  

 Role of liquid natural gas in Irish Ports (Dublin and Shannon Foynes Ports); and  

 Role and potential deployment of hydrogen (Hydrogen Mobility Initiative).  
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Annex III – LEV Taskforce Recommendations from Phase 1 (2016-2018) 

In advance of Budget 2019, the LEV Taskforce made the following recommendations:  

 

1. Taking into consideration the deployment of incentives as a key feature in the development of 

the EV market globally, the maintenance of at least the existing VRT exemption and SEAI 

purchase grants;  

2. The continuation of the recently introduced Benefit in Kind (BIK) treatment to incentivise BEVs 

for at least 3 years, at the end of which a review evaluating its costs, overall effectiveness and 

impacts should be carried out;  

3. The development and publication of a new public procurement framework contract for EVs to 

allow public bodies to purchase EVs with reduced administrative burden. Further consideration 

to be given to additional means by which the public sector could assume a leadership role in this 

area;  

4. The continued support of the EV Public Awareness Programme which will run for 3 years and will 

involve a public awareness campaign to raise the profile and understanding of EVs; a public 

driver experience road show to provide an opportunity to drive an EV; and public sector and 

commercial fleet trials allowing public bodies and business to trial EVs;  

5. Continued support of the new tolling incentive regime to stimulate EV uptake and the EV grant 

scheme for the SPSV (Taxi/Hackney/Limousine) sector;  

6. The grant to support the installation of home chargers should be maintained in the short-term 

subject to an annual review with the provision of charging points for shared parking in 

apartment blocks to be considered by Working Group 3 in the next phase of the LEV Taskforce’s 

work; 

7. A capital support should be provided for the development of existing and new on-street 

chargers and it is recommended that Local Authorities ensure that parking at all on-street 

charging points is dedicated for EVs that are using the infrastructure and clear information is 

provided on conditions of use including where parking charges apply;  

8. Based on the outcome of the first Call for Applications under the Climate Action Fund, a further 

capital support should be considered for the development of fast chargers which should be 

publicly accessible on a 24-hour basis and accommodate key connection types in active use in 

Ireland;  

9. It is important that operation and development of public charge points is monitored and 

compliance with relevant standards and regulations is ensured. In this regard, it is proposed that 

an appropriate State Body be provided with this role including provision of powers in relation to 
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public charge points as set out in the Alternative Fuels Infrastructure Directive8. This includes 

ensuring that where fees are levied for charging, any EV user can pay to use the infrastructure 

on an ad hoc basis;  

10. ESB Networks and EirGrid to continue to ensure the distribution and transmission systems are 

developed to accommodate the growing number of EVs in a safe and efficient manner;  

11. Non-Exchequer resources should be considered as EV penetration levels increase and 

commercially viable markets begin to develop in the provision/maintenance of recharging 

infrastructure; and  

12. The continued support of the recommendations outlined in this report must be kept under 

review in light of increasing EV uptake rates, the closing price differential with conventionally 

fuelled vehicles and the need for appropriate long-term signalling to the market of the 

progressive move towards LEVs. Relevant Departments will ensure that the scale, 

implementation and operation of all incentives are continually assessed in terms of 

appropriateness and effectiveness in light of technological, policy and market developments; 

additional measures and modifications to exiting incentives will also be considered to ensure the 

sustained development of the EV market.  
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Annex IV - Current list of LEV supports 

Supports available in relation to EVs, as of August 2019:  

Measure  Description  

Purchase Grant Purchase grant of up to €5,000 for electric vehicles (including BEVs and 

PHEVs) 

Vehicle Registration 
Tax (VRT) 

VRT Relief of up to €5,000 for BEVs (until end 2021), up to €2,500 for 
PHEVs (until end 2019) and up to €1,500 for conventional hybrids (until 
end 2019) 

Benefit-in-Kind BEVs qualify for 0% Benefit-in-Kind rate up to a maximum value of €50,000 
without mileage conditions 

Domestic Charge 
Point Grant 

A grant of up to €600 towards the installation cost of a domestic charge 

point for new and second-hand BEVs or PHEVs 

SPSV Purchase 
Grant 

A grant of up to €7,000 or €3,500 towards the purchase of a BEV or PHEV 
respectively for vehicles in the taxi/hackney/limousine sector 
 

Accelerated Capital 
Allowance (ACA)  

BEVs/PHEVs and their associated recharging infrastructure qualify under 
the ACA scheme. This scheme enables businesses to identify and buy the 
most energy efficient equipment including electric charging infrastructure 
and write down the cost of such equipment in the year of purchase rather 
than over the traditional 8 years 
 

Motor Tax BEVs qualify for the lowest tax band of motor tax at €120 per annum, 

while a PHEV is taxed based on emissions, typically at circa €170 per 

annum 

Reduced Tolls As of July 2018, BEVs and PHEVs qualify for 50% and 25% toll reductions 

respectively up to a maximum €500 annual threshold for private vehicles 

and €1,000 for commercial vehicles 

Supports available in relation to CNG and LNG, as of August 2019:  

Measure  Description  

Accelerated Capital 
Allowance (ACA)  

This ACA scheme allows companies to write off 100% of the purchase 
value of qualifying vehicles and refuelling equipment against their profit in 
the year of purchase rather than over 8 years. It is anticipated that 
qualifying vehicles will need to demonstrate compliance with, at least, the 
Euro 6/VI emission standards. 

Minimum Excise 
Duty Level  

In the 2015 Budget the excise rate for natural gas and biogas was set at the 
current EU minimum rate of €2.60 per GJ for a period of eight years. 
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Annex V – WG 3 Research 

V.1. Netherlands:  

V.1.1 Role of incentives in Netherlands’s Electric Vehicle Market 

The Dutch Government published its plan in October 2017 ‘Confidence in the Future - 2017–2021 

Coalition Agreement’ Section 3.2 covers transport and mobility which: 

 Aims for all new cars to be zero emission by 2030 at the latest. Tax incentives for zero 

emission cars will be phased out as this ambition is achieved;  

 Seeks to ensure that charging infrastructure is in place to meet the needs of the new stock 

of EVs;  

 Introduces low emission zones, and reducing parking charges for zero EVs.  

 

Proposed measures developed in November 203013 include 

 From 2021 – Privately owned electric cars €6,000 purchase grant per vehicle reducing to 

€2,200 by 2030; 

 For company cars that would be 3.430 euro decreasing to 1.830 by 2024; 

 Free from sales tax and Motor tax from 2025; 

 Publicly used electric vehicles – purchase subsidy 2,030 euros per vehicle starting in 2021, 

with a drop to 1,830 euros by 2024; and 

 Increase in taxes on Diesel and Petrol. 

Also worth noting that a once off amount of €100 million will be invested into bicycle infrastructure. 

V.1.2 EV charging Network – Amsterdam 

The model used in Amsterdam is a demand led model with street chargers given priority as more 

than 90% of Amsterdam’s residents14 do not have their own parking space. Amsterdam City Council 

took the lead and since 2009 the City Council has installed public charge points with exclusive 

parking spaces for electric cars across the city. 

                                                           
13

 https://www.dutchnews.nl/news/2018/11/climate-change-plans-slash-taxes-on-electric-cars-to-boost-sales/  
14

 https://issuu.com/gemeenteamsterdam/docs/plan_amsterdam_4-2018_the_electric_ 

https://www.dutchnews.nl/news/2018/11/climate-change-plans-slash-taxes-on-electric-cars-to-boost-sales/
https://issuu.com/gemeenteamsterdam/docs/plan_amsterdam_4-2018_the_electric_
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Statistics for Amsterdam Q4 201815 

The method for locating EV chargers is through demand led applications including a public 

participation element. The council tendered for a company to install the EV charging points, but final 

decision on installation remains with the council. Amsterdam Council has mapped out the process 

for selecting locations and the installation of EV chargers in 10 key points. The public participation 

element of the process is six weeks so in essence equates with the Irish timeline for public 

participation in the planning process where Local Authorities are the Planning Authority. 

10 steps are used to implement a new charging point in Amsterdam 

1. The electric driver makes a request online for expansion of the public charging network.  

2. Nuon/Heijmans16 check that the request meets the requirements and whether a new charge point 

is needed in the area concerned. Their considerations include: 

 the walking distance to the nearest existing or planned available charge location,  

 the occupancy rate of the nearest charge locations,  

 previous requests which have been turned down.  

3. Amsterdam City Council will ultimately decide whether a new location will be installed.  

4. If a new charge point is going to be installed, Nuon will draw up an installation plan in consultation 

with the grid operator and the relevant city district.  

5. As the road authority, Amsterdam City Council will formally give permission for the installation 

plan and publish its decision in the Staatscourant after which the six week period to challenge or 

amend the decision starts.  

6. The location and the plan are published online on a map and communicated to electric drivers in 

the area.  

7. The contractor will request connection to the network from the grid operator.  

                                                           
15

 https://issuu.com/gemeenteamsterdam/docs/plan_amsterdam_4-2018_the_electric_ 
16

 Company that won the tender to install charging points 

https://issuu.com/gemeenteamsterdam/docs/plan_amsterdam_4-2018_the_electric_
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8. Amsterdam City Council instructs the installation of the charge point and the design of the 

location.  

9. Following a soil survey, the grid operator will allocate the connection to Nuon and release the 

location for installation, they can now start planning the work.  

10. The contractor will install the charge point, set up the location and connect it to network 

 

V.2. United Kingdom - EV charging Network – London Borough of Hounslow 

Hounslow in the UK also have a demand led system for the installation of chargers on street17. An EV 

owner applies online and identifies 5 street lamps in order of preference for the installation of a 

charging socket. They also receive a smart cable for £500 which holds the technology to access the 

EV owner’s electricity provider. This cable can be used on any charging socket. 

One important consideration is that through the demand led system, where an EV owner requests a 

charging point installed on street, there is a risk that they may move and the charging infrastructure 

becomes ‘abandoned’. The method Hounslow piloted for attaching sockets onto existing streetlights 

enabled the socket to be removed and redeployed to another location. Therefore there are no 

stranded assets. In Hounslow as existing street furniture is being utilised there is no requirement for 

planning permission. Due to the high demand their timescale for installation is 6 to 9 months for 

installation of a charging socket. A map of all London Chargers is available online at 

https://www.sourcelondon.net/stations  

 

The installation of chargers is not dealt with through the planning system. Other Jurisdictions take 

the lead on EV primarily through transport policy to regulate EV. The relevant legislation in the UK is 

the Automated and Electric Vehicles Act18. Any policy that is adopted should be in line with wider 

transport policies such as the use of public transport or other methods of LEV transport such as cycle 

lanes, trams etc. 

 

 

 

                                                           
17

 https://www.hounslow.gov.uk/info/20053/transport/1497/electric_vehicles_and_charging_points/2  
18

 www.legislation.gov.uk/ukpga/2018/18/contents/enacted  

 

https://www.sourcelondon.net/stations
https://www.hounslow.gov.uk/info/20053/transport/1497/electric_vehicles_and_charging_points/2
http://www.legislation.gov.uk/ukpga/2018/18/contents/enacted
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V.3. Norway  

V.3.1 Origin of Electric Vehicle policy in Norway 

Norway is the world’s most advanced electric vehicle market. In 2019, the market share in Norway 

held by new electric vehicles (battery and plug-in hybrid) surpassed over 50% for the first time 

ever19. There are a number of reasons behind Norway’s success story, including a consensus 

between Government and the people on climate change since the 1990’s and the use of policy 

measures and incentives since then to foster the use of electric vehicles20. In addition, electricity in 

Norway is cheap with 98% of power coming from renewable sources21. On the other hand, petrol 

and diesel cars incur high taxes under the Norwegian car tax system on the basis of the ‘polluter 

pays’ principle22. As a result of Norway’s history of clean energy, the main source of carbon 

emissions comes from the transport sector amounting to 60% of Norway’s non EU Emissions Trading 

Scheme emissions23. 

V.3.2 Role of incentives in success of electric vehicles in Norway 

Incentives including tax exemptions, free parking and toll roads, amongst others have been the 

cornerstone of Norway’s success with low and zero emission vehicles. According to a 2017 survey of 

Norwegian electric vehicle owners “economic incentives are by far the most important reason to 

convince people to try out a new emission free technology” 24.  

The Norwegian EV incentives25: 

 No purchase/import taxes (1990-) 

 Exemption from 25% VAT on purchase (2001-) 

 No annual road tax (1996-) 

 No charges on toll roads or ferries (1997- 2017). 

 Maximum 50% of the total amount on ferry fares for electric vehicles (2018-) 

                                                           
19

 https://elbil.no/norway-reaches-historic-electric-car-market-share/  
20

 https://publications.europa.eu/en/publication-detail/-/publication/9aef7f7f-2cc0-11e8-b5fe-
01aa75ed71a1/language-en 
21

 https://www.regjeringen.no/en/topics/energy/renewable-energy/renewable-energy-production-in-
norway/id2343462/  
22

 https://wpstatic.idium.no/elbil.no/2016/08/EVS30-Norwegian-EV-policy-paper.pdf  
23

 Ministry of Transport 
24

 https://wpstatic.idium.no/elbil.no/2016/08/EVS30-Norwegian-EV-policy-paper.pdf       
25 https://elbil.no/english/norwegian-ev-policy/, Ministry of Transport, and https://www.euki.de/wp-

content/uploads/2018/09/fact-sheet-incentives-for-electric-vehicles-no.pdf 

https://elbil.no/norway-reaches-historic-electric-car-market-share/
https://publications.europa.eu/en/publication-detail/-/publication/9aef7f7f-2cc0-11e8-b5fe-01aa75ed71a1/language-en
https://publications.europa.eu/en/publication-detail/-/publication/9aef7f7f-2cc0-11e8-b5fe-01aa75ed71a1/language-en
https://www.regjeringen.no/en/topics/energy/renewable-energy/renewable-energy-production-in-norway/id2343462/
https://www.regjeringen.no/en/topics/energy/renewable-energy/renewable-energy-production-in-norway/id2343462/
https://wpstatic.idium.no/elbil.no/2016/08/EVS30-Norwegian-EV-policy-paper.pdf
https://wpstatic.idium.no/elbil.no/2016/08/EVS30-Norwegian-EV-policy-paper.pdf
https://elbil.no/english/norwegian-ev-policy/
https://www.euki.de/wp-content/uploads/2018/09/fact-sheet-incentives-for-electric-vehicles-no.pdf
https://www.euki.de/wp-content/uploads/2018/09/fact-sheet-incentives-for-electric-vehicles-no.pdf
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 Maximum 50% of the total amount on toll roads (2019) 

 Free municipal parking (1999- 2017)  

 Local authorities decide on free municipal parking (2010-) 

 Parking fee for EVs was introduced locally with an upper limit of a maximum 50% of the full 

price (2018-) 

 Access to bus lanes (2005-) 

 Local authorities decide on access to bus lanes (2010-) 

 New rules allow local authorities to limit access to bus lanes to only include EVs that carry 

one or more passengers (2016) 

 50 % reduced company car tax (2000-2018). 

 Company car tax reduction reduced to 40% (2018-) 

 Exemption from 25% VAT on leasing (2015) 

 Fiscal compensation for the scrapping of fossil vans when converting to a zero-emission van 

(2018) 

 Allowing holders of driver licence class B to drive electric vans class C1 (light lorries) up to 

4250 kg (2019)  

V.3.3 Review of Incentives 

The Norwegian Government has decided to keep the incentives in place until the end of 2021 and at 

that point they will be revised and adjusted in line with market development.  The total annual cost 

of the overall policy on low and zero emission vehicles is approximately €1 billion26. 

V.3.4 Charging network in Norway 

A high level of home ownership in Norway means the majority of LEV owners can use home chargers 

as their primary charger27. While owners most frequently charge their cars at home or at work, a 

high percentage also use public charging and fast charging on a monthly basis. In Norway, existing 

owners of LEV’s charged their vehicles most frequently at home, or work. However, a high 

percentage also used public charging and fast charging on a monthly basis28.   

Although Norway was an early adopter of LEV’s, it did not introduce its first Government support 

scheme for public charging infrastructure until 2009-2010 as a stimulus package following the global 

                                                           
26

 Ministry of Transport 
27

 https://www.rvo.nl/sites/default/files/2019/04/E-Mobility%20in%20Norway%20-
%20NL%20embassy%20Oslo.pdf  
28

 https://wpstatic.idium.no/elbil.no/2016/08/EVS30-Charging-infrastrucure-experiences-in-Norway-
paper.pdf.  

https://www.rvo.nl/sites/default/files/2019/04/E-Mobility%20in%20Norway%20-%20NL%20embassy%20Oslo.pdf
https://www.rvo.nl/sites/default/files/2019/04/E-Mobility%20in%20Norway%20-%20NL%20embassy%20Oslo.pdf
https://wpstatic.idium.no/elbil.no/2016/08/EVS30-Charging-infrastrucure-experiences-in-Norway-paper.pdf
https://wpstatic.idium.no/elbil.no/2016/08/EVS30-Charging-infrastrucure-experiences-in-Norway-paper.pdf
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economic crisis in 200829.  Enova SF is a Government Agency, which invests in environmentally 

friendly infrastructure and technology, including funding fast charging infrastructure in 

municipalities before there is sufficient interest from the market.  Enova SF has supported the 

establishment of most of the 2,500 charging stations in Norway providing 12,600 charging points 

with 11,300 publicly available30. Since 2015 it has been involved in a nationwide scheme to provide 

fast charging stations every 50km on the main road network. There is also an increased interest from 

commercial operators in building fast charging stations31. 

V.3.5 Future Plans 

The Norwegian Government’s White Paper "Norway's National Transport Plan for 2018-2029" sets 

an aim for all new passenger cars and light vans to be zero emission vehicles by 2025. Furthermore, 

all all new city buses should be zero-emission vehicles or use biogas by 2025. By 2030 all new heavy 

vans, 75 % of new long-distance buses, and 50 % of new lorries should be zero-emission vehicles, 

with the aim of nearly emission free distribution of goods in major city areas. It also sets a zero-

growth objective for car traffic meaning that any increase in passenger traffic is to be absorbed by 

public transport, cycling and walking and land use and transport must be planned in a manner that 

facilitates this objective.  

V.4 Lessons to learn from other countries 

V.4.1 Charging infrastructure 

For future LEV purchasers, particularly those without private parking and to develop mass market EV 

usage, public charging will be very important in encouraging take-up of EV’s32. Although evidence 

from Norway has shown that as the market matures, the public infrastructure is used less 

frequently. However this would also be influenced by whether on-street parking is standard in an 

area33. A 2017 paper found that residents in apartment buildings have experienced difficulty in 

accessing charging at home, due to restrictions on installation from management boards and no 

mandatory requirement to provide charging infrastructure in new or existing buildings34. Some 

muncipalities have introduced support schemes for housing associations and housing co-operatives 

                                                           
29

 Lorentzen et al (2017) 
30

 Ministry of Transport and https://www.rvo.nl/sites/default/files/2019/04/E-Mobility%20in%20Norway%20-
%20NL%20embassy%20Oslo.pdf 
31

 Lorentzen et al (2017) 
32

https://esipp.ie/images/upload/UCD%20policy%20report_EV%20Charging%20Infrastructure%20Nov%20201
8.pdf 
33

 https://www.euractiv.com/wp-content/uploads/sites/2/2018/09/Charging-Infrastructure-
Report_September-2018_FINAL.pdf 
34

 Lorentzen et al (2017) 

https://www.rvo.nl/sites/default/files/2019/04/E-Mobility%20in%20Norway%20-%20NL%20embassy%20Oslo.pdf
https://www.rvo.nl/sites/default/files/2019/04/E-Mobility%20in%20Norway%20-%20NL%20embassy%20Oslo.pdf
https://esipp.ie/images/upload/UCD%20policy%20report_EV%20Charging%20Infrastructure%20Nov%202018.pdf
https://esipp.ie/images/upload/UCD%20policy%20report_EV%20Charging%20Infrastructure%20Nov%202018.pdf
https://www.euractiv.com/wp-content/uploads/sites/2/2018/09/Charging-Infrastructure-Report_September-2018_FINAL.pdf
https://www.euractiv.com/wp-content/uploads/sites/2/2018/09/Charging-Infrastructure-Report_September-2018_FINAL.pdf
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providing 20% of the total costs of the investment on stations, or up to one million Norwegian 

Kroner (approximately €104,000).   

V.4.2 The importance of incentives and charging infrastructure  

A comprehensive charging network is important, but is not necessarily enough to encourage people 

to buy EV’s. Denmark has a similar ratio of charging points to Norway35, but the sales of EV’s have 

been slow and have decreased further since a reduction in the level of tax incentives for purchasing 

cars36. Therefore financial/tax and other incentives still have a role to play in tandem with 

infrastructure improvements. The importance of not relying on any one measure to encourage EV 

take up was also noted in a 2018 UCD Energy Institute paper, examining global trends in EV’s in 

comparison with Ireland’s EV market37
.
 

An analysis of the use of EV’s across 30 countries has found that charging infrastructure per 

inhabitant is the strongest factor in influencing uptake of EV’s followed by financial incentives. 

However, other research in Europe has found that charging infrastructure only begins to overtake 

financial incentives in terms of influence, once the level of national EV market share has reached 5%. 

Up until that point, incentives may have more influence38. 

The use of bus lanes by EV’s could lead to congestion and potentially create a conflict with the 

importance of policies on encouraging greater use of public transport and cycling.  

Fast-charging infrastructure is very important for addressing range anxiety in Norway, but 

Government support was necessary to cover installation due to the low levels of profit. Norway is 

starting to see private operators installing fast-charging infrastructure due to the success of EV’s.39 

Range anxiety has been replaced somewhat by charger anxiety as EV users are having difficulty 

finding available chargers due to people using chargers as parking spots. It is hoped that the 

introduction of charging for cars will help address the issue. 40  

The increased availability of vehicle models is also a strong driver for the popularity of EVs in 

Norway.  

 

                                                           
35

 http://www.europarl.europa.eu/RegData/etudes/STUD/2018/617470/IPOL_STU(2018)617470_EN.pdf 
36

 Lorentzen et al (2017) 
37

 La Monaca and Ryan (2018) 
38

 http://www.europarl.europa.eu/RegData/etudes/STUD/2018/617470/IPOL_STU(2018)617470_EN.pdf 
39

 Lorentzen et al (2017) 
40

 https://www.electrive.com/2019/03/03/oslo-charging-electric-cars-no-longer-free-of-charge/ 

http://www.europarl.europa.eu/RegData/etudes/STUD/2018/617470/IPOL_STU(2018)617470_EN.pdf
http://www.europarl.europa.eu/RegData/etudes/STUD/2018/617470/IPOL_STU(2018)617470_EN.pdf
https://www.electrive.com/2019/03/03/oslo-charging-electric-cars-no-longer-free-of-charge/
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V.5 Ireland – UCD paper on EV trends 

A 2018 UCD Energy Institute paper41 examined global trends in EV’s in comparison with the EV 

market in Ireland and made a number of recommendations/observations including: 

 A lack of charging infrastructure was cited by the majority of respondents to a survey as an 

impediment to buying an EV. 

 Ireland’s high ratio of chargers to EV’s (1:5 vs 1:19.5 in Norway) and short commutes may 

mean that public concerns about lack of charging infrastructure is due to lack of awareness. 

The paper recommended targeting all road users with standardised road signs to direct 

people to existing chargers.  

 It was also felt that the ratio of chargers to inhabitants in Ireland suggests that chargers are 

installed in low or no demand locations or that they are missing in areas of high demand.  

 Similar to Norway and other countries, EV owners used home chargers most often.  

 Workplace charging has been shown in other countries to increase adoption of EVs 

 Fast charging in Irish car parks was used more often on a daily basis than other locations and 

types of charging, such as slow to fast chargers in car parks, and petrol stations.  

 The paper recommended that as the first phase of Ireland’s EV charging network was 

intended to provide nation-wide infrastructure, the next phase should look more closely at 

driver profiles and network usage data to ensure that the infrastructure is strategically 

located.  

 Additional infrastructure should not be supported by providing grants to any applicant, but 

should instead be “strategically targeted to corridors, locations, or routes that are likely to 

have high demand.” For example, major intercity corridors, as well as on-street residential 

charging in densely-populated cities and towns, multi-modal locations (e.g. at commuter rail 

stations), and car parks and retail.”  

 

                                                           
41

 La Monaca and Ryan (2018) 


