Electric Vehicles
– the impact on property
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New registrations of Electric Vehicles (EVs) hit a new record
in 2016, with over 750,000 sales worldwide taking the
global “fleet” to over 2 million vehicles. This year, at the end
of September in the UK EVs had a market share of around
1.3%.
At this level this does not represent a disruptive change in
patterns of demand, in fact most of the take up of EVs so far
has been policy-led as Governments address the
decarbonisation of transport to meet their international
commitments through subsidy.
Typically, this subsidy is applied to both the purchase of an
EV and to the provision of an adequate charging
infrastructure to encourage take up of the technology. The
UK Government, for example, have a Plug-in grant that will
pay for 35% of the purchase price for a list of vehicles, up to
a maximum of £4,500 and also offers grants to support the
wider use of electric and hybrid vehicles via the Office of
Low Emission Vehicles. Once the technology has a critical
mass of users and a comprehensive network of charging
points, EVs will be in the mainstream.
This report looks at what this is likely to mean for automotive
property and draws out the opportunities it opens up for
car dealerships to take advantage of the change.
FIGURE 1: CUMULATIVE GLOBAL EV SALES
SOURCE: IEA
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EXECUTIVE SUMMARY
Transportation accounts for about one-fifth of global
energy use, and passenger vehicles account for about 10%
of energy-related carbon dioxide emissions. Currently, the
growth of EVs is primarily led by policy rather than demand.
EVs are costly to manufacture, mainly because of the high
cost of batteries, and sales are heavily subsidised both by
Governments and manufacturers.
The availability of adequate charging infrastructure is an
ongoing problem with competing standards, rates of
charge and availability of charging points all being works in
progress. Nevertheless, EVs are expected to account for
20% of all vehicle sales in the UK by 2025 and by 2040 the
UK is to ban all new petrol and diesel cars and vans. EVs are
here to stay, supported by a falling cost of manufacture
and quicker charging batteries.
But the internal combustion engine is not going to
disappear overnight. On the current timeline it has another
thirty or so years to run. Strong dealership networks will
continue to provide manufacturers with the main route to
market for EVs and conventionally powered vehicles. EVs
still need to be maintained, EVs will break down and be
involved in accidents. The dealership model is central to all
these things.

However, dealers will need to invest to take advantage of
EVs. Investment is necessary in specific EV skills for after
sales service; plant and equipment specific to EVs and
parking/charging infrastructure on site. This may well put
smaller sites under greater pressure and lead to the
acquisition of bigger premises.
EVs also bring opportunities for the wider property markets.
Charging infrastructure is likely to become available as a
feature of any new development as well as being retrofitted
into premises of all types. Local Authorities are exploring
the income streams that could be derived from street-side
charging facilities as well as in public car parks.
There are few, if any, property sectors unaffected by EVs
and, over time, rents and capital values may start to respond
to the availability of on-site charging facilities.
The irony at the heart of the EV debate is that, despite
being driven by demand for clean energy, BEVs (Batterypowered Electric Vehicles) and PHEVs (Plug-in Hybrid
Electric Vehicles) come with a lot of environmental baggage
of their own. Unless charging of EVs can be managed from
renewable resources only, emissions are just relocated from
tailpipe to power station and the rare minerals that are key
components of EV batteries are also environmentally
suspect. It may be that, over time, the logic of FCEVs (Fuel
Cell Electric Vehicles) that produce only water vapour gains
similar momentum.
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CONTEXT
POLITICS

PURCHASING EVs

If EVs are born of policy initiatives, the midwife is the Clean
Energy Ministerial, a high-level intergovernmental global
forum to promote policies and programs that advance
clean energy technology, to share lessons learned and best
practices, and to encourage the transition to a global clean
energy economy. Transportation accounts for about onefifth of global energy use, and passenger vehicles account
for about ten percent of energy-related carbon dioxide
emissions making EVs an important part of any global clean
energy solution.

Government support for electric cars and vehicles exist in
the form of the Plug-in Vehicle Grant towards the purchase
of vehicles. The grant is automatically deducted from the
retail price when an eligible vehicle is purchased.

Policy stimulus is active in four key areas:
• Subsidising the purchase of EVs to equalize the cost with
conventional vehicles;
• Facilitating growth in the network of charging stations
through planning controls and grant aid;
• Reducing the numbers of conventionally-fueled vehicles
over time; and
• Research and Development into better, more efficient
batteries.

Significant changes to the plug-in car grant scheme came
into force on 1 March 2016. The amount available for
qualifying cars was reduced and efficiency categories were
introduced to create tiers within the scheme so that cars
that would previously have been eligible for a £5,000 grant
could only qualify for £4,500 or £2,500.

CHARGING INFRASTRUCTURE
The modern renaissance of the EV in the UK began in 2010,
and since that time the UK government has stimulated the
creation of an electric charge point network to support
these vehicles. Initially this was through their Plugged-in
Places initiative, and subsequently through more specific
grants for rapid charge points on motorways and trunk
roads, as well as home charge points and workplace charge
points.

The UK is active in all four areas.

The availability of information on charging points is improving as this example from openchargemap.org shows.
However, not all these points are public and may not support specific charger types.
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This support is relatively lukewarm by comparison with the
EU that has stipulated that every newly-built or refurbished
house must have an EV charging station by 2019. Also, by
2023, 10% of all parking spaces must have EV chargers.
The Automated and Electric Vehicles Bill announced in the
Queen’s speech in June 2017 is a recognition that the UK is
lagging behind in the provision of charging infrastructure.
This allows the Government to require the installation of
charge points for electric vehicles at motorway service
areas and large fuel retailers, and to require a set of
common technical and operational standards. This is
designed to ensure charge points are convenient to access
and work seamlessly right across the UK but is yet to be
published, let alone debated or enshrined in law.
To complement this policy push, manufacturers and
suppliers have also recognised that their interests lie in
providing comprehensive charging infrastructure for EVs.
As a group, BMW, Daimler, Ford, and Volkswagen intend to
install thousands of EV chargers along European autobahns
for example. Working with Tank & Rast, the service station
operator, they are installing fast-charging stations into
about 400 of its service stations by the end of this year.
The Government is also keen to promote take up of FCEVs.
Hydrogen fuel providers will be able to bid for funding in
partnership with organisations that produce hydrogen
vehicles to help build high-tech infrastructure, including
fuel stations.

REDUCING THE FLEET OF CONVENTIONAL VEHICLES
According to the Society of Motor Manufacturers and
Traders there are around 19.3 million pre- Euro 5 emission
level passenger cars on the UK roads today. By comparison
to the carrots on offer to buy and use EVs, in reducing the
fleet, Government is wielding a big stick.

The UK is to ban all new petrol and diesel cars and vans
from 2040 due to fears that rising levels of nitrogen oxide
and the UK’s high level of air pollution could be responsible
for 40,000 premature deaths a year. Yet again this is less
ambitious than in competing economies. Although it
follows the same pledge as France, Germany and India have
pledged similar targets for 2030 and Norway and the
Netherlands plan to go all electric by 2025 – fifteen years
before the UK.
As a result of the proposed ban there are supplementary
initiatives to speed up the process, such as London
introducing a £10 charge that will be levied on up to 10,000
of the most polluting vehicles from October 2017. EVs
qualify for a 100% discount from the London congestion
charge.
In the past, scrappage schemes have been used as a method
to help mitigate falling sales but they have the beneficial
effect of taking older vehicles out of circulation. The current
incentives are less to do with EVs than to encourage takeup of vehicles with Euro 6 standard engines, which the
industry claims reduce emissions of nitrogen oxides and
coincide with more rigorous, emissions testing being
introduced in the UK.

RESEARCH & DEVELOPMENT
The UK Government has announced a £65 million research
institute involving six UK universities to further electric
vehicle battery technology. The Faraday Battery Institute
incorporates academics from Cambridge, Oxford, Warwick,
Imperial College London, Newcastle University and
University College London. The six universities are investing
£13.7m to set up a headquarters for the project, which aims
to nurture relationships between businesses and
researchers to get technology on the road quicker and
make it more accessible to consumers.

EURO 5 & 6
Introduced in January 2011, the Euro 5 emissions
standard further tightened the limits on particulate
emissions from diesel engines. There were some
tightening of limits on Nitrous Oxide too as well as,
for the first time, a particulates limit for petrol
engines – applicable to direct injection engines
only.
Addressing the effects of very fine particle emissions,
Euro 5 introduced a limit on particle numbers for
diesel engines in addition to the particle weight
limit. This applied to new type approvals from
September 2011 and to all new diesel cars from
January 2013. Euro 6 tightens the standard further.
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ECONOMICS

SOCIAL ISSUES

From an economic perspective, EVs are an interesting
proposition requiring policy makers to offset the significant
advantages to health, wellbeing and the environment
against the significant cost of supporting the industry until
it reaches critical mass.

THE ENVIRONMENT

The costs of subsidising the purchase price of an EV and
developing a charging network are relatively small beer by
comparison with a potential £20 billion black hole caused
by their adoption.
Fuel tax raises around £28bn a year, about the same as
council tax, and is projected to rise to £40bn by 2030.
Typically, EVs are much more fuel efficient leaving a
significant shortfall in revenue that needs to be addressed.
Added to this bill would need to be the additional
generating capacity needed to service the charging needs
of an expanded fleet of EVs.
For the consumer, higher capital costs of EVs are offset by
lower fuel costs due to the high fuel economy of the
vehicles (in hybrid mode) and the ability of the cars to run
on low cost electricity.
TABLE 1: OPERATIONAL COSTS EV vs CONVENTIONAL VEHICLE
SOURCE: PERRYS

Nissan Leaf
Acenta 30kw

Nissan Pulsar
1.2 Acenta

£26,635

£16,850

Customer Deposit

£500

£500

Government Grant

£4,000

NIL

£337

£262.26

Fuel cost based on
800 miles/month

£33

£110

Road tax per month

NIL

£11.66

£371

£383

Retail Price

Monthly Cost
Monthly rental
36 months

Total Cost

Three significant financial incentives considerably reduce
the costs of running an EV:
• Zero-rated fuel tax (electricity only attracts 5% VAT for
private use);
• the Ultra Low Emission Discount Scheme effectively
exempts EVs from paying the London Congestion Charge;
and
• Discounted car tax.
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The environmental impact of the internal combustion
engine is one of the key drivers for the policy push in favour
of EVs. However, the environmental benefits of EVs require
some qualification:
• Charging EVs will require significant growth in generating
capacity that itself has the potential to be polluting;
• Current battery technology makes heavy use of rare
minerals which has impacts upon the source communities;
and
• Current batteries are difficult to recycle at scale.
Furthermore, there is a school of thought that conventional
vehicles can be made even more efficient than EVs when
the generating cost is taken into account. Shell, for example,
argue that the fuel savings from the efficiency improvements
in internal combustion engines would outweigh those from
electric vehicles threefold. This opinion is shared by Mazda,
who state that their SKYACTIV engine-powered cars only
need a 10% increase in fuel economy to get the same CO2
output per kilometer as an EV. It should be noted that both
these organisations have significant capital embedded in
the status quo.

GENERATING CAPACITY
On the basis that the number of EVs could reach 9m by
2030, up from around 90,000 in 2017, research by the
National Grid estimates that the impact of charging so
many cars’ batteries would be to reverse the trend in recent
years of falling electricity demand.
If electric vehicles were not charged smartly to avoid peaks
and troughs in power demand, such as when people return
home between 5pm and 6pm, peak demand could be as
much as 8GW higher ie more than the capacity of the
Hinkley Point C nuclear power station.

BATTERY TECHNOLOGY
The extraction of nickel, a key component in batteries
which is mined mainly in Australia, Canada, Indonesia,
Russia and the Philippines has a serious environmental and
health cost. In 2016 The Philippines demanded the closure
of 23 nickel mines in the country which accounts for around
50% of global output having ramifications for the price
stability of the commodity.
Lithium is currently extracted from brines beneath the
deserts of South America and evaporated using the energy
of the sun. But an increasing proportion is coming from
crushing rock in Australia and processing the mineral in
China, which is more energy intensive. Goldman Sachs
expects capacity addition by hard rock to be equal to brine
by 2020 in order to meet demand from electric vehicles.

About 50% of the energy footprint of a battery cathode is
consumed by nickel and cobalt production. Lithium
accounts for about 5-20%, depending on whether it comes
from brines or hard rock sources.

• Fuel cell electric vehicles (FCEV) convert hydrogen gas
into electricity to power an electric motor and battery.
Fuel cell vehicles are a relatively new technology in
passenger vehicles.

BATTERY RECYCLING

Conventional hybrids, which can’t be plugged in, are not
regarded as being electric vehicles.

To counter the environmental impact of mining there is a
requirement for more recycling facilities to meet growing
electric vehicle demand. Presently, around 90% of lead-acid
batteries used in internal combustion cars are recycled,
compared to 5% of lithium-ion batteries. Consequently, an
estimated 11 million tonnes of used lithium-ion battery
packs will be discarded between now and 2030, according
to a battery recycling company Li-cycle. The chemical
processes used in the batteries make it hard to develop an
industrial scale recycling route.

TECHNOLOGY
ELECTRIC VEHICLES

CHARGERS
Currently, there are three different variants of chargers:
• Slow (up to 3kW);
• fast (7-22kW) ; and
• Rapid AC and DC (43-50kW).
Research for the RAC foundation in 2017 found that even
though 80% of EV owners have access to home charging 93% use the public charge point network. The same
research found that 73% of public charge point use takes
place at local fast and slow chargers (3.6kW to 22kW) with
27% taking place at rapid charge points (43kW to 50kW).
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Slow charging units are rated at 3kW. Charging
times vary on unit speed and vehicle, but a full
charge for an EV will typically take 6-12 hours.
Slow charging is the most common method of
charging electric vehicles, used by many owners
to charge at home overnight. Slow units aren’t
necessarily restricted to home use, with workplace and public points also able to be found.
Because of the longer charging times over fast
units, slow public charge points are less common.

Fast

Fast chargers, all of which are AC, are typically
rated at either 7kW or 22 kW (single- or threephase 32A). Charging times vary on unit speed
and the vehicle, but a 7kW charger will recharge
a compatible EV in 3-5 hours, and a 22kW charger
in 1-2 hours.
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These type of chargers tend to be found at
destinations such as car parks, where that an EV
will potentially be parked for an hour or more.
The majority of fast chargers are untethered,
though some home and workplace based units
have cables attached.; Untethered units are more
flexible and can be used by any driver that has the
correct cable.

HYDROGEN

Currently there are three types of EV:
• BEV’s use electricity stored in a battery pack to power an
electric motor and turn the wheels. When depleted, the
batteries are recharged, either from a wall socket or
specific charging unit. The important point is that BEVs
are solely powered by electricity. When driven, BEVs do
not produce tailpipe pollution; but the amount of
pollution produced depends on how the electricity is
made.

Rapid

Rapid chargers are the fastest way to charge
an EV, often found in motorway services or in
locations close to main roads. Units supply high
power direct or alternating current – AC or DC – to
recharge a car to 80% in 20-40 minutes. All come
with the charging cable tethered to the unit, with
one of three connectors attached.
Rapid charging can only be used on vehicles with
rapid-charging capability.

• Plug-in hybrid electric vehicles (PHEV) have both an
electric motor and a petrol or diesel engine. As opposed
to a BEV, this extends the total driving range, but lowers
the all-electric range.
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CONNECTORS
Different connectors are available depending upon the
manufacturer of the vehicle being charged and the rating
of the charging point itself.

Slow

CHAdeMO

CCS

Fast

Rapid

Most EVs come with two cables; one with a three-pin plug
and the other with a Type 2 connector; both fitted with a
compatible connector for the car’s inlet port. These cables
enable an EV to connect to most untethered charge points,
while use of tethered units requires a cable with the correct
connector type for the vehicle.
The choice of connectors depends on the charger socket
and the vehicle’s inlet port and charging standard. On the
charger-side, rapid chargers use CHAdeMO, CCS or Type
2 connectors. Fast and Slow units usually use Type
2, Type 1, Commando, or 3-pin plug outlets. On the
vehicle-side, European EV models tend to have Type 2
inlets and the corresponding CCS rapid standard, while
Asian manufacturers prefer a Type 1 and CHAdeMO inlet
combination.

Type 2

BATTERIES
Type 1

Commando

The biggest constraints facing EVs almost all come down to
the batteries. Whether it is the range, cost, charge time, or
charging station availability it all boils down to battery
chemistry, weight, and recharge times.
Currently, energy storage is all about trade-offs. A battery
can have lots of power (watts), or lots of energy (watthours), but generally not both. Supercapacitors can release
a massive amount of power, but only for a few seconds; fuel
cells can store a vast amount of energy, but are limited in
their peak power output. This a problem because EVs
require large amounts of power and energy.
Lithium-ion batteries are currently the best solution for
high-power-and-energy applications, but even the best liion battery designs demand that industrial designers and
electronic engineers make trade-offs between power and
energy when creating a new device.
The cost of conventional lithium-ion batteries, which
account for about 40% of an EV, has fallen by two-thirds
since 2010. Six years ago, the average EV battery sold for
more than $1,000 per kilowatt-hour; now it sells for $350
and it is forecast that this could drop to as low as $125 in
the medium-term.
The batteries used in electric cars will account for 90% of
the lithium-ion battery market by 2025, increasing lithium
demand by 400%; as well as more than doubling demand
for cobalt. Of concern is the fact that the price of cobalt has
already risen by over 80% in 2017.
As far as conventional lithium-ion batteries are concerned,
Tesla’s Gigafactory in the appropriately-named Sparks,
Nevada is planned to produce 35 gigawatt-hours (GWh) per
annum - nearly as much as the entire world’s current battery
production combined.
Contemporary Amperex Technology Ltd. (CATL) a Chinese
battery producer plans to have a factory in China that by
2020 will surpass the capacity of the Tesla gigafactory and
already has notable customers such as BMW and
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Volkswagen. This highlights how the battery market is
looking to establish scale economies that will bring down
the cost of EV production.
Going forward, battery research is targeted at increasing
the power density of batteries giving them much higher
capacity and allowing them to be charged more quickly.
The University of Illinois’ are testing a battery that has a
higher power density than a supercapacitor, and yet
comparable energy density to current nickel-zinc and
lithium-ion batteries. This new battery could allow for EVs,
for example, to be equipped with a battery that’s 30 times
smaller. This new battery can also be recharged 1,000 times
faster than conventional li-ion batteries.
Toyota has announced that it will bring solid-state
electrolyte batteries to market by 2022, with a charge time
measured in minutes. It has been estimated that solid state
batteries could hold up to twice the charge of their
conventional liquid electrolyte counterparts. They’d also
weigh less, be more durable, and wouldn’t be prone to
catching fire in the same way lithium-ion batteries are,
because they wouldn’t be using an electrolyte solution that
contains flammable materials.

MARKET
EV sales have grown at a rapid pace over the past five years,
with a recent surge in Europe and China. This shift to EVs is
expected to continue to gain momentum as policy push is
replaced by demand pull.
The latest McKinsey consumer research on vehicle
electrification indicates that today a large share of
prospective new vehicle buyers in the US and Germany
consider purchasing an EV model. These shares of
“consideration” indicate substantial latent demand for EVs.
Moreover, consumer excitement about upcoming EV
models reflects positive near-term growth potential. As an
example, from the start of pre-ordering on March 31, 2016
consumers globally placed more than 400,000 orders for
the Tesla Model 3 – the largest number of pre-orders for any
car in history.
Despite concerns over the profitability of EVs, manufacturers
are responding with new models. In some cases this is
driven by the need to compete in key markets like California
but overall reflects the acceptance that EVs are here to stay
and as battery prices decline, EVs are likely to become
profitable.
Volkswagen plan to release 4 families of electric cars by
2025 and plans to bring a total of over 80 new electrified
models to customers over the same period.
The Tesla model 3 released in September in the US is the
most affordable vehicle in the range at £26,500 dollar
equivalent. At this price the car is in mass market territory.

Mazda are expected to release an EV in 2019 that will be
competitive with Tesla, that will be jointly designed by
Toyota. This is significant as sharing the risk reduces the
liability for each respective manufacturer.
Nissan’s base-model second-generation Leaf, will go on
sale in Japan close to the $35,000 Tesla Model 3. The Leaf
now includes autonomous driving technology, ProPilot,
and a e-pedal that acts as both an accelerator and brake.
By 2025 BMW intends on having 12 BEVs, as well as 13
hybrid versions. Also, BMW’s first electric Mini will be
released in 2019.
Honda is to introduce an electric version of all its future
models in Europe. This push to make fully electric vehicles
marks a significant shift for the Japanese automaker. The
company had previously focused on the development of
hydrogen and hybrid cars, betting these would be the
vehicles of the future.
Mercedes has promised to offer electric versions of all its
cars by 2022 and is also planning on turning its popular
city SmartCar into a fully electric line by 2020.
Volvo has announced that all its cars will be either electric
or hybrid within two years.
Jaguar is planning on putting electric drivetrains in every
car by the end of 2020 and has unveiled an electric version
of its iconic E-type model, with the purpose of “futureproofing classic car ownership”.
FIGURE 3: UK REGISTRATIONS OF EVs
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DEALERSHIP OPPORTUNITIES
Dealers rely on after-sales service for a significant slice of
their profitability. After sales for EVs necessitates a
substantial addition to the skills and facilities required to
support the new technologies involved. Given the relatively
slow pace of adoption, this investment is on top of
maintaining and repairing conventional vehicles – so may
have implications for the size of premises required.
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Over 60% of EVs registered are hybrids. While, typically,
pure EVs have dramatically fewer moving parts than
conventional vehicles, hybrids, by comparison, are relatively
complex combining both technologies on one platform.
This complexity underlines the need for regular, professional
servicing and maintenance.
From a property perspective, servicing EVs will run in
parallel to the servicing of conventional vehicles increasing
the pressure to find larger sites.
Additional investment will also be required in charging and
parking infrastructure for EVs. In the short-term, charging
infrastructure for EVs will remain a problem. The problem
posed by having relatively few parking and charging points
is exacerbated by inadequate differentiation leading the
bays to be blocked by conventional vehicles not using the
charging capability.
Although the number of charging points is likely to grow
exponentially, there are issues of standardization to
address, since, potentially, each manufacturer has a
different connector and each model a different charging
regime. Clearly, dealers tied to one manufacturer are
unlikely to have this problem, but space will still be required
for parking and charging EVs - again potentially affecting
site size and configuration.

WIDER PROPERTY OPPORTUNITIES
RESIDENTIAL
For properties with off-road parking chargers are readily
available. Apart from the cost of installation and the
chargers themselves, EVs should not present a problem.
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However, properties without this capacity where on-street
parking is the norm could see significant issues with
charging.
The government expects Local Authorities to promote EV
charging infrastructure with recharging happening at
night, using off peak electricity. This will necessitate
significant investment by Local Authorities in street-side
charging systems. Not addressing the issue risks shutting
large groups of consumers out of BEVs completely with
further implications for air quality. Street-side charging
may be attractive to Local Authorities since it would
generate an ongoing income stream.

COMMERCIAL
Clearly, any commercial premises accessed by vehicle have
an opportunity to provide charging facilities - shopping
centres, supermarkets, hotels and leisure facilities all have
an opportunity to provide for EVs, control the cost, and
harness the revenue opportunity. Offices, particularly on
business parks, are likely to need to provide charging for
employees.
Looking beyond passenger vehicles, commercial premises
accepting or delivering goods using Light Goods Vehicles
are likely to need to provide charging facilities and it is only
a matter of time before the technology is propagated in
Heavy Goods Vehicles as well. Tesla, Mercedes and BMW are
all active in this area.
In short there are no property sectors unaffected by EVs
and, over time, rents and capital values may start to respond
to the availability of chargers.

SUMMARY & CONCLUSIONS
Government policy around the world has pushed EVs to the
point where subsidies are beginning to be withdrawn. The
EV market, whilst not yet at critical mass in markets like the
UK, is felt to be reaching the point at which mass market
take-up is inevitable. Manufacturers are convinced enough
to commit to a plethora of new models and Governments
are convinced enough to commit money to the provision of
infrastructure.
That said, there is still a long way to go before EVs become
the dominant technology for personal transport and that
itself creates a problem – for the medium-term at least, EVs
and their infrastructure are complementary to internal
combustion vehicles, not a replacement. The key implication
of this is that, in order to take advantage of the opportunities
presented by EVs, manufacturers and dealers need to
invest:

AUTOMOTIVE PROPERTY CONSULTANCY LTD
Established in 2005 Automotive Property
Consultancy Ltd (APC) is a specialist property
advisory business dedicated to the franchised motor
retail property sector. Our clients include leading
dealer groups, manufacturers, and property
investors. The company’s sole focus on the franchised
dealer market has enabled us to develop market
leading sector knowledge and provide clients with a
bespoke motor retail property service. We are also
asset managers for the Motor Retail Property Unit
Trust, an investment vehicle established in 2011 to
specifically invest in the car dealership market which
has accumulated 26 dealerships across the UK.

• In additional servicing skills and equipment;
• In additional physical capacity; and
• In on-site parking/charging infrastructure.
Strong dealership networks will continue to provide
manufacturers with the main route to market for EVs. The
new car models, fundamentally important at the infancy
stage of EVs as manufacturers vie for consumer loyalty,
affirm the centrality of the dealership model. EVs still need
to be maintained, EVs will break down and be involved in
accidents – all key components of the dealership business
model.
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