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A systematic review of the evidence on plug-in electric vehicle user

experience

Plug-in electric vehicles (PEV), comprising both battery and plug-in hybrid
electric vehicles (BEVs and PHEVS), are innovations central to the low-carbon
mobility transition.Despite this, there has not been a review of users’ experiences

of them; we address this through this systematic review. Of 6,492 references
located from diverse sourcesesynthesised and thematically organised findings
from 75. We found a wide range of themes relating to user experiences,
characterised broadly under driving and travel behaviours, interactions with the
vehicle and subjective aspects of the user experience. Most of the evidence
pertained to BEVs. Specific findings were as follows. The limited electric range
of the BEV was not debilitating and users valued the limited electric-only range
in PHEVSs. In terms of journey-making, BEVs caniifito users’ lives. Regarding
interactions with specific vehicle attributes, regenerative braking and low noise
were very popularly received, although the in-vehicle instrumentation not
universally so. Users freely offered wide-ranging improvements for future
vehicles. There were important symbolic and social aspects of user experience.
Themes relating to the former included environmentalism, futurism, and
status/identity; to the latter, social influence and gender-distinct experiences.
Overall, we qualifiedly conclude that PEVs can play an effective role in the
transition theycan meet users’ travel needs satisfactorily, thereby being

acceptable to them, and are used at least as intensively as conventionally-fuelled
vehicles, being an effective substitute away from more energy-intensive vehicle

mileage.(232 wor ds)

Keywords: plug-in electric vehicl@lug-in hybrid electric vehicle; battery

electric vehicle; users; experience; systematic review
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1. Introduction
Compared to conventional vehicles, plug-in electric vehicles (PEVS) are innovations
because they can transport their users exclusively using electricity from the grid;
potentially, from zera=O; renewables (Kurani et al., 2009). They are therefore central
to the low-carbon mobility transition, which is iteghportant because transportation
contributes significaty towards global greenhouse gas emissions (Anable et al., 2012).
PEVs encompass battery electric vehicles (BEVs), which rely solely on batteries, and
plug-in hybrid electric vehicles (PHEVs), which combine batteries with the drivetrain of
a conventionally-fuelled internal-combustion-engine vehicle (ICEV).

Their success in facilitating this transition is not certain, however. Innovation
implies change and uncertainty. It may not be possible to know how users will respond
to an innovation merely based on information collected from them before they have
experienced it (a priori); rather, examination of first-hand evidence from users after
they have experienced it (a posterjonay be needed. It must be noted that both
approaches have their strengths and weakness, particularly as regards the possibility of
biased samples for the latter. As PEVs are central to the low-carbon mobility transition,
understanding how users respond to them is therefore particularly important. It is
particularly so given that PEVs, unlike other low-carbon innovations such as renewable
energy generatioret¢hnologies, are direct ‘end-user products’, or ‘consumer durables’.

Users play a critically important role in this aspect because they would have to pay a
direct, and potentially substantial, cost to adopt the innovation, and on doing so they
would be expected to interact with this innovation on a fairly frequent and intensive
basis.

An increasing number of PEV trials have been conducted and more people are

becoming PEV owners, but there has not been a synthesis of the accumulated evidence
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from these users. Reviews of the relevant literature have tended to focus on the uptake
decision rather than user experiences per se. Rezvani et al. (2015) review factors
affecting the adoption decision; Liao et al. (2017) build on this by considering factors
beyond psychological constructs (see also Anable et al. (2014). Also, many of the
included studies in those reviews evaludi®’s’ likely success based on users who

have not experienced them (e.g. stated preference studies, surveys).

This research aims to address this gap by synthesising the experiences of PEV
users, improving understanding of them by reviewing empirical outcomes. Recognising
that user experiences could be studied in a diverse and heterogeneous set of ways, it will
take the approach of a systematic review. It will seek to inform the transition to low-
carbon mobility in the following ways. Firstly, by compiling relevant references and
marking out salient themes of PEV user experience, it will serve as a helpful
introductory point to stakeholders, both policy and academic, who are seeking to
understand this area of research. Secondly, it will identify areas of research for
academic researchers. Finaltywill assess what the evidence from users says about
PEVs’ role in the success of this transition. It will aim to answer the research question:
What themes emerge from user experiences of plug-in electric vehicles?

2. Method
2.1 Search Strategy

We describe the search strategy here. We chose the following sources to search for
references: academic databases, grey literature (Google), own electronic libraries and
expert recommendations. We used a set of inclusionary and exclusionary keywords for
academic databases. We used two exclusion criteria in partielaestricted searches

to references in the English language and to those dating from the year 2000. We

searched three academic databases on 09/11/2017: Ovid Transport, Web of Science and
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Science Direct. A ambination of four sets of keywords was used, respectively

pertaining to electric vehicles, users, individuals, and some exclusionary keywords. The
third set of keywords was used to omit studies that might have investigated usage, but
from a modelling or simulation perspective, as the focus of this review was on first-

hand, personal, or lived experience with the vehicles, whether in a trial situation or real-
world uptake. The fourth set of exclusionary keywords was comparatively large and

was used to exclude studies from unrelated disciplines, such as engineering and
computer science. It was developed iteratively after a series of scoping searches. For the
first set of keywords, the use of the proximity operator was important to exclude studies
in which elements of each subset appeared anywhere in the title, abstract or keywords,
rather than directly next to each other. Ovid Transport Database enabled the use of the
“PRE/0” operator, ensuring the element of the first subset (including e.g. “alternative

fuel”) directly preceded the element of the second subset (containing e.qg.

“automobile*”’); Web of Science only enabled “NEAR/0”, meaning that elements in the

two subsets could come in any order. Table 1 contains the sets of keywords that were
used in searching academic databases. We supplemented references from these searches
with existing library references, results from a grey literature search (Google), and

expert recommendations.



110 Tablel: Keyword combinations used for searching academic databases.
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Keywordsfor
electric vehicle

Keywordsfor usage

Keywordsfor
individualswho
have experienced
the eectric vehicle

Exclusionary
keywords

"alternative fuel" or
battery or electric or
“energy efficient” or
hybrid or "limited
range" or "low
carbon” or "low
emission" or "plug-
in")

Proximity operator

(automobile* or car
or vehicle*)

adapt* or behavio*
or driving or
experience or
interview or project
or questionnaire or
study or survey or
trial* or test or usage
or use*

adopter* or buyer*
or consumer* or
customer* or driver*
or famil* or
household* or
individual* or
motorist* or owner*
or participant* or
people or person or
purchaser* or user*

magnet* or flux or
"non-linear" or
algorithm or
inductance or "ac
motor*" or "traction
motor*" or "neural
network*" or
"artificial
intelligence" or
"intelligent system*"
or "learning system*'
or robotic or fuzzy or
"control strateg*" or
"control system*" 0
induction or
synchronous or
"induction motor" or
"load movement" or
"slip control" or
transformer or
programming or ac
or dc or "ac power
flow" or "machine
learning" or
probabilistic* or
"power electronic*"
or "steering system*
or "control theory" or
optimization or
thermostatic or
"network
equilibrium" or
"mathematical
model" or markov or
capacita*

In the context of a systematic review, we did not use quality assessment criteria.

Located studies had differing methodologies and were not easily comparable. Where
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appropriate, we have included assessment of the implications on our findings of
different approaches and sampling used in the studies reviewed. In addition, answering
the research question involvadductively’ discovering relevant themes, and

discarding studies could have meant losing distinctive thematic material. Relevant to the
latter point, there was not initially a clear-cut selection criterion for including studies

that had passed the full-text scan phase. This was because it could not have been

definitively known a priori what set of relevant concepts or themes existed.

2.2 Study inclusion and data analysis
This review aimed to synthesize user experiernoese included, a study needed to
offer valuable insight into PEV user experiences. We excluded evidence on charging
behaviour, with a focus on user experiences related the vehicle itself. Although charging
behaviour is certainly relevant, it itself potentially encompasses many sub-themes,
reflected inavery rapidly emerging body of literature syntheses (Daina et al., 2017,
Sovacool et al., 2017, Hardman et al., 2018, Sovacool et al., 2018b).

The data extraction and analysis approach involved the use of narrative synthesis
and thematic saturation. Narrative synthesis is defined as an approach that relies on
words and texts to organise data in the form of a ‘narrative’ or a ‘story’ (Popay et al.,

2006) Thematic saturation means that data is collected until “additional data do not

lead to anynew emergent themes” (Saunders et al., 2018). We implemented the

approach as follows. In the title and abstract screening stage, we selected studies that
were judged to meet the criterion of offering valuable insight into PEV user

experiences. In the full-text-scan stage, we exported these studies to a spreadsheet table
and coded them using a set of open keywords, as part of an iterative process. At the
start, we read the studies once, and coded them on subsequent re-readings. The set of

codes to use was not decided beforehand but emerged from reading the studies. Then,
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we extractedlata from references and deposited them by theme into a set of word
processing documents, which was based on the previously used codes. We also coded

sub-themes and iteratively organised the data until we judged that a coherent and

meaningful framework had emerged.

3. Natureof the evidence found

We located a total of 6,492 references: 5,986 references from academic databases and
506 from additional sources. After title and abstract screening, 476 references were left.
After full-text scanning we found 134 references that met the inclusion criterion. Of

these, we extracted content from 75 studies. Figure 1 displays the flow of references

that were processed during the review.

Ovid Transport
Database: 1,299

ScienceDirect: 1,189

Web of Science:
3,498

Total references
located: 6,492

Existing library
references: 499

Google: 6

Passed title and

abstract screening:
476

Expert
recommendation: |

Passed full-text scan:

134

Included studies: 75

Figure 1: Flow of references processed during systematic review.




151 The features of the selected references are henceforth deséidped € shows

152 detailed specifics of the references found). The evidence was domyaB&d/s,

153 featuring in 58 studies against 17 for PHEVSs. Studies featuring trials and owners were
154  split almost identically (59 vs. 17). Studies of the earliest adopters (innovators or

155 enthusiasts according to Rogers (1962) Diffusion of Innovation Theory; herewith

156 referred to as ‘early adopters') were much more common than those of mainstream users
157 (34 vs. 6). Notably, no references were found which included mainstream owners. It
158 should also be noted that other studies did not explicitly designate their sample type (i.e.
159 using those terms) and we did not judge that we could make any robust inferences about
160 their samples, thence leaving their samples undescribed. Nonetheless, the predominance
161 of early adopters in the evidence potentially raises issues of early adopter or

162 ‘enthusiast/innovator’ bias (Rogers, 1962, Morton et al., 2016a, Axsen et al., 2016).

163 That is, evidence from these types of users and their reactions may not be fully

164 generalizable to the population of desired PEV users: early adopters (innovators) have
165 greater resources (both financial and social) and have more innovative dispositions,

166 making them more tolerant of an innovation’s shortcomings or limitations; people

167 further along the adoption curve may be more sceptical and less tolerant and accepting
168 (Rogers, 1962). Most references pertained to Germany (29), with the USA second (19).
169 All studies took place in developed nations; no studies were found relevant to

170 developing or emerging societies.

171 Incidentally, the international BMW Mini E trial, the largest of its type in the

172 world (Vilimek et al., 2013), contributed significantly towards the evidence. Twenty-

173 five of the studies featured the BMW Mini E, which is more than the number of studies
174  which included PHEVs. The Mini E study was focussed on Germany; there were almost

175 as many German Mini E studies as there were of studies for the entire USA. The trial
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alsofocussed on early adopters as a deliberate feature of the study design (Vilimek et

al., 2013, Turrentine et al., 2011), and participation was conditional on successful

application and on paying a monthly lease, raising possible questions of self-selection.
Some studies did not include actual experiences of vehicles: one involved a

simulated test drive and another exposure to simulated vehicle sounds. The most

frequent study design was the cohort study.(@nly five of the studies involved a

control and only two of th@were randomized control trials. The Supplementary

Material contains a detailed table of the included references.
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185 Figure 2 Some detailed specifics of the references found. Top row: number of

186 references by PEV type; number of references by study design. Note that some

187 references included both types of PEV. Middle row: number of references by sample
188 type (early adopters versus mainstream useadlists versus owners, including sub-

189 types for each). Bottom row: number of references by country of setting. One study
190 pertained both to Germany and the USA (PI6tz et al., 2017).

191
192



193 As regards the themes covered by references, themes were covered fairly evenly
194 by the references (Table 2). The least frequently referred themes were regenerative
195 braking (6 references-vehicle instrumentation (9 references) and electric range in

196 PHEVs (also 9 references).

197 Table 2: Themes and references covering them

Theme References

Range satisfaction in | (Agerskov and Hgj, 2013, Buhler et al., 2014a, Buhler e
BEVs (20 references) | al., 2014b, Carroll et al., 2013, Franke et al., 2012b, Fra
and Krems, 2013b, Franke and Krems, 2013a, Franke €
2017, Graham-Rowe et al., 2012, Heyvaert et al., 2013,
Hutchins et al., 2013, Jensen et al., 2014, Labeye et al.,
2016, Magali and Fulda, 2015, Ryghaug and Toftaker,
2014, Schmalful3 et al., 2017, Skippon et al., 2016,
Trommer et al., 2015, Turrentine et al., 2011, Woodjack

al., 2012)

Range anxiety in (Franke et al., 2012c, Franke et al., 2015, Franke et al.,
BEVs (11 references) | 2016, Friis and Gram-Hanssen, 2013, Graham-Rowe et
2012, Jung et al., 2015, Nilsson, 2011, Rauh et al., 201!

Rauh et al., 2015b, Rauh et al., 2017a, Rauh et al., 201

Range utilisation in (Carroll et al., 2013, Bourgeois et al., 2015, Franke et al
BEVs (11 references) | 2012a, Franke et al., 2012c, Franke et al., 2012b, Frank
and Krems, 2013a, Labeye et al., 2016, Pichelmann et :
2013, Turrentine et al., 2011, Walsh et al., 2010, Wood;

et al., 2012)




Electric range in

PHEVs (9 references)

(Caperello and Kurani, 2012, Carlson, 2014, Graham-R
et al., 2012, Figenbaum and Kolbenstvedt, 2016, Heffne
al., 2009, Kurani et al., 2009, Plotz et al., 2017, Smart,

2013, Trommer et al., 2015)

Cognitive and
behavioural driving
adaptations (15

references)

(Beloufa et al., 2014, Bourgeois et al., 2015, Caperello 4
Kurani, 2012, Franke et al., 2012c, Friis and Gram-
Hanssen, 2013, Freund, 2007, Graham-Rowe et al., 20]
Helmbrecht et al., 2014, Kurani et al., 2009, Magali and
Fulda, 2015, Neumann et al., 2010, Neumann et al., 20]
Rolim et al., 2014, Ryghaug and Toftaker, 2014, Walsh

al., 2010)

Journey making (22

references)

(Agerskov and Hgj, 2013, Bourgeois et al., 2015, Bihle
al., 2010, Caperello and Kurani, 2012, Caperello et al.,
2014, Cellina et al., 2016, Figenbaum and Kolbenstvedt
2016, Franke et al., 2012a, Franke et al., 2012c, Friis ar
Gram-Hanssen, 2013, Hutchins et al., 2013, Kurani et &
2009, Jakobsson, 2016, Jensen and Mabit, 2017, Klock
et al., 2013, Labeye et al., 2016, Magali and Fulda, 201
Nicholas et al., 2017, Rolim et al., 2014, Ryghaug and

Toftaker, 2014, Turrentine et al., 2011, Woodjack et al.,

2012)

Interaction with the
vehicle—
instrumentation (9

references)

(Caperello and Kurani, 2012, Caperello et al., 2014, Eis
al., 2016, Franke et al., 2015, Graham-Rowe et al., 201
Neumann and Krems, 2016, Kurani et al., 2009, Stillwat

and Kurani, 2013, Turrentine et al., 2011)




Interaction with the
vehicle— regenerative

braking (6 references)

(Cocron et al., 2013, Gunther et al., 2017, Helmbrecht €
2014, Labeye et al., 2016, Schmitz et al., 2013, Turrenti

et al., 2011)

Interaction with the
vehicle— noise (10

references)

(Agerskov and Hgj, 2013, Buhler et al., 2014a, Carroll €
al., 2013, Cocron et al., 2010, Cocron and Krems, 2013
Cocron et al., 2014, Friis and Gram-Hanssen, 2013,

Graham-Rowe et al., 2012, Magali and Fulda, 2015, Sw

et al., 2018)

Symbolic aspects (20

references)

(Buhler et al., 2014a, Burgess et al., 2013, Caperello an
Kurani, 2012, Caperello et al., 2014, Cellina et al., 2016
Figenbaum and Kolbenstvedt, 2016, Freund, 2007, Friis
Gram-Hanssen, 2013, Graham-Rowe et al., 2012, Hard
et al., 2016, Hardman and Tal, 2016, Haugneland and

Hauge, 2015, Heyvaert et al., 2013, Hutchins et al., 201
Neumann et al., 2010, Rolim et al., 2014, Ryghaug and
Toftaker, 2014, Skippon and Garwood, 2011, Skippon €

al., 2016, Trommer et al., 2015)

Social aspects (13

references)

(Axsen and Kurani, 2011, Axsen and Kurani, 2012, Axs
and Kurani, 2013, Axsen and Kurani, 2014, Burgess et
2013, Caperello and Kurani, 2012, Caperello et al., 2014
Friis and Gram-Hanssen, 2013, Graham-Rowe et al., 2(
Hutchins et al., 2013, Ryghaug and Toftaker, 2014,

Stillwater and Kurani, 2013, Woodjack et al., 2012)




198

199
200

201

202

203

204

205

206
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208

209

210
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212

213

214

215

User feedback for (Bourgeois et al., 2015, Burgess et al., 2013, Cocron et
future PEVs (17 2010, Cocron and Krems, 2013, Cottrell and Barton, 20
references) Franke et al., 2012b, Franke et al., 2015, Graham-Rows
al., 2012, Neumann et al., 2010, Neumann and Krems,

2016, Rauh et al., 2015b, Skippon and Garwood, 2011,
Schmitz et al., 2013, Skippon et al., 2016, Stillwater and

Kurani, 2013, Trommer et al., 2015, Turrentine et al., 2Q

4. Results: systematic review
4.1 Driving and travel behaviours

4.1.1 Range satisfaction in BEVs
For BEVs, the all-electrieange, and the associated ‘refuelling’ regime, is the biggest
single difference to ICEVs, and certainly from PHEVs, which do have ranges
comparable to the latter. Studies of intention to adopt BEVs have invariably found
perceived or actual limited range to be the single biggest barrier to uptake (Egbue and
Long, 2012).

In this review, with respect to post adoption or user experience, mixed results

were found regarding users’ satisfaction with the range. Studies from the international
Mini E trial found that usersvho were ‘early adopter’ or ‘innovator types who
voluntarily participated in the trial, were not hindered by the limited range. Rather, they
felt that BEVs were suitable for their daily use, were willing to adapt and did not feel a
loss of mobility. They mostly saw limited range as a problem to be solved, rather than
as a cause for stress, with limited seating and storage (due to the battery) experienced as
a greater inhibitor on usability than limited range (Franke and Krems, 2013a, Turrentine

et al., 2011, Woodjack et al., 2012). These users become more satisfied with range with
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experience anthore willing to accept a lower range, finding that having to plan was

less difficult than initially expected (Franke et al., 2012b, Franke and Krems, 2013b).
Other studies had similar findings (Buhler et al., 2014b, Schmalful} et al., 2017,
Ryghaug and Toftaker, 203 4)Isewhere, a timeframe of up to two weeks was indicated
for people to adapt to the range. Users referred to it as‘meiieal blocking’ they

needed to get over (Agerskov and Hgj, 2013), and Labeye et al. (2016) found that 10%
could adapt immediately. Range satisfaction was also higher with more regular and
predictable daily mobility patterns (Franke et al., 2017).

Some studies, however, found dissatisfaction amongst users. Early adopter
owners found that only of third of them were satisfied with their range (Trommer et al.,
2015), and that they were concerned about disparities between the range as advertised
and as achieved in real life (Hutchins et al., 2013). Some trials, some of which included
mainstream users, also discovered concerns of being unable to meet mobility needs
(Jensen et al., 2014, Graham-Rowe et al., 2012) and that not only was range the main
barrier to acceptance but it became a barrier to more people over time (Buhler et al.,
2014a). Other trials found that hands-on experience of rangeedddunge satisfaction
amongst users (Carroll et al., 2013, Heyvaert et al., 2013) or made them less willing to
accept a BEV, either as a first or second car (Skippon et al., 2016). And even users
satisfied with vehicle range tended to regret its limitations (Magali and Fulda, 2015) and

wanted it to be higher (Franke et al., 2012b).

4.1.2 Range anxiety in BEVs
Range anxiety is distinct from range satisfaction in referring to how users feel

when they sense that their range is either not enough or only marginally enough to
complete their trip- a “critical range situation(Rauh et al., 2017ajange satisfaction

might refer to the general evaluation of the range as such. Someone who is broadly



241 satisfied with the overall range of their BEV might experience range anxiety when, for
242  example, they are stressed or afraid because they don’t think they will be able to

243 complete their journey; conversely, someone not satisfied with their range (feeling it is
244 not enough and greatly wanting more) might never experience range anxiety simply
245 Dbecause they never go anywhere near the limits of the BEV, or because they just do not
246 get that stressed when the range is nearly depleted. Range anxiety was not found a
247 hugely debilitating problem, principally because situations that evoked it only rarely
248 occurred. Franke et al. (2012c) found that only 12% of drivers worried about range
249  while driving. On average, drivers averaged one ‘range-related stressful situation’ per

250 month and most drivers (75%) only experienced this once per month at most.

251 Range was not a particularly positive feature from an emotional perspective
252  contrasting responses were observed. Early adopters in a trial were at worst annoyed
253 when in a critical range situation, and very few mentioned being so (Franke et al.,

254 2012c). In a study of mainstream users, however, they reported a high level of anxiety,
255  with “alarm bells” due to concern about having enough range and charging pointsn

256 route, although BEVs were mostly prototypes with a range of only 75 miles (Graham-
257 Rowe et al., 2012). Interestingly, Nilsson (2011) found that users who actually did run
258 out of range were frustrated with and reproachful towards themselves rather than the
259 vehicle. Unsurprisingly, higher range anxiety in critical range situations was associated
260 with greater dissatisfaction and lower acceptance of the vehicle (Franke et al., 2016).
261 Two factors linked to variations in range anxiety were experience and perceived
262 certainty. Range anxiety was found to decrease with experience (Franke et al., 2016,
263 Rauh et al., 2015a) due to higher subjective range competence and understanding of
264 range dynamics (Rauh et al., 2017b). Interestingly, while Franke et al. (2016) found that

265 having fewer range-stressful encounters reduces range anxiety, Rauh et al. (2017a)
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found that experiencing a ‘critical range situationlessens range stress. With regard to
certainty, people have lower range anxiety if they trust the instrumentation (Franke et

al., 2016). Rauh et al. (2015b) found that a precise range display instrumentation that
changes frequently and adapts to driving style reduces stress, as well as having feedback
on how to drive more efficiently and being able to clearly see that regenerative braking
adds to the range. Nevertheless, Jung et al. (2015) found that displaying the range more
ambiguously preserved drivers’ trust towards the car. Greater route familiarity is also

helpful (Franke et al., 2016), linked to a sense of being in control (Nilsson, 2011) .
Causes of stress included seeing the range depleted whilst driving and being uncertain
as to whether one could complete one’s trip (Graham-Rowe et al., 2012), particularly if

the rate of depletion was very rapid (Rauh et al., 2015b)sUsecertainty and stress

in a critical range situation was exacerbated when they realised the BEV needed to
consume more energy, such as when driving on motorways or on undulating,
mountainous terrain (Franke et al., 2015, Rauh et al., 2015b) . Feelings of vulnerability
and insecurity to elements arose, for example when turning on the heating in response to
sudden cold weather caused the range indicator to fluctuate drastically (Friis and Gram-
Hanssen, 2013). Failure to accurately match the advertised range while driving was

quite sobering (Franke et al., 2012c). Knowing that the range buffer is positive (the
displayed range being greater than the distance left to cover) reduces stress; this, rather
than the absolute remaining range as such, was important. And it was very stressful

when this became negative (Rauh et al., 2015b).

4.1.3 Range utilisation in BEVs
Evidence suggests that while users preferred not to use the maximum capacity of the
range, they were not overly conservative. Users were generally comfortable using

between 75 to 80 percent of the vehicle range for trips, preferring to reserve a fairly
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substantial safety buff¢Franke et al., 2012a, Franke and Krems, 2013a, Franke et al.,
2012c). Elsewhere, Walsh et al. (2010) found that only 7% of trips were taken when

half or less of the range remained. But Franke et al. (2012b) founghttietpants’
comfortable range limit fell slightly after experiencing a car for three months.
Pichelmann et al. (2013) found that on average, users reached their maximum available
estimated range without recharging after just under 100 days. Risk-taking was found in
Mini E users, who enjoyed testing the range, describing it as exploratory and as
providing a sense of adventure, using discourses of discovering territory (Turrentine et
al., 2011, Woodjack et al., 2012). Other studies also found between 30% and 50% of
users deliberately trying to exhaust range to see how far they could go (Carroll et al.,
2013, Labeye et al., 2016). Some users even claimed to have driven BEVs beyond their

stated electric-only range (Bourgeois et al., 2015).

4.1.4 Electric range in PHEVs
As previously noted, PHEVs do not suffer from the same range issues as BEVs, but
their users still engaged meaningfully with the electric-only range. Indeed, Graham-
Rowe et al. (2012) found that PHEV users did not raise concerns about range in the
same way as BEV users. Rather, users wanted to maximise the distance covered using
electricity alone. Figenbaum and Kolbenstvedt (2G&6)d ‘doing short trips on
electricity’ as the most important adoption factor, consistent with Carlson (2014) who
found trips under thirty miles mostly powered by electricity, and trips over that by fossil
fuels. Trial participants in the UK were found to deliberately stay in electric-only mode
to save money (Graham-Rowe et al., 2012). Some owners went to extreme lengths to
stay in electric-only mode (Heffner et al., 2009); one user was frustrated when the
engine came on, even during short trips (Kurani et al., 2009). Despite its importance

with respect to overall emissions, there is limited information on the overall proportion



316 of mileage undertaken RHEVSs are carried out on the electric-only mode reduction.
317 One study in Germany found owners run their vehicles for approximately 70% of miles
318 in on the battery (Trommer et al., 2015). Smart (2013) also found a similar average
319 statistic for a trial; most users were above this average (positive skew). A very large
320 study found the share of all-electric driving (or utility factor) increasing non-linearly
321 with the all-electric range. The lowest utility factor was with a range of 20km (12%);
322 PHEVs with 40km and 120km ranges had utility factors of 50% and 80% respectively
323 (Plotz et al., 2017).

324 However, Caperello and Kurani (2012) found that users were initially not sure
325 about the benefits of driving the PHEV in electric-only mode; one was unsure whether
326 the car was running on electricity or petrol and many remained uncomfortable with the
327 technology even after using it for a month. Some were not aware of where the energy
328 was coming from (Kurani et al., 2009). Users also felt their autonomy compromised by

329 Dbeing unable to control whether the car ran on electricity (Graham-Rowe et al., 2012).

330 4.1.5 Cognitive and behavioural driving adaptations

331 Cognitive and behavioural adaptations while driving were found to result from limited
332 range. Cognitive adaptations included the formation of a mental model of vehicle range
333 and a heightened sense of awareness while driving. Ryghaug and Toftaker (2014) found
334 respondents developing an almost intuitive, internalized understanding of vehicle range
335 which improved with experience, which abated fear and encouraged more adventure
336 with range. Franke et al. (2012c) found that users had more difficulty in creating an

337 accurate mental model, because they understood that range was a function of factors
338 that neither they nor the BEV itself could perfectly predict. A majority of them used

339 heuristics or rules of thumb, for example assessing range with regard to sets of typical

340 trips the EV could comfortably perform (e.g., twice to work and back and once
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shopping).

The limited range made users much more aware of their energy use (Bourgeois
et al., 2015, Friis and Gram-Hanssen, 2013, Magali and Fulda, 2015). They became
aware how their actions impacted performance and fuel efficiency and in some cases
monitored their own driving behaviour on a near-constant basis (Caperello and Kurani,
2012). The heightened sense of awareness resulted in chiefly two behavioural
adaptations to minimise energy use: a changed driving style and a reduced use of
auxiliary features (e.g. air conditioning, heating, radio). More people became aware of
these strategies after experiencing an EV (Neumann et al., 2010).

Behaviourally, two-thirds of BEV owners reported changing their driving style
after adoption: three quarters drove more slowly and under a quarter drove less
aggressively and more efficiently (Rolim et al., 2014). Users apply a smoother and more
fluid driving style (Magali and Fulda, 2015). Strategies included anticipatory driving
styles, using decelerating to recover energy from the regenerative brake and driving as
economically as possible to improve the range of driving (Freund, 2007, Friis and
Gram-Hanssen, 2013). Both the heightened awareness and the changed driving
behaviour spilled over to when they drove their ICEVS, and they felt better drivers
generally (Friis and Gram-Hanssen, 2013, Ryghaug and Toftaker, 2014, Helmbrecht et
al., 2014). Changes in driving style indeed reduced energy consumption significantly
compared to when drivers drove normally (Neumann et al., 2015). A study at the
Millbrook Proving Ground in the UK which used telemetric data to monitor BEV
driving found that drivers drove more efficiently as the remaining range fell (Walsh et
al., 2010). A simulation study also found that drivers with a lower initial state of charge
drove more efficiently, and actually took very slightly less time to complete the

simulated course (Beloufa et al., 2014). Some drivers who changed their acceleration,
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speed, andse of coasting, specifically attributed this to being able to see the
instantaneous fuel consumption rate on the display. They also engaged in experimental
behaviour, seeing how various actions atféthe economy display, such as ‘flooring

it’ and changing auxiliary features such as air conditioning (Caperello and Kurani,

2012). One study found that after five months, drivers accelerated more smoothly and
were better at driving at more consistent speeds than drivEZ&¥'s, although no

differences were found in average speeds (Helmbrecht et al., 2014). The curtailed use of
auxiliary features was in some cases a deliberate and voluntary economising measure
(Friis and Gram-Hanssen, 2013) but also a response to range anxiety, reducing driving
pleasure (Graham-Rowe et al., 2012). PHEVs also were found to change driving

behaviour (Kurani et al., 2009).

4.1.6 Journey making

This category includes a diverse array of possible adaptations covering aspects of
journey making including the number, type and distance of journeys undertaken, use of
an EV for journeys not previously undertaken or undertaken by other modes, alterations
to destinations chosen, changes to the number of trip chains, alterations in routes chosen
in order to optimise range and so on. These are not identified under separate headings
here due to the paucity of evidence on each of these. The review found the majority of
evidence of user experience to focus on range perceptions and satisfaction and
alterations to driving style, with much less attention paid to trip characteristics such as
frequency, car sharing or trip chaining, and whether such uses change over time as the
car becomes assimilated into daily life.

Examining snapshots of travel patterns, PEVs, and BEVs in particular, appear to
fulfil users’ needs. Haugneland and Hauge (2015) found that households used them for

mandatory and maintenance trips, such as commuting, education escort trips and small
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errands, and that all owners used them every dajidd€lockner et al. (2013) and

Rolim et al. (2014). Hutchins et al. (2013) found that the trip purpose distribution (the
share of all household trips by trip type) was not statistically significant from the UK
National Travel Survey. Figenbaum and Kolbenstvedt (2016) found BEVs were used
more often than ICEVs and PHEVs for all trips types except vacations. Magali and
Fulda (2015) further found that BEVs were not only used for short trips but also
‘medium rangeextra-urban trips on a regular basis, being the most frequently used
transport mode. Families with young children also felt their PHEVs met their practical
daily needs (Caperello and Kurani, 2012).

Examining modal shares, a pattern emerges of the BEV coming to a place of
dominance. Many studies assess what happens after a household accesses a BEV in
addition to an existing ICEV, and found the BEV becoming the primary car in multi-car
households (Bourgeois et al., 2015, Nicholas et al., 2017), despite initial expectations of
its being useds a ‘secondary car’ (Magali and Fulda, 2015). Users explicitly sought to
maximise its use (Turrentine et al., 2011) and reserved the #&kE¥ackup’ for
weekend trips and holidays (Agerskov and Hgj, 2013, Ryghaug and Toftaker, 2014).
Studies quantifying modal shares found the BEV covering 60-70% of both overall and
vehicle mileages travelled, with no significant changes over the trial period (Buhler et
al., 2010, Franke et al., 2012a). Cellina et al. (2016) found similar figures for
mainstream households, and this did not differ greatly from a comparative sub-sample
of early adopters. Jensen and Mabit (2017) however found that while the BEV
constituted a majority of vehicle miles travelled, the decrease in ICEV miles after the
BEV was acquired was very small. Mileage shares ended up similar across vehicles and
overall vehicle mileage increased significantly. Studies also observed a significant

decrease in travel using active travel and public transport (Franke et al., 2012a, Labeye
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et al., 2016)Friis and Gram-Hanssen (2013) provided an interesting perspective: once
single-car households experience the freedom and convenience of an additional car,
they become habituated to it and still retain a desire for it after returning it. Increases in
total vehicle mileage at the apparent expense of environmentally-friendlier travel were
also observed when a BEV replaced an existing ICEV instead of joining it in the
household fleet (Figenbaum and Kolbenstvedt, 2016), although a smaller study which
also examined changes after a BEV replaced an ICEV did not find any clear direction of
change; ‘first’ cars remained first cars and ‘second’ cars mostly remained second cars
(Jakobsson, 2016).

Other adaptations occurred over the course of people’s daily lives. It was found
that people were mostly willing to adapt and did not feel seriously inconvenienced,
although there were exceptions, particularly among mainstream users. These
adaptations included: trip chaining, trip elimination, avoiding trips, learning distances
between key locations and sometimes finding alternatives, planning trips, using
convenience charger at work/other destinations and charging frequently and/or during
trips, and multimodal travel (Franke et al., 2012c, Woodjack et al., 2012, Turrentine et
al., 2011). The most common adaptation, however, is simply to use a conventional
vehicle for long trips (Caperello et al., 2014, Magali and Fulda, 2015, Woodjack et al.,
2012, Figenbaum and Kolbenstvedt, 2016) and households are often able to access one
even when not owned (Magali and Fulda, 2015). As with range anxiety, the need to
adapt in this way happened only occasionally (Caperello et al., 2014). For example,
while over 80% of drivers couldn’t take their cars to some places they had wanted to,
these were only visited on a monthly basis or less frequently (Woodjack et al., 2012).
Households did not express an overall feeling of losing mobility (Turrentine et al.,

2011) and did not begrudge the need for extra planning (Agerskov and Hgj, 2013). One
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early adoptehouseholccommented that while they were more than willing to adapt,
other people would not have the patience to perform all the planning needed (Turrentine
et al., 2011). And even some early adopter owners did not regard planning positively,
viewing it as ‘restrictive’; others were unwilling to compromise on functionality
(Hutchins et al., 2013, Kurani et al., 2009). Mainstream users also felt it unacceptable to
be unable to usacar for all household trips, particularly at a relatively high price
(Cellina et al., 2016).
Interesting distinctions were found for users of the Tesla Modefttglaend

BEV with a range comparable both to PHEVs and ICEVs. Nicholas et al. (2017) found
that while most BEVs were used for around one in ten 200-mile round trips, Tesla
Model Ss were used for over 60%, a figure comparable to PHEVs. Haugneland and
Hauge (2015) found that half of respondents who used their BEVs for holidays owned a
Tesla. Figenbaum and Kolbenstvedt (2016) found that Tesla owners were siggificantl
more likely to report recurring round-trips of 300km or more than of owners of other
BEV segments (around 70% and 40% each). Compared to other BEV owners, they
almost never have to avoid certain trips (one third of a day per year compared to five
days on average, and eighteen days for the other BEV owners who do have to avoid
trips).

4.2 Interaction with the vehicle
The following adaptations have direct implications for the above driving and travel
behaviours as already indicated in some cases. They are nevertheless identified as
separate adjustments here as they relate specifically to the conscious and unconscious
learning processes that result from interacting with the changing materiality of the

vehicle components.
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4.2.1 Instrumentation
The in-vehicle instrumentation is crucially connected with how drivers deal with the
limited electric range, because that is where the very information about the range is
displayed. Some aspects of instrumentation experienced were distinct from its principal
function of displaying the range. Overall, users had mixed responises to

Regarding users’ general perceptions, having an instrumentation display
installed, rather than none, reduced stress (Eisel et al., 2016) and Franke et dk (2015)
respondents generally found it trustworthy. However, Neumann and Krems’§2016)
sample of Mini E drivers did not find the instrumentation, adapted from a conventional
Mini, fully reliable and helpful. There was no clear evidence that users relied on it,
being just as likely to rely on intuition to estimate range; receiving information from the
instrumentation became less important with experience. Caperello et al. (2014) also
found that people had very little trust in the information provided.

Three specific responses to the instrumentation were found: goal-directed
behaviour, confusion, and distraction. Goal-directed behaviour was mostly engaged in
enthusiastically. PHEV drivers were spurred by the psychological target of seeing
triple-digit fuel economy figures (100 mpg+), treating it as a game or test (Caperello
and Kurani, 2012, Kurani et al., 2009). Stillwater and Kurani (2013) made the power
display shine bright blue under low energy consumption which was enthusiastically
received, but some were frustrated by being set an implied goal of all-electric driving
theycouldn’t always meet. Displaying cost information didn’t motivate energy savings.
Confusion arose for various reasons. One was the complexity of the design and layout
(Graham-Rowe et al., 2012). PHEV users felt that fairly basic variables, such as the
state of charge and remaining range, were not clearly displayed, and had difficulty

telling when the battery was charged or not. Likewise, the fluctuating fuel economy
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display was confusing and eveuerwhelming, (Caperello and Kurani, 2012, Kurani et

al., 2009) making it hard to get a sense of overall fuel economy (Kurani et al., 2009).
power meter was divisive: people either found it very useful or not useful at all
(Turrentine et al., 2011). Certain variables were also difficult to interpret, such as
energy consumption displayed in electrical units (Neumann and Krems, 2016) and
people found it hard to make sense of.@@issions for want of a reference frame
(Stillwater and Kurani, 2013). Finally, a number of people found the instrumentation
distracting (Graham-Rowe et al., 2012), and adapted by watching elsewhere when they

felt it to be so (Stillwater and Kurani, 2013).

4.2.2 Regenerative braking
Through regenerative braking, drivex@nre-convert the kinetic energy of the vehicle
into electric energy, re-stored in the battery. Overall, drivers were able to adapt very
quickly to regenerative braking and regarded it very positively.

Cocron et al. (2013) found that users learnt quickly, switching rapidly from the
conventional brake towards regenerative braking within the first 10km of driving; by 50
km, no more adaptation occurred. Helmbrecht et al. (2014) observed that by only the
first trip, 95% of drivers positively evaluated the single-pedal accelerator and brake.
Cocron et al. (2013) also found that users with the chance to experience regenerative
braking were more trusting and appreciativét of he regenerative brake changed
driving styles: users drove more smoothly (Turrentine et al., 2011) and nearly a fifth
reported driving more safely (Labeye et al., 2016). Gunther et al. (2017) found
regenerative braking the most commonly-used eco-driving strategy in a critical range
scenario. However, Schmitz et al. (2013), in a simulation study, observed that people
much preferred a stronger regenerative braking force and to have the regenerative brake

integrated into the accelerator rather than the conventional brake pedal. With a one-
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pedal solutionthey enjoyed not needing to brake separately, but sometimes found the

‘coasting’ region hard to find.

4.2.3 Noise
Silence is another experiential aspect specific to current PEVs and thus requires some
behavioural and cognitive adjustments. The lack of noise is generally very
enthusiastically received, but not without qualification. Buhler et al. (2014a) in fact
found it the most important experiential advantage of BEVs, and users became
significantly more enthusiastic about it with experience (Carroll et al., 2013). Users
enjoyed the new driving sensations (Magali and Fulda, 2015), highlighting the
‘relaxation’ and ‘mindfulness’ of the silence and peace, the sense of a rare escape or
moment of solitude anits pacifying effect on children (Friis and Gram-Hanssen, 2013,
Agerskov and Hgj, 2013). Swart et al. (2018) simulated augmented BEV noises and
found thenslightly preferred to the ‘natural’ sounds. However, Graham-Rowe et al.
(2012) found that many mainstream drivers had used the engine noise in an ICE vehicle
to be ‘in tune’ with the car and found it hard to adapt to its absence.

One key issue with low noise is that of its potential danger to other road users,
who might not be able to hear the PEV in time. Drivers who appreciated silence were
also aware of this aspect (Cocron et al., 2010). However, they were able to adapt very
quickly, becoming more conscious of other road users, and driving more carefully or
making visual or verbal contact with pedestrians. This means that safety incidents were
found to be rare and when they happened, did not tend to be dangerous (Friis and Gram-
Hanssen, 2013). Hence, after experiencing a BEV, users found low noise less
problematic than initially expected (Cocron et al., 2014, Cocron and Krems, 2013,
Carroll et al., 2013), with Buhler et al. (2014a) noting that virtually none reported it as a

danger issue after experience. However, useren’t always happy having to be
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patient and experienced insecurity when they felt other road users couldn’t hear them
(Friis and Gram-Hanssen, 2013).

4.3 Subjective aspects of usage experiences

4.3.1 Symbolic aspects
Three symbolic themes emerged: environmentalism, futurism, and

status/identity. None had uniform meanings for PEV users. Many studies found that the
environmental benefits were a valued symbolic part of using a PEV (Ryghaug and
Toftaker, 2014, Skippon and Garwood, 2011, Caperello et al., 2014, Rolim et al., 2014,
Neumann et al., 2010, Freund, 2007, Friis and Gram-Hanssen, 2013); others, however,
found them not uniquely important (Rolim et al., 2014, Buhler et al., 2014a, Figenbaum
and Kolbenstvedt, 2016, Hutchins et al., 2013, Haugneland and Hauge, 2015, Heyvaert
et al., 2013, Hardman et al., 2016, Hardman and Tal, 2041G¢d in a ‘negative’ sense

of expiated guilt (Friis and Gram-Hanssen, 2013, Ryghaug and Toftaker, 2014, Buhler
et al., 2014a), or not valued at all (Ryghaug and Toftaker, 2014), particularly by
mainstream drivers (Cellina et al., 2016, Graham-Rowe et al., 2012). Users who felt
relieved of guilt openly admitted that they drove more as a consequence, a rebound
effect (Friis and Gram-Hanssen, 2013). With futurism, on the one hand, PEVs were
seen as innovative (Trommer et al., 2015, Neumann et al.,; 200§ other, as ‘work-
in-progress’ (Graham-Rowe et al., 2012)d not a technology of the ‘now’ (Burgess et

al., 2013, Caperello and Kurani, 2012). Positive meanings of status/identity included
openness (Skippon and Garwood, 2011, Skippon et al., 2016) and progressiveness
(Ryghaug and Toftaker, 2014), and also related to the previous two themes (Friis and
Gram-Hanssen, 2013, Trommer et al., 2015); negative ones included a sense of
embarrassment and of being non-enthusiasts (Graham-Rowe et al., 2012), although a
study of‘high-end’ (Tesla)BEV owners found that they rated their vehicle’s image as

far superior to conventionally-fuelled cars (Hardman et al., 2016).
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4.3.2 Social aspects
As with status/identity, a spectrum of social interactions was recorded. Positive

interactions included receiving enthusiastic attention from others (Ryghaug and
Toftaker, 2014, Burgess et al., 2013), users showing off either through demonstration
rides (Woodjack et al., 2018y boasting of cost savings and seeing others’ reactions
(Caperello et al., 2014), and dispelling negative preconceptions about, for example,
electric vehicles not being ‘normal’ or ‘proper’ vehicles (Burgess et al., 2013, Friis and
Gram-Hanssen, 2013); negative, mockery and ridicule (Burgess et al., 2013, Hutchins et
al., 2013) . Interestingly, although Graham-Rowe et al. (2012) also presented a wide
spectrum of imagined judgements from others, gibeple’s responses in reality were
mostly quite mild, centred on curiosity on how the car worked, although some were
nonetheless harshly negative, includiegmplete and utter ridicule” and harassment

for driving slowly. Social interactions strongly influenced how drivers viewed PEVs
(Axsen and Kurani, 2011): budding prosocial interpretations need peer support, without
which they may fail to develop (Axsen and Kurani, 2012, Axsen and Kurani, 2013).
Axsen and Kurani (2014) also propose the Reflexive Layers of Influence matel as
framework for understanding how social influence affects howsuespond to an
innovation. Social influence occurs at three layers: awareness, assessment and
alignment with self-concept; these are concerneld: Wwasic knowledge of the

innovation and its attributes; translating these attributes into specific benefits or
disbenefits; and framing this translation relatigers’ self-concepts. The social

influence processes occurring at these layers are: diffusion (unidirectional flow of
awareness knowledge); translation (other people influencing how a user assesses the
innovation) and reflexivity (social interactions that directly or indirectly address the
user’s self-concept). Amongst PEV users themselves, other sub-themes emerged:

community and competition. Community was not universally important: some liked
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‘belonging to a clan’ (Ryghaug and Toftaker, 2014) but others disdained the idea
(Caperello et al., 2014). Family members enjoyed competing against each other to
maximise fuel economy (Caperello and Kurani, 2012, Friis and Gram-Hanssen, 2013)
but users were not particularly enthusiastic or responsive to seeing their fuel economy
figures relativeo their peers’ percentiles (Stillwater and Kurani, 2013). Gender-based
responses also featuredvomen tended to frame their discussions of PEVs in practical,
present-oriented terms; men, in more future-oriented ways, discussing topics such R&D
(Caperello et al., 2014). However, men also mocked and felt threatened by PEVS, the
latter possibly due to links between masculinity and the internal combustion engine

(Burgess et al., 2013).

4.3.3 User feedback for futureEVs
Apart from finding how users evaluatB8Vs’ various features, some studies obtained
user feedback for future PEVs.

As previously discussed, range was experienced as a limitation: even users who
were mostly satisfied wanted more (Franke et al., 2012b). It is hard to generalise across
international markets but Trommer et al. (2015) found that both PHEV and BEV
owners in Germany not only wanted more range but were willing to pay for it. Seventy
percent would have had a greater range given the choice, around sixty percent wanted
electric-only ranges of over 100km and 200km respectively and as a whole they were
willing to pay over 2,000€, on average, for their desired range. Neumann et al. (2010)
observe that participants find a range of 100 km insufficient, 200 km and above
sufficient and 250 km optimal in a BEV. Mainstream buyers would only consider a
BEV with a 100-mile range as a second car; with a range of 150 miles some might

consider it as a main car (Skippon and Garwood, 2011, Skippon et al., 2016).
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Substantial and specific feedback was given on the vehicle instrumentation.
Users wanted new information. They particularly wanted a detailed breakdown of all
energy loads while driving, not only including the motors but the auxiliary features
(Franke et al., 2015, Neumann and Krems, 2016, Rauh et al., 2015b). They also wanted
to see displayed longesrm fuel economy goals such as ‘per-tank of fuel’ (Stillwater
and Kurani, 2013) points-of-noseturn’, and the‘'true’ remaining range after the battery
was ‘officially” depleted (Franke et al., 2015). Information should be displayed clearly
and simply so easily understood (Neumann and Krems, 2016), and possibly on a head-
up-display to obviate looking up and down (Rauh et al., 2015b).

Users alsavanted customisable and ‘intelligent’ instrumentation. They wished
to be able to adjust how the range estimator worked; for example, by adjusting reference
periods (Franke et al., 2015). They also felt that the range estimator should not just be
historic but predictive, using information on terrain and weather conditiwaske et
al., 2015, Rauh et al., 2015b). It should also be able to distinguish between inter- and
intra- individual variations in driving style, even at the dexglay level of variation
(Franke et al., 2015). One user suggested being able to make the car aware of upcoming
events automatically, to make forecasting more accurate and make planning easier
(Bourgeois et al., 2015).

Regarding other attributes, very few users wanted artificial noises (Cocron and
Krems, 2013, Graham-Rowe et al., 2012), although Cottrell and Barton (2012) found
adding automatic artificial sounds to warn PEV users not much more stressful than
having none. Users favouring artificial noises suggested activating them at lower speeds
(Cocron et al., 2010). Electric vehicle branding could have been improved by making it
clearer that the car was electric (Burgess et al., 2013) or by catering to mainstream

tastes with a broader line-up (Graham-Rowe et al., 2012). Some found the regenerative
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brake too strong and wiet either to be able to adjust it or to turn it off completely

(Schmitz et al., 2013, Turrentine et al., 2011).

5. Discussion

To improve understanding of users, this research aimed to synthesize user experiences
of the PEV innovation through a systematic review. It searched a comprehensive range
of sources. Through a narrative synthesis, it identified a set of themes relewaind’to
experiences. A series of insights relevant to informing the transition to low-carbon
mobility and avenues for future research emerged and are discussed in this section.

One of the key themes related to how users actually use PtEeg journey-
making, or their patterns of usage or mobility. As regards their role in the transition to
low-carbon mobility, these patterns are important, for two reasons. The first is that, as
Cocron et al. (2011) argue, mobility patterns relatedoeptance’, that PEVS are
“usable and satisfying in their present form.” Acceptance, however defined or
understood, is vital for any innovation to become widespread, as PEVs must do to in
displacing ICEVs. The second is that the greenhouse gas emissions that either type of
PEVs can reduce is a direct function of the mileage they substitute from ICEVSs. Life-
cycle analyses show that this must be significant for PEVs to meaningfully reduce
emissions, because their manufacturing process is relatively more energy-intensive,
owing, significantly, to thie batteries (Hawkins et al., 2013).

From an ‘acceptance’ perspective, the evidence from users suggests that they
can incorporate PEVs, and BEVs in particular, into their daily routines in a relatively
unproblematic way, although gaps were also identified for future research. This is
consistent with studies which assess how well BEVs can be matched to existing travel
patterns (e.g. Element Energy (2009)) and shows that they cans®seheeds both in

practice and in theory. It may not be fully advisable, however, to generalise from these
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findings. This is because many of the users were not representativéoofader
population, being better-characterized as early adopters or innovators. Additionally,
they were self-selected in many cases. They could have been more willing to tolerate
limitations because of their greater enthusiasm and desire for the innovation, or because
their travel patterns were more conducive to vehicles with limited range in the first
place. The evidence relevant to the mainstream users in the included studies (none of
whom actually owned the vehicles) suggests that mainstream users would not be willing
to tolerate or adapt to these limitations, particularly at the relatively premium currently
commanded by PEVs. Nonetheless, the behaviour of Tesla users, briefly touched on,
does offer additional insight for the future. The Model S is marketed as a premium
vehicle and is not a realistic financial prospect for most households. However, BEVs are
becoming much more competitive, both from a range and price perspective. Tesla itself
now offers the Model 3, with a 300-mile range and priced at $35,000 (Tesla, 2018) and
the Chinese PEV market is booming (Hertzke et al., 2017). The evidence from current
Tesla users suggests that future PEVs (and BEVs in particular) with capabilities
superior to current models should satisfy future users better. Any studies of future users,
however, should not ignore the identified evidence gaps pertaining both to mainstream
owners and potential users in developing or emerging societies (including, possibly, the
most important of all from a PEV perspectiv€hina).

From a mileage perspective, BEVs were found to dominate both vehicle and
total mileage shares, being used as a ‘first’ car in the household, although this was not
unambiguously positive environmentally. In some cases, total vehicle mileage
increased, while usage of travel modes more environmentally-friendly than-PEVs
namely walking, cycling, and public transpenivas found to decrease after users

gained access to plug-in electric vehicles. Users were comfortable admitting their
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motives which included feeling less guilty and enjoying the extr&canvenience. It
is unclear whether these findings can be used to robustly or precisely estimate
greenhouse gas emissions reductions; for example, none of the included studies
examined counterfactual behaviour (i.e. how total vehicle mileage would have changed
had the household not accessed a PEV). Still, if it is assumed that vehicle travel patterns
in ‘business-asusual’ counterfactuals do not differ greatly from those with the PEVS,
the magnitude of PEV mileage shares by actual users suggests that it is reasonable to
assume that vehicleiles are meaningfully substituted from ICEVs. This has
implications for energy modelling studies (Anable et al., 2012, Brand et al., 2012,
Linton et al., 2015) and, more importantly, suggests that, conditional on becoming
widespread, PEVs will not be ineffective in reducing greenhouse gas emissions in the
usage phase of their lives.

Another theme, closely related to usage and mobility patterns, related to the
limited all-electric range (in BEVs), arguably the most important difference from
ICEVs. This was not found to be debilitating, but was far from perfect for users. Similar
caveats apply to this aspect of the innovation as to journey-making, in that early
adopters were more willing to adapt than mainstream users. Another important point is
that many of the studied users belonged to two-car households. This is consistent with
studies that associate electric vehicles with two-car households (Karlsson, 2017,
Jakobsson et al., 2016) ‘hybrid households’ (Kurani et al., 1994, Kurani et al., 1996,
Turrentine and Kurani, 2001) who are more adaptable because they can use an ICEV for
long trips. However, a significant fraction of users belong to single-car households and
would lack recourse to this option (Department for Transport, 2017). Clearly, how they
might adapt to BEVs is another important future avenue of research. Also relevant to

this are the findings on PHEV electric-only range. Although it was not as significant as
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eitherBEV range or PHEYV fossil-fuel range, users valued it greatly, in many cases
going out of their way to drive on electricity alone. This suggests manufacturers should
prioritise increasing the electric-only range in future PHEVs, and researchers should
specifically understand how PHEVs can be targeted to single-car users who would like
to maximise electric-only driving but cannot access an alternative car for long trips. A
relevant but unexamined theme would have pertained to users’ responses to replacing
batteries after long-term usage, as well as reliability records of very long-term
ownership. These could be done as long-term experience becomes more common.

Other themes related to specific aspects of the innovation, such as
instrumentation, regenerative braking, and low noise. The instrumentation was
somewhat negatively received, although users offered very detailed feedback for further
improvement. Manufacturers could incorporate this feedback relatively easily to
improve user experiences. Users reacted to low noise and regenerative braking very
positively and adapted very rapidly. Relating to these aspects, PEVs were observed to
have fairly surprising and unexpected spill-over effects. These related to user welfare
(enjoyment, pleasure and relaxation) and user behaviour (driving more safely,
attentively and economically, both in the PEV and the ICEV). There may also have
been spill-over effects beyond those captured here. It would be interesting to research
their hypothetical effects in the aggregate and whether their valuation or social benefit
might justify support for PEVs in addition to that currently offered on low-carbon
grounds. Further examination could lead policy-makers to reassess the support for
PEVs.

Finally, various subjective responses were observed, both symbolic and social.
Although the environmental benefits of PEVs are widely touted, they are neither

unambiguously positive nor supremely important for users. Negative perceptions were
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also observedparticularly among mainstream users in trials. Nonetheless, many of the
vehicles in those particular trials were non-production prototypes, and their weaknesses
are not likely to be applicable either to current and future PEVs. Two social aspects of
PEVs emerged as important: social influence and gender-distinct responses. It was
shown that social influence from peers affects how users regard PEVs; and that men and
women respond differently to PEVs. With regard to the latter point, for 8&rly

adopters, most of the buyers are men and the men play the dominant role in the
purchase decision (Hutchins et al., 2013). However, for mainstream households who
might want to buy a PEV as a single car, and particularly in those where both male and
female household heads have equal input into the purchase decision, it is important that
future electric vehicles are designed to meet both of their needs. Clearly, these factors
should be taken into account when designing and marketing future PEVs. Research-
wise, there is increasing research that emphasises the need to market PEVs in a targeted
or segmented way to users (Morton, 2013, Morton et al., 2016b, Sovacool et al., 2018a).
Future research could incorporate these factors to understand their role not only for
different segments of future users, but future vehicles themselves.

In conclusion, a systematic review attempted to review user experiences of the
plug-in electric vehicle innovation. Understanding these user experiences is important
because innovations generally embody a degree of uncertainty and the particular
innovation that is the PEM a direct ‘end-user product’. Many aspects of user
experience, both positive and negative, emerged from the empirical evidence of users.
The evidence from users was that PEV experiences were mostly positive, satisfactory or
acceptable, but this has to be qualified with regard to the ratio of early adopters to
mainstream users. Users such as mainstream owners, single-car households, and

potential users in developing and emerging societies, were not at all represented.



766 Nonetheless,igen this evidence, policy-makers and other stakeholders might be more
767 confident that some uncertainty around this innovation has been dispelled. While there
768 were less than fully satisfactory aspects of experience, improvements in future PEVs are
769 likely to mitigate against these disbenefits. Policy-makers should help maintain an

770 environment in which these improvements can be realisesdcdhcluded that, based on

771 the existing evidence from users, PEVs can play an effective role in the transition to

772 low-carbon mobility.

773

774  Acknowledgements

775 The lead author gratefully acknowledges the valuable help received from his

776  supervisos (both co-authors) in writing this article and as part of his PhD, and also the
777 ESRC forits financial support in the form of a White Rose Doctoral Studentship (ESRC
778 Grant Number: ES/J500215/1, Cohort 6). Likewise, the feedback both from issue

779 editors Prof. Benjamin Sovacool and Dr. Jonn Axsen and two anonymous reviewers
780 was very helpful and was gratefully received.

781

782 Declarations of interest: none.

783

784 References
785 AGERSKOV, M. L. & HAJ, J. C. L. 2013. Lessons learned from the Danish EV living

786 lab. World Electric Vehicle Journal, 869-975.

787 ANABLE, J., BRAND, C., TRAN, M. & EYRE, N. 2012. Modelling transport energy
788 demand: A socio-technical approach. Energy Policy12%-138.

789 ANABLE, J., SCHUITEMA, G. & STANNARD, J. 2014. Consumer responses to
790 Electric Vehicles Literature Review.

791 AXSEN, J., GOLDBERG, S. & BAILEY, J. 2016. How might potential future plug-in
792 electric vehicle buyers differ from current “Pioneer” owners?



793
794
795
796
797
798
799
800
801
802
803
804
805
806
807
808
809
810
811
812
813
814
815
816
817
818
819
820
821
822
823
824
825
826
827
828
829
830
831
832
833
834
835
836
837
838
839
840

AXSEN, J. & KURANI, K. S. 2011. Interpersonal influence in the early ptulgybrid
market: Observing social interactions with an exploratory multi-method
approach. Transportation Research Part D-Transport and Environment, 16
150-159.

AXSEN, J. & KURANI, K. S. 2012. Interpersonal influence within car buyers' social
networks: applying five perspectives to plug-in hybrid vehicle drivers.
Environment and Planning A, 42047-1065.

AXSEN, J. & KURANI, K. S. 2013. Developing sustainability-oriented values: Insights
from households in a trial of plug-in hybrid electric vehicles. Global
Environmental Change-Human and Policy Dimensionsy@30.

AXSEN, J. & KURANI, K. S. 2014. Social influence and proenvironmental behavior:
the reflexive layers of influence framework. Environment and Planning B-
Planning & Design, 41847-862.

BELOUFA, S., VAILLEAU, B., BOUCHEIX, J.-M., KEMENY, A. & MERIENNE, F.
Eco-Driving with Electric Cars: Effect of Continuous and On-Demand feedback
on Driving Behavior and Safety. 5th International Conference on Applied
Human Factors and Ergonomics, 2014. AHFE International, 158-164.

BOURGEOIS, J., FOELL, S., KORTUEM, G., PRICE, B. A., VAN DER LINDEN, J.,
ELBANHAWY, E. Y. & RIMMER, C. Harvesting green miles from my roof:

An investigation into self-sufficient mobility with electric vehicles. 3rd ACM
International Joint Conference on Pervasive and Ubiquitous Computing,
UbiComp 2015, 2015. Association for Computing Machinery, Inc, 1065-1076.

BRAND, C., TRAN, M. & ANABLE, J. 2012. The UK transport carbon model: An
integrated life cycle approach to explore low carbon futures. Energy Poljcy, 41
107-124.

BUHLER, F., COCRON, P., NEUMANN, I., FRANKE, T. & KREMS, J. F. 2014a. Is
EV experience related to EV acceptance? Results from a German field study.
Transportation Research Part F-Traffic Psychology and Behaviou34 2.

BUHLER, F., FRANKE, T., NEUMANN, I., ISCHEBECK, M. & KREMS, J. F.

Driving an EV with no opportunity to charge at hemis this acceptable? In: D.
DE WAARD, K. B., R. WICZOREK, F. DI NOCERA, R. BROUWER, P.
BARHAM, C. WEIKERT, A. KLUGE, W. GERBINO, & A. TOFFETTI, ed.
Proceedings of the Human Factors and Ergonomics Society Europe Chapter
2013 Annual Conference, 2014b.

BUHLER, F., NEUMANN, I., COCRON, P., FRANKE, T. & KREMS, J. F. 2010.
Usage patterns of electric vehicles: A reliable indicator of acceptance? Findings
from a German field study.

BURGESS, M., KING, N., HARRIS, M. & LEWIS, E. 2013. Electric vehicle drivers'
reported interactions with the public: Driving stereotype change? Transportation
Research Part F-Traffic Psychology and Behaviour3344.

CAPERELLO, N., TYREEHAGEMAN, J. & KURANI, K. 2014. Engendering the
future of electric vehicles: Conversations with men and women. UC Davis
Institute for Transport Studies.

CAPERELLO, N. D. & KURANI, K. S. 2012. Households' Stories of Their Encounters
With a Plug-In Hybrid Electric Vehicle. Environment and Behavior ,498-

508.

CARLSON, R. B. 2014. Data Analysis and Reporting of the 150 Chevrolet Volts

ARRA Demonstration Fleet.



841
842
843
844
845
846
847
848
849
850
851
852
853
854
855
856
857
858
859
860
861
862
863
864
865
866
867
868
869
870
871
872
873
874
875
876
877
878
879
880
881
882
883
884
885
886
887
888
889
890

CARROLL, S., WALSH, C., BURGESS, M., HARRIS, M., MANSBRIDGE, S.,

KING, N. & BUNCE, L. 2013. The Ultra Low Carbon Vehicle Demonstrator
Programme - Final report: Assessing the viability of EVs in daily life.

CELLINA, F., CAVADINI, P., SOLDINI, E., BETTINI, A. & RUDEL, R. 2016.
Sustainable Mobility Scenarios in Southern Switzerland: Insights from Early
Adopters of Electric Vehicles and Mainstream Consumers. Transportation
Research Procedia, ,12584-2593.

COCRON, P., BACHL, V., FRUH, L., KOCH, I. & KREMS, J. F. 2014. Hazard
detection in noise-related incidents - the role of driving experience with battery
electric vehicles. Accident Analysis and Prevention,388-391.

COCRON, P., BUHLER, F., FRANKE, T., NEUMANN, I., DIELMANN, B. &

KREMS, J. F. 2013. Energy recapture through deceleration - regenerative
braking in electric vehicles from a user perspective. Ergonomic$268-1215.

COCRON, P., BUHLER, F., FRANKE, T., NEUMANN, I. & KREMS, J. F. The
silence of electric vehiclesblessing or curse? Proc. 90th Ann. Meeting

Transport. Res. Board, 2010 Washington, DC.

COCRON, P., BUHLER, F., NEUMANN, I., FRANKE, T., KREMS, J. F.,
SCHWALM, M. & KEINATH, A. 2011. Methods of evaluating electric vehicles
from a user's perspective - the MINI E field trial in Berlin. let Intelligent
Transport Systems, 327-133.

COCRON, P. & KREMS, J. F. 2013. Driver perceptions of the safety implications of
quiet electric vehicles. Accident Analysis and Prevention138-131.

COTTRELL, N. D. & BARTON, B. K. 2012. The impact of artificial vehicle sounds for
pedestrians on driver stress. Ergonomics,1856-1486.

DAINA, E. F., JAKOBSSON, N., JOCHEM, P., KINNEAR, N., PLOTZ, P., PONTES,
J., REFA, N. & FRANCE, T. 2017. Considerations for the development of plug-
in electric vehicle charging infrastructure for consumers-A review.

DEPARTMENT FOR TRANSPORT. 2017. National Travel Survey: England 2016.
Statistical Release [Online]. Available:

https://assets.publishing.service.gov.uk/government/uploads/system/uploads/atta

chment _data/file/633077/national-travel-survey-2016[pdtessed

20/06/2018.

EGBUE, O. & LONG, S. 2012. Barriers to widespread adoption of electric vehicles: An
analysis of consumer attitudes and perceptions. Energy policy14&29.

EISEL, M., NASTJUK, I. & KOLBE, L. M. 2016. Understanding the influence of in-
vehicle information systems on range stress - Insights from an electric vehicle
field experiment. Transportation Research Part F-Traffic Psychology and
Behaviour, 43199-211.

ELEMENT ENERGY 2009. Strategies for the uptake of electric vehicles and associated
infrastructure implications.

FIGENBAUM, E. & KOLBENSTVEDT, M. 2016. Learning from Norwegian Battery
Electric and Plug-in Hybrid Vehicle users: Results from a survey of vehicle
owners (Laerdommer fra brukere av elbiler og ladbare hybridbiler - Resultater
fra en sporreundersokelse blant bileiere).

FRANKE, T., BUHLER, F., COCRON, P., NEUMANN, I. & KREMS, J. F. 2012a.
Enhancing Sustainability of Electric Vehicles: A Field Study Approach to
Understanding User Acceptance and Behaviour, Aldershot, Ashgate Publishing
Ltd.

FRANKE, T., COCRON, P., BUHLER, F., NEUMANN, I. & KREMS, J. Adapting to
the range of an electric vehietbe relation of experience to subjectively


https://assets.publishing.service.gov.uk/government/uploads/system/uploads/attachment_data/file/633077/national-travel-survey-2016.pdf
https://assets.publishing.service.gov.uk/government/uploads/system/uploads/attachment_data/file/633077/national-travel-survey-2016.pdf

891
892
893
894
895
896
897
898
899
900
901
902
903
904
905
906
907
908
909
910
911
912
913
914
915
916
917
918
919
920
921
922
923
924
925
926
927
928
929
930
931
932
933
934
935
936
937
938

available mobility resouss. Proceedings of the european conference on human
centred design for intelligent transport systems, valencia, spain, 2012b. 95-103.

FRANKE, T., GUNTHER, M., TRANTOW, M. & KREMS, J. F. 2017. Does this range
suit me? Range satisfaction of battery electric vehicle users. Applied
Ergonomics, 65191-199.

FRANKE, T. & KREMS, J. F. 2013a. Interacting with limited mobility resources:
Psychological range levels in electric vehicle use. Transportation Research Part
A Policy and Practice}8, 109-122.

FRANKE, T. & KREMS, J. F. 2013b. What drives range preferences in electric vehicle
users? Transport Policy, 386-62.

FRANKE, T., NEUMANN, I., BUHLER, F., COCRON, P. & KREMS, J. F. 2012c.
Experiencing Range in an Electric Vehicle: Understanding Psychological
Barriers. Applied Psychology-an International Review-Psychologie Appliquee-
Revue Internationale, 6368-391.

FRANKE, T., RAUH, N., GUNTHER, M., TRANTOW, M. & KREMS, J. F. 2016.

Which Factors Can Protect Against Range Stress in Everyday Usage of Battery
Electric Vehicles? Toward Enhancing Sustainability of Electric Mobility
Systems. Human Factors,,98-26.

FRANKE, T., TRANTOW, M., GUNTHER, M., KREMS, J. F., ZOTT, V. &

KEINATH, A. 2015. Advancing electric vehicle range displays for enhanced
user experience: the relevance of trust and adaptability. Proceedings of the 7th
International Conference on Automotive User Interfaces and Interactive
Vehicular Applications. Nottingham, United Kingdom: ACM.

FREUND, R. Living with a BEV: A survey of user experiences. 23rd International
Battery, Hybrid and Fuel Cell Electric Vehicle Symposium and Exposition 2007
- Sustainability: The Future of Transportation, EVS 2007, 2007 Anaheim, CA.
1662-1678.

FRIIS, F. & GRAM-HANSSEN, K. 2013. Integration of Smart Grid Technologies in
Households-How Electric Vehicles and Dynamic Pricing Change Social
Practices in Everyday Life. Rethink, Renew, Restart. Proceedings of the ECEEE
2013 Summer Study019-1030.

GRAHAM-ROWE, E., GARDNER, B., ABRAHAM, C., SKIPPON, S., DITTMAR,

H., HUTCHINS, R. & STANNARD, J. 2012. Mainstream consumers driving
plug-in battery-electric and plug-in hybrid electric cars: A qualitative analysis of
responses and evaluations. Transportation Research Part a-Policy and Practice,
46, 140-153.

GUNTHER, M., RAUH, N. & KREMS, J. F. 2017. Conducting a study to investigate
ecadriving strategies with battery electric vehiclea multiple method
approach. Transportation Research Procedig2242-2256.

HARDMAN, S., JENN, A., TAL, G., AXSEN, J., BEARD, G., DAINA, N.,

FIGENBAUM, E., JAKOBSSON, N., JOCHEM, P., KINNEAR, N., PLOTZ,

P., PONTES, J., REFA, N., SPREI, F., TURRENTINE, T. & WITKAMP, B.
2018. A review of consumer preferences of and interactions with electric vehicle
charging infrastructure. Transportation Research Part D: Transport and
Environment, 62508-523.

HARDMAN, S., SHIU, E. & STEINBERGER-WILCKENS, R. 2016. Comparing high-
end and low-end early adopters of battery electric vehicles. Transportation
Research Part A Policy and Practice, 8857.



939
940
941
942
943
944
945
946
947
948
949
950
951
952
953
954
955
956
957
958
959
960
961
962
963
964
965
966
967
968
969
970
971
972
973
974
975
976
977
978
979
980
981
982
983
984
985
986
987
988

HARDMAN, S. & TAL, G. 2016. Exploring the Decision to Adopt a Hifind Battery
Electric Vehicle. Transportation Research Record: Journal of the
Transportation Research Board, 252@-27.

HAUGNELAND, P. & HAUGE, E. Norwegian electric car user experiences 2014.
28th International Electric Vehicle Exhibition, EVS 2015, 2015. Korean Society
of Automotive Engineers.

HAWKINS, T. R., SINGH, B., MAJEAU-BETTEZ, G. & STROMMAN, A. H. 2013.
Comparative Environmental Life Cycle Assessment of Conventional and
Electric Vehicles. Journal of Industrial Ecology, 53-64.

HEFFNER, R. R., KURANI, K. S. & TURRENTINE, T. S. 2009. Driving Plug-In
Hybrid Electric Vehicles Reports from US Drivers of Hybrid Electric Vehicles
Converted to Plug-In Hybrid Vehicles. Transportation Research Re2@n4b.

HELMBRECHT, M., MONREAL, C. O., BENGLER, K., VILIMEK, R. & KEINATH,

A. 2014. How Electric Vehicles Affect Driving Behavioral Patterns. leee
Intelligent Transportation Systems Magazing2%32.

HERTZKE, P., MUELLER, N. & SCHENK, S. 2017. China's electric-vehicle market
plugs in [Online]. Availablghttps://www.mckinsey.com/featured- |

| insights/china/chinas-electric-vehicle-market-pling§Accessed 20/06/2018.

HEYVAERT, S., COOSEMANS, T., MIERLO, J. V. & MACHARIS, C. Living lab
electric vehicles flanders (Belgium): The influence of testing an EV on the
general appreciation of electric mobility. 2013 World Electric Vehicle
Symposium and Exhibition (EVS27), 17-20 Nov. 2013 2013. 1-7.

HUTCHINS, R., DELMONTE, E., STANNARD, J., EVANS, L. & BUSSELL, S.

2013. Assessing the role of the Plug-in Car Grant and Plugged-in Places scheme
in electric vehicle uptake. Transport Research Laboratory.

JAKOBSSON, N., GNANN, T., PLOTZ, P., SPREI, F. & KARLSSON, S. 2016. Are
multi-car households better suited for battery electric vehiel&®ing
patterns and economics in Sweden and Germany. Transportation Research Part
C: Emerging Technologies, 65-15.

JAKOBSSON, N., KARLSSON, S. AND SPREI, F. How are driving patterns adjusted
to the use of a battery electric vehicle in two-car households? Electric Vehicle
Symposium 29, Montreal, 2016-06-20, 2016. 1021-1030.

JENSEN, A. F., CHERCHI, E. & DE DIOS ORTUZAR, J. 2014. A long panel survey
to elicit variation in preferences and attitudes in the choice of electric vehicles.
Transportation, 41973-993.

JENSEN, A. F. & MABIT, S. L. 2017. The use of electric vehicles: A case study on
adding an electric car to a household. Transportation Research Part A: Policy
and Practice, 10639-99.

JUNG, M. F., SIRKIN, D., G, T. M. & STEINERT, M. 2015. Displayed Uncertainty
Improves Driving Experience and Behavior: The Case of Range Anxiety in an
Electric Car. Proceedings of the 33rd Annual ACM Conference on Human
Factors in Computing Systems. Seoul, Republic of Korea: ACM.

KARLSSON, S. 2017. What are the value and implications of two-car households for
the electric car? Transportation Research Part C: Emerging Technologies, 81
1-17.

KLOCKNER, C. A., NAYUM, A. & MEHMETOGLU, M. 2013. Positive and negative
spillover effects from electric car purchase to car use. Transportation Research
Part D-Transport and Environment,, ZP-38.

KURANI, K. S., AXSEN, J., CAPERELLO, N., DAVIES, J. & STILLWATER, T.

2009. Plug-In Hybrid Electric Vehicle (PHEV) Demonstration and Consumer



https://www.mckinsey.com/featured-insights/china/chinas-electric-vehicle-market-plugs-in
https://www.mckinsey.com/featured-insights/china/chinas-electric-vehicle-market-plugs-in

989

990

991

992

993

994

995

996

997

998

999
1000
1001
1002
1003
1004
1005
1006
1007
1008
1009
1010
1011
1012
1013
1014
1015
1016
1017
1018
1019
1020
1021
1022
1023
1024
1025
1026
1027
1028
1029
1030
1031
1032
1033
1034
1035
1036
1037
1038

Education, Outreach, and Market Research Program UC Dauvis Institute of
Transportation Studies.

KURANI, K. S., TURRENTINE, T. & SPERLING, D. 1994. Demand for electric
vehicles in hybrid households: an exploratory analysis. Transport Pqli4441
256.

KURAN]I, K. S., TURRENTINE, T. & SPERLING, D. 1996. Testing electric vehicle
demand in ‘hybrid households’ using a reflexive survey. Transportation
Research Part D: Transport and Environment31-150.

LABEYE, E., HUGOT, M., BRUSQUE, C. & REGAN, M. A. 2016. The electric
vehicle: A new driving experience involving specific skills and rules.
Transportation Research Part F-Traffic Psychology and Behaviow27 310.

LIAO, F., MOLIN, E. & VAN WEE, B. 2017. Consumer preferences for electric
vehicles: a literature review. Transport Reviews,Zb2-275.

LINTON, C., GRANT-MULLER, S. & F. GALE, W. 2015. Approaches and
Techniques for Modelling CO 2 Emissions from Road Transport.

MAGALI, P. & FULDA, A.-S. 2015. Driving an EV: A New Practice? How Electric
Vehicle Private Users Overcome Limited Battery Range through their Mobility
Practice.

MORTON, C. 2013. Consumer Structure in the Emerging Market for LEVs: A market
segmentation analysis.

MORTON, C., ANABLE, J. & D. NELSON, J. 2016a. Exploring consumer preferences
towards electric vehicles: The influence of consumer innovativeness.

MORTON, C., ANABLE, J. & NELSON, J. 2016b. Consumer Structure in the
Emerging Market for Electric Vehicles: Identifying market segments using
cluster analysis.

NEUMANN, I., COCRON, P., FRANKE, T. & KREMS, J. F. Electric vehicles as a
solution for green driving in the future? A field study examining the user
acceptance of electric vehicles. Proceedings of the European Conference on
Human Interface Design for Intelligent Transport Systems, Berlin, Germany,
2010. 445-453.

NEUMANN, I., FRANKE, T., COCRON, P., BUHLER, F. & KREMS, J. F. 2015. Eco-
driving strategies in battery electric vehicle use - how do drivers adapt over
time?let Intelligent Transport Systems, P46-753.

NEUMANN, I. & KREMS, J. F. 2016. Battery electric vehicles - implications for the
driver interface. Ergonomics, 5831-343.

NICHOLAS, M. A, TAL, G. & TURRENTINE, T. S. 2017. Advanced Plug-In Electric
Vehicle Travel and Charging Behawvieinterim Report. Research Report.

NILSSON, M. 2011. Electric vehicles: an interview study investigating the
phenomenon of range anxiety.

PICHELMANN, S., FRANKE, T. & KREMS, J. F. 2013. The timeframe of adaptation
to electric vehicle range. 15th International Conference on Human-Computer
Interaction, HCI International 2013. Las Vegas, NV.

PLOTZ, P., FUNKE, S. A., JOCHEM, P. & WIETSCHEL, M. 2017. CO2 Mitigation
Potential of Plug-in Hybrid Electric Vehicles larger than expected. Scientific
Reports, 716493.

POPAY, J., ROBERTS, H., SOWDEN, A., PETTICREW, M., ARAI, L., RODGERS,
M., BRITTEN, N., ROEN, K. & DUFFY, S. 2006. Guidance on the conduct of
narrative synthesis in systematic reviews.

RAUH, N., FRANKE, T. & KREMS, J. F. 2015a. Understanding the Impact of Electric
Vehicle Driving Experience on Range Anxiety. Human Factors1B7-187.



1039
1040
1041
1042
1043
1044
1045
1046
1047
1048
1049
1050
1051
1052
1053
1054
1055
1056
1057
1058
1059
1060
1061
1062
1063
1064
1065
1066
1067
1068
1069
1070
1071
1072
1073
1074
1075
1076
1077
1078
1079
1080
1081
1082
1083
1084
1085
1086

RAUH, N., FRANKE, T. & KREMS, J. F. 2015b. User experience with electric
vehicles while driving in a critical range situation - a qualitative approach. let
Intelligent Transport Systems, B34-739.

RAUH, N., FRANKE, T. & KREMS, J. F. 2017a. First-time experience of critical range
situations in BEV use and the positive effect of coping information.
Transportation Research Part F: Traffic Psychology and Behavigu3Q44L.

RAUH, N., GUNTHER, M., FRANKE, T. & KREMS, J. F. 2017b. Increasing the
Efficient Usage of Electric Vehicle Range - Effects of Driving Experience and
Coping Information. Transportation Research Procediag3@m-3633.

REZVANI, Z., JANSSON, J. & BODIN, J. 2015. Advances in consumer electric
vehicle adoption research: A review and research agenda. Transportation
Research Part D: Transport and Environment132-136.

ROGERS, E. M. 1962. Diffusion of innovations, New York, Free Press.

ROLIM, C., BAPTISTA, P., FARIAS, T. & RODRIGUES, O. Electric vehicle
adopters' motivation, utilization patterns and environmental impacts: A Lisbon
case study. 2013 World Electric Vehicle Symposium and Exhibition, EVS
2014, 2014.

RYGHAUG, M. & TOFTAKER, M. 2014. A Transformative Practice? Meaning,
Competence, and Material Aspects of Driving Electric Cars in Norway. Nature
+ Culture, 9146-163.

SAUNDERS, B., SIM, J., KINGSTONE, T., BAKER, S., WATERFIELD, J.,
BARTLAM, B., BURROUGHS, H. & JINKS, C. 2018. Saturation in qualitative
research: exploring its conceptualization and operationalization. Quality &
Quantity, 52 1893-1907.

SCHMALFUR, F., MUHL, K. & KREMS, J. F. 2017. Direct experience with battery
electric vehicles (BEVs) matters when evaluating vehicle attributes, attitude and
purchase intention. Transportation Research Part F: Traffic Psychology and
Behaviour, 46, Part A47-69.

SCHMITZ, M., MAAG, C., JAGIELLOWICZ, M. & HANIG, M. 2013. Impact of a
combined accelerator-brake pedal solution on efficient driving. let Intelligent
Transport Systems, 203-2009.

SKIPPON, S. & GARWOOD, M. 2011. Responses to battery electric vehicles: UK
consumer attitudes and attributions of symbolic meaning following direct
experience to reduce psychological distance. Transportation Research Part D-
Transport and Environment, 18525-531.

SKIPPON, S. M., KINNEAR, N., LLOYD, L. & STANNARD, J. 2016. How
experience of use influences mass-market drivers' willingness to consider a
battery electric vehicle: A randomised controlled trial. Transportation Research
Part a-Policy and Practice, , 926-42.

SMART, J. 2013. How much are Chevrolet Volts in The EV Project Driven in EV
Mode? : Idaho National Laboratory.

SOVACOOL, B. K., AXSEN, J. & KEMPTON, W. 2017. The Future Promise of
Vehicleto-Grid (V2G) Integration: A Sociotechnical Review and Research
Agenda. Annual Review of Environment and Resources342-406.

SOVACOOL, B. K., KESTER, J., NOEL, L. & DE RUBENS, G. Z. 2018a. The
demographics of decarbonizing transport: The influence of gender, education,
occupation, age, and household size on electric mobility preferences in the
Nordic region. Global Environmental Change, 8&-100.



1087 SOVACOOL, B. K., NOEL, L., AXSEN, J. & KEMPTON, W. 2018b. The neglected

1088 social dimensions to a vehide-grid (V2G) transition: a critical and systematic
1089 review. Environmental Research Letters, @B3001.

1090 STILLWATER, T. & KURANI, K. S. 2013. Drivers discuss ecodriving feedback: Goal
1091 setting, framing, and anchoring motivate new behaviors. Transportation
1092 Research Part F-Traffic Psychology and Behaviour8396.

1093 SWART, D. J., BEKKER, A. & BIENERT, J. 2018. The subjective dimensions of
1094 sound quality of standard production electric vehicles. Applied Acoustics, 129
1095 354-364.

1096 TESLA. 2018. Model 3 [Online]. Availablgtttps://www.tesla.com/en_GB/modgl3
1097 [Accessed 20/06/2018.

1098 TROMMER, S., JARASS, J. & KOLAROVA, V. Early adopters of electric vehicles in
1099 Germany unveiled. 28th International Electric Vehicle Exhibition, EVS 2015,
1100 2015. Korean Society of Automotive Engineers.

1101 TURRENTINE, T., GARAS, D., LENTZ, A. & WOODJACK, J. 2011. The UC Davis
1102 MINI E Consumer Study. UC Davis Institute of Transportation Studies.

1103 TURRENTINE, T. & KURANI, K. S. 2001. The Household Market for Electric

1104 Vehicles: Testing the Hybrid Household HypothegiReflexively Designed
1105 Survey of New-Car-Buying Multi-Vehicle California Households.

1106 VILIMEK, R., KEINATH, A. & SCHWALM, M. 2013. The MINI E Field Study -

1107 Similarities and Differences in International Everyday EV Driving.

1108 WALSH, C., CARROLL, S., EASTLAKE, A. & BLYTHE, P. 2010. Electric Vehicle
1109 Driving Style and Duty Variation Performance Study. Cenex.

1110 WOODJACK, J., GARAS, D., LENTZ, A., TURRENTINE, T., TAL, G. &

1111 NICHOLAS, M. 2012. Consumers' Perceptions and Use of Electric Vehicle
1112 Range Changes Over Time Through a Lifestyle Learning Process.

1113 Transportation Research Board 91st Annual MeetingTransportation Research
1114 Board 17.

1115

1116


https://www.tesla.com/en_GB/model3

