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Abstract 

This research aims to determine whether current government policy in the UK is 

likely to stimulate the creation of a charging infrastructure in order to support the 

introduction of electric vehicles as part of the decarbonisation of the transport 

sector. The lack of a charging infrastructure has been identified as a substantial 

barrier to the uptake of electric vehicles. It is hoped that a greater understanding of 

the challenges the industry faces and the effectiveness of current policy in the eyes 

of private companies will inform future policy decisions and lead to the creation of 

a network of charge points sufficient to increase consumer confidence in 

alternative fuel technologies. 
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Introduction 
 

This chapter presents the research context. It outlines the key drivers behind the push for 

sustainable transport and discusses the role of electric vehicles in the decarbonisation of 

the transport sector. The rationale for the research is also presented, followed by the aims 

and objectives. 

1.1 Context 

1.1.1 Climate Change 

After the passage of the Climate Change Act in November 2008 it became the ‘duty of the 

Secretary of State to ensure that the net UK carbon account for the year 2050 is at least 

80% lower than the 1990 baseline’ (HM Government, 2008a, p. 1). Greenhouse gases from 

fossil fuel-burning road vehicles make a significant – and growing – contribution to the UK’s 

overall level of carbon dioxide (CO2) emissions, as illustrated below.

Figure 1.1, overleaf, shows the source of UK CO2 emissions by sector from 1990 to the 

provisional figures for 2009, and also the rise in transport emissions over the same period. 

25% of total emissions come from road vehicles (DECC, 2010), so the transport sector will 

be of great significance if the UK’s domestic and international commitments are to be met. 

The reversal of the upward trend in the sector from 2007 can be seen as a consequence of 

greater biofuels use, increased vehicular fuel efficiency and, of course, a decrease in vehicle 

miles resulting from the recent economic downturn (DECC, 2010; CCC, 2010). 

1.1.2 Energy Security of Supply 

The transport sector supports activity in the industrial, service and domestic sectors in the 

wider economy and can therefore seen as ‘fundamentally different’ from other areas of 

energy use (DTI, 2002, p. 15). Rather than providing an energy service in and of itself, it 

facilitates the provision of other services and economic activities through supply chains and 

freight delivery, for example, and the movement of people to and from workplaces. 
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Figure 1.1 – Carbon Dioxide Emissions by Source (1990-2009) (Provisional) 

 
Source: DECC, 2010 

The smooth functioning of both road transport networks and the wider economy therefore 

relies on a ready availability of petroleum products (i.e. petrol and diesel), although with 

the UK’s transition to a net importer of crude oil, security of supply is again coming to the 

fore (House of Commons, 2007; HM Government, 2007a; Jha, 2008; Wicks, 2009).  

Figure 1.2, overleaf, shows the changes in the production, import and export of primary oils 

over the last 40 years and how in 2005 the UK went from being a net exporter of primary 

oils to a net importer. Although this fact alone may not necessarily constitute an intrinsic 

threat to the UK’s energy security, there is a ‘low but increasing’ likelihood that events on 

the international market will have an impact upon supply and prices in the UK (Wicks, 

2009, p. 63). 

1.1.3 Noise Pollution and Air Pollution 

The health and social impacts of modern transport systems, such as noise pollution and air 

pollution, have been well documented (Canelli, 1974). A clear link has been established 

between airborne particulates from internal combustion engines and a multitude of health 

problems, in cities in particular (Wjst et. al., 1993; Suglia et. al. 2008). 

  



Introduction 

- 10 - 

Figure 1.2 – UK Production, Imports and Exports of Primary Oils (1970-2008) 

 
Source: Wicks, 2009 

London’s poor air quality is estimated to contribute to the premature deaths of 

approximately 4300 people each year, and the city could face sizeable EU fines if its air 

quality does not improve (Mayor of London, 2010; Vidal, 2010). The introduction of zero 

tailpipe emission vehicles is proposed as a response to the problem (Mayor of London 

2009b, 2010). 

1.1.4 Reducing Transport Emissions 

The previous Government’s plan to reduce UK transport emissions was set out in two 

publications released together in 2009, The UK Low Carbon Transition Plan (HM 

Government, 2009b) and Low Carbon Transport: A Greener Future (DfT, 2009b). These 

documents outlined Labour’s plans for progress in areas such as rail, shipping and aviation 

as well as road transport, upon which this dissertation focuses. Emphasis was placed on the 

need to improve the efficiency of conventional passenger vehicles on the basis that they 

will continue to command the major portion of new car sales for years to come. 
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1.1.5 The Role of Electric Vehicles 

In the UK electric vehicles (EVs) already offer substantial reductions in gCO2/km compared 

to internal combustion engine (ICE) vehicles – approximately 40% at the current grid mix 

(BERR & DfT, 2008) – although this is dependent upon the type of fuel that is used to 

generate electricity. If there is significant decarbonisation of the grid and the proportion of 

EVs on the road goes up, the carbon intensity of road transport will decline in the long term 

(assuming there is not a large growth in the total number of vehicles on the road). 

It should be noted here that electric vehicles have been criticised, and should not be 

presented as a ‘silver bullet’ for road transport emissions. Part I of the King Review (see 

§2.2.1.1) reports that a total electrification of the UK’s car and taxi fleet would result in a 

16% increase in electricity demand, so ‘producing additional low-carbon electricity for 

transport...without displacing those sources of low-carbon electricity that are (or could be) 

used for meeting existing demand is a major challenge’ (HM Government, 2007b, p. 35). 

Walking and cycling are of course emission-free, and contribute substantially to health and 

social wellbeing, and greater use of public transport options would reduce both road 

congestion and air pollution (DfT, 2009b). A recent report by Transport & Environment, a 

Brussels-based umbrella group promoting sustainable transport policy, suggested that the 

effects on the environment of dramatically scaled-up manufacturing, use and disposal of EV 

batteries have yet to be fully explored. Similarly, the mining of raw material like lithium 

could damage fragile ecosystems, such as Bolivia’s famous salt flats (Transport & 

Environment, 2009). 

These points simply serve to illustrate the uncertainty associated with reducing emissions 

from transport. It is nonetheless evident that EVs may contribute at least modestly to a low 

carbon future, and academic research is therefore warranted. 

1.2 Rationale 

Much has been written around innovation theory and technical change, with specific 

reference to low carbon technologies in the UK (see §2.1), and there is ongoing work being 

carried out into vehicle technologies (e.g. Nissan, Mitsubishi, BMW Mini). Within the last 

two to three years the policy landscape in the UK has been shifting rapidly, increasing 
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political commitment to the subject of climate change has heralded a renewed interest in 

electric vehicles. After relatively fleeting flurries of interest during the 1970s and 1990s 

there is again a rising interest in EVs, which may this time succeed in the context of new 

environmental imperatives. 

EVs will have to overcome a number of technical barriers in order to become established. 

One such barrier is the availability of locations for drivers to recharge their batteries, as EVs 

cannot currently compete with internal combustion engine (ICE) vehicles in terms of range 

per refuel (WCC, 2009). Conventional vehicles are also supported by an extensive, highly 

developed and entrenched infrastructure that produces and distributes petroleum 

products. 

This research takes as a jumping-off point the assumption that even a rudimentary charging 

infrastructure is a necessary condition for the gradual introduction of EVs onto Britain’s 

roads; how policy might promote this is the subject of this dissertation. 

1.3 Aims and Objectives 

The aim of this research is therefore to answer the question: Is current government policy 

likely to stimulate the creation of an electric vehicle charging infrastructure? It is perhaps 

unfortunate that this work was undertaken at a time of considerable political change and 

uncertainty. The Labour Government of the last thirteen years had begun to take an 

interest in EV technologies, and the arrival of the Liberal Democrat-Conservative Coalition 

Government, with its ambitious programme for cuts, has thrown many of these plans into 

doubt. However, a number of recent announcements mean, hopefully, that the conclusions 

drawn here will not immediately be rendered obsolete. 

This central question divides into a number of research objectives, which are: 

1. To identify the current challenges that the industry faces. 

2. To ascertain whether, in the view of companies that provide electric vehicle 

charging infrastructure, current policy adequately addresses these challenges. 

3. To ascertain what, in the view of these companies, are the prospects for the 

successful creation of an electric vehicle charging infrastructure. 
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1.4 Dissertation Structure 

The following chapter, the Literature Review, introduces the academic and policy context 

for electric vehicle charging infrastructure and innovation generally, providing the reader 

with some context in which to place the research and its findings. 

Chapter Three presents the methodology that was used in order to carry out the research, 

discusses some of the advantages and disadvantages and explains why it was selected. 

Chapter Four presents the findings of the research, which are then related back to the 

research questions in the Conclusion. 
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Literature Review 

This chapter first introduces the academic context surrounding technical change and 

innovation. It then outlines the current state of policy in the UK and presents the progress 

made so far by the industry.

2.1 Academic Context 

2.1.1 Technological Lock-in and the Internal Combustion Engine 

David (1985) and Arthur (1989) pioneered the idea that ‘path-dependent’ (i.e. historically-

contingent) technological development can lead to so-called system ‘lock-in’: ‘increasing 

returns [to adoption] act to magnify chance events as adoptions take place… *driving+ the 

adoption process into developing a technology that has inferior long-run potential’ (Arthur, 

1989, pp. 116-7). Technological lock-in is frequently accompanied by institutional lock-in, 

discussed by Foxon (2007). 

David’s well-known example of the QWERTY keyboard illustrates how successful 

technologies need not necessarily be the ‘best’. After a period of competition in the early 

years of the keyboard, the advent of touch-typing (applied from its inception to QWERTY) 

meant typists were trained to use a particular keyboard format, and the need for 

standardisation between ‘software’ (i.e. the typist’s knowledge of the location of the keys 

on the keyboard) and ‘hardware’, to use David’s terms, led to the prevalence of a single 

design. This, together with QWERTY’s association with the arms manufacturer Remington, 

gave the keyboard design a lead in the market which, while slim, may have been magnified 

by future market expectations so that it quickly became locked in. 

While David suggests that the case of QWERTY is an example of an inferior technology 

ultimately coming to dominate, and Arthur, in the quotation above, agrees that the process 

can act in favour of potentially inferior technologies, there is of course no guarantee that 

this is or will be the case. In the context of environmental technologies, it may not be that 

‘first-comer’ technologies were in some way flawed, rather that the role we expect them to 

play has changed. For example, the need to tackle climate change has readjusted the way 

we see coal-fired power generation, and may be reflective more of changing societal 
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imperatives (or at least new scientific knowledge) than of an objective technological 

hierarchy. 

Unruh (2000) describes the competition between the three early types of vehicle – steam-, 

electric- and petrol-powered – claiming there is ‘no single reason for the establishment of 

the ICE as the dominant design, [although] several chance events, like the closing of the 

horse trough used to supply steam vehicles’ resulted in its leading the market (p. 821). 

Through the process of increasing returns to adoption, the ICE left competing technologies 

in its wake; now the benefits of a century of learning effects, product improvement and 

economies of scale conspire to exclude alternatives such as hydrogen cars and the EV. 

Chance events may have contributed to the rise of the ICE, but technological trajectories 

would seem to be subject to more than simply historical events. Foreman-Peck (1996) 

argues that the broader context in which the technologies developed played a greater role 

in the eventual emergence of the ICE than history alone. Factors like national resource 

endowment, consumer demand, fuel availability, the quality of road networks and 

legislation all played an important part. He notes, though, that the ICE emerged as the 

favourite power source for the motor car in separate national environments under differing 

innovation regimes1 (see §2.1.2). 

Foreman-Peck concludes that the ICE filled a unique ‘ecological niche’: in ‘the longer run, 

the emergence of the internal combustion engined motor car was not sensitive to small 

changes in initial conditions, such as the availability or otherwise of horsetrough water’ (p. 

10). Cowan and Hultén (1996) reach a similar view. Manufacturers of EVs and steam-

powered vehicles failed to innovate as effectively in order to overcome technical obstacles 

(e.g. the introduction of starting-lighting-ignition in the 1912 Cadillac), and failed to begin 

mass producing their products in order to bring down costs. 

Even if the lock-in of the ICE is not a consequence of historical happenings, but a reflection 

of its ability to best meet the needs of its users at the time of its development, its 

dominance of the modern vehicle market and de facto lock-in is undeniable. This is 

reflected in the literature where, although relatively little work has been undertaken 

specifically with regards to the ICE, its lock-in is both widely accepted and frequently used 

                                                           
1
 The USA initially pursued steam power due to the country’s abundance of water, oil and unskilled 
labour; and although when steam engines graduated from coal to petrol they were still less 
efficient than ICEs, their simpler design and lower manufacturing costs more than compensated for 
this (at least to start with). 
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to shed light on the concept (Windrum, 1999; Unruh, 2002; Perkins, 2003). Escaping this 

lock-in is therefore a critical issue for proponents of the EV, and it is to this issue that we 

now turn. 

2.1.2 Innovation 

Although there is a considerable amount of literature around innovation theory2, a detailed 

discussion falls outside the scope of this dissertation. However, a brief overview is called 

for. 

No discussion of the literature around innovation can begin without mention of Joseph 

Schumpeter – the godfather of innovation theory. His 1934 work, The Theory of Economic 

Development, characterised economics in a way fundamentally different from that outlined 

by both John Maynard Keynes and neoclassical economists. The process of economic 

‘development’, or ‘evolution’, is caused by innovation, the new combination of existing 

resources (Fagerberg, 2005). Without it economies stagnate, or reach an equilibrium, and it 

is the innovator, as the ‘principal source of growth’ (Foxon et. al., 2005, p. 2124), that 

pushes the system forwards. Innovation here refers not only to the mechanisation of 

labour-intensive processes, an idea inherited from Marx, but to the development of new 

products, new methods, new types of raw materials, new markets and new organisational 

methods across businesses and industries (Fagerberg, 2002). Innovation is therefore the 

key component of an evolutionary view of the economic process. 

Innovation systems thinking was championed in the 1980s by Lundvall (1985) and Freeman 

(1987), who introduced the concept of a ‘national system of innovation’: ‘defined as “the 

networks of institutions in the public and private sectors whose activities and interactions 

initiate, import, modify and diffuse new technologies”’ (Freeman, 1987 cited in Fagerberg, 

2002, p. 24). 

Innovation systems thinking can be seen contrasted with a linear, incremental – or ‘sausage 

machine’3 – understanding of innovation, whereby a new product or process moves 

methodically through the research, development, deployment and diffusion stages (Kline 

and Rosenberg, 1986). It is better characterised as a complex web of interaction between 

(and feedback from) different actors: businesses, consumers, research institutions, 

                                                           
2
 See, for example, Nelson and Winter (1982), Dosi (1982) and Freeman, Clark and Soete (1982). 

3
 E4tech, 2007, p. 13. 
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governments, the civil service, the financial sector and so on (represented schematically in 

Figures 2.14, below, and 2.2, overleaf). 

Kemp, Schot and Hoogma (1998) use the concept of ‘strategic niche management’5 to 

describe how government policy can promote technologies with untapped benefits (e.g. 

social or environmental) that the market, left to its own devices, is unlikely to develop. The 

driving motive behind the creation of niches is to learn from the application of technologies 

to real-life settings. More than being a simple technical experiment, though, they can help 

forge the institutional connections and knowledge networks that are pre-requisites for 

successful innovation and technological transitions. 

Figure 2.1 – The Main Steps in the Innovation Chain 

 
Source: Stern, 2006 

  

                                                           
4
 It should be noted that ‘this model is useful for characterising stages of development, but it fails to 
capture many complexities of the innovation process, so it should be recognised as a useful 
simplification’ (Stern, 2006, p. 349). 

5
 Defined as: ‘the creation, development and controlled phase-out of protected spaces for the 
development and use of promising technologies  by means of experimentation, with the aim of (1) 
learning about the desirability of the new technology and (2) enhancing the further development 
and the rate of application of the new technology’ (p. 186). 
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Figure 2.2 – Generic Map for Sector Innovation System 

 
Source: Foxon et. al., 2005 

2.1.3 Innovation, Climate Change and the Transport Sector 

The problem of escaping ‘carbon lock-in’ (Unruh, 2000) is explicitly related to the transport 

sector in the Stern Review: ‘improvements in the internal combustion engine from a 

century of learning by doing, the efficiency of fossil fuel as an energy source and the 

existence of a petrol distribution network lead to some ‘lock-in’ to existing technologies’ 

(Stern, 2006, p. 356).  

Likewise, using technological innovation as a means to tackle the transport sector’s 

contribution to the UK’s greenhouse gas emissions is also addressed by Stern (2006), and 

elsewhere (van Bree, Verbong and Kramer, 2010; Foxon and Pearson, 2008; Grubb, 2004; 

DfT, 2009b). 

In 2007 consultancy firm E4tech produced a paper for the Department for Transport (DfT) 

outlining the role of innovation systems thinking in the decarbonisation of road transport, 

although it did not devote a chapter to battery EVs as it did for biofuels, hydrogen vehicles 

and plug-in hybrid electric vehicles (PHEVs). The paper identifies a number of shortcomings 

in the innovation system for low carbon road transport, including but not limited to: 
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1. Long-term policy uncertainty within industry 

2. Lack of emissions regulation 

3. Lack of consumer demand 

4. Higher costs of new technologies 

5. Insufficient RD&D co-ordination 

6. Industry’s current low profits, which act to discourage bold innovation 

The DfT released a document several years later, in conjunction with The UK Low Carbon 

Transition Plan, entitled Low Carbon Transport: A Greener Future (DfT, 2009b), which 

announced the establishment of the jointly-funded Low Carbon Vehicle Innovation 

Platform at the Technology Strategy Board (TSB) (see §2.2.2.2). This was designed 

specifically in response to point 5, above, in order to foster innovation in further-from-

market technologies. Also announced were the creation of the Energy Technologies 

Institute and a programme of support for public procurement of low carbon vehicles. 

Low Carbon Transport: A Greener Future placed emphasis on the need for a ‘technology 

neutral’ approach to policy and the need to create commercially attractive environments 

for innovation (DfT, 2009b, p.11). The department also announced plans for a review, led 

by Professor Julia King, into the technologies that could contribute to the decarbonisation 

of road transport in the coming decades (see §2.2.1.1). Furthermore, E4tech (2008) and 

BERR and DfT (2008) both emphasise the important role of niches in creating space for new 

technologies to experience the learning process that mature technologies went through at 

an early stage of their development (and which the ICE went through in its formative years 

of 1905-1920 (Cowan and Hultén, 1996)). These developments can arguably be seen as the 

thought process leading to the introduction of the Plugged-in Places scheme (see §2.2.2.1) 

announced in 2009. 
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2.2 Policy Context 

This section introduces some of the notable publications from the last few years that have 

helped shape current (or former) low carbon transport policy in the UK. 

2.2.1 Notable Publications 

2.2.1.1 The King Review of Low Carbon Cars – October 2007, March 2008: 

In Budget 2007 the Labour Government commissioned a review of the options available for 

decarbonising road transport, in particular passenger cars. Led by Professor Julia King, Part I 

was published towards the end of the year, and concerned the available technology 

options. It concluded that total decarbonisation by around 2050 is a possibility, if hurdles 

such as battery technology and – emphatically – decarbonisation of the power sector could 

be overcome (HM Government, 2007b). 

It also recommends courses of action that might be adopted immediately, such as 

tightening emissions regulations, and outlines three areas where future efforts should be 

focused: greater vehicle efficiency, smart driver choices and cleaner fuels. 

The Review further indicates that from a technical perspective the majority of the 

drawbacks of EVs are associated more with the vehicles themselves than the supporting 

infrastructure, and observes that the latter represents less of a challenge for electricity 

than for other fuel sources, such as hydrogen, due to the existence of an established 

distribution system: 

‘The large-scale uptake of pure electric cars requires wide availability of charging 

points. Given that electricity is already supplied diffusely, this should be relatively 

straightforward to implement. Vehicles can already be recharged from the garage 

or from the street using a routed cable. In addition, charging points in car parks 

could effectively increase range, and “fast-charging” points could help reduce 

recharging times’ (HM Government, 2007b, p. 28). 

Part II of the Review, published in March 2008, examines the policy options and 

recommends the most effective course of action that could be taken by government, 

industry and consumers, and reiterates the need to begin reducing the carbon intensity of 

the grid in preparation for greater EV penetration (HM Government, 2008b). 
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A recurring infrastructure recommendation for EVs is the introduction of fast-charging 

points (in combination with domestic smart metering), which ‘could also make the use of 

electric-powered cars more attractive’ (HM Government, 2008b, p. 58). Infrastructure 

provision is identified as an area of significant uncertainty and potentially a barrier to EV 

uptake unless any large-scale planning and investment is co-ordinated by government, as 

doubts exist around the ability of the market alone to do so. 

2.2.1.2 BERR/DfT Report – September 2008: 

In September 2008, BERR and the DfT published a report prepared by Cenex (see §2.2.2.3) 

and consultancy firm Arup on their behalf. Entitled Investigation into the Scope for the 

Transport Sector to Switch to Electric Vehicles and Plug-in Hybrid Vehicles, the report aimed 

to provide a better understanding of the contribution that EVs and PHEVs can make to the 

reduction of the transport sector’s carbon intensity to the year 2030. 

Like the King Review, it found that the electrification of road transport can contribute a 

great deal to the sector’s carbon targets. Furthermore, it reported that with intelligent 

management the UK electricity grid has sufficient generation and transmission capacity to 

handle the increased demand that would be placed on the system. Consumer awareness-

raising and education is also vital: consumers currently choose a model of car based on 

initial vehicle price, despite the fact that the total life cycle cost of EVs and PHEVs is already 

lower than ICE vehicles (BERR and DfT, 2008). 

Concerning charging infrastructure, the report concludes that the availability of charge 

points will have a strong impact on consumer perceptions as the industry grows: ‘well 

distributed fast charging stations will afford a high degree of security for nervous potential 

users’ and ‘for EVs to expand outside city areas these stations are essential’ (BERR and DfT, 

2008). 

Finally, under the heading ‘Adoption Routes’, the report calls for the systematic collection 

of data in order to inform an evidence-based large-scale rollout of both electric vehicles 

and the accompanying infrastructure. 
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2.2.2 Funding sources 

This section outlines past and current sources of funding for the development of alternative 

fuel vehicles and infrastructure. 

2.2.2.1 Plugged-In Places 

In April 2009 BERR and the DfT jointly announced the UK’s plan for the promotion of EVs. 

Of the £250m made available £20m was to be supplemented with a further £10m from the 

low carbon element of the Strategic Investment Fund (SIF), and used to establish the 

‘Plugged-in Places’ Electric Vehicle Infrastructure Framework (DfT, 2009b; HM Government 

2009b). This scheme aims to help set up a small number of EV charging networks in various 

locations around the UK, with the support of local authorities and businesses, to test the 

various methods of recharging – fast charge, rapid charge, battery swap and induction 

technologies. 

Although the previous Government recognised that many EV users will be able to recharge 

simply by installing a low-cost, weatherproof, external socket, it believed that installing 

visible charge points at workplaces, shopping centres and recreational facilities as well as 

on streets would improve public confidence in EVs (DfT, 2009b). To this end, Plugged-in 

Places was launched in November 2009 and successful bids were submitted by London, 

Milton Keynes and the North East region of England (hybridandelectriccars.co.uk, 2010; 

LEPT, 2010; CCC, 2010)6. 

After the Coalition Government came to office in May this year it was quick to express its 

support for the establishment of EV charging networks. Its Programme for Government 

states that it will ‘mandate a national recharging network for electric and plug-in hybrid 

electric vehicles’ (HM Government, 2010, p. 31), and funding for the first round of Plugged-

in Places went ahead uninterrupted after the general election. The three successful 

locations were between them awarded almost £15m, half the available funding, and 

another round of applications is currently taking place (EEDA, 2010). Table 2.1, overleaf, is 

taken from the Climate Change Committee’s (CCC) recent report, Meeting Carbon Budgets 

                                                           
6
 The recent post-election restructuring of the DfT website has resulted in the removal of much of 
the information relating to Plugged-in Places (and a great deal else), which goes some way towards 
explaining the use here of secondary sources. 
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– Ensuring a Low-Carbon Recovery, and summarises the winning bids from the scheme’s 

first round. 

Table 2.1 – Plugged-In Places Winning Bids 

 
Source: CCC, 2010 

2.2.2.2 The Technology Strategy Board 

The TSB is a non-departmental public body (or ‘quango’) with the aim of promoting 

business innovation in the UK. Through its Innovation Platforms it aims to meet various 

social challenges ‘and at the same time open up new opportunities for business *by+ 

improving co-ordination between the key players from industry, academia and 
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government’ (TSB, 2007; TSB, 2010a). Innovation Platforms focus on a number of areas, 

examples of which include low impact building, sustainable agriculture, network security 

and low carbon vehicles. 

The objective of the Low Carbon Vehicles Innovation Platform is to take advantage of the 

business opportunities represented by the growing interest in alternatives to the ICE, and 

to hasten their uptake in the UK (TSB, 2009b). The emphasis is on increasing the 

competitive advantage of UK businesses by supporting research and development in the 

field of low carbon transport technologies. 

Within the Low Carbon Vehicle Innovation Platform, the TSB’s Ultra Low Carbon Vehicle 

Demonstrator Competition (ULCVDC) made £25m available in order to put alternative 

vehicles on the road by late 2009-early 2010. By part-funding a number of trials, the 

ULCVDC was designed to accelerate the testing of various vehicle technologies in real-

world situations, and to allow for the collection of information relating to patterns of use 

and consumers’ perceptions (TSB, 2009b; BIS, 2009). 

Eight projects won a portion of the available funding: 

1. CABLED (Coventry and Birmingham Low Emission Demonstrators) 
2. The North East region of England  
3. Energy company SSE testing Ford EVs in Middlesex 
4. London and SE England in conjunction with Smart Fortwo ed 
5. The Mini E trial in Oxford 
6. Allied Vehicles Project in Glasgow 
7. Toyota and EDF partnership 
8. EEMS electric sports car trials 

2.2.2.3 Cenex 

Cenex, the Centre of Excellence for Low Carbon and Fuel Cell Technologies, was founded in 

2005 on the recommendation of the UK’s automotive industry as a way of bringing 

together the disparate knowledge and expertise required to ‘respond competitively to the 

challenges posed by the transition to low carbon and fuel cell technologies’ (Cenex, 2010). 

Cenex operated the DfT-funded Alternative Fuels Infrastructure Grant Programme, 

established on the rationale that the cost of installing the appropriate infrastructure 

represents a substantial barrier to vehicle fuel switching (Cenex, 2010). Applicants were 

invited to apply during a number of funding ‘windows’, the last of which has now closed, 
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and were entitled to funding of up to 50% of the costs of installing and connecting EV 

charge points or gaseous or liquid fuel filling stations. 

2.2.2.4 Regional Development Agencies 

Regional Development Agencies (RDAs) appear frequently in conjunction with EV 

infrastructure proposals, particularly as part of Plugged-in Places, as exemplified by One 

North East’s co-ordinating and funding role within the region’s successful application as 

part of the scheme (One North East, 2010a). Advantage West Midlands are closely involved 

with the CABLED trial in Birmingham and Coventry partially funded by the TSB (TSB, 2009), 

and the East of England Development Agency (EEDA) has been facilitating the partnership 

between the public and private sectors that it hopes will lead to a successful bid in the 

second round of Plugged-in Places (EEDA, 2010). 

The decision by the incoming Government to abolish the RDAs (BBC News, 2010) could 

conceivably represent a considerable organisational and financial threat to applicants for 

Plugged-in Places funding, although EEDA (2010, p. 8) states that the news will have ‘no 

bearing on project delivery’. 

2.2.3 The EV Consumer Incentive 

Of the £250m made available by Labour, the vast majority – £230m – was to go towards 

subsidising the otherwise relatively high cost of EVs to the tune of £2000-£5000 per 

vehicle, making them more competitive against conventionally-powered cars and 

stimulating the development of an early stage market (HM Government, 2009a; HM 

Government 2009b).  

The subsidy was to be administered by the Office for Low Emission Vehicles (OLEV), created 

as part of the package of EV measures, and scheduled to be introduced in January 2011. 

However, since the election of the Coalition Government there has been considerable 

uncertainty and speculation surrounding the future of the programme, particularly in the 

light of comments made by Vince Cable, the Business Secretary, who argued that Britain 

has “moved on from the era of subsidies” (Madslien, 2010). Furthermore, manufacturers 

were alarmed when the issue of the subsidy was conspicuously omitted from June’s 

Emergency Budget (Vaughn, 2010a). 
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The Coalition had however stated in its Programme for Government that it would provide 

‘support for new transport technologies’ and ‘make the transport sector greener’ (HM 

Government, 2010, p. 31). It was finally announced at the end of July that the subsidy will 

go ahead (Scott, 2010). The upfront cost of an EV will therefore be reduced by up to 25%, 

or a maximum of £5000 (COI, 2010). The subsidy per car has therefore been preserved, 

although the government nevertheless faced criticism for reducing the size of the pot from 

which the subsidy is to be drawn by around 80%: from the planned £230m to £43m 

(Vaughn, 2010b). Assuming each EV purchaser takes full advantage of the subsidy, up to 

the £5000 maximum, this amount will support the sale of 8600 new EVs compared to 

46,000 under Labour’s plans. 

The scheme is slated to commence in January 2011, and will run until the first half of 2012, 

when a review will be carried out to determine the level of spending for subsequent years 

(COI, 2010). 

2.2.4 Existing Incentives 

This section provides a brief overview of the state of incentives for EVs. Most current 

measures specifically address the costs associated with owning and operating the vehicles 

rather than issues to do with charge point facilities but, as Grubb (2004) makes clear, the 

nurturing of so-called ’demand-pull’ is as significant in the innovation system as measures 

to promote ‘technology-push’. 

One aspect of the technology-push in this context might be the establishment of a 

nationwide network of charge points for EVs. As we have seen there is a certain amount of 

confidence in the idea that EVs can contribute towards decarbonising transport, but the 

uptake of vehicles could in future be held back by the absence of a charging network. 

Likewise, it is a common view that a charging network will not get built until there is a 

sufficient level of demand coming from EV drivers (WCC, 2009). This mutually-restraining 

cycle represents yet another chicken-and-egg problem for climate and energy policymakers 

(Romm, 2006). 

Some of the measures already adopted by local authorities are identified below. Figure 2.4, 

overleaf, gives some examples of incentives offered by local authorities to promote EV 

uptake, while Table 2.2 lists the national measures. As a point of reference, Table 2.3 shows 

those incentives available across various European countries. 
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Figure 2.3 – Examples of Local Measure to Promote More Efficient Vehicles 

 
Source: HM Government, 2008b 

Table 2.2 – Table of UK Interventions 

 
Source: BERR and DfT, 2008 
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Table 2.3 – Table of European Interventions 

 
Source: BERR and DfT, 2008 

2.3 Existing Infrastructure 

2.3.1 Sources 

A number of relatively small charging networks already exist throughout the UK, typically in 

large towns and cities. There are a number of sources, primarily available online, that can 

be used to  locate charge points. Precise numbers are, however, difficult to identify, due 

most probably to the very early stage of deployment in which the industry finds itself and 

the lack of centrally accessible, clear and reliable information. This section uses information 

from various online sources in an attempt to build a clear picture of the extent of charging 

infrastructure already in place in the UK. 
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The majority of public charge points currently in place are located in London. newride7 is a 

website designed for EV owners and prospective owners, based mainly in London, that 

allows users to locate both on- and off-street charge points in the capital. As of 24th August 

2010, the home page gives the total number of charge points in the UK as 305, of which 

239 are in London. 106 public charge point locations are listed in London. The difference 

between this number and 239, above, is accounted for by the fact that many locations have 

multiple charging sockets.  

The EV Network8 is a website that aims to encourage ‘the more widespread adoption of 

electric vehicles by documenting where electric vehicle charge points exist across the UK’. 

Its directory lists a total of 91 charge locations nationwide – of which 50 are in London – 

which can also be found using the searchable map. 

www.electricparking.com focuses solely on charging facilities in London, and carries 

detailed information such as the locations of charge points, information about car park 

tariffs, the boundaries of free parking areas and what each borough offers to EV drivers in 

the way of concessions. It seems not to have been updated for a while, however9. Figure 

2.7, overleaf, shows EV charge points in London. 

  

                                                           
7
 http://www.newride.org.uk  

8
 http://www.ev-network.org.uk 

9
 See the ‘news’ page: ‘10 NEW on-street charging points to be made available from April 2008!’ 

http://www.electricparking.com/
http://www.newride.org.uk/
http://www.ev-network.org.uk/
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Figure 2.4 – EV Charge Points in London 

 
Source: http://www.electricparking.com 

Likewise, the Electric Car Site10 – very much a work in progress – is building a 

‘comprehensive list’ of charge points across the country, although currently has details of 

just 43 sites, of which 16 are in the capital.  

www.electromaps.com is less developed still – apparently the charge point closest to 

Tremough Campus is in the town of Gijón in Northern Spain. 

It is clear that there is no single authoritative source that provides an exhaustive and 

unambiguous record of the location and number of charge points across the country. This is 

likely to be a reflection of current levels of EV use, and could conceivably represent a 

barrier to EV uptake as models from companies like Mitsubishi and Nissan begin to enter 

the UK market over the next few years. A reliable source of information for would-be 

consumers is surely critical: even if it does not serve a great deal of practical use, it could 

arguably help familiarise drivers with the technology and combat any perceptions of 

alternative fuel vehicles as in some way ‘strange’ or outside the mainstream. 

  

                                                           
10

 http://www.electriccarsite.co.uk 

http://www.electricparking.com/
http://www.electromaps.com/
http://www.electriccarsite.co.uk/
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2.3.2 London 

The London Mayor’s Office claims that ‘250 electric vehicle charge points are currently in 

operation in London’ (Mayor of London, 2009b, p. 14), mostly in car parks and on roads, 

and generally located in the centre of the city (Mayor of London, 2009a). 32 of these are 

on-street charge points (Mayor of London, 2009b); the map below shows the current 

location of charge points across London. There are currently plans to install 2500 on-street 

charge points across the city (Mayor of London, 2009a). 

Figure 2.5 – Current Locations of EV Charge Points across London 

 
Source: Mayor of London, 2009b 

2.3.2.1 Westminster 

Of all the London boroughs, Westminster City Council has taken the keenest interest in EVs, 

claiming on its website to have over 50 EV recharging bays in its car parks and 16 on-street 

charge points (WCC, 2010). Additionally, concessions available to EV drivers include free 

parking in a designated car park after an annual payment of £361, which represents an 

annual saving of several thousand pounds, and free electricity from all charge points. 

Prominent Brighton-based charge point provider Elektromotive unveiled Westminster’s 

first Elektrobay charge point in 2006 and there are now over 135 of them installed across 

London (Elektromotive, 2010). In a 2009 report the council recognises that the ‘growth of 

the market for electric vehicles may be currently restricted by the availability of charging 

points’ (WCC, 2009, p. 26). 
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2.3.2.2 Elsewhere in London 

Elsewhere in London, numerous inner boroughs have a small number of on- and off-street 

charge points available, although Camden and Haringey in particular are following the lead 

set by Westminster. The two councils’ charging models differ slightly, although neither 

charge by the unit for electricity. The suburbs of Bromley, Croydon, Richmond and Sutton, 

among others, have public access charge points available (newride). 

The City of London formerly granted free parking and charging for electric vehicles, a 

system which ran from 2001 until the end of 2008 when it was cancelled due to concerns 

that it was drawing commuters away from the many public transport options available and 

increasing road congestion (City of London, 2008). Free electricity is still available for EV 

drivers in five car parks across the City, although normal parking fees apply.  

2.3.3 Elsewhere in the UK 

Earlier this year, Brighton City Council announced the addition of eight charge points to the 

four currently in operation, ‘the first project of this scale in the UK outside…London’ 

(JourneyOn, 2010). The administration of the scheme will be handled by Elektromotive. 

Likewise, as part of the CABLED project energy company E.ON has begun installing a 

number of public charge points across the two cities (CABLED, 2010a). There are currently 

eighteen located across the two cities’ centres, with a planned total of 36 to be put in place 

‘over the next couple of months’ (personal correspondence, see Appendix I). 

Table 2.1, overleaf, shows the location and number of other charge points throughout the 

UK. Where possible sources have been cross-checked but, as noted above, finding reliable, 

up-to-date information is not an easy task. Moreover, many of the locations listed as 

having charge points have more than one socket, thereby adding further doubt and 

uncertainty. 
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 Table 2.1 – Locations of EV Charge Points in the UK 

LOCATION NUMBER 

Attleborough 3 
Belfast-Stranraer Ferry - 

Brentwood 3 
Bristol 8 

Gateshead 2 
Glasgow 10 
Laindon 4 

Lakeside Shopping Centre 2 
Leamington Spa 4 

Leicester 1 
Manchester 1 

Milton Keynes 4 
Norwich 2 

Nottingham 2 
Sheffield 7 

Southampton 2 
Stoke-on-Trent 2 

Uxbridge 2 
Watford 2 
Woking 6 

Sources: Electric Car Site, EV Network, newride 

2.4 Electric Vehicle Trials 

As discussed above, the funding of EV trials is an example of niche creation. The key 

findings from two of the eight TSB-funded trials currently taking place are outlined briefly 

below. The majority are ongoing or in their early stages, so the amount of readily available 

information varies greatly11. 

2.4.1 CABLED 

Participants in the aforementioned CABLED project taking place in the West Midlands are 

generally charging their vehicles at home, although 36 public charge points are being 

provided (see Appendix I). Accessible via an ‘access tag’, they are being installed in 

‘clusters’ in selected locations and electricity is being provided free of charge. 

The first set of results from the trial has recently been made available. It shows that 

participants use their EVs ‘like the typical UK driver’ (CABLED, 2010b, p. 1). Vehicles were 

parked for 97% and plugged in for 20% of the time on average – but sometimes for days on 

                                                           
11

 Indeed this dissertation was initially intended to be a comparison of ongoing EV trials, but data of 
any kind proved so difficult to obtain that a change a tack was called for. 
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end. So-called ‘range anxiety’ became less of an issue as drivers became familiar with the 

technology. 

2.4.2 North East England 

Likewise, the first stage of the trial organised by RDA One North East found that attitudes 

shifted in favour of EVs, and that drivers found charging ‘easy, safe and reliable’ (One North 

East, 2010b), allaying concerns over operational safety. Fleet vehicles were seen as ideally 

suited to early take-up because the current lack of charge points is less of a concern due to 

their ‘return-to-base’ driving patterns. 

Whilst these trials have provided useful results concerning the driving and charging 

patterns and attitudes of participants, they have not yielded a great amount of information 

relating to how EV drivers would use a network of publicly-accessible charge points. Due to 

their local nature and the fact that they do not require drivers to travel distances that 

would require away-from-home recharging, they have not (yet) shed light on drivers’ 

attitudes towards or actual use of public charge points. 

2.5 Call for Research 

It is clear that there is a growing interest in the potential offered by alternative fuel 

vehicles, in particular EVs. Many local and regional organisations, such as town and city 

councils and the RDAs, and even central government, seem tentatively optimistic about the 

future of EVs, a fact made evident by the amounts of money currently being invested in the 

development and testing of the technologies. The establishment of dedicated bodies (e.g. 

Cenex, OLEV) and new elements within existing organisations (e.g. the TSB’s Low Carbon 

Vehicles Innovation Platform) further underlines a growing institutional commitment to the 

cause. 

It is likely that with the current limited deployment of electric vehicles on Britain’s roads 

any publicly-accessible charging infrastructure will not be used at levels sufficient to 

generate any meaningful cash flow. Moreover, the majority of charge points, both those 

erected as part of EV trials and those installed by various councils, offer free electricity as a 

low-cost incentive to spur EV uptake. 
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Various studies have identified the lack of charging infrastructure as a major barrier to EV 

uptake (BERR and DfT, 2008; HM Government, 2008b; WCC, 2009). It is critical that those 

challenges that face the private sector are properly understood in order for policymakers to 

address them appropriately. While there is no guarantee that policy can overcome such 

challenges – as demonstrated by a 2004 paper examining the success of EV policy in Japan 

(Åhman, 2004) – governments are of course uniquely placed to promote conditions 

favourable to technological development. 

Furthermore, in keeping with innovation systems thinking, the attitudes of private sector 

companies can act almost as a barometer for the success or failure of certain technologies; 

levels of confidence regarding the likelihood of a given technology succeeding can have a 

large effect on its chance of doing so (Foxon, 2005). Examination of the attitudes of the 

providers of charge point hardware towards current policy and its probability of success 

will provide insight into the likelihood of the establishment of a sufficient EV charging 

infrastructure being underway as the next generation of electric vehicles comes to the UK. 

2.6 Summary 

This chapter has presented the academic and policy context for electric vehicle charging 

infrastructure in the UK, including funding sources and existing charge point networks. The 

following chapter discusses the research methodology employed to answer the research 

questions. 
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Methodology 

This chapter presents the methodology employed to answer the research questions. Its 

advantages and disadvantages are discussed and the processes of contacting participants 

and analysing raw data are explained. 

3.1 Research Approach 

The process of answering the research questions was split into two parts, with primary data 

collection consisting of a series of interviews with experts either in, or closely related to, 

the charge point industry.  

Firstly, research was undertaken into past and current government policy and the current 

state of charge point infrastructure in the UK (see Literature Review). This was carried out 

using internet resources such as national and local newspaper articles, government papers, 

RDA and company websites, and through personal communication with individuals 

associated with the industry in one form or another.  

Secondly, potential interviewees were identified and contacted. Given the objectives of the 

research, selecting suitable organisations was relatively straightforward (see §3.3 below). 

Additionally, where possible, information from company news pages, or RDA or 

departmental press releases, was used to identify specific individuals within organisations. 

It was anticipated that personally-addressed emails would be more likely to receive a 

(positive) response than those sent to generic company addresses such as 

sales@companyname.co.uk or welcome@companyname.co.uk.

3.1.1 Interviews as a Research Methodology 

Semi-structured interviewing by telephone was selected as the most appropriate 

methodology for a number of reasons. Interviews can be seen as granting participants 

more freedom to express their views than in the more categorised  setting of the 

structured interview (Sapsford and Jupp eds., 1996); and in the case of expert interviews, 

such as those carried out as part of this research, the results can be also regarded as being 

representative of a particular group (Flick, 1998).  

mailto:sales@companyname.co.uk
mailto:welcome@companyname.co.uk
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Interviews as a methodology are, however, not without their drawbacks. Drawing accurate 

conclusions from what may be detailed answers given by interviewees relies on the ability 

of the interviewer (or data analyst) to extract relevant information and exclude less 

pertinent material – a process of filtration that introduces the possibility for bias, knowingly 

or unknowingly (Sapsford and Jupp eds., 1996; Flick, 1998).  

Furthermore, conducting interviews by telephone rather than face-to-face removes the 

interviewee’s body language from the equation (Keats, 2000). For the purposes of this 

research, though, this was not deemed to be of great significance as the interviewees’ 

emotional reactions to the questions was not of primary importance. 

Interviews were carried out with the use of a prompt sheet so that any lulls in conversation 

could be filled. The main purpose of this was to create an easy and comfortable 

atmosphere in which participants are sufficiently relaxed in order to concentrate fully on 

the conversation. One risk here, however, is that overuse of prompt sheets may end up 

dictating the direction of the interview too heavily, particularly when (as in this case) the 

aim is to allow interviewees to talk freely and at length about the issues that they feel are 

important, rather than those already identified by the researcher. 

3.2 Data Collection 

As stated previously, the process of identifying companies and individuals suitable for 

interview was not complicated. Further to the methods stated above, ‘snowballing’ was 

used in some cases to contact participants due to the relatively small pool of potential 

interview subjects and the difficulty that was experienced contacting several individuals. 

One potential source of error in this method may be that using interviewees’ personal and 

professional networks to identify other potential interviewees may reveal trends within 

certain subgroups of a given category rather than the category itself. Contacts are often 

formed between individuals with similar backgrounds or views on particular issues, which 

may in turn stem from more fundamental political of social beliefs. Care was therefore 

taken not to rely too heavily upon snowballing as a technique, and only one interviewee 

was reached this way. 

Several types of organisation were identified as suitable for interview: private companies 

that focus on installing charging infrastructure, of course; also borough and county councils 

are to varying degrees involved with charge point installation, often helping to assemble 
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regional bids for Plugged-in Places funding; and some energy companies are closely 

involved with infrastructure installation. Charge point companies were therefore contacted 

first, with councils as second choice, followed by energy companies. 

The initial preference was for interviewees to occupy similar positions within the internal 

hierarchy of their organisation in order to ensure as fair a comparison of views as possible. 

This was difficult from the outset, however (see §4.6). 

3.2.1 Organisations Contacted 

The 2009 report by Westminster City Council mentioned previously notes that there are 

‘very few companies offering recharging points currently available on the market’ (WCC, 

2009, p. i). On one hand this meant that potential interviewees were easy to identify 

through news articles and internet searches. However, it would also have made research 

extremely difficult had too many of these companies been unavailable or unwilling to 

participate. 

Six charge point companies were identified. Epyon, a Dutch company listing Oxfordshire 

contact details on its website, could not be contacted despite numerous attempts by email 

and telephone: surprising given its relatively high profile. Similarly, Park and Power did not 

respond at all to half a dozen emails; as they are reached via a telephone exchange, they 

could not be contacted directly and did not return calls (see Appendix II). 

The four remaining companies – Chargemaster, Elektromotive, POD Point and Reuben 

Power – were contacted and subsequently interviewed. It was also possible to speak to 

representatives of Westminster City Council and Scottish & Southern Energy (SSE), both 

organisations with links to the industry, albeit in different ways (SSE is currently trialling a 

number of Ford EVs in Middlesex). 

Subjects were happy for the name of their organisation to be included here but, as several 

wished to remain anonymous, no individuals are named. Their position within each 

organisation is presented in the following chapter. 

Interviews generally ran for 45 minutes although there was variation, depending partly on 

the participants’ knowledge of the subject and, in one case, on the amount of time they felt 

able to spare. Whilst the nature of semi-structured interviews means that a tight 
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questioning format was not followed from one interview to the next, a similar pattern was 

used in all instances, in order to provide comparable results. Interviewees were given 

substantial freedom to talk around the issues they wished to. 

3.3 Data Analysis 

Interviews typically yield a large amount of raw data, which must be processed and ordered 

in order to be useful to the researcher (Denscombe, 2007). In this case, interviews were 

loosely transcribed by hand and salient themes were identified using the process of 

thematic coding (Flick, 1998) (see Appendix III). This allowed for both direct quotations and 

prevalent attitudes to be extracted from the raw data. 

Thematic coding was used in order to allow for comparison between the viewpoints of 

interview participants, and subsequently for analysis of levels of agreement or 

disagreement on certain issues. This also explains the selection of this particular group of 

interviewees. As Flick (1998) states: sampling is orientated ‘to the groups whose 

perspectives on the issue seem to be most instructive for analysis, and which therefore are 

defined in advance’ (p. 185). 

3.4 Summary 

This chapter has outlined and justified the research approach and described the process of 

data collection and analysis, acknowledging, where possible, any pitfalls that were 

foreseen. It should be noted, however, that it is perhaps impossible to identify and rule out 

all possible sources of error. The following chapter presents the key findings. 
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Results 

This chapter discusses the research findings. Under the broad themes identified as part of 

the data analysis process, it brings together the outcomes of the interviews and presents 

them in a logical format. These findings are related back to the stated aims and objectives 

in the Conclusion in order to answer the research questions posed in Chapter 1. 

4.1 Categories of Participants  

Table 4.1, overleaf, categorises interview participants by type of organisation. Category A 

includes private companies that provide charge point technologies. A precise description of 

business activities beyond this is difficult to offer, as many of these businesses do not 

undertake simply one activity with regards to the provision of charge points: they all offer a 

variety of services ranging from the simple retail of charge points to controlling the 

maintenance, operation and revenue streams once they have been placed in the ground. 

ecodrive is referred to as A5-C2 because, as well as owning a company that provides 

electric vehicles and charge points, the interviewee is co-ordinating Cornwall’s bid for 

funding under the second round of Plugged-in Places. He is therefore in a unique position 

that sits between the private sector on one hand and the local authority on the other. 

Categories B and C encompass representatives from Westminster City Council and SSE. 

The position of each interviewee within their company or council is included to give some 

indication of the level of authority of each within their respective organisations. The 

positions ranged from very senior executive level to a managerial level. However, it should 

be noted that a higher company position did not always reflect a greater understanding of 

current policy or stronger opinions about the future of the industry, and they are therefore 

included primarily for reference. 
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Table 4.1 – Categories of Interview Participants 

REFERENCE COMPANY NAME POSITION OF INTERVIEWEE 

A1 Chargemaster Director 
A2 Elektromotive Director 
A3 POD Point Manager 
A4 Reuben Power Senior Executive 

A5-C2 ecodrive Owner/Co-ordinator 
   

B1 Westminster City Council Green Transport Project Officer 
   

C1 Scottish and Southern Energy Sustainable Transport Manager 

 

4.2 Terms Used  

A number of terms are used in this chapter to refer to levels of agreement within the group 

of interviewees as a whole or within a particular sub-group (although in reality this will only 

mean category A). These are explained below.  

 The term unanimous agreement is used to refer to clear agreement across 100% of 

parties under discussion (this will mean 7 out of 7 in the case of all interviewees, or 

5 out of 5 in the case of Category A). 

 Strong agreement indicates a consensus of 80%-100% of interviewees (this will 

mean 6 of all 7, and 4 out of 5 Category A interviewees). 

 Broad agreement refers to an agreement between 60% and 80% (this will only 

mean 5 out of 7 total interviewees). 

 Moderate agreement is used to mean an agreement between 40%-60% of 

interviewees (3 or 4 of the total of 7, or 2 or 3 of the 5 in Category A). 

 Little or no agreement refers to agreement across 0%-40% of interviews (less than 

3 of all 7, or less than 2 in the 5 that make up Category A). 

It should be noted that assigning percentages across groups of small numbers is far from 

foolproof. Within each group of 20% actual numbers will be higher or lower and closer to 

the top or the bottom of the bracket. However, it is hoped that providing clarification of 

the terms used will help to limit ambiguity in the way the results are presented. 

For this same reason, any use of those above terms that includes more than one possible 

reading will be followed by a clarification of the exact numerical level of agreement. (In 

practice this will most probably mean the moderate agreement bracket, because it is it 

highly debateable whether ‘agreement’ between 2 of 7 or 1 of 5 can really be called that.) 

So for example: ‘there was moderate agreement (4/7) among interviewees that electric 

vehicles can help decarbonise the transport sector’. 
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        A3 

The following section describes the key themes that emerged from the interview process as 

they are related to each of the three research question. 

4.3 What Challenges does the Industry Face? 

4.3.1 Technical Challenges 

Understandably, due to the nature of charge points and their installation, issues relating to 

the technology involved were addressed by all participants; a number of areas of concern 

were raised repeatedly. The results are presented below. 

4.3.1.1 Rapid Charging 

The differing types of charging infrastructure, especially rapid charging, was an issue raised 

by all participants. Charging at home, where existing electrical sockets provide roughly 3kW 

of power (240V, 13A) was regarded as sufficient for overnight charging, although the 

technical issues around achieving faster recharging times were thought to be of 

significance. There was an awareness among all interviewees that, with the current state of 

battery technology and the range each charge allows, charging away from home would be 

an important part of any infrastructure in the future. 

‘Fast charge’ – delivering a 240V, 32A current – was identified as a technology that is likely 

to make inroads in the near future. ‘Rapid charging’ or ‘DC fast charge’ of up to 50kW at 

much higher voltages is necessary for significantly reduced charging times due to technical 

issues associated with EV batteries (namely, the ‘rectifier’ that converts the incoming AC 

current to the DC current used for propelling the vehicle). The strength of the surrounding 

grid, safety, location, cost and financing were the most prominent areas of concern 

surrounding the notion of the introduction of rapid charging stations.  

There was strong agreement among 

interviewees both that rapid charging would 

be used primarily at “strategic locations” (A2) 

and that the surrounding distribution 

network would be highly likely to require 

reinforcement were rapid charging to be 

adopted. Rapid charging ‘stations’, as they 
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“              Rapid charge 

has no relevance or 

place. We will not 

produce rapid 

chargers. 

 
        A1  

are known, were seen as very distinct from the notion of a charge point network installed in 

and around urban areas. They would most probably be installed on main roads and 

motorways to cater for drivers taking long journeys away from their homes and from 

familiar charging locations. Consumer safety was briefly touched upon in two interviews – 

there was recognition that the kind of high voltages being discussed are “inherently 

dangerous” (A2) and potentially “lethal” (A1). 

Reinforcement of distribution networks is likely to be highly necessary for these kinds of 

facilities, because “motorway services don’t typically have a very robust electricity supply” 

(C1). A frequently-raised point was that the installation of a rapid charging station would 

necessitate “almost a new substation” (A1), which would entail a large upfront financial 

commitment before the technology has been shown to generate any kind of revenue. 

The large initial costs would mean that, if the construction of rapid charging station were to 

go ahead, drivers would be very likely to have to pay “something probably not dissimilar to 

filling up your car with petrol” (A2). There will doubtless be times when people will be 

willing to pay this amount of money – when travelling long 

distances or when their vehicle runs out of charge – but the 

cheapest way to charge will continue to be at home. 

Consequently, rapid charging was not generally viewed 

enthusiastically by interviewees, a sentiment summarised by the 

extract to the left. 

In addition to grid issues for rapid charging, the subject of electricity supply networks was 

raised in the case of lower voltage charging as well, be it public or domestic. At SSE, there is 

a concern that “at local distribution level, if you get clustering of electric vehicles...we’re 

going to have local overloading of the low voltage network” (C1). As is perhaps to be 

expected, this was more of a concern for SSE than for the companies that provide charge 

points. 

4.3.1.2 Standardisation 

Without doubt the most salient point to emerge concerns standardisation. Although it 

could arguably be placed under the ‘Policy and Regulatory Challenges’ heading, it is located 

here because throughout the interview process it typically arose alongside technical issues 

such as rapid charging and electricity supply networks. 
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” 
“ The real challenge 

at the moment is the lack of 

standardisation... The 

industry is being held back 

by that. 

 

                 A2 

The majority of charge points in the UK currently use a 240V, 13A electricity supply with the 

standard three-pin plug found throughout the country. Although there is a great deal of 

interest in 32A charging, there is currently no industry standard. There was unanimous 

agreement among charge point providers that this issue needs to be overcome in order to 

allow the industry to progress. 

Whether this ought to be a regulatory issue or a case for 

industry agreements between manufacturers and charge 

point companies remains unclear. Some strong sentiments 

were expressed regarding the need for industry standards 

(see right). Three of the five charge point companies argued 

that a 32A plug-socket connection could have been or 

should be accepted as the industry standard. “It would’ve 

been better if a plug connection would’ve been basically accepted as the standard, but we 

don’t have standards, standardisation is not there” (A4); “This has actually been one of the 

bugbears for a long time” (A5-C2);  

“We are not selling *fast charge via 32A sockets+ at the moment because 

the...connector hasn’t been standardised for it... We are waiting to see what 

the...car manufacturing- Basically there’s no standardisation across the 

industry... It’s pointless us selling that *in case it changes+” (A3). 

The remaining two charge point providers looked more at the role of regulation as a way of 

establishing an industry-wide plug-socket standard. “There are...draft regulations in respect 

of...types of charging plug... Right now nobody knows what will be the standard... Nobody 

knows whether there will be a uniform standard” (A1); “There isn’t an industry socket yet 

for charging at 32A...They’re going through the *European+ process of IEC12 approval for a 

harmonised socket” (A2). During the period of this research progress was announced by 

the EU, which is moving towards the standardisation of charging sockets for EVs (EUROPA, 

2010). 

There was a general expectation that the industry will begin producing facilities for 32A fast 

charging as soon as a standard is agreed upon. It was thought this would give car 

manufacturers a sufficient signal to begin the production of vehicles compatible with this 

type of charge.  

                                                           
12

 International Electrotechnical Commission. 
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“ The usage might be 

so low that there’s no kind of 

business model for 

doing it. 

  
                           C1 

4.3.2 Financial Challenges 

Installing an EV charge point currently costs anything between £3500 and £5000. A natural 

concern for charge point providers and for the electric vehicle industry more generally is 

whether the enterprise is financially viable. Almost all of the interviewees referred to this 

relationship as the ‘chicken-and-egg’ problem (or perhaps “cliché” (A5-C2)). A lack of 

electric vehicle charging infrastructure discourages potential EV drivers from buying the 

vehicles – unless they have a very strong personal commitment to the cause; and car 

manufacturers will not invest sums required for the large-scale development of EVs if there 

is a weak demand for them. 

4.3.2.1 Business Models 

Giving consumers confidence in the availability of charging facilities is therefore critical (see 

§4.3.4.1) but it is also vital that a viable industry, capable of sustaining itself over the long-

term without indefinite government support, is established. It is therefore a priori true that 

a viable financial model is a necessary condition for the private sector to install charging 

infrastructure. 

However, there “actually is nobody intending in the very 

near future to even charge the end-users for the electricity 

they take” (A1). The majority of charge point companies do 

claim to have the capability to charge users for the 

electricity they use, although this is not common practice: 

“at the moment no-one’s charging for *electricity+, but they 

all have the facility to do billing” (A3). In most cases billing would be via a network 

managed by the company that monitors the electricity use and charges the customer 

accordingly (A1, A2, A3, A4). A number of ways in which this process could be executed 

were identified, many of them based on the structures of mobile phone tariffs: “we can do 

stuff like pay-as-you-go, pay by SMS, pay monthly. It kind of depends on what the customer 

wants really. In the future [it may be] more like an Oyster card system13” (A3). The majority 

of companies offer a complete service, from installation to maintenance, repairs and 

billing. 

                                                           
13

 The swipe-card method of paying for public transport in London. 
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sources at the moment... 
It’s part of them trying 

to create the 
industry. 

 

    A2  

Reuben Power (A4) will be offering a revenue-sharing model. The company will retain 

ownership of the charge points and site them strategically – for instance, at roadside 

restaurants on motorways – and plans to share revenue generated by advertising and 

electricity sales with the host. They have plans to install a ‘test bed’ of 1500 charge points 

in the near future but “don’t expect there to be revenue...from electricity in the first few 

months” (A4). The company sees what it is doing as an attempt to break the vicious circle 

described above by putting the infrastructure in place and hoping the vehicles follow. It is 

difficult to say whether this constitutes, or may one day constitute, a viable business model 

because it is still in a very early stage of development.  

At present, however, most of the companies interviewed make money from selling their 

charge points and from any network fees. Neither they, nor any organisations that ‘host’ 

the charge points are making money from the sale of electricity (A1, A3, C1). There was a 

feeling among at least two of the seven total interviewees that higher electricity prices 

“almost certainly would” (A1) be necessary in order to raise revenue from electricity sales 

(A1, A5-C2), especially in the case of the rapid charging. 

4.3.2.2 The Role of Government Funding 

Plugged-in Places is therefore an important way of actually getting charge points in the 

ground and providing an early market for the sale of such products. There was not, 

however, a consistent opinion among participants regarding the role and benefits 

government funding. 

Government money was seen by several companies as 

“pretty critical... I don’t think anyone’s got any money!” (A3). 

“The growth of the market is, certainly to a degree, 

dependent upon how much money the government is 

prepared to spend... *although it’s probably+ at least as much 

to do with gathering the general momentum” (A1). It is clear 

that government contributions to local infrastructure trials 

can quite possibly make the difference between a trial 

happening and it not happening: “it’s important that we’ve 

got public funding to initiate these projects” (A5-C2).  
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“ Would [the 

subsidy] be the 

determining factor as to 

whether the EV is a 

success or not? 

  No! 

  
 A4 

When discussing government funding, Plugged-in Places was more often than not grouped 

together with the EV consumer subsidy, and stronger feelings were often expressed 

towards the subsidy than to funding used to reduce the costs of installing charging 

infrastructure (i.e. Plugged-in Places). 

There was unanimous agreement among charge point 

providers that the EV subsidy would make a substantial 

difference to the industry. However, this should not be 

interpreted as a universal plea for funding. Whilst “this five 

grand is critical” (A2), particularly for car manufacturers, 

government funding was not deemed essential for the success 

of the industry by all interviewees. One interviewee was 

particularly vocal when it came to the discussion of the 

appropriate level of government involvement: 

“I’m a very, very strong believer in the market. The market ultimately 

makes the decision. Now, the market has decided that it needs electric 

vehicles. With or without subsidy, the market will deliver the electric 

vehicle to replace...fossil fuel cars... Prices will come down: with or 

without subsidy, it will not matter in the long run. I don’t think it is the 

role of government to basically interfere in markets” (A4).  

Nevertheless, if the government continues to actively support the development of a 

charging infrastructure then (perhaps understandably): “Great! I’ll love it!” (A4). Whilst this 

belief in the market was expressed pretty unambiguously in this instance, it was by no 

means a lone sentiment. “At the moment it seems that there’s a good appetite in the 

market...for electric vehicles...and hybrids, and of course the charging infrastructure is 

relevant *to both+” (A1). 

4.3.3 Policy and Regulatory Challenges 

The uncertainty that changes of policy within or between governments can cause could 

potentially have significant impacts on business, particularly in the case of new and 

emerging industries such as electric vehicles and EV charging infrastructure. This section 

discusses any potential regulatory or policy issues that the interviewees have encountered. 
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    A2 

4.3.3.1 The Change of Government 

One interviewee cited May’s change of government as a potential source of worry for the 

industry. He suggested that there was a concern that the level of commitment shown by 

the Labour Government, “was going to disappear with the Conservatives” (A2). However, 

this appears not to have been the case. During the course of 

this research, it was announced that the £5000 consumer 

subsidy would be maintained, although it was suggested during 

the interviews that this was part of an attempt to keep the 

manufacturing of EVs and EV technologies (i.e. car batteries) in 

the UK. “The way I see it is that... they were being pressed... to 

reassure the industry more than the public” (A5-C2). 

Significantly, the Coalition has not removed funding for Plugged-in Places, although it will 

be reassessed as part of the spending review being carried out in the autumn. “The first big 

Plugged-in Places tender was the Newcastle one, where they’re putting in 600 charging 

points. That tender was done...during the Labour Government but...the Conservatives have 

signed it off” (A2). One expectation was that in the long-term the Coalition may want to 

“try and push this into the private sector sooner...than the Labour Government would’ve 

done” (A2). 

4.3.3.2 Selling Electricity 

Reuben Power believes a “great advantage” (A4) over its competitors is its electricity 

supply licence, which all suppliers of electricity are legally required to have. In the case of 

POD Point, “when it comes to actually putting the POD in the ground and connecting it to 

the electricity, someone like EDF would do that” (A3). 

An interview with Westminster City Council revealed that “one of the big issues...is that the 

council is not allowed to sell electricity. There are laws in the UK that prevent local 

authorities from charging users” (B1). This goes some way towards explaining why the 

majority of charge points are currently dispensing electricity for free. This is certainly the 

case for council-controlled charge points across London, such as those in Westminster. 

When in future consumers are billed for the electricity they use it is expected that the 

companies that install the charge points will have to control the cash flows (B1).  
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visible. 
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4.3.3.3 Council Regulations 

Elektromotive, the company with the most products currently installed around the country, 

identified council regulation as an important issue: “*one of+ the challenges that the 

industry is faced with is actually...the permissions involved in getting them put in the 

street” (A2). The legal permission of the parking space needs to be changed – “quite a long 

process” (A2). Additionally, every parking space offering free parking for electric vehicles is 

lost revenue for the council; even if parking was not offered for free there are not currently 

enough EVs on the roads to guarantee a steady income. There’s also a concern around 

what type of activities councils ought to promote. 

“What some of the councils really don’t like is...if you’re providing this energy 

to people free at the moment... that’s taxpayers’ money going to pay for 

peoples’ driving, and that’s a fairly negative connotation” (A2). 

The move by the City of London to cease offering free parking to EV drivers is a clear 

example of this situation, that offering generous incentives to encourage EV uptake can 

conflict with other issues on councils’ agendas. 

4.3.4 Other Challenges 

4.3.4.1 Range Anxiety and Consumer Confidence 

Whilst range anxiety relates mainly to the battery technology (i.e. 

the distance that one full charge can carry the vehicles), as 

outlined above many interviewees felt that the ready availability 

of charging infrastructure could help assuage the fears of 

potential EV drivers. “A lot of the infrastructure going in at the 

moment is really primarily to reassure people and get over this 

anxiety problem” (A2). The job of early charging installations is 

therefore to increase consumers’ confidence in EVs as a 

technology that can compete with ICE vehicles. “Every time you 

put [in] a charging point you incite the acceptance of electric 

vehicles in that area” (A3). 
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The vicious circle mentioned above severely restricts the number of people that regard EVs 

as a feasible alternative. There was, however, strong agreement across all participants that 

this cycle can be broken, and that the infrastructure must be installed in order to allow 

greater market penetration of the vehicles. “The infrastructure must come first... Whether 

you are the chicken or the egg I don’t know but we are the infrastructure and we come 

first” (A4); “what is needed is some infrastructure to give people the confidence that they 

can buy an electric car. That infrastructure has to be installed ahead of demand” (C1). No 

participants were of the opinion that vehicle uptake should or could precede the 

infrastructure, although it was suggested that the two might co-evolve together (A3). 

The interviewee from Westminster City Council expressed the same sentiment: “people 

need to know that there is an accessible point where they’re going to go shopping or where 

they’re going to go doing their business... We felt we had to provide more points” (B1); 

“the reason for having these points is allaying fears” (A5-C2). 

4.4 Does Current Policy Adequately Address these Challenges? 

Currently, the two main policy tools are Plugged-in Places and the EV consumer subsidy. 

Interestingly, most interviewees spoke at greater length about the subsidy than Plugged-in 

Places, which often reflected the level of company involvement with Plugged-in Places. 

There was little or no agreement regarding how effectively current policy is addressing the 

challenges the industry faces, with participants giving wide-ranging responses to the issue. 

Again, the interviewee representing Elektromotive was of the belief that the government is 

“doing a lot” (A2). Plugged-in Places and the (retention of the) consumer subsidy were seen 

as positive moves for the industry, which would encourage charge point providers and 

promote the idea that the government is being supportive. As might be expected, there 

was a shared preference for the government “not to withdraw the £5000 subsidy” (A4), 

and a belief that the £230m committed by Labour would have gone a lot further than the 

amount the Coalition has pledged. “£43m still sounds like a lot of money...but you’re only 

talking about...eight and a half thousand cars. £230m is...five times more and...that would 

give the car industry a lot more comfort” (A5-C2). 

Tied to this was the view that greater government spending  generally would be a help to 

the industry. Increased spending would act as a catalyst for demand and make conditions 

more inviting for the private sector. “Government spending in the right directions will 
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“ The industry... 

would probably like 

regulation which 

says...in the minimum 

you should have your 

socket inspected by an 

electrician. 

  

      A2 

generate momentum. The more that happens, the more demand there is back on the 

government and others to invest in the technology” (A1).  

A need for goverment regulatory involvement was not strongly 

expressed. The kind of feeling expressed by the extract to the left 

was not specifically repeated by other interviewees, although the 

potential role of planning regulation was touched upon, albeit 

infrequently and very briefly (A2, B1). A possible role for 

government in standardising the 32A connector has been 

discussed although, as stated, there was not a widely shared belief 

that a standard will have to be dictated by a regulatory body. 

The role of RDAs was also raised briefly, where it was felt that there would be a degree of 

uncertainty around future funding decisions:  

“The only thing that is...slightly affecting it is the Regional Development 

Agencies.... There’s been...worry *that+ some of the funding is...being dropped. 

So some of the councils that we’ve been working with have...held back on their 

decision making, so it’s slowing the process” (A3). 

However, this was not a concern common to all interviewees, perhaps explained by the fact 

that only those companies associated with Plugged-in Places are likely to have had any 

direct involvement with the RDAs. The above extract does suggest, though, that decisions 

made by public bodies other than RDAs could be affected by their abolition, particularly 

where funding flows are involved. 

Towards the other end of the spectrum several interviewees – and not necessarily different 

ones from those quoted above – expressed the view that possible future changes in 

government policy are not a great source of concern. “I don’t think anyone’s necessarily 

waiting [to see what the government does+...From an infrastructure point of view we’ve 

found that everyone’s still very proactive and...pushing along” (A3). 

This attitude was present in two of the five companies interviewed, both businesses at 

quite different stages of development. In the case of one participant this preference for a 

more hands-off style of policymaking seemed to stem from much deeper political beliefs 

about the relationship between the state and economic freedoms. “I don’t think we need 
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any money from the government. Definitely, [we are] not seeking for money from the 

government” (A4). 

However, financial assistance aside, “*we+ would appreciate if the government would say 

more good things about electric vehicles, would talk more about the infrastructure...would 

encourage and create more awareness of electric vehicles” (A4). This highlights the fact 

that the job for policymakers is not simply to fix financial arrangements in order to tempt 

the private sector, but also to increase the public’s knowledge of alternative technologies 

as well. This is especially the case when the success of a low carbon technology depends 

upon consumers’ perceptions of it and consequent readiness to accept it. “The government 

should basically promote it by creating more and more awareness” (A4). 

4.5 What are the Prospects for the Successful Creation of an EV Charging Infrastructure? 

There was unanimous agreement among interviewees from charge point providers that the 

installation of electric vehicle infrastructure would continue into the future, a view 

mirrored by Westminster City Council: “We have support from the council as a whole and 

from *MPs+ as well and from the public... There is a momentum” (B1). This confident 

outlook was supported by a strong agreement that the 

growth of interest in and uptake of the electric vehicles 

upon which the industry relies would continue. “Yeah *the 

prospects] are good. Certainly in the near- to medium-term 

it’s very good. *There is] lots of indication that the demand 

for them is definitely going to significantly increase” (A1); 

“the expectation is the demand will be there” (A2). 

However, interviewees were noticeably less confident about 

the timescale over which widespread consumer acceptance of EVs might occur. One 

participant suggested that this was partly due to the length of time it takes for regulation to 

be introduced (with regards to 32A socket standardisation): “These things take years to 

happen. Regulation in any industry takes a long time” (A2). The importance of ensuring any 

public infrastructure will eventually have the capability to charge EVs at 32A was 

underscored by the energy company representative: “Slow-charging at 13A [with] public 

infrastructure...we can’t see that ever being viable” (C1). 
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There was moderate agreement (3/5) that this optimism about the growth of the industry 

will be dependent upon technical improvements being made to the vehicles, battery 

capacity in particular. “Certainly the limiting factor with electric vehicles these days...all 

comes down to the battery technology” (A1). Confidence with regard to battery 

technologies was more varied and less universally positive than with regard to the industry 

generally. On one hand: “the one big challenge...is the battery technology. Everything else 

is so well developed...*but+ the one thing you can’t do is actually get the energy density in 

the batteries...to get a long enough range” (A5-C2), but on the other: “battery technology 

will continue to improve” (A2); “As charge rates go up and as more energy per hour is 

pumped into the car then the business models start to look more attractive” (C1). 

The relationship between increasing production 

volumes in future and falling EV prices was 

recognised, and deemed significant for the 

future development of the industry. “I think the 

issue in the short term is the volume of vehicles 

is not there... *They’re+ not being manufactured 

in *sufficient+ volumes” (A2). 

This fact also emphasises how EVs will have to compete with conventional vehicles on 

terms established by the industry over the course of a century, which will be difficult “until 

a battery pack for an electric vehicle has the same amount of energy stored in it for volume 

and weight as a typical full tank of petrol...*and+ we’re at least ten years away from that” 

(A1). For reference, Figure 4.1, taken from Part I of the King Review, shows the energy 

storage properties of EV batteries in comparison to other fuel types, including petrol, 

ethanol and hydrogen.  
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 Figure 4.1 – Illustrative Energy Density of Some Fuel Types 

 
Source: HM Government, 2007b 

Section 4.5 described the varied views of charge point providers towards government 

involvement in the industry; but, as we have seen, the same interviewees expressed 

confidence when asked about the industry’s future. Whilst this may appear contradictory, 

it is likely to reflect different beliefs about what is the best method to go about establishing 

a charging infrastructure. A number of extracts above have shown the extent of the 

difference between what interview participants regard as the appropriate level of 

government involvement. 

The role of policy is therefore unclear. Whilst the mood within the industry is buoyant, this 

should not be seen unequivocally as resulting from effective policy decisions. We have seen 

that there is a strong feeling that progress will be made irrespective of these decisions, and 

that the industry will continue to press onwards (A3, A4). 

Neither, however, should the role of policy be downplayed. The recent confirmation that 

the consumer subsidy will be maintained, and that Plugged-in Places funding will not be 

withdrawn, has helped to address the concerns of some of the companies interviewed (A1, 

A2), but there was nevertheless a feeling that private sector takeover is “a way away” (A2). 

4.5.1 The Role of Expectations 

Foxon et. al. (2005) argue that ‘expectations and knowledge about future markets are vital 

at all stages of the innovation process’, and that ‘expectations of the emergence of a 
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commercial market build momentum for near-commercial technologies’ (both p. 2133). We 

have seen that there is a strong belief in the emergence of a viable charge point industry, 

whichever way it is created and whatever the level of policy involvement. 

A convergence of expectations for the prospects of the industry suggests that this may 

‘build momentum’, and lead to the successful establishment of both electric vehicles and 

the infrastructure required to support them. “Technically, now, we’re in a much stronger 

position. I think, politically, we’re in a much more advantageous position to support the 

vehicles... There’s a much wider public appreciation of environmental issues” (A5-C2); “our 

view is that electric vehicles will become mainstream” (A4). 

4.6 A Review of the Process 

This section provides a brief review and critique of the process of data collection. Many 

companies could only be contacted through generic email addresses, which meant that it 

was impossible to control who responded, and individuals contacted by name were not 

always available. It became clear that conducting the research at the height of the holiday 

season created extra difficulties, which may have been easily avoided by doing it slightly 

earlier in the year, perhaps May or June instead of August. A consequence of this was that 

interviewees often occupied very different roles within their organisation, and a concern 

was that this may have made comparing results harder. However, bringing together many 

different perspectives may have had the effect of giving a greater range of expertise and 

opinions to the results than would otherwise have been the case. 

Carrying out research into government policy during an uncommonly volatile political 

period (i.e. a general election) is extremely difficult. Large changes, such as the removal of 

documents that were previously policy centrepieces (e.g. from the DfT website), creates an 

enormous amount of uncertainty. Finding clear information about new policy directions 

was as difficult, if not more so, than learning about old ones. 

Possessing a greater understanding of the technology of vehicle recharging from the outset 

would have been an advantage. Unfortunately, this knowledge was picked up somewhat 

piecemeal throughout the process, which meant that some technical aspects of the 

charging technology were perhaps not as thoroughly addressed in the interviews as they 

may have been.  
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Conclusion

The overarching aim of this dissertation was to answer the question: Is current government 

policy likely to stimulate the creation of an electric vehicle charging infrastructure? It was 

divided into three separate research objectives, where were: 

1. To identify the current challenges that the industry faces. 

2. To ascertain whether, in the view of companies that provide electric vehicle 

charging infrastructure, current policy adequately addresses these challenges. 

3. To ascertain what, in the view of these companies, are the prospects for the 

successful creation of an electric vehicle charging infrastructure. 

A number of key challenges (1) were identified in the previous chapter, of which the most 

salient are the financial and technical aspects of the industry. These two areas are very 

closely interwoven and are strongly influenced by a number of factors, particularly the level 

of demand – or anticipated demand – for EVs and EV charging infrastructure into the 

future. Within these categories, two issues are particularly prominent: business models 

that allow companies to make a profit from the installation and operation of charge points, 

and standardisation, so that charge points can be installed without fear of obsolescence. 

As regards (2) we have seen that there is not a strong feeling among charge points 

companies that it is the responsibility of the government to ensure standardisation. In fact, 

any plug-socket regulation would be carried out at a European level. Many participants felt 

that an industry-agreed standard would be more appropriate than regulation from 

government. With reference to business models, there is a feeling among charge point 

providers that the role of policymakers is to promote EVs in order to increase the demand 

for their products. There is also an expectation that electricity prices will have to rise in 

order for the sale of electricity to EVs to become a self-sustaining enterprise. Satisfaction 

with policy involvement so far, such as Plugged-in Places and the EV consumer subsidy, is 

generally high and, although there is a belief that more could have been done, policy is 

seen as supporting the young industry effectively. 

In the views of charge point providers, the prospects for the successful creation of an EV 

charging infrastructure (3) are good. However, this was a belief shared by many of the 

interviewees, regardless of their attitudes towards current policy. This suggests that the 
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optimism expressed by many of them is not a result of the implementation of effective 

policy, but rather of their strong beliefs in the future of electric vehicles. The EV subsidy is 

regarded as an extremely important part of current policy, and a highly significant factor 

influencing the rate of the industry’s future development. 

These conclusions imply that an electric vehicle charging infrastructure may well be created 

in future. However, whether this will have been as a consequence of government policy is 

unclear. Whilst public sector involvement, through schemes such as Plugged-in Places and 

the EV consumer subsidy, has supported it, there is a feeling within the industry that it is 

moving forwards regardless of policy. Despite this confidence, or perhaps because of it, it 

appears likely that policy will have an impact more on the rate of charge point deployment 

than on whether it fundamentally happens or not. For this reason, it appears fair to say 

that current government policy is likely stimulate the creation of an electric vehicle 

charging infrastructure, but the extent to which it will do so is difficult to predict. 

  



 

- 58 - 

References

Åhman, M. (2004), Government policy and the development of electric vehicles in Japan, 

Energy Policy, 34(4): 433-443. 

Arthur, W.B. (1989), Competing technologies, increasing returns, and lock-in by historical 

events, The Economic Journal, 99: 116-131. 

BBC News (2010), Budget: Regional Development Agencies to be Scrapped, BBC News Online, 

[online], available at: http://www.bbc.co.uk/news/10391326, [accessed 10th August 

2010]. 

birminghamrecycled (2010), Bullring Unveils First Public Power Points for Electric Cars in 

Birmingham, [online], available at: http://www.birminghamrecycled.co.uk/energy/ 

bullring-unveils-first-public-power-points-for-electric-cars-in-birmingham, [accessed 

28th July 2010].

CABLED (2010a), Ultra Low Carbon Car Trials within Coventry and Birmingham, [online], 

available at: http://cabled.org.uk, [accessed 28th July 2010]. 

CABLED (2010b), UK’s Largest Electric Vehicles Trial – First Findings, [online], available at: 

http://cabled.org.uk/press-download/uk-s-largest-electric-vehicle-trial-first-

findings, [accessed 8th August 2010].  

Canelli, G.B. (1974), Traffic Noise Pollution in Rome, Applied Acoustics, 7(2). 

Cenex (2010), Centre of Excellence for Low Carbon and Fuel Cell Technologies, [online], 

available at: http://www.cenex.co.uk, [accessed 8th August 2010]. 

Central Office of Information (2010), Green Light to Ultra Low Carbon Car Consumer 

Incentive, [online], available at: http://nds.coi.gov.uk/clientmicrosite/Content/ 

Detail.aspx? ClientId=202&NewsAreaId=2&ReleaseID=414706&SubjectId=36, 

[accessed 8th August 2010]. 

City of London (2008), City of London Ends Parking Trial for Electric Cars, [online], available 

at http://www.cityoflondon.gov.uk/Corporation/media_centre/files2008/City+of+ 

London+ends+parking+trail+for+electric+cars.htm, [accessed 28th July 2010]. 

http://www.bbc.co.uk/news/10391326
http://www.birminghamrecycled.co.uk/energy/%20bullring-unveils-first-public-power-points-for-electric-cars-in-birmingham
http://www.birminghamrecycled.co.uk/energy/%20bullring-unveils-first-public-power-points-for-electric-cars-in-birmingham
http://cabled.org.uk/
http://cabled.org.uk/press-download/uk-s-largest-electric-vehicle-trial-first-findings
http://cabled.org.uk/press-download/uk-s-largest-electric-vehicle-trial-first-findings
http://www.cenex.co.uk/
http://nds.coi.gov.uk/clientmicrosite/Content/%20Detail.aspx
http://nds.coi.gov.uk/clientmicrosite/Content/%20Detail.aspx
http://www.cityoflondon.gov.uk/Corporation/media_centre/files2008/City+of+%20London+ends+parking+trail+for+electric+cars.htm
http://www.cityoflondon.gov.uk/Corporation/media_centre/files2008/City+of+%20London+ends+parking+trail+for+electric+cars.htm


References 

- 59 - 

Climate Change Committee (2010), Meeting Carbon Budgets – Ensuring a Low-Carbon 

Recovery, London: Climate Change Committee. 

Coventry City Council (2010), A Tale of Two Cities: Coventry and Birmingham Charging 

Ahead with Electric Car Network, [online], available at: 

http://www.coventry.gov.uk/ ccm/content/city-development-directorate/ 

regeneration-services/city-businesss/ main-stories/a-tale-of-two-cities-coventry-

and-birmingham-charging-ahead-with-electric-car-network.en, [accessed 28th July]. 

Cowan, R., and Hultén, S. (1996), Escaping lock-in: the case of the electric vehicle, 

Technological Forecasting and Social Change, 53(1): 61-79. 

David, P. (1985), Clio and the economics of QWERTY, The American Economic Review, 75: 

332-337. 

Denscombe, M. (2007), The Good Research Guide for Small-Scale Social Research Projects, 

Maidenhead: Open University Press. 

Department for Business, Enterprise and Regulator Reform and Department for Transport 

(2008), Investigation into the Scope for the Transport Sector to Switch to Electric 

Vehicles and Plug-in Hybrid Vehicle. A Report by Cenex, [online], available at: 

http://www.bis.gov.uk/files/file48653.pdf, [accessed 8th August 2010]. 

Department for Business, Innovation and Skills (2009), The UK Strategic Investment Fund – 

Interim Report, [online], available at: http://www.berr.gov.uk/files/file53157.pdf, 

[accessed 8th August 2010]. 

Department for Transport (2007), Low Carbon Innovation Strategy, [online], available at: 

http://www.dft.gov.uk/pgr/scienceresearch/technology/lctis/lctisdocpdf.pdf, 

[accessed 8th August 2010]. 

Department for Transport (2009a), Ultra-Low Carbon Cars: Next Steps on Delivering the 

£250 million Consumer Incentive Programme for Electric and Plug-In Hybrid Cars, 

[online], available at: http://www.dft.gov.uk/adobepdf/163944/ulcc.pdf, [accessed 

8th August 2010]. 

Department for Transport (2009b), Low Carbon Transport: A Greener Future, London: 

HMSO. 

http://www.coventry.gov.uk/%20ccm/content/city-development-directorate/%20regeneration-services/city-businesss/%20main-stories/a-tale-of-two-cities-coventry-and-birmingham-charging-ahead-with-electric-car-network.en
http://www.coventry.gov.uk/%20ccm/content/city-development-directorate/%20regeneration-services/city-businesss/%20main-stories/a-tale-of-two-cities-coventry-and-birmingham-charging-ahead-with-electric-car-network.en
http://www.coventry.gov.uk/%20ccm/content/city-development-directorate/%20regeneration-services/city-businesss/%20main-stories/a-tale-of-two-cities-coventry-and-birmingham-charging-ahead-with-electric-car-network.en
http://www.bis.gov.uk/files/file48653.pdf
http://www.berr.gov.uk/files/file53157.pdf
http://www.dft.gov.uk/pgr/scienceresearch/technology/lctis/lctisdocpdf.pdf
http://www.dft.gov.uk/adobepdf/163944/ulcc.pdf


References 

- 60 - 

Department of Energy and Climate Change (2010), Statistical Release – UK Climate Change 

Sustainable Development Indicator: 2009 Greenhouse Gas Emissions, Provisional 

Figures and 2008 Greenhouse Gas Emissions, Final Figures by Fuel Type and End 

User, [online], available at: http://www.decc.gov.uk/assets/decc/statistics/climate_ 

change/1_20100325084241_e_@@_ghgnationalstatsrelease.pdf, [accessed 10th 

August 2010]. 

Department of Trade and Industry (2002), Energy Consumption in the UK, London: 

Department of Trade and Industry. 

Dosi, G. (1982), Technological paradigms and technological trajectories: a suggested 

interpretation of the determinants and directions of technical change, Research 

Policy, 11(3): 147-162. 

E4tech (2007), A Review of the UK Innovation System for Low Carbon Road Transport 

Technologies: A Report for the Department for Transport, [online], available at: 

http://www.dft.gov.uk/pgr/scienceresearch/technology/lctis/e4techlcpdf.pdf, 

[accessed 14th August 2010]. 

East of England Development Agency (2010), Plugging the ‘Electric Vehicle Economy’ into 

the East of England, [online], available at http://www.eeda.org.uk/files/Plugged_ 

in_Places_briefing.doc, [accessed 8th August 2010]. 

Elektromotive (2010), Elektromotive Leads the Way in Ireland’s EV Revolution, [online], 

available at: http://www.elektromotive.com/html/news-story.php?news_id=58, 

[accessed 5th August 2010]. 

EUROPA (2010), Towards a European Common Charger for Electric Vehicles, [online], 

available at: http://europa.eu/rapid/pressReleasesAction.do?reference=IP/10/ 

857&format=HTML&aged=0&language=EN&guiLanguage=en, [accessed 27th 

August 2010]. 

Fagerberg, J. (2002), A Layman’s Guide to Evolutionary Economics, TIK Working Paper No. 

17, Centre for Technology, Innovation and Culture, Oslo, [online], available at: 

http://citeseerx.ist.psu.edu/viewdoc/download?doi=10.1.1.8.104&rep=rep1&type

=pdf, [accessed 14th August 2010]. 

http://www.decc.gov.uk/assets/decc/statistics/climate_%20change
http://www.decc.gov.uk/assets/decc/statistics/climate_%20change
http://www.dft.gov.uk/pgr/scienceresearch/technology/lctis/e4techlcpdf.pdf
http://www.eeda.org.uk/files/Plugged_%20in_Places_briefing.doc
http://www.eeda.org.uk/files/Plugged_%20in_Places_briefing.doc
http://www.elektromotive.com/html/news-story.php?news_id=58
http://europa.eu/rapid/pressReleasesAction.do?reference=IP/10/
http://citeseerx.ist.psu.edu/viewdoc/download?doi=10.1.1.8.104&rep=rep1&type=pdf
http://citeseerx.ist.psu.edu/viewdoc/download?doi=10.1.1.8.104&rep=rep1&type=pdf


References 

- 61 - 

Fagerberg, J. (2005), Innovation: A Guide to the Literature, in Fagerberg, J., Mowery, D., 

and Nelson, R. (eds.), The Oxford Handbook of Innovation, Oxford: Oxford 

University Press. 

Flick, U. (1998), An Introduction to Qualitative Research, London: Sage Publications. 

Foreman-Peck, J.S. (1996), ‘Technological lock-in’ and the power source for the motor car, 

Oxford University Economic and Social Series, [online], available at: http:// 

econpapers.repec.org/paper/nufesohwp/_5f007.htm, [accessed 29th July 2010]. 

Foxon, T., Gross, R., Chase, A., Howes, J., Arnall, A. and Anderson, D. (2005), UK innovation 

systems for new and renewable energy technologies: drivers, barriers and system 

failures, Energy Policy, 33(16): 2123-2137. 

Foxon, T. (2007), Technological Lock-In and the Role of Innovation, in Atkinson, G., Dietz, S., 

and Neumayer, E. eds., Handbook of Sustainable Development, Cheltenham: 

Edward Elgar. 

Foxon, T. and Pearson, P. (2008), Overcoming barriers to innovation and diffusion of 

cleaner technologies: some features of a sustainable innovation policy regime, 

Journal of Cleaner Production, 16(1:1): S148-S161. 

Freeman, C. (1987), Technology Policy and Economic Performance: Lessons from Japan, 

London: Frances Pinter. 

Freeman, C., Clark, J. and Soete, L. (1982) Unemployment and Technical Innovation: A Study 

of Long Waves and Economic Development, London: Frances Pinter. 

Grubb, M. (2004), Technology innovation and climate change policy: an overview of issues 

and options, Keio Economic Studies, 41(2): 103-132. 

HM Government (2007a), Meeting the Energy Challenge - A White Paper on Energy, 

London: HMSO. 

HM Government (2007b), The King Review of Low-Carbon Cars. Part I: The Potential for CO2 

Reductions, London: HMSO. 

HM Government (2008a), Climate Change Act 2008 (c.27), London: HMSO. 

HM Government (2008b), The King Review of Low-Carbon Cars. Part II: Recommendations 

for Action, London: HMSO. 



References 

- 62 - 

HM Government (2009a), Ultra-Low Carbon Vehicles in the UK, [online], available at: 

http://www.berr.gov.uk/files/file51017.pdf, [accessed 8th August 2010]. 

HM Government (2009b), The UK Low Carbon Industrial Strategy, London: TSO. 

HM Government (2009c), The UK Low Carbon Transition Plan: National Strategy for Climate 

and Energy, London: TSO. 

HM Government (2010), The Coalition: Our Programme for Government, London: Cabinet 

Office. 

House of Commons (2007), Energy Security, [online], available at http://www.parliament 

.uk/documents/commons/lib/research/rp2007/rp07-042.pdf, [accessed 12th 

August 2010]. 

hybridandelectriccars.co.uk (2010), Plugged-In Places, [online], available at: 

http://www.hybridandelectriccars.co.uk/news/468985/pluggedin_places.html, 

[accessed 8th August 2010]. 

Jha, A. (2008), Energy Security ‘More Important than Climate Change’, The Guardian, 

[online], available at http://www.guardian.co.uk/environment/2008/sep/17/ 

renewableenergy.fossilfuels, [accessed 12th August 2010]. 

JourneyOn (2010), Electric Vehicle Charging Points, [online], available at 

http://www.journeyon.co.uk/car_98.asp, [accessed 16th July 2010]. 

Keats, D.M. (2000), Interviewing: A Practical Guide for Students and Professionals, 

Buckingham, Open university Press. 

Kemp, R., Schot, J., Hoogma, R. (1998), Regime shifts to sustainability through processes of 

niche formation: the approach of strategic niche management, Technology Analysis 

and Strategic Management, 10(2): 175-195. 

Kline, S.J. and Rosenberg, N. (1986), An Overview of Innovation, in Landau, R. and 

Rosenberg, N. (eds.), The Positive Sum Strategy: Harnessing Technology for 

Economic Growth, Washington, DC: National Academic Press. 

London European Partnership for Transport (2010), DfT Selects 'Lead Places' for Plugged-In 

Places Scheme, [online], available at: http://www.londoncouncils.gov.uk 

/lept/news/ news.htm?pk=989, [accessed 8th August 2010]. 

http://www.berr.gov.uk/files/file51017.pdf
http://www.hybridandelectriccars.co.uk/news/468985/pluggedin_places.html
http://www.guardian.co.uk/environment/2008/sep/17/%20renewableenergy.fossilfuels
http://www.guardian.co.uk/environment/2008/sep/17/%20renewableenergy.fossilfuels
http://www.journeyon.co.uk/car_98.asp


References 

- 63 - 

Lundvall, B-Å. (1985), Product Innovation and User-Producer Interaction, Industrial 

Development, Research Series 31, Aalborg: Aalborg University Press. 

Madslien, J. (2010), Cable Puts Brakes on UK Car Industry, BBC News Online, [online], 

available at: http://www.bbc.co.uk/news/10465119, [accessed 8th August 2010]. 

Mason, J. (2002), Qualitative Researching, London: Sage Publications. 

Mayor of London (2009a), An Electric Vehicle Delivery Plan for London, London: Greater 

London Authority. 

Mayor of London (2009b), London’s Electric Vehicle Infrastructure Strategy: Draft for 

Consultation, London: Greater London Authority. 

Mayor of London (2010), Clearing the Air: The Mayor’s Draft Air Quality Strategy for Public 

Consultation, London: Greater London Authority. 

McGrath, R.N. (1999), Effect of incumbency and R&D affiliation on the legitimation of 

electric vehicle technologies, Technological Forecasting and Social Change, 60(3): 

247-262. 

Nelson, R., and Winter, S. (1982), An Evolutionary Theory of Economic Change, Cambridge, 

MA: Harvard University Press. 

One North East (2010a), North East England Plugs in to Funding for Electric Vehicle 

Charging Points, [online], available at: http://www.onenortheast.co.uk/page/news/ 

article.cfm?articleId=4397, [accessed 8th August 2010]. 

One North East (2010b), North East Drivers Switched on by Electric Vehicle Trials, [online], 

available at: http://www.onenortheast.co.uk/page/news/article.cfm? 

articleId=4525, [accessed 21st August 2010]. 

Perkins, R. (2003), Technological “lock-in”, International Societyfor Ecological Economics 

Internet Encyclopaedia of Ecological Economics, [online], available at: 

http://www.ecoeco.org/pdf/techlkin.pdf, [accessed 12th August 2010]. 

Romm, J. (2006), The car and fuel of the future, Energy Policy, 34(17): 2609-2614. 

Sapsford, R. & Jupp, V., eds. (1996) Data Collection and Analysis, London: Sage Publications. 

http://www.bbc.co.uk/news/10465119
http://www.onenortheast.co.uk/page/news/%20article.cfm?articleId=4397
http://www.onenortheast.co.uk/page/news/%20article.cfm?articleId=4397
http://www.onenortheast.co.uk/page/news/article.cfm?%20articleId=4525
http://www.onenortheast.co.uk/page/news/article.cfm?%20articleId=4525
http://www.ecoeco.org/pdf/techlkin.pdf


References 

- 64 - 

Schumpeter, J. (1934), The Theory of Economic Development, Cambridge, MA: Harvard 

University Press. 

Scott, R. (2010), Electric Car Subsidy Spared Cuts by Government, BBC News Online, 

[online], available at: http://www.bbc.co.uk/news/business-10783287, [accessed 

8th August 2010]. 

Stern, N. (2006), Stern Review on the Economics of Climate Change, London: HM Treasury. 

Suglia, S.F, Gryparis, A., Schwartz, J. and Wright, R.J. (2008), Association between traffic-

related black carbon exposure and lung function among urban women, 

Environmental Health Perspectives, 116(10): 1333-1337. 

Technology Strategy Board (2007), Low Carbon Vehicles Innovation Platform, [online], 

available at: http://www.bis.gov.uk/files/file41443.pdf, [accessed 8th August 

2010]. 

Technology Strategy Board (2009), Press Release – West Midlands Consortium Wins Bid in 

Pioneering Programme to Put Electric Cars on UK Roads, [online], available at 

http://cabled.org.uk/press-download/tsb-launch-release, [accessed 8th August 

2010]. 

Technology Strategy Board (2009a), £25m Trial Puts Electric Cars on UK Streets, [online], 

available at: http://www.innovateuk.org/_assets/pdf/press-

releases/national%20release%20lcv.pdf, [accessed 8th August 2010]. 

Technology Strategy Board (2009b), Low Carbon Vehicles Innovation Platform, [online], 

available at: http://www.innovateuk.org/_assets/pdf/Corporate-

Publications/LowCarbonVehicles2ndedition_Sept09.pdf, [accessed 8th August 

2010]. 

Technology Strategy Board (2010), Innovation Platforms, [online], available at 

http://www.innovateuk.org/ourstrategy/innovationplatforms.ashx, [accessed 8th 

August 2010]. 

Transport & Environment (2009), How to Avoid an Electric Shock. Electric Cars: From Hype 

to Reality, Brussels: European Federation for Transport and Environment AISBL. 

Unruh, G. (2000), Understanding carbon lock-in, Energy Policy, (28)12: 817-830. 

http://www.bbc.co.uk/news/business-10783287
http://www.bis.gov.uk/files/file41443.pdf
http://cabled.org.uk/press-download/tsb-launch-release
http://www.innovateuk.org/_assets/pdf/press-releases/national%20release%20lcv.pdf
http://www.innovateuk.org/_assets/pdf/press-releases/national%20release%20lcv.pdf
http://www.innovateuk.org/ourstrategy/innovationplatforms.ashx


References 

- 65 - 

Unruh, G. (2002), Escaping carbon lock-in, Energy Policy, (30)4: 317-325. 

van Bree, B., Verbong, G.P.J. and Kramer, G.J (2010), A multi-level perspective on the 

introduction of  hydrogen and battery-electric vehicles, Technological Forecasting 

and Social Change, 77(4): 529-540. 

Vaughn, A. (2010a), UK government blocking green car take-up, say electric vehicle makers, 

The Guardian, [online], available at http://www.guardian.co.uk/environment/ 

2010/jul/01/green-car-electric-vehicle-makers, [accessed 8th August 2010]. 

Vaughn, A. (2010b), UK Electric Car Grant Scheme ‘Cut by 80%’, [online], available at: 

http://www.guardian.co.uk/environment/2010/jul/28/electric-car-grant-scheme, 

accessed 8th August 2010]. 

Vidal, J. (2010), London Air Pollution ‘Worst in Europe’, The Guardian, [online], available at: 

http://www.guardian.co.uk/environment/2010/jun/25/london-air-pollution-

europe, [accessed 12th August 2010]. 

Westminster City Council (2009), Understanding Existing Electric Vehicle Recharging 

Infrastructure, Vehicles Available on the Market and User Behaviour and Profiles, 

London: Westminster City Council. 

Westminster City Council (2010), Electric Vehicles & Car Clubs, [online], available at: 

http://www2.westminster.gov.uk/services/environment/greencity/sustainable-

residents/sustainable-travel/electric-vehicles, [accessed 29th June 2010]. 

Wicks, M. (2009), Energy Security: A National Challenge in a Changing World, London: BIS 

Publications. 

Windrum, P. (1999), Unlocking a lock-in: towards a model of technological succession, 

MERIT Research Memoranda, [online], available at: http://www.merit.unu.edu/ 

publications/rmpdf/1999/rm1999-010.pdf, [accessed 12th August 2010]. 

Wjst, M., Reitmeir, P., Dold, S., Wulff, A., Nicolai, T., von Loeffelholz-Colberg, E.F., and von 

Mutius, E., (1993), Road traffic and adverse effects on respiratory health in 

children, British Medical Journal, 307(6904): 596-600. 

 

  

http://www.guardian.co.uk/environment/%202010/jul/01/green-car-electric-vehicle-makers
http://www.guardian.co.uk/environment/%202010/jul/01/green-car-electric-vehicle-makers
http://www.guardian.co.uk/environment/2010/jul/28/electric-car-grant-scheme
http://www.guardian.co.uk/environment/2010/jun/25/london-air-pollution-europe
http://www.guardian.co.uk/environment/2010/jun/25/london-air-pollution-europe
http://www2.westminster.gov.uk/services/environment/greencity/sustainable-residents/sustainable-travel/electric-vehicles
http://www2.westminster.gov.uk/services/environment/greencity/sustainable-residents/sustainable-travel/electric-vehicles
http://www.merit.unu.edu/%20publications/rmpdf/1999/rm1999-010.pdf
http://www.merit.unu.edu/%20publications/rmpdf/1999/rm1999-010.pdf


 

- 66 - 

Appendices

Appendix I: CABLED Correspondence 

From: Cabled <Cabled@arup.com> 
To: tom.wats@gmail.com 
 
Date: 6 August 2010 15:40 
Subject: RE: Message from cabled.co.uk website 
mailed-by: arup.com 
Signed by: arup.com 
 
Tom, 
 
We will install a total of 36 public charging points. We have currently installed 18, the rest 
should be in place over the next couple of months. 
 
Regards, 
 
Christina Fell 
Senior Engineer 
 
Arup 
Arup Campus  Blythe Valley Park  Solihull  B90 8AE  
t +44 121 213 3000  d +44 121 213 3329  
f +44 121 213 3302 
www.arup.com 
 

-----Original Message----- 
From: cabled@mx1.mutinydesign.co.uk [mailto:cabled@mx1.mutinydesign.co.uk] 
Sent: 06 August 2010 15:16 
To: Cabled 
Subject: Message from cabled.co.uk website 
 
First Name: Tom 
Surname: Watson 
Email: tom.wats@gmail.com 
Message: 
Hello - I'm an MSc student doing a dissertation on EV infrastructure. 
 
Could you please tell me how many public charge points are currently available as part of 
the CABLED project? 
 
Assuming they are not all in place yet, could you tell me how many you hope to install as 
part of the trial? 
 
Tom Watson  
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Appendix II: Park and Power E-mails 
 
From: Tom Watson <t.watson@uclmail.net> 
To: sales@parkandpower.co.uk 
 
Date: 28 July 2010 19:12 
Subject :tInterview Request 
mailed-by: gmail.com 
 
Dear Sir/Madam, 
  
I am a postgrad at Exeter University writing a dissertation on electric vehicle infrastructure 
in the UK, with a focus on the link between current policy and the likelihood of investment 
by private companies. 
  
As a leading company in this field, the views of Park and Power on this issue are of 
particular interest, especially given the plans from the Mayor's office to build thousands of 
charge points across London, and the news, announced just today, that the coalition 
intends to retain (albeit on a smaller scale) the EV consumer subsidy. I am writing to ask 
whether anyone at Park and Power would be able to spare around half an hour for an 
informal chat on the phone so that I might learn a bit about the experiences the company is 
having.  
  
I'll be interviewing a number of individuals at both public organisations and private 
companies and while there are a few key questions I'd like to ask, generally my aim is to 
allow interviewees to talk freely on the issues they feel most comfortable with. 
  
I'd be most grateful if this email could be forwarded on to an appropriate person. Please 
feel free to contact me should you need any clarification or if you have any questions. 
  
 Best regards, 
  
Tom Watson 
07800530965 
t.watson@uclmail.net 
 

From: Tom Watson <t.watson@uclmail.net> 
To: mark@parkandpower.co.uk 
 
Date: 4 August 2010 11:20 
Subject: Interview Request 
mailed-bygmail.com 
 
Dear Mark, 
  
I am a postgrad at Exeter University writing a dissertation on electric vehicle infrastructure 
in the UK. I was advised to contact you on this email address by a receptionist. 
  
As a leading company in this field, the views of Park and Power on this issue are of 
particular interest, especially given the plans from the Mayor's office to build thousands of 
charge points across London, and the news, announced just recently, that the coalition 
intends to retain (albeit on a smaller scale) the EV consumer subsidy. I am writing to ask 
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whether you would be able to spare around half an hour for an informal chat on the phone 
so that I might learn a bit about the experiences the company is having.  
  
I'll be interviewing a number of individuals at both public organisations and private 
companies and while there are a few key questions I'd like to ask, generally my aim is to 
allow interviewees to talk freely on the issues they feel most comfortable with. 
 
 Best regards, 
  
Tom Watson 
07800530965 
t.watson@uclmail.net  
Reply Forward 
 
 Reply |Tom Watson to richard, mark  
 

From: Tom Watson <t.watson@uclmail.net> 
To: mark@parkandpower.co.uk, 
richard@parkandpower.co.uk 
 
Date: 12 August 2010 09:56 
Subject :Fwd: Interview Request 
mailed-bygmail.com 
 
Dear Mark and/or Richard, 
  
Apologies if I seem to be nagging. I have tried calling but you've both been unavailable. 
Further to my previous emails (see below), I understand this is a busy time of year and that 
you may both have too much going on to spare the time. However, if this is the case I 
would be extremely grateful if you could drop me an email just to let me know. 
  
If you are able to spare half an hour on the phone it would be greatly appreciated. Please 
let me know and we can arrange a suitable time. 
  
 Regards 
  
Tom Watson 
t.watson@uclmail.net 
07800530965 
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Appendix III: Transcriptions/Interview Notes 
 
 

 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 



Appendices 

- 70 - 

 
 
 
 
 

 
 
 
 
 



Appendices 

- 71 - 

 
 
 
 
 

 
 
 
 
 



Appendices 

- 72 - 

 
 
 
 
 

 
 
 
 
 



Appendices 

- 73 - 

 
 
 
 
 

 
 
 
 
 



Appendices 

- 74 - 

 
 
 
 
 

 
 
 
 
 



Appendices 

- 75 - 

 
 
 
 
 

 
 
 
 
 



Appendices 

- 76 - 

 
 
 
 
 

 
 
 
 
 



Appendices 

- 77 - 

 
 
 
 
 

 


