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Abstract
There is an increasing awareness, policies and an incentive landscape, which
are encouraging and starting to shape future transport to be seen as part of a wider
ecosystem of infrastructure, use, behavior and sustainability. However, one of the
main barriers for the wider uptake by both fleet and individual users of electric
vehicles is the concern of the uncertainties of Total Cost of Ownership (TCO).
This contribution, based on a mix of original modelling, simulation and laboratory experimentation studies as well as a review of the academic and policy literature, will focus on vehicle design and the battery and energy management in the
EV/PHEV. EV users express concern about the longevity of the electric battery
and hence the life cycle (especially with frequent fast charging), which amounts to
a major part of the costs and value of the vehicle. Using the battery to provide ancillary services will add more value to the EV and reduce the effective TCO.
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Introduction

The growing requirement to produce increasingly more energy efficient ultra-low
carbon vehicles (ULCVs) represents a major technical and financial challenge for
major vehicle manufacturers and component suppliers. Some of the current limitations of battery technology in terms of energy, density, power density, weight and
cost [1] have led automakers to focus not only on the development of electric and
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hybrid powertrains but also on the optimization of other critical vehicle technical
areas aimed at enhancing the vehicle overall energy efficiency, such as reducing
the weight and drag [2]. The use of on-board ancillary systems (heating, lights,
etc.) - in addition to the driver’s driving style, vehicle speed and the type of journey - are also key factors to improve the vehicle energy efficiency, range and performance [3].
This chapter provides an overview of the main vehicle design advancements to increase Electric Vehicles (EVs) and Plug in Hybrid EVs (PHEVs) market penetration by offering vehicles with an increased range and consequently becoming a
more attractive business proposition to prospective buyers or users. Some key
technical constraints are also discussed as EV and PHEV technology is not at a
mature stage yet [4]. In addition, an account of the design and operation of the battery, smart charging, eco-driving, vehicle energy consumption and management
are provided. Finally, this chapter presents an evaluation, based on modelling,
simulation and laboratory experimentation studies, on how these may be designed
to lower the total cost of ownership (TCO), since this is critical for take-up.
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EV/PHEV design to reduce energy demand during driving conditions

2.1

EV/PHEV Body Aerodynamics

Aerodynamics plays a prominent role in the overall efficiency of a vehicle. Most
of the EVs and PHEVs available on the market feature an optimised aero package
specifically designed to lower their drag coefficient (Cd) caused by airflow turbulence. It is common for vehicles such as the Toyota iQ EV to feature aerodynamic
enhancements applied to the front grille opening and body panels to separate and
improve air flow, as well as underfloor covers to minimise turbulence [5].
Similarly, the 2013 Fiat 500e low-volume EV is characterised by a reshaped front
and rear end, revised wing mirror covers, small spats on the wheel wells, and under-trays to even out airflow [6, 7]. Aero improvements are also applied to some
Internal Combustion Engine (ICE) vehicles in the shape of the special low carbon
edition models, badged for instance Blue efficiency [8] by Mercedes-Benz, or
DRIVe [9] by Volvo. From a comparative analysis, shown in Table 1, it follows
that EVs and PHEVs are marginally more aerodynamically efficient than their
ICE based counterparts.
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Table 1.

Make
Fiat
Honda

Scion
(Toyota)

Vehicles’ Cd comparison between ICE models and derived LCVs models
[7,8,9,10,11,12,13]

Model
500
500e
Mk7 Civic
Sedan
Mk7 Civic
Sedan
iQ
iQ

ΔCd

ΔCd%

-0.05

-13%

0.30
0.28

-0.02

-6%

0.31
0.31

0

0%

Drive
ICE
EV

Year
2007-present
2013-present

Cd
0.36
0.31

ICE
Hybrid

2001-2005
2003-2005

ICE
EV

2008-present
2012-present

This trend generally applies to the latest breed of EVs and PHEVs which have
been designed as electrified ULCVs right from the outset rather than being derivative versions of their existing ICE models. However, the latest BMW i3 and Nissan Leaf feature low drag bodies which are not significantly better than ICE vehicles of their respective size. The compared Cd figures suggest that some of the
latest ICE models perform surprisingly well against the most evolved EVs available on the current market.
Table 2. LCVs Cd comparison [10, 14, 15, 16, 17, 18]

Make
Honda
Toyota

Nissan
BMW
Mercedes
Benz
Nissan

Model
Mk1 Insight
Mk2 Insight
Mk2 Prius
Mk3 Prius

ΔCd

ΔCd%

+0.03

+12%

-0.01

-4%

0.30
0.29

-0.01

-4%

0.26
0.29

+0.02

+8%

Year
2000-2006
2010-present
2004-2009
2010/12present
2013-present
2012-present

Cd
0.25
0.28
0.26
0.25

Mk2 Note
i3

Drive
Hybrid
Hybrid
Hybrid
Hybrid/
PHEV
ICE
EV

Mk2 B Class
Leaf

ICE
EV

2012-present
2011-present

Although there are some after-market PHEVs aero body kits such as the Aero Prius YuraStyle [19, 20], for the Toyota Prius, those designs are too extreme in terms
of styling to be accepted by the vast majority of Prius owners [18]. Allegedly their
improved Cd figures, obtained by further covering of the car rear end and wheels
[21], may provide some tangible gain in terms of the vehicle extended range [20,
22] compared with the standard PHEV model, driven in everyday variable driving
conditions.
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2.2

EV/PHEV Kerb Weight

Air friction is not the only key parameter responsible for reducing vehicle range.
The overall car kerb weight is another major technical challenge for auto makers
as they aim to lower the vehicle mass as much as possible.
The lithium-ion traction battery in the Tesla Roadster weighs about 453Kg [23].
However, designers managed to offset the battery weight with the adoption of a
full aluminium frame and plastic body panels to keep the EV car weight down to
1220kg [24]. This valid technical approach normally proves to be more costly
when it is applied to conventional ULCVs designed for daily use.
However, there are different approaches towards increasing the vehicle range and
efficiency of ULCVs. Chevrolet managed to increase the range of its Volt PHEV
by reducing its aerodynamic drag which can be advantageous when regaining energy through regenerative braking [25]. BMW adopted a radical design of the i3,
which is the first mass-produced vehicle in the world to feature a carbon-fibre reinforced plastic (CFRP) body structure [26, 27]. It is likely that future LCVs will
also make use of this new chassis construction method as a common platform onto
which an aluminium frame is mounted to house the battery and powertrain.
In the typical daily use of an EV/PHEV, predominantly in an urban environment,
where low speed limits are enforced, the vehicle gross weight counts more than its
drag. In simple terms energy calculations can be easily deducted from the following Newton’s inertial force equation [28]:

F=m a

(1)

Where F is the Force needed to move the ULCV; m is the mass of the ULCV; and
a the vehicle acceleration. If the mass value increases more force will be then required to obtain a given acceleration. This is why urban driving is less energy efficient than driving on motor ways, where acceleration is reasonably constant. In a
different driving situation, e.g. an ULCV driving up a gradient is heavily affected
by its weight, therefore reducing its driving range. For the above-mentioned conditions a lightweight ULCV is preferable. On the contrary, the increase in weight
has its benefits after the ULCV acquires a certain speed, which is being kept reasonably constant (e.g. driving on a motorway) as the vehicle will carry more momentum (kinetic energy) to move along.
In the case of an ULCV used primarily for journeys beyond the city boundaries, at
higher speeds, typically above 50 mph, the vehicle air drag begins to affect the
amount of power required to propel the vehicle forward and maintain or increase
its speed. This is due to the fact that [29]:
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F=

1
r v 2 Cd A
2

(2)

Where F is the drag force needed to move the ULCV; 𝜌 is the air density, v the
velocity, Cd is the coefficient of drag, and A is the vehicle cross sectional area.
Assuming that 𝜌 , Cd and A are constant (a specific vehicle), the change in the
drag force (F) that results from a small change in vehicle velocity can be derived
as:

æFö
DF ∂F
1
»
= 2 ( r v Cd A) = 2 ç ÷
èvø
Dv ∂v
2

(3)

which gives:

DF
Dv
»2
F
v

(4)

That is, a relative change in vehicle speed results in twice the relative change in
the drag force needed to move the vehicle. This means that every time the vehicle
speed doubles, the drag force value quadruples [29] as the amount of energy
(Wh/mile) absorbed in aerodynamic losses. The other variable that greatly affects
the ULCV range is the Cd, which depends on A. Thus, a low drag ULCV is the
better option. With existing EV/PHEV battery technology, the increase in battery
capacity, to extend the EV range, results in a larger battery mass and heavier vehicle [30].
It is foreseeable that in the future EVs/PHEVs will feature more sophisticated onboard control which will be able to optimize the ULCV efficiency and range using
satellite navigation and maps to predict the vehicle journey continuously taking into account all the factors mentioned above. The ability to inform the driver of the
vehicle’s real time consumption also taking into account the wind speed and direction through constant updates from the Met Office, for instance, are part of the
overall energy optimization which will be likely to be introduced in future
ULCVs. Even apparently negligible power gains still have a significant summative effect on the overall performance of the vehicle.

2.3

EV/PHEV on-board or off-board charging

Today’s battery technology constraints have led automakers to produce the majority of EVs with a limited range similar to the pioneering EVs produced in 1910
[31]. This, in addition to cost and charging which still presents a number of obstacles [32], are the main factors limiting the proliferation of EVs and PHEVs.
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On-board charging enables EV/PHEV users to plug their cars in any domestic
socket [33] or a power supply in various locations that are not necessarily in the
proximity of a public charging point. However, Level 1 AC charging, running on
110V in the US, means that a PHEV/EV could take from 6+ hours (for a PHEV)
to 24+ hours (for an EV) to charge [34]. The answer would be to upgrade to a
Level 2 AC charging station, employing 220V supply, installed at home or nearby,
to allow a PHEV to be charged from 2+ hours to 8+ hours for an EV [34]. This facility is also appropriate for charging vehicles at work, around shopping centres
and supermarkets.
The very latest edition of the Nissan LEAF makes on-board charging more compatible with today’s frantic lifestyle as its battery can be refilled within 4 hours
through the adoption of a dedicated 6.6 kW charger option powered by 32 A circuit [36]. In order to further reduce ‘filling up’ times, Level 2 DC charging has
been introduced which uses an off-board charger. The off-board charger is rated
between 20 kW and 80 kW, which gives 3-5 miles’ range for every minute of
charge [34]. Fast chargers are expensive to install and therefore are not used for
domestic charging; rather, they are popular for public and commercial charging
stations.
Another viable solution to facilitate the use of EVs is represented by the concept
of swapping the battery at a charging station, though the recent financial collapse
of BetterPlace appears to be related to both the fact that Original Equipment Makers (OEMs) of EVs do not seem to be willing (other than Renault in this case) to
standardise their batteries in an easy and cost efficient manner, and that some governments (Israel in this case) insisted on large-scale and extensive initial infrastructure investment.

3

Demand from Auxiliary (Non Power Train) Loads/Functions

Ancillary systems constitute an additional power load on the running of an EV and
PHEV [39] which can significantly affect the range of the vehicle in various operating conditions. Typical functions as climate control (heat ventilation, air conditioning (AC)), lights, info entertainment (radio, CD player, centre console display,
satellite navigation, etc.) are to be accounted as they can reduce the PHEV/EV
travel range. The battery management system (BMS) and other primary auxiliary
circuits (instruments binnacle electronics, central locking, electric windows, immobilizer, etc.) used to govern vehicular operations, add an imperceptible energy
demand. This auxiliary power demand (𝑃Aux. Load ) may be represented as:
𝑃Aux. Load = P AC + P Lights + P Info Entert. + P BMS + P Aux. Circuits

(5)

7

The first three variables are particularly relevant to an EV as its driving range depends only on the main battery pack whereas a PHEV rely on an ICE unit to extend its range. An electric air conditioner with a peak load of 3 kW can reduce the
EV range by 16-38% depending on the driving cycle [40]. Its power absorption
may vary between 0.2-2.2kW. To compensate for such a power drain the latest
2013 Leaf adopts a new heat pump-based heating system, which is designed to use
considerably less battery power [41].
The combined effect of internal and external lights is about 80 W [39] as efficient
LED lights, used for turning signals, daytime running lights or brake lamps [42]
are increasingly replacing traditional automotive bulbs and are commonly coupled
with halogen and xenon headlights. In terms of audio equipment, manufacturers
try to considerably reduce the auxiliary power consumption [43]; for example, the
2013 Nissan Leaf features a new premium Bose Energy Efficient audio [44]
which uses about half of the electrical current than standard systems [45] whereas
the Toyota Prius is fitted with a 120 W audio system that is comparable to 600 W
systems [44]. The power consumption of BMS units, which consume on average
between 15-40mA (3-8 W) [46, 47], and all other auxiliary electrical systems is
negligible.
The overall power consumption of EV ancillary systems is 10-33% of the traction
battery power, depending on the driver’s choice and use of heat or air conditioning
[48]. To compensate for such a load, an EV may be equipped with photovoltaic
panels, where a 200 watts system returns about 1 km of electric range for each
hour of full direct sun exposition [49].
Future LCVs will be adopting a 42 V electrical system standard [53] in order to
save weight and cost of the electrical components and improve energy efficiency.
Manufacturers like Audi are planning to implement high voltage technology on 48
V mild-hybrid platform [54] in the short term.

4

Battery Cycle Life and State of Health

The battery is the most expensive part in an EV and accounts for over 50% of the
total production costs of the vehicle [55]. Current EVs/HPEVs are usually powered by high capacity Lithium ion batteries, which vary in size from few kWh to
few tens of kWh capacity. The battery capacity determines the vehicle electric
range and, with current battery technologies, this is limited to around 200 km or
less for commercial EVs/PHEVs. These two factors (cost and range) emphasize
the importance of maintaining the battery in a healthy state for as long as practically possible in order to reduce the TCO.
Another area that will help reduce the TCO of EVs/PHEVs (with market growth
and high deployment) is their use to support the grid. This can be in their use as a
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controllable load during charging or as storage in what is called Vehicle to Grid
(V2G), where the EV could be used to store surplus output from renewable generation and release this back to the grid during peak demand [56-58]. Such application requires appropriate control and communication with the grid, vehicle user
and battery management system [56] and may be implemented as part of the
‘smart grid’ concept [59]. However, providing this service by the EV/BHEV has
negative impact on the battery cycle life and consequently on the vehicle TCO.
Battery State of Health (SOH) is defined as the difference between the usable capacity and the end of life capacity and is usually expressed as a percentage of the
rated capacity [60]. EV manufacturers define the end of life capacity of the battery
as the state when the battery capacity reaches 80% of the rated (fresh) capacity
[60]. Therefore, it is important to understand the factors that affect battery degradation and provide the means to optimize battery SOH, not only reduce the TCO
but also conserve vehicle range. Battery performance depends not only on the battery chemistry but also on external factors, such as surrounding temperature and
the way the battery is being used. Capacity loss in Lithium-ion batteries may be
attributed to two reasons: “calendar life” loss and “cycle life” loss.
The calendar life is the continuous slow degradation of the battery due to the passage of time, whether the battery is being used or not. It is largely affected by the
storage temperature and the charge state. Extreme ambient temperatures and high
average State of Charge (SOC) result in fast degradation. This type of degradation
can be attributed to permanent chemical change and thus follows Arrhenius law
[61]:

dC
= AekT
dT

(6)

Where T is the absolute temperature, C is the battery capacity. A and k are numerical constants that depend on battery chemistry and are usually determined by experimental tests. The cycle life depends on the chemistry of the battery as well as
the way the battery is being used during charging and discharging. It is affected
and hence determined by four main factors which are interlinked. These are: the
charging/discharging current rate, battery temperature, SOC and depth of discharge (DOD). The significance of each parameter and its impact on the cycle life
is usually estimated through experimental cycling tests, with varying accuracy.
Usually, degradation caused by cycling is much faster than that caused by calendar loss (storage), but obviously this depends on the EV (battery) usage.
Test results show that battery cycle life drops with increased charging/discharging
current rates, e.g. if the current rate goes up from 0.74 C to 1 C, the battery cycle
life drops from around 1,000 to around 200 [62]. Test results demonstrate that
Lithium ion batteries perform best and have a longer cycle life at room tempera-
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ture around 20–25 °C [63]. They also perform better at low (less than 50%) average SOC. For example, the battery cycle lifetime when cycled at 15% SOC is over
3 times the cycle lifetime with a SOC of 95% [64]. Test results also show that at
fixed temperature and current rate, the battery cycle life decreases with increasing
DOD. For example, if battery capacity is fully used (100% DOD), the battery capacity drops to 80% of its initial value after 1600 cycles. When the DOD is 30%
or less, the battery cycle life increases significantly to 10000 times [65].
Since different parameters that affect battery degradation (both calendar and cycle
lives) are interlinked, it is difficult to exactly quantify the individual impact of
these parameters. However, test data available provide valuable insight into the
impacts and therefore help in the design of battery management systems and
charge/discharge controllers that will optimize battery SOH.
As mentioned earlier in this section, battery degradation also depends on battery
technology (chemistry) and this is continually improving and, together with appropriate control, can help in prolonging battery life and reducing the TCO of the
EV/PHEV.

5

Smart Battery Charging

Smart charging is a crucial element in the realization of a safe, adaptable and
sustainable power network which is able to cope with an increasing numbers of
EVs and PHEVs constituting an additional energy load on the grid. An adequate
control and management of charging is necessary to avoid poor power quality and
possible electricity supply failures which can occur with high penetration of EVs
[66]. Research has shown that network voltage levels may deviate from the
statutory limits even with small penetration levels, say 10%, in weak parts of the
distribution networks [67]. In addition, charging at peak demand on the grid would
result in higher CO2 emissions and electricity rates [66].
The adoption of smart charge controllers that initiate and stop charging in relation
to the conditions of the power grid [68] can minimise the impact of charging on
the grid and minimise electricity expenses for EV or PHEV users. Smart charging
may be designed to optimize EV and PHEV battery State of Charge (SOC) and
calculate in real time appropriate charging patterns based on battery state of health
and local power distribution voltage [68], taking into account the user’s request.
This complex operation can only be performed by a smart controller which also
stabilises the grid by monitoring the incoming AC voltage, and frequency. In order
to meet EVs and PHEVs deployment targets governments need to develop a concurrent network of rapid charging facilities and ensure that the energy network
providers involved are fit for purpose when it comes to coordinating their services.
By 2020, countries that are members of the Electric Vehicle Initiative (EVI), es-
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tablished by the International Energy Agency (IEA), have set cumulative targets to
install about 2.4 million slow chargers and 6,000 fast chargers [68]. This infrastructure expansion through the mass adoption of smart controllers provides an
opportunity to incentivise customers with different tariffs throughout the day and
influence their charging behavior whilst maintaining the grid power management
dynamic and balanced.
Energy generation in the future will rely more on renewables, where customers
will decide to invest in PV panels, wind turbines or other low carbon generation
technologies to produce part or all of their domestic electricity needs. This scenario will become reality, when the next generation of EVs, fitted with more powerful batteries, will be introduced to coexist and exploit the use of small-scale electricity generation from low carbon technologies. These vehicles will be capable of
storing power to assist the grid balance and stability which becomes a problem
with high penetration of intermittent renewables power generation [69]. At the
heart of this system is the smart charging controller, which will provide an active
and reliable control to support the network operation (offset voltage sag and swell)
and meet the EV user requirements [70]. These charging controllers will enable
EVs’ TCO to be further reduced whilst ensuring a satisfactory EV battery State of
Health (SOH) and its durability.

6

Total Cost of Ownership (TCO) of EV/PHEV

Considering the increasing CO2 reduction legislation currently implemented in
Europe and North America [68,71], there is an increasing demand for ULC
‘green’ cars [72,73], which include EVs and PHEVs. However, the market penetration of EVs is still well below the forecast figures as the global EV stock represents only 0.02% of all passenger cars [68] and their TCO remains high when
compared with ICE based vehicles.
The financial drawback for EVs is constituted by the cost of the vehicle or its finance monthly payment, in addition to the battery lease monthly payment. This
compound financial effect applies to all EVs available on the market today and it
relates to the capacity of their traction battery.
In the following analysis, EVs are compared by considering their actual manufacturers’ retail prices (ownership of vehicle and battery) whilst disregarding other
relevant parameters such as the government subsidy or tax credit, vehicle standard
equipment, technical refinement and brand name. The ratio of the vehicle cost to
its maximum driving range is used to provide an indicative sense of the customer’s EV value for money. According to Albert Lam, from Detroit Electric EV, batteries are responsible for about 54% of the production costs of an EV, 26% of the
costs represent the drive system and the remaining 20% is the car body manufacturing [55].
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Table 3.

EVs retail cost/range ratio comparison [74,75]

Make

Model

Nissan

Leaf Visia
24 kWh
Model S
60 kWh

Tesla

Retail
Price

Market

Range

Cost/range
ratio

£25,990
£54,900

UK
UK

124 mi
240 mi

£209.6 per mi
£228.7 per mi

The most accessible Nissan Leaf model, called Visia and featuring a 24 kWh battery, is offered at £26 k in the UK, whereas the Tesla EV is sold at premium prices
based on its large battery size. Considering the EV cost per mile it appears that
there is a contained difference between the two vehicles examined, although their
respective TCO is greatly affected by the initial retail price.
The same principle applies to PHEVs which are currently on the market.
Table 4.

PHEVs retail cost/range ratio comparison [76,77,78]

Make

Model

Chevrolet

Volt
16.5 kWh
Prius T3
4.4 kWh
V60
11.2 kWh

Toyota
Volvo

Retail
Price

Market

£35,255
£21,064

UK
UK

£48,670

UK

(EV Range)
Tot. range
(50 mi)
300 mi
(15 mi)
540 mi
(31 mi)
745 mi

Cost/ Tot range
ratio
£117.5 per mi
£ 39 per mi
£ 65.3 per mi

With the popular Toyota Prius very keenly priced, the Chevrolet Volt’s TCO remains less favorable although it offers an extensive EV autonomy. The Volvo V60 price bracket puts this executive PHEV and first diesel hybrid car in the world
[79] in a different category altogether. The same can be said about its steep TCO.
It can also be deduced that the Chevrolet Volt using a 16.5 kWh battery pack is
about $5,000 more expensive than the Nissan Leaf, mostly due to its hybrid
powertrain. In the case of the Toyota Prius costing below $30K it may seem that
the sub $30K price bracket is necessary for those extended-range vehicles to go
mainstream [80].
The current TCO trend has been challenged by Chevrolet as its latest offering for
the new 2014 Spark EV 1LT on a low-mileage lease is significant since it offers
the most affordable EV on the market for $199 per month for 36 months with an
initial deposit of $999. This offers includes the full US federal tax credit which
ranges from $0 to $7,500 [80]. In relation to the customer’s TCO of an EV, it
clearly appears that those vehicles with a limited range will be more appealing to
the general public as their asking price will drop below $20K [80].
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In order to further reduce TCO, a viable alternative is to charge EV users per usage, based on the common and well-established mobile phones business model.
Considering the EV battery second life, a 5-year buy back guarantee with residual
value would reduce the initial battery cost.
A study conducted by Roland Berger [81] forecasts that EVs’ TCO may be competitive against ICEVs from the year 2015, based on a 3 year car lease with an annual mileage of 12k miles. The business model of leasing EV batteries is currently
regarded as a means of reducing EVs’ TCO for consumers as it offers an extended
battery guarantee and reduced monthly costs.

7

EV/PHEV CO2 impact and production costs

When it comes to the production of vehicles, OEMs are committed to reducing
CO2 emissions in innovative ways. Responsible and more sustainable ULCV
manufacturing is applied in the Chevrolet Volt assembly plant as it employs 516
kW PV panels [82] to reduce its dependence on the power grid. These facilities
reuse, recycle or convert to energy all waste created in their daily operations,
which conserves resources. In addition, the Volt ICE, transmission and battery facilities are landfill-free.
The BMW's €400 million i factory drastically reinvents and simplifies car mass
production and use of resources. The i3 city car features only 100 to 120 separate
parts in its body structure, compared with about 400 parts in a typical steel body
[83]. To paint its plastic body panels, BMW introduced a new type of paint shop,
which produces no wastewater and has a fifth of the normal cost for a paint finishing facility for steel-bodied cars. As a result this factory uses about 70% less water
and half the electricity [83] if compared with a common car plant.
The Mitsubishi Outlander PHEV uses green plastics, applied to high heat resistance areas, which are derived from the oils extracted from waste cashew nuts.
This allows a reduction of CO2 emission by up to 12% compared to common petrol-based plastics [84]. The Outlander employs a high-capacity 12 kWh lithiumion drive battery which enables an EV drive mode cruising range of over 55 km
and an overall range in the region of 880Km [84]. Its CO2 emissions figure is as
low as 44 g/km when the battery is fully charged, but it reaches up to 135g/Km
when the battery is depleted [85]. These CO2 emissions confirm the fact that in
most long journeys PHEVs are not necessarily cleaner than modern ICEVs [85].
A study by the Union of Concerned Scientists in the US comparing the global
warming emissions from EVs with those from gasoline-powered vehicles and
found that: nationwide, EVs charged from the electricity grid produce lower global warming emissions than the average compact gasoline-powered vehicle (with a
fuel economy of 27 miles per gallon) - even when the electricity is produced pri-
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marily from coal in regions with the “dirtiest” electricity grids; in regions with the
“cleanest” electricity grids, EVs produce lower global warming emissions than
even the most fuel-efficient hybrids; and EVs charged entirely from renewable
sources like wind and solar power produce virtually no global warming emissions
[86].
Other authors comparing conventional and alternative vehicle option from an environmental and economic perspective argue that if electricity is generated from
renewable sources, the electric car is advantageous to the hybrid vehicle; but if the
electricity is generated from fossil fuels, the electric car remains competitive only
if the electricity is generated onboard. Yet if the electricity is generated with an efficiency of 50-60% by a gas turbine engine connected to a high capacity battery
and electric motor, the electric car is superior in many respects [88]. To charge
EVs, studies indicate that the amount of generated CO2 emissions per kilometre is
between 52-70g CO2/km [23].
Plug-in hybrid electric vehicles (PHEVs) consume both gasoline and grid electricity. The corresponding temporal energy consumption and emission trends are
valuable to investigate in order to fully understand the environmental benefits. The
24-h energy consumption and emission profile depends on different vehicle designs, driving, and charging scenarios. Such a Californian scenario study assesses
the potential energy impact of PHEVs by considering different charging scenarios
defined by different charging power levels, locations, and charging time, with vehicle parameters based on realistic assumptions consistent with projected vehicle
deployments. Results show that the reduction in petroleum consumption is significant compared to standard gasoline vehicles and the ability to operate on electricity alone is crucial to cold start emission reduction. The benefit of higher power
charging on petroleum consumption is, however, small. Delayed and average
charging are better than immediate charging for home, and non-home charging increases peak grid loads [88]. With rising fuel costs, EVs and PHEVs can be expected to deliver a certain level of financial benefit to consumers if seen on a
longer time horizon of use, and depending on tax incentives and other public policy measures.
A Californian scenario study of charging demand shifts on an hourly basis for four
different scenarios based on different electric circuit characteristics shows that circuit upgrades bring faster charging times, and reduce charging time differences
between PHEV20 and PHEV60, with home charging replacing 40–50% of distances currently travel using ICEs with electric power for PHEV20 and 70–80%
for PHEV60. If charging facilities are available in public parking facilities, which
will lead to more daytime charging, PHEV20 can convert 60–70% of mileage
from fuel to electricity, and 80–90% for PHEV60. Emission reductions will be
higher than those percentages since PHEVs will cover a greater fraction when
measured by the number of trips, which emphasizes the equivalent number of ICE
starts. The study concludes that it is not certain that diverting charging demands to
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off-peak periods will maximize energy efficiency, since daytime charging will allow more trips by electricity, but will result correspondingly in higher peaks for
high-demand-periods. There are limitations to the assessments provided by this
study – and many others - as it does not fully account for environmental impacts
from PHEV penetration. Specifically, increased emissions and other types of energy usage regarding extra grid electricity demand are not assessed [89].

8

EV/PHEV new business models and TCO reduction contributions
across industries and regulatory context

Although the cost of a traction battery, at $1000 per kWh in 2008, has rapidly fallen to $485 per kWh in 2012 [68], it may take 3-4 years for these cost gains to benefit the auto industry and ultimately consumers.
The newly adopted business model by major EV makers to lease the battery separately from the vehicle is surely a necessary yet evolutionary step to reduce TCO
considerably. In order to reduce EV production costs the following requirements
should be observed:


Creation of a standard type of battery cell which would increase manufacturing volumes and lower costs.



Increase EV range by optimising aerodynamics, kerb weight, tyre rolling resistance and energy management.



Redeploy used EV batteries for stationary application using light commercial load, residential load and for distributed generation technologies such as renewables, wind and solar.



Without redeployment and V2G integration, partially or fully electrified
powertrains are still at a significant cost disadvantage over the entire
lifecycle compared to conventional powertrains, in terms of the total
cost of ownership (TCO) if seen from both supply and demand perspectives. A revised public policy and regulatory landscape may be necessary to shift this, and there needs to be encouragement of battery-related
research and investment.

OEMs currently experience a shortfall in profit margins if they sell a PHEV rather
than a vehicle with a conventional powertrain. Customers benefits from lower energy costs due to lower fuel consumption, but OEMs are not fully recompensed
for the extra cost it incurs.
KPMG’s 2013 Global Automotive Executive Survey hence suggests that 92% be-
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lieve that consumers’ number one criteria will be fuel efficiency, with 36% believing that plug-in hybrids will attract most consumer demand. 85% of surveyed executives think that downsizing ICE engines is the solution, with a higher proportion investing there, though with a sizeable chunk of OEMs investing in plug-in
hybrids, yet with only 8% seeing battery technology as their biggest investment
area [90]; something that needs to seen in context of the advantages and disadvantages of different battery technologies [91-94]. Energy efficient charging regimes of EVs will be important to electricity as fuel energy consumption [95].

9

Conclusions

According to the International Energy Agency (IEA), policy initiatives in 12 out
of the 15 countries which are part of the IEA’s Electric Vehicle Initiative (EVI),
have been put in place to boost the introduction of sustainable transport through a
range of EV financial support measures and other practical facilitations [68] to
stimulate this market.
There are a number of key major conditions to be met to increase the uptake of
PHEVs and EVs:



A significant reduction in cost of Ion-Lithium battery and an increase in
power density to provide EVs and PHEVs with an increased range. The
IEA estimates that targeting a battery at $300 per kWh in 2020 [68] will
make it competitive against an ICE.



EVs and PHEVs price reduction through cheaper batteries and improved manufacturing processes will make EVs/PHEVs more competitive against ICEV. The IEA EV/PHEV Roadmap predicts that after
2015 the number of EVs/PHEVs will reach 7 million per year by 2020
[73]. If such a forecast is fairly reliable, manufacturing cost savings
through larger volumes of production may be realized making these
types of LCVs more appealing to own or lease.



A broader development of national charging infrastructures through the
widespread installation of public, commercial and private charging
points. EVI countries are planning to install, as cumulative targets,
about 2.4 million slow chargers and 6,000 fast chargers [68] by 2020.



New business models applied to the use of EVs/PHEVs to lower customer’s up front and monthly cost and to increase the availability of
high power charging points in public and commercial environments.
There is currently much uncertainty over the economics of rolling out
and maintaining fast-charging infrastructure as investment is hardly
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profitable at low EV adoption rates, unless investment cost can be severely lowered. Besides competition with alternative charging solutions
(home and work), the general EV adoption rate is detected as being a
main risk factor for private investment in public charging infrastructure.
If private investment takes place at this premature stage, it appears to be
driven by other than project prospects: Charging stations may be used
as a perk to attract consumers with main revenue generated from nonelectricity sales, such as commodity sales or to a certain extent parking
fees. Integrated organizational structures with electric utilities promise
slight improvements in return on investment since additional profits on
the electricity market side enter the investment calculus. These additional profits are, however, very low. Fleet operation and grid tariff exemption can significantly improve returns [96].


Intelligent charging for different profiles of users, and perhaps even using day-ahead management systems instead of pre-set profiles have desirable consequences for the system (e.g. decrease in variable costs, reduction in carbon emissions, increase of reliability) for the grid system
[97], it is therefore necessary to develop an “intelligent” charging strategy. Using an operation planning model, a study analyses the Spanish
power system for 2020 under different EV penetration levels and charging strategies. The results show the benefits of using smart charging
profiles instead of an unregulated profile, obtaining large cost reductions and maintaining system reliability levels [98].

Despite the technical and financial constraints for EV/PHEV adoption [99], it is
worth noting that the latest EVs provide energy efficiency beyond 80%, as compared to ICEV (~30%) [68]. It remains clear that the toughest challenge to the
large scale uptake of EVs/PHEVs in the forthcoming years is represented by the
development of battery technology which can literally accelerate or stifle this evolution, with trade-offs between different battery technologies of the Lithium-ion
family of battery technologies in terms of advantages and disadvantages in terms
of safety, performance, specific energy, specific power, cost and lifespan. The
second-life span and use of these batteries will be of significance and consequence
also [100].

References in Text:
[1]
CE Delft, Report, Impacts of Electric Vehicles - Deliverable 2, Assessment of electric vehicle and battery technology, Copy obtained from
http://www.cedelft.eu/publicatie/impact_of_electric_vehicles/1153. April 2011.
Accessed 15th November 2013.

17

[2]
Green Car reports, New Gas Mileage Rules Will Reshape What Americans Drive: Aerodynamics And Weight,
http://www.greencarreports.com/news/1084852_new-gas-mileage-rules-willreshape-what-americans-drive-aerodynamics-and-weight. 17th June 2013, Accessed 15th November 2013.
[3]
Michalek, J. and Karabasoglu, O., Influence of driving patterns on lifecycle cost and emissions of hybrid and plug-in electric vehicle powertrains, Energy
Policy, Volume 60, 445-461, 2013.
[4]
Energy expert: Electric cars not the answer now,
http://www.jpost.com/Enviro-Tech/Energy-expert-Electric-cars-not-the-answernow. 29th November 2013, Accessed 15th November 2013.
[5]
Newsroom. Toyota IQ EV,
http://newsroom.toyota.eu/pressrelease/2941/1105/iq-ev. 24th September 2012,
Accessed 15th November 2013.
[6]
2014 Fiat 500e,
http://www.topspeed.com/cars/fiat/2014-fiat-500e-ar138057.html. 16th April 2013,
Accessed 16th November 2013.
[7]
Fiat 500e is nothing short of electrifying,
http://newcarpicks.com/site/?p=17152. 17th April 2013, Accessed 16th November
2013.
[8]
Mercedes-Benz News, Technology Explained: Blue Efficiency,
http://news.mercedes-benz.co.uk/innovations/technology-explainedblueefficiency.html. 28th December 2011, Accessed 16th November 2013.
[9]
DRIVe For Business,
http://www.volvocars.com/uk/sales-services/sales/business-sales/drive-forbusiness/pages/default.aspx. Accessed 16th November 2013.
[10]
Drag Coefficient,
http://www.calibrawiki.com/index.php?title=Drag_coefficient. Accessed 16th November 2013.
[11]
Vehicle Coefficient of Drag List,
http://ecomodder.com/wiki/index.php/Vehicle_Coefficient_of_Drag_List.
Accessed 15th November 2013.
[12]
2012 Scion iQ: Is 37 MPG Good Enough?,
http://www.greencarreports.com/news/1063512_2012-scion-iq-is-37-mpg-goodenough. Accessed 18th November 2013.
[13]

2013 Scion iQ EV Specifications,

18

http://www.conceptcarz.com/vehicle/default.aspx?carID=22825&i=2. Accessed
18th November 2013.
[14]
Nissan Versa Note: 2014,
http://www.cartype.com/pages/6206/nissan_versa_note__2014.
November 2013.

Accessed

18th

[15]
BMW i3: The Best City Car on the Market,
http://www.plugincars.com/bmw-i3-may-be-best-city-car-market-127857.html.
30th July 2013, Accessed 18th November 2013.
[16]
Mercedes-Benz B-Class Aerodynamics Tested with Paint-Video,
http://www.emercedesbenz.com/autos/mercedes-benz/b-class/mercedes-benz-bclass-aerodynamics-tested-with-paint-video/. Accessed 18th November 2013.
[17]
2012 Nissan Leaf – Styling Review,
http://www.thecarconnection.com/review/1068274_2012-nissan-leaf_styling_2.
7th January 2012, Accessed 18th November 2013.
[18]
AutoLabo creates Aero Package for Toyota Prius,
http://jalopnik.com/5104713/autolabo-creates-aero-package-for-toyota-prius. 12th
September 2008, Accessed 19th November 2013.
[19]
Aero Prius Yurastyle,
http://priuschat.com/threads/aero-prius-yurastyle.37756/page-2. Accessed 19th
November 2013.
[20]
Ultimate Aero Mod: Aero Prius Yura Style Neo kit,
http://ecomodder.com/forum/showthread.php/ultimate-aero-mod-aero-prius-yurastyle-neo-26709.html. Accessed 19th November 2013.
[21]
The Toyota Prius has an Ugly Sister With a Sick Body!,
http://www.certifiedtoyotahybrids.com/the-toyota-prius-has-an-ugly-sister-with-asick-body/. 13th May 2009, Accessed 19th November 2013.
[22]
The Toyota Prius gets HIT with the UGLY Stick!,
http://getbettermpg.blogspot.it. 6th March 2009, Accessed 21th November 2013.
[23]
Advantages and Disadvantages of EVs,
http://auto.howstuffworks.com/fuel-efficiency/vehicles/electric-car-battery3.htm.
Accessed 22nd November 2013.
[24]
How the Tesla Roadster Works,
http://auto.howstuffworks.com/tesla-roadster2.htm. Accessed 22nd November
2013.
[25]

The Future of Urban Mobility. BMW i,

19

http://www.bmw.com/com/en/insights/corporation/bmwi/concept.html#lifedrive.
Accessed 19th November 2013.
[26]
BMW Launches Its First Mass-Production Electric Car,
http://online.wsj.com/news/articles/SB10001424127887323854904578635543525
172364. 29th July 2013, Accessed 21st November 2013.
[27]
Press Release - A new era dawns: BMW Group begins series production
of the BMW i3 electric car in Leipzig,
https://www.press.bmwgroup.com/global/pressDetail.html;jsessionid=TCtrSzhKL
7LHL8FHYXLGzbQNkbLfFc6LtQPcLqKHqtbSdH76fX1S!261417453?title=anew-era-dawns-bmw-group-begins-series-production-of-the-bmw-i3-electric-carin-leipzigindustrial&outputChannelId=6&id=T0145644EN&left_menu_item=node__4088.
18th September 2013, Accessed 24th November 2013.
[28]
UNSW School of Physics Sydney, Australia, Newton's laws: background
and limitations,
http://www.animations.physics.unsw.edu.au//jw/Newton.htm. Accessed 24th November 2013.
[29]
Drag (physics),
http://en.wikipedia.org/wiki/Drag_(physics). Accessed 27th November 2013.
[30]
van Essen, H. and Kampman, B. (2011), Impacts of Electric Vehicles –
Summary report, Copy obtained from http://www.ecologic.eu/8271. Accessed 5th
December 2013.
[31]
Batteries are putting the brakes on electric car take-up,
http://www.theguardian.com/environment/cif-green/2010/jun/21/batteries-electriccars. 21th June 2010, Accessed 5th December 2013.
[32]
When Is A Charging Station Not A Charger?
http://evworld.com/article.cfm?storyid=1893. Accessed 7th December 2013.
[33]
Electric Car Onboard Charging Stations,
http://auto.howstuffworks.com/electric-car-onboard-charging-stations.htm.
Accessed 7th December 2013.
[34]
Clean Cities December 2010 Webinar, Electric Vehicle Charging Levels
and Requirements Overview, Idaho National Laboratory,
http://www1.eere.energy.gov/cleancities/toolbox/pdfs/ev_charging_requirements.
pdf. 15th December 2010, Accessed 8th December 2013.
[35]
How to charge your Nissan Leaf,
http://www.nissan.co.uk/GB/en/vehicle/electric-vehicles/leaf/charging-andbattery/charging-nissan-leaf-and-battery.html. Accessed 8th December 2013.

20

[36]
Community Energy Association, Planning for Electric Vehicle Charging
Infrastructure: A Toolkit, Copy obtained from
http://www.communityenergy.bc.ca/sites/default/files/Planning%20for%20EV%2
0Charging%20Infrastructure%20A%20Toolkit%20-%20June%202013.pdf. June
2013, Accessed 8th December 2013.
[37]
Car Charging Group Is Now US’ Largest Charging Services Company
With Over 13,430 Points,
http://insideevs.com/car-charging-group-is-now-us-largest-charging-servicescompany-with-over-13430-points/. June 2013, Accessed 8th December 2013.
[38]
Leicester mercury, Electric vehicle charging points installed by Leicester
City Council barely used,
http://www.leicestermercury.co.uk/Electric-vehicle-charging-pointsinstalled/story-19925163-detail/story.html. 14th October 2013, Accessed 9th December 2013.
[39]
Theory/How far do we drive?/5. EV Energy Consumption,
http://www.solarjourneyusa.com/EVdistanceAnalysis5.php. Accessed 9th December 2013.
[40]
Farrington, R.; Rugh, J. and NREL, Impact of Vehicle Air-Conditioning
on Fuel Economy, Tailpipe Emissions, and Electric Vehicle Range, Copy obtained
from
http://www.nrel.gov/docs/fy00osti/28960.pdf. 2000, Accessed 8th December 2013.
[41]
Autocar, Nissan Leaf performance and engineering,
http://www.autocar.co.uk/car-review/nissan/leaf/performance. Accessed 11th December 2013.
[42]
Battle of the headlights: Halogen vs. Xenon vs. LED, Bogdan Popa,
http://www.autoevolution.com/news/battle-of-the-headlights-halogen-vs-xenonvs-led-26530.html. 16th November 2010, Accessed 11th December 2013.
[43]
Model S, specs,
http://www.teslamotors.com/models/specs. Accessed 12th December 2013.
[44]
CNET Reviews, Nissan Leaf adds energy-efficient Bose stereo for 2013,
http://reviews.cnet.com/8301-13746_7-57568016-48/nissan-leaf-adds-energyefficient-bose-stereo-for-2013/. 6th February 2013, Accessed 13th December 2013.
[45]
Nissan LEAF Drops Major New Beats with Bose Energy Efficient Series
Sound,
http://nissannews.com/en-US/nissan/usa/releases/e341da74-7279-4ad7-b0a1135fbe74ee6a. 6th February 2013, Accessed 13th December 2013.

21

[46]
Battery Monitoring / Management Systems (BMS),
http://www.ev-propulsion.com/bms.html. Accessed 13th December 2013.
[47]
Battery Management System (BMS),
http://www.elektromotus.lt/en/products/battery-management-system-bms.
Accessed 12th December 2013.
[48]
Energy Saving Trust, Guide to Smarter Driving in an Electric Car, Copy
obtained from
http://www.google.co.uk/url?sa=t&rct=j&q=&esrc=s&source=web&cd=5&ved=0
CFAQFjAE&url=http%3A%2F%2Fwww.energysavingtrust.org.uk%2Fcontent%2Fdo
wnload%2F3286%2F68902%2Fversion%2F1%2Ffile%2FGuide%2Bto%2BSmar
ter%2BDriving%2Bin%2Ban%2BElectric%2BCar.pdf&ei=lzjAUv3QOOjNygO2
ooHwDw&usg=AFQjCNEEcZwnqqhjdbLf2wUI1fraQZvnDQ. Accessed 13th December 2013.
[49]
APRS Solar PHEV,
http://www.aprs.org/APRS-SPHEV.html. Accessed 10th December 2013.
[50]
Car and Driver, 2013 Nissan Leaf EV,
http://www.caranddriver.com/news/2013-nissan-leaf-photos-and-info-news.
January 2013, Accessed 16th December 2013.
[51]
Ortúzar, M. E., Design, Implementation and Evaluation of an Auxiliary
Energy System for Electric Vehicles, based on Ultracapacitors and Buck-boost
Converter, Doctoral Thesis,
http://web.ing.puc.cl/~power/paperspdf/dixon/tesis/PhDOrtuzar.pdf. July 2005,
Accessed 9th December 2013.
[52]
DRET 6kW Power Generating System for Ancillary Load Onboard Vehicle,
http://contest.techbriefs.com/2013/entries/transportation-and-automotive/3457.
Accessed 15th December 2013.
[53]
Automobile accessory power,
http://en.wikipedia.org/wiki/Automobile_accessory_power. Accessed 15th December 2013.
[54]
High Volt Age: Remember the 1990s Push for 42-Volt Electrical Systems? The Idea is Back - Maybe for Good,
http://blogs.motortrend.com/high-volt-age-remember-the-1990s-push-for-42-voltelectrical-systems-the-idea-is-back-maybe-for-good-26893.html. 22nd November
2012, Accessed 15th December 2013.
[55]
How to reduce EV production costs? EV Battery Tech USA,
http://www.cars21.com/news/view/670. Accessed 15th December 2013.

22

[56]
Jiang, T.: Putrus, G. A.; Gao, Z; Conti, M.; McDonald, S.; Lacey, G.,
Development of a Decentralized Smart-Grid Charge Controller for Electric Vehicles, prepared for publication.
[57]
Putrus, G. A.; Suwanapingkarl P.; Johnston, D.; Bentley, E. C. and Narayana, M., Impacts of Electric Vehicles on Power Distribution Networks, Proceedings of IEEE Vehicle Power and Propulsion Conference, Michigan, 827-831,
2009.
[58]
Putrus, G. A.; Bentley, E.; Binns, R.; Jiang, T. and Johnston, D., Smart
grids: energising the future, International Journal of Environmental Studies, Volume 70, No. 5, 691-701, 2013.
[59]
Ekanayake, J.; Liyanage, K.; Wu, J.; Yokoyama, A. and Jenkins, N.,
Smart Grid: Technology and Applications. John Wiley & Sons, Ltd, 2012.
[60]
Marra, F.; Traholt, C.; Larsen, E. and Qiuwei, W., Average behavior of
battery-electric vehicles for distributed energy studies, in: Innovative Smart Grid
Technologies Conference Europe (ISGT Europe), IEEE PES, 1-7, 2010.
[61]
Arrhenius equation,
http://en.wikipedia.org/wiki/Arrhenius_equation#cite_note-IUPAC-ArrEq-0. Accessed 15th December 2013.
[62]
Majima, M. Satoshi,U, Yagasaki, E, Koyama, K, SInazawa, S, Development of long life lithium ion battery for power storage, Journal of Power
Sources, 101 (1), 53-59, 2001.
[63]
Valence Technology, Lithium Iron Magnesium Phosphate (LiFeMgPO4)
Battery Modules, online datasheet.
[64]
Lunz, B.; Yan, Z.; Gerschler, J. and Sauer, D., Influence of plug-in hybrid electric vehicle charging strategies on charging and battery degradation
costs’, Energy Policy, 46, 511-519, 2011.
[65]
Benjamin, S, et al, "LIFEMIT". IEEE Conference in Vehicle Power and
Propulsion (VPPC), 2010.
[66]
Xia, L; Mareels, I.; Alpcan, T.; Brazil, M; de Hoog, J. and Thomas, D. A,
A Distributed Electric Vehicle Charging Management Algorithm Using Only Local Measurements, Copy obtained from
http://www.nicta.com.au/pub?doc=7351&filename=nicta_publication_7351.pdf.
2013, Accessed 15th December 2013.

23

[67]
Tianxiang J., PhD thesis, Development of a Smart Grid Interface Controller for Dynamic Energy Management of Electric vehicles, 2013, Accessed 16 th
December 2013.
[68]
International Energy Agency, Global EV Outlook 2013, Copy obtained
from
http://www.iea.org/publications/freepublications/publication/GlobalEVOutlook_2
013.pdf. April 2013, Accessed 18th December 2013.
[69]
AeroVironment licenses PNNL EV smart charger controller technology,
http://www.greencarcongress.com/2013/03/pnnl-20130306.html. 6th March 2013,
Accessed 16th December 2013.
[70]
Bayram, S.; Michailidis, G.; Papapanagiotou, I. and Devetsikiotis, M.,
Decentralized Control of Electric Vehicles in a Network of Fast Charging Stations, Copy obtained from http://www4.ncsu.edu/~isbayram/globecomm13.pdf.
2013, Accessed 16th December 2013.
[71]
European Commission, Road transport: Reducing CO2 emissions from
vehicles,
http://ec.europa.eu/clima/policies/transport/vehicles/index_en.htm. 2013, Accessed 18th December 2013.
[72]
Schipper, L.; Ng, W., S.; Gould, G. and Deakin, E., Carbon in Motion
2050 for North America and Latin America, Final Report, Copy obtained from
http://metrostudies.berkeley.edu/pubs/reports/Carbon%20in%20Motion-UCFinal.pdf. March 2013, Accessed 18th December 2013.
[73]
International Energy Agency, Technology Roadmap, Electric and plug-in
hybrid electric vehicles, Copy obtained from
http://www.iea.org/publications/freepublications/publication/EV_PHEV_Roadma
p.pdf. June 2011, Accessed 18th December 2013.
[74]
Nissan Leaf Prices and Specs,
http://www.nissan.co.uk/GB/en/vehicle/electric-vehicles/leaf/prices-andequipment/prices-and-specifications.html. Accessed 18th December 2013.
[75]
Model S Design Studio,
http://www.teslamotors.com/en_GB/models/design. Accessed 18 th December
2013.
[76]
Meet the 2012 Car of the Year: Volt, The electric car with extended
range,
https://www.chevrolet.co.uk/cars/volt/. Accessed 18thDecember 2013.
[77]

V60,

24

http://www.volvocars.com/uk/all-cars/volvov60/Pages/default.aspx?utm_source=google&utm_medium=cpc&utm_term=buy
%20v60&utm_campaign=V60%20-%20Brand%20-%20Generic%20-%20Broad.
Accessed 18thDecember 2013.
[78]
Toyota, Price List December 2013, Prius,
http://s3-eu-west1.amazonaws.com/cdnlive.toyotaretail.co.uk/PriceList/Current_NewCarPrices_De
c13.pdf. Accessed 19thDecember 2013.
[79]
Volvo V60 Plug-In,
http://www.autoexpress.co.uk/volvo/v60/18721/volvo-v60-plug. 14th May 2012,
Accessed 18th December 2013.
[80]
Update x3: This is HUGE! Chevy Spark EV could* cost as little as
$12,495!,
http://www.dailykos.com/story/2013/05/29/1212353/-This-is-HUGE-ChevySpark-EV-to-cost-as-little-as-12-495. 29th May 2013, Accessed 16th December
2013.
[81]
Berger R, Powertrain 2020 – The Future Drives Electric, Copy obtained
from:
http://www.zvei-elektromobilitaet.de/general/ecartec/2009-10-13_Urbschat.pdf.
September 2009, Accessed 18th December 2013.
[82]
Chevrolet Volt assembly plant begins construction of solar panel arrays,
http://gm-volt.com/2011/05/12/chevrolet-volt-assembly-plant-beginsconstruction-of-six-acre-solar-panel-field/. 12th May 2011, Accessed 16th December 2013.
[83]
At BMW, Glue Guns Cut Cost of New Electric Cars,
http://online.wsj.com/news/articles/SB40001424127887323981304579081564191
254956. Accessed 16thDecember 2013.
[84]
Exceeding Expectation, All the latest information and insights into the
Mitsubishi Outlander PHEV,
http://www.mitsubushi-cars.co.uk/newsletters/outlander-phev-201308.aspx. Accessed 16th December 2013.
[85]
International Energy Agency (2011) Technology Roadmap, Electric and
plug-in hybrid electric vehicles, Copy obtained from
http://www.iea.org/publications/freepublications/publication/EV_PHEV_Roadma
p.pdf. June 2011, Accessed 18th December 2013.
[86]
Union of Concerned Scientists, State of Charge: Electric Vehicles' Global
Warming Emissions and Fuel-Cost Savings Across the United States. San Francis-

25

co, CA, 2012.
[87]
Dincer, I.; Rosen, M.A. and Zamfirescu, C., Economic and Environmental Comparison of Conventional and Alternative Vehicle Options, In: Pistoia, G,
(ed) Electric and Hybrid Vehicles. Power Sources, Modes, Sustainability, Infrastructure and the Market. Amsterdam: Elsevier, 1-17, 2010.
[88]
Calnan, P.; Deane J. P. and Ó Gallachóir, B.P., Modelling the impact of
EVs on electricity generation, costs and CO2 emissions, Assessing the impact of
different charging regimes and future generation profiles for Ireland in 2025, Energy Policy, Volume 61, 230–237, 2013.
[89]
Pasaoglu, G., Honselaar, M. and Thiel, C., Potential vehicle fleet CO 2
reductions and cost implications for various vehicle technology deployment scenarios in Europe, Energy Policy, Volume 40, 404-421, 2012.
[90]
KPMG International, KPMG’s Global Automotive Executive Survey
2013. Managing a multidimensional business model. Switzerland: KPMG International, 2013.
[91]
Catenacci, M, Verdolini, E, Bosetti, V, Fiorese, G, Going electric: Expert
survey on the future of battery technologies for electric vehicles, Energy Policy,
Volume 61, 403–413, 2013.
[92]
The Boston Consulting Group, Batteries for Electric Cars. Challenges,
Opportunities, and the Outlook to 2020. Munich: BCG, 2010.
[93]
Nelson, P. and Amine, K., Advanced Lithium-ion batteries for plug-in
electric vehicles, In: Raines, G.B. (ed) Electric Vehicles: Technology, Research
and Development. New York: Nova Science Publishers, 205-220, 2009.
[94]
Salmien, J.; Kallio, T.; Omar, N.; van den Bossche, P.; van Mierlo, J. and
Gualous, H, Transport Energy – Lithium Ion Batteries, In: Letcher, T.M. (ed) Future Energy. Improved, Sustainable and Clean Options for Our Planet. Amsterdam: Elsevier, 291-309, 2014.
[95]
Zhang, L.; Brown, T. and Samuelsen, G, S, Fuel reduction and electricity
consumption impact of different charging scenarios for plug-in hybrid electric vehicles, Journal of Power Sources, Volume 196, Issue 15, 6559-6566, 2011.
[96]
Rezania, R. and Pruggler, W., Business models for the integration of
electric Vehicles into the Austrian energy system, Proceedings of the 9th International Conference on the European Energy Market (EEM), 1-8, 2012.

26

[97]
Galus, M.G.; Zima, M. & Andersson, G., On integration of plug-in hybrid electric vehicles into existing power system structures, Energy Policy, 38,
6736–6745, 2010.
[98]
Manzie, C., Relative Fuel Economy Potential of Intelligent, hybrid and
Intelligent-Hybrid Passenger Vehicles, In Pistoia, G. (ed) Electric and Hybrid Vehicles. Power Sources, Models, Sustainability, Infrastructure and the Market, Amsterdam: Elsevier, 61-90, 2009.
[99]
Kotter, R, The developing landscape of electric vehicles and smart grids:
a smart future?, International Journal of Environmental Studies, Volume 70, Issue
5, 719-732, 2013.
[100] Lih, W-C.; Yen, J-H.; Shieh, F-H. and Liao, Y-M., Second-use Applications of Lithium-ion Batteries Retired from Electric Vehicles: Challenges, Repurposing Process, Cost Analysis and Optimal Business Model, International Journal
of Advancements in Computing Technology, Volume 4, 518-247, 2012.

Full Authors’ Information
Matteo Conti
Royal College of Art, Vehicle Design,
Kensington Gore, London, SW7 2EU
UK
E-mail: matteo.conti@rca.ac.uk
Richard Kotter
Northumbria University, School of Engineering and Environment
Ellison Place, Newcastle upon Tyne, NE1 8ST
UK
E-mail: richard.kotter@northumbria.ac.uk
Ghanim Putrus
Northumbria University, School of Engineering and Environment
Ellison Place, Newcastle upon Tyne, NE1 8ST
UK
E-mail: ghanim.putrus@northumbria.ac.uk

27

2

Keywords

Keywords: electric vehicles, energy efficiency, Total Cost of Ownership, vehicle
design, battery, smart charging.

