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The Norwegian electric car policy is a success story. When Norwegian politicians decided to establish emission 

targets for the transport sector they also facilitated increased sales of zero-emission cars. The electric car 

incentives would remain in place until 2017 or until 50,000 electric cars had been sold.

Car manufacturers continuously deliver new and improved emission-free cars that can meet the needs of 

Norwegian drivers in everyday life. Politicians have incentives that work if wanting to make changes to the car 

population. The response from consumers has been formidable and developments have moved more quickly 

than anyone dared to hope. The same effect has not been observed in countries where special incentives have 

not been introduced for zero-emission cars.

The Norwegian new car population must not emit more than 85 grams of CO2 per kilometre in 2020. The 

target has not been reached and we need new electric cars and plug-in hybrids to continue rolling out on 

Norwegian roads. If we pull the plug too early we could also risk losing what has been gained so far. NAF 

wants the electric car incentives to continue until we have secured a lasting electric car market. This is also 

in line with the wishes of the Norwegian people according to our large electric car survey.

When the climate compromise was prepared the figure of 50,000 was chosen. Even with the rapid developments 

we have observed there are still uncertainties in the market. Among other things, consumers need to be able 

to secure an acceptable residual value on their electric cars. The charging infrastructure must become more 

widespread and reliable. There are therefore more factors than simply numbers that determine whether the 

electric car can compete on equal terms.

NAF considers it to be premature to discuss which electric car incentives can be phased out. This discussion 

can first be had when we know more about what constitutes a lasting and competitive electric car market.

Oslo, March 2015.

Norwegian Automobile Federation

Stig Skjøstad

Chief Executive Officer

Preface
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Summary

In autumn 2014 NAF, Hafslund and Eidsiva conducted an electric car campaign with the aim of promoting 

knowledge of electric cars and electric motorists. Norway’s largest electric car survey was conducted as 

part of the campaign and had a total of 50,895 respondents. The overall goal of the survey was to investigate 

the potential in the market. The findings from the survey show that people are very positive about electric cars, 

that they want to keep the incentives and that uncertainties concerning electric car incentives contribute to 

preventing people from buying electric cars.

Important key findings from the survey:
• 74 per cent of respondents want electric car incentives to be kept after 2017.

• 39 per cent are considering buying electric cars. 42 per cent in urban areas, compared to 37 per cent in  

 rural areas, are considering going electric in their next car purchase.

• Although the number of electric cars has increased and many people want to buy electric cars, uncertainties 

 concerning the technological developments, used car prices, maintenance costs, range and political  

 incentives prevent people from buying electric cars. 

• The majority associate electric cars with being environmentally friendly. Quietness, profitability and concerns  

 about range are also important associations among many people.

• Good charging possibilities are important. Among those who have the opportunity to charge both at home  

 and at work approximately 50 per cent are considering buying electric cars for their next car purchase.

• Travel route has little impact on attitudes to electric cars.

• Toll exemption is the main incentive associated with owning an electric car. 

The literature study in the report shows that electric cars are a more environmentally friendly option than 

conventional cars. It also shows that the electric car market in Norway is about to mature. At the same time 

we have found that people change their travel habits to a lesser degree after buying electric cars than the 

media would have us believe. Changes to travel habits are so small that we cannot conclude that the changes 

are due to the purchase of electric cars in isolation.

Many people now consider electric cars to be a serious alternative to conventional cars. Tax exemptions and 

political incentives probably contribute greatly to bridging the gap between the total costs and properties of 

the electric car. 
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1.0 Introduction
Electric cars are considered to be an unknown to many people as they have not used such cars themselves. 

There are therefore some uncertainties linked to the use of electric cars, often in connection with the range 

of the car and “range anxiety” has become such an established concept that it was nominated as the new 

word of the year in 20131. Additionally, electric cars differ somewhat from conventional cars in respect of 

use and service. As a road user organisation NAF aims to educate its members about the background to the 

current electric car policy while also providing consumer information about electric cars.

Through the climate compromise, parliament has decided that zero-emission cars will have a number of  

advantages, among other things helping new and environmentally friendly technology enter the market. In 

connection with this, the electric car has been of most relevance as hydrogen cars are not scheduled to enter 

the market before 2015. The Norwegian policy for zero-emission cars has resulted in large-scale success for 

electric cars and it is estimated that electric car sales will pass 50,000 by around Easter 2015. 

In autumn 2014, NAF, Hafslund and Eidsiva conducted an electric car campaign. The aim of the campaign 

was to promote knowledge of electric cars and electric motorists as well as investigating the potential of the 

electric car market. The starting point of the collaboration was that NAF, Eidsiva and Hafslund consider the 

electric car to be part of the solution to the environmental issues we experience as a result of traffic in Norway. 

Eidsiva, Hafslund and NAF are committed to ensuring that Norwegian consumers have access to excellent 

information about car ownership and charging of electric cars. The aim of the campaign was to spread excellent 

consumer information about electric cars and to conduct a population survey. The results from the survey 

show the attitudes people have towards electric cars and contribute crucial knowledge to the debate. 

1 The Language Council of Norway. 2013. Årets ord: sakte-tv. Rekkeviddeangst kom på andreplass. http://www.sprakradet.no/Toppmeny/Aktuelt/Arets-ord-sakte-tv/
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1.1 Why does NAF care about electric cars? 
NAF would like a safe and environmentally friendly car population. It is important to NAF that the tax system 

for cars will tax the actual emissions from the cars and not the technology used. We believe that it would be 

appropriate to make exemptions when wanting to help new technology to enter the market. In general, the 

incentives should be the same for cars with the same type of emissions, regardless of technology. Electric 

car incentives are important to allow our members to choose more environmentally friendly cars. Since NAF 

is a membership organisation for all car owners we work to maintain the lowest possible costs for all of our 

members. The current electric car policy is part of the long-term solution to achieve this.

The UN’s sixth climate report confirms that it is extremely likely that the global warming we now see is man-

made. Most politicians no longer mention the environmental impact of our lives as an aside. The environment  

features increasingly on the agenda and most politicians focus on reducing the carbon footprint of the Norwegian 

population. Intervention is therefore necessary. Electric cars are one of the most important means we have 

for reducing emissions from the car population and achieving parliament’s climate compromise. 

Norway’s total greenhouse gas emissions have increased by five per cent since 1990. In comparison, emissions 

from transport have increased by 27 per cent. This figure will continue to increase unless we intervene to 

reduce greenhouse gas emissions. Private motoring dominates and approximately 75 billion passenger  

kilometres are driven using motorised vehicles in Norway each year. 

Using the TEMPO project, the Institute of Transport Economics and CICERO demonstrated that a phasing  

out of the combustion engine would substantially reduce emissions from transport. If all cars sold after 2040 

are rechargeable or run by fuel cells we could achieve a reduction in emissions of 70 per cent from the car 

population. If we were to manage this shift from 2030 the reduction could be 85-90 per cent in 2050 compared 

to the emission levels in 20132. 

Emission goals for the Norwegian car population have been adopted as part of the climate compromise. If 

we fail to phase in more environmentally friendly cars, politicians will be forced to look for other measures to 

reduce emissions from passenger transport. Generally this tends to mean restrictions and limitations that 

would affect motorists who, for various reasons, are unable or unwilling to use electric cars or alternative 

transport. This would result in increased costs for most people.

NAF is concerned with the integrity of the car tax system in Norway. Without more electric cars on the roads 

people who are unable to use electric cars will be at risk of higher taxes on their vehicles. We do not wish for 

mobility, as a benefit, to be restricted in people’s everyday lives. NAF also aims to support the development 

of new technology and reduce the disadvantages associated with new technology for first-time buyers. 

Electric car incentives contribute to more people using new and environmentally friendly alternatives. The 

incentives are crucial to the work on developing a lasting electric car market.

NAF believes that there is a basis for saying that electric car sales would not have been this high if it were 

not for the electric car incentives. However, we do not believe that the electric car incentives should remain 

as they are today, forever. This would need to be assessed over time but for the benefit of our members we 

would like for the current policy to continue for now.

2 CICERO and the Institute of Transport Economics. 2014. Transport og klima. Oslo: Centre for International Climate and Environmental Research - Oslo and  
   the Institute of Transport Economics.
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1.2 Background 
1.2.1 Climate compromise

Climate compromise is the term used to describe a political compromise for climate and environmental 

policy in Norway. The first climate compromise was fully negotiated in 2008 while the next round was negotiated 

in 2012. All parliamentary parties, with the exception of the Norwegian Progress Party3, supported the com-

promises. An important principle for both agreements is that two thirds of the reduction of greenhouse gas 

emissions will be nationwide. Nationwide greenhouse gas emissions from the transport sector were 17.3 

billion tonnes of CO2 equivalents in 20104. This corresponds to 32 per cent of Norway’s total greenhouse gas 

emissions. 

63 per cent of all daily passenger travel takes place by car5.6. For that very reason it is important to reduce 

emissions in the transport industry by phasing in new and environmentally friendly technology whilst also  

facilitating increased use of public transport, cycling and walking. This was the reason why politicians adopted 

the facilitation of a larger proportion of car use taking place using zero and low-emission cars.

In this context it was decided that the average emissions from new passenger cars should not exceed 85 

grams of CO2 per kilometre in 2020. An important means of achieving this goal is tax exemptions and incentives 

for zero-emission cars. As part of the climate compromise the electric car was given a VAT exemption as well 

as an exemption from the one-off fee. A policy that supports the introduction of new technology is in line with 

research showing that environmental innovation requires government support to be competitive7. Additionally, 

a number of usage incentives linked to electric cars were also facilitated. These incentives included free use 

of public transport lanes, free passage through toll booths, free ferries, free parking and charging at public 

charging points. The tax incentives for zero-emission cars have been adopted until 2017 or until the number 

of zero-emission cars reaches at least 50,000. The other policy instruments must be viewed in connection 

with traffic development in large cities.

1.2.2 Norwegian electric car success
Norway is a world leader when it comes to electric car sales and is used as a global example of a successful 

policy for the phasing in of zero-emission cars. Electric car sales accounted for 12.7 per cent of total new car 

sales in Norway in 2014 and, at the end of 2014, approximately 41,000 electric cars were running on Norwegian 

roads8,9. Nevertheless, the proportion of electric cars is only around 1.5 per cent of the total market. In  

comparison, Denmark had 3012 electric cars, or around 0.15 per cent, on the roads at the end of 201410,11.  

The number of electric cars doubled during the same year12. 

3 The Norwegian Progress Party has subsequently provided support for the enhancement of the climate compromise in the government statement. 
4 Report to parliament 21 (2011-2012). Melding til Stortinget: Norsk klimapolitikk.
5 Hjorthol, Randi, Øystein Engebretsen and Tanu Priya Uteng. 2014. Den nasjonale reisevaneundersøkelsen 2013/2014 - nøkkelrapport. Institute of Transport 
Economics report 1383/2014. Retrieved 10/02/2015. https://www.toi.no/getfile.php/mmarkiv/Forside%202015/1383-2014-elektronisk.pdf
6 Using the definition of everyday travel in the travel habits survey “Reisevaneundersøkelsen 2013/14”.
7 Figenbaum, Erik, Marika Kolbenstvedt and Beate Elvebakk. 2014. Electric Vehicles – environmental, economic and practical aspects: 
As seen by current and potential users. Institute of Transport Economics report 1329/2014. Oslo: Institute of Transport Economics. Retrieved 28/10/2014. 
https://www.toi.no/getfile.php/Publikasjoner/T%C3%98I%20rapporter/2014/1329-2014/1329-2014-el.pdf 
8 Frydenlund, Ståle. 2015. Dobbelt så mange elbiler. Oslo: The Norwegian Electric Vehicle Association. Retrieved 06/01/2015. http://www.elbil.no/nyheter/ 
elbiler/3447-dobbelt-sa-mange-elbiler-igjen 
9 Grønn Bil. 2015. Ladbare biler i Norge des, 2014. Retrieved 08/01/15. http://www.gronnbil.no/statistikk/ 
10 The Danish Electric Vehicle Alliance. 2015. Bestand af elbiler i Danmark. Retrieved 06/03/15. http://www.danskelbilalliance.dk/Statistik/Bestand_modeller.aspx  
11 Statistics Denmark. 2014. Bilbestanden er firedoblet på 50 år. Retrieved 06/03/15. http://www.dst.dk/pukora/epub/Nyt/2014/NR151.pdf
12 The Danish Electric Vehicle Alliance. 2015. Elbiler mere populære end nogensinde. Retrieved 08/01/2015. 
 http://www.danskelbilalliance.dk/Nyheder_DEA/Arkiv/2015/Januar/2015_01_06.aspx  
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The current electric car policy is crucial to maintaining electric car sales. This is supported by a report from 
the Danish Energy Agency showing that they anticipate a complete stop in electric car sales when the tax 
exemption lapses in 2015. The Danish Energy Agency’s report (2014) also shows that Denmark anticipates a 
very limited sale of electric cars due to low predictability after 201513. In Sweden we can see that the lack of 
incentive schemes for electric cars has resulted in poor electric car sales. In a country with around double the 
population of Norway, only 2000 electric cars had been sold by autumn 2014. Infrastructure developments 
for electric cars are also crucial for a functioning market. In addition to not having any incentives Sweden 
also has a less developed charging infrastructure. 

Further south in Europe we observe a similar trend to Scandinavia. Like Norway, the countries that sell most 
rechargeable cars, the Netherlands and France, have excellent incentive schemes for electric cars. In France 
the government will reimburse up to €7000 when you buy a car that emits less than 20 grams per kilometre. 
It has however been decided that you will not get more than 30 per cent of the value of the car back14. In 
addition, taxes are not payable on company cars. Until 1 January 2014 the Netherlands operated with an exemption 
from registration tax for electric car owners. Since 1 January 2014 electric cars and rechargeable hybrid cars 
have been subject to lower taxes than conventional vehicles. Other incentives for electric car owners in the 
Netherlands include exemption from road tax, free charging in public car parks and access to parking spaces 
in Amsterdam. The latter incentive means that you do not have to wait to be allocated a permanent parking 
space in the city, where the waiting time is up to 10 years15,16,17.

A study conducted by the International Council on Clean Transportation (ICCT) shows that electric car incentives 
play an important role in reducing the costs associated with owning an electric car and that this contributes to 
increased sales. The study found that the US states with the greatest electric car incentives, California, Oregon, 
Washington, Georgia and Hawaii, have 2-4 times higher electric car sales than the US average18. We see similar 
results in Europe where countries with excellent electric car incentives have higher sales of electric cars than 
countries with few or poor incentive schemes. In other words we can conclude that incentives contribute greatly 
to developing the electric car market and the success we have experienced in Norway.

In light of this we have a special responsibility in respect of the country’s political authorities. In a global context 
Norway is a small country with a small population. Seen in isolation Norway’s climate efforts aimed at Norwegian 
people may not provide the most important contribution. Nonetheless, the Norwegian economy is substantial 
in relation to the size of the country and as a nation exporting oil we also have the opportunity to set a good 
example. Norway has international responsibility.

Norway’s high proportion of electric cars supports the development of environmentally friendly technology 
in the automobile industry. It creates favourable conditions for new innovation and reduces the risk for car 
manufacturers. They can see that electric cars can be used for everyday travel and that it is not only innovators 
and pioneers in environmental movements who make use of the environmentally friendly technology.

When Norway paves the way by phasing in a more environmentally friendly car population the spotlight points at 
our country. Larger and much more influential nations, from a climate perspective, benefit from the experiences 
Norway has gained and want to hear about what has worked. One example of this is China’s introduction of value 
added tax exemptions for electric cars. In the same way that the Netherlands and Denmark are used as prime 
examples of bicycle investments in cities, Norway is considered a leading nation when it comes to electric cars.

13 Danish Energy Agency. 2014. Danmarks energi og klimafremskrivning 2014. Copenhagen: The Danish Energy Agency. Retrieved 28/10/2014. 
http://www.ens.dk/sites/ens.dk/files/dokumenter/publikationer/downloads/danmarks_energi_og_klimafremskrivning_2014.pdf 
14 Nussbaumer, Yoann. 2012. France: Consumer bonuses for electric and hybrid cars. Clean Car Journal 08/10/2012. Retrieved 08/01/2015. 
http://www.cleancarjournal.com/france-consumer-bonuses-for-electric-and-hybrid-cars/ 
15 Rosenthal, Elisabeth. 2013. Plugging In, Dutch Put Electric Cars to the Test. New York Times 09/02/2013. Retrieved 08/01/2015.  
http://www.nytimes.com/2013/02/10/world/europe/dutch-put-electric-cars-to-the-test.html?_r=0 
16 European Automobile Manufacturers Association. 2014. Overview of purchase and tax incentives for electric vehicles in the EU. Retrieved 08/01/2015. 
http://www.acea.be/uploads/publications/Electric_vehicles_overview__2014.pdf 
17 Roberts, Graeme. 2010. UK: Nissan LEAF even costlier in Europe even with incentives. Just Auto 17/05/2010. Retrieved 08/01/2015. 
http://www.just-auto.com/news/nissan-leaf-costlier-in-europe-even-with-incentives_id104404.aspx?lk=dm 
18 Jin, Lingzhi, Stepahnie Searle and Nic Lutsey. 2014. Evaluation of State-level U.S. Electric Vehicle Incentives. Retrieved 10/11/2014. 
http://theicct.org/sites/default/files/publications/ICCT_state-EV-incentives_20141030.pdf 
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As part of the electric car campaign NAF conducted Norway’s largest electric car survey. The survey was 

conducted as part of the electric car campaign during the period from 15 August to 10 October 2014 and had 

50,895 respondents. 

2.1 Method and representativeness
The survey was conducted digitally at www.elbilisten.no and promoted via our own channels and using 

banner advertisements on the internet. Participants were entered in a draw and one winner received a Nissan 

LEAF. To identify peoples’ attitudes to electric cars this quantitative survey was conducted using 12 questions. 

Upon conclusion of the campaign, NyAnalyse conducted statistical analyses on behalf of NAF. 

A response proportion of more than 50,000 respondents ensures good representativeness for the population. 

It is therefore reasonable to generalise based on the findings of the survey. In addition, the bounce rate19 

was impressively low at only 1.6 per cent. Based on this we know that screening was not performed along 

the way and that those who visited www.elbilisten.no actually completed the survey. This means that we can 

feel confident that the findings are representative of the attitudes among the Norwegian population. It is still 

reasonable to assume that people who are positive about electric cars are also more likely to complete such 

a survey. From this survey we can see that four per cent of respondents already own electric cars compared 

with around 1.5 per cent of the general population. We also know that electric car opponents used Facebook 

to mobilise other electric car opponents to complete the survey. This may have offset any possible bias in 

representativeness. The survey had such a high number of respondents that there was no statistical need to 

balance the figures. Nevertheless, we have chosen to compare findings among electric car owners and people 

who do not own electric cars where relevant.  

All counties have been represented in the survey but some are more strongly represented than others. 

Akershus, Oslo and Hordaland have the best representation and constitute around 1/3 of the selection. If 

we include Rogaland and Sør-Trøndelag, these five counties account for around half of all respondents to 

the survey. Finnmark is least represented in the survey but if we ignore these six counties we find that the 

respondents are evenly distributed across the remaining counties. The respondents to the survey are divided 

across 422 of the 428 municipalities in the country. 

The gender distribution of respondents to the survey was biased with 73 per cent males and 27 per cent 

females. Where appropriate the answers have therefore been broken down by gender. At the start of the campaign 

a newsletter containing a link to www.elbilisten.no was sent to NAF’s members and this could have contributed 

to this bias as NAF’s membership population comprises more males than females. Furthermore it could also 

be linked to males generally having a greater interest in cars than females. 

Around 100 partial responses have been recorded as empty. This results in a discrepancy between the total 

number of respondents for each question. Since the number is relatively small in relation to the 50,895  

respondents to the survey this is not considered problematic in respect of the validity of the responses. 

2.0 Norway’s largest electric car survey

19 Bounce rate is the percentage of visitors to a website who only look at one page before leaving the website.
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2.2 Results from Norway’s largest electric car survey
2.2.1 Do the Norwegian people want to keep  

the electric car incentives?
50,806 respondents answered this question. The results found that a total of 37,655 people or 74 per cent 
of respondents want to keep the electric car incentives after 2017. 6140 people or 12 per cent are against 
electric car incentives after 2017 and 5541 people or 10.9 per cent did not know. 

We found some regional differences in people’s attitudes towards whether electric car incentives should be 
kept after 2017. Respondents in Oslo, for example, were more negative when it came to keeping the electric car 
incentives after 2017 than the average population. This may be because the debate concerning public transport 
lanes and free public parking and charging has been very much focused on the capital area. At the same time we 
see that more people want to buy electric cars in Oslo than in a number of the more sparsely populated counties 
when next changing cars. The conflicting attitudes we see with regard to electric cars and their incentives in Oslo 
appear to relate to space issues and usage incentives. This has been described in more detail below.

When we break down the figures we find that those wishing to buy electric cars are more positive towards 
keeping the incentives than those who do not wish to buy electric cars. However, only 20 per cent of those 
who do not wish to buy electric cars want to remove the electric car incentives. Among the respondents 
wishing to buy electric cars, around 90 per cent would like the electric car incentives to be kept.

Figure 1: Should the electric car incentives be kept after 2017?
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2.2	  Resultater	  	  
2.2.1	  Ønsker	  befolkningen	  at	  elbilens	  fordeler	  skal	  bestå?	  
50.806	  respondenter	  besvarte	  dette	  spørsmålet.	  Resultatene	  viste	  at	  totalt	  37.655	  personer,	  eller	  74	  
prosent	  av	  respondentene,	  ønsker	  at	  vi	  skal	  ha	  elbilfordeler	  også	  etter	  2017.	  6140	  personer,	  eller	  12	  
prosent,	  er	  i	  mot	  elbilfordeler	  etter	  2017,	  og	  5541,	  eller	  10,9	  prosent,	  personer	  vet	  ikke.	  	  
	  
Figur	  1:	  Bør	  elbilfordelene	  bestå	  etter	  2017?	  

	  

Vi	  finner	  noen	  regionale	  forskjeller	  i	  folks	  holdninger	  til	  om	  elbilfordelene	  bør	  bestå	  etter	  2017.	  
Respondentene	  i	  Oslo	  er	  eksempelvis	  mer	  negative	  til	  å	  beholde	  elbilfordelene	  etter	  2017	  enn	  snittet	  
i	  befolkningen.	  Dette	  kan	  skyldes	  at	  debatten	  rundt	  kollektivfelt	  og	  gratis	  offentlig	  parkering	  og	  lading	  
har	  hatt	  fokuset	  mye	  rettet	  mot	  hovedstadsområdet.	  Samtidig	  ser	  vi	  at	  flere	  ønsker	  å	  kjøpe	  elbil	  i	  
Oslo,	  enn	  en	  del	  av	  de	  spredtbygde	  fylkene,	  ved	  neste	  bilbytte.	  De	  motstridende	  holdningene	  vi	  ser	  
til	  elbil	  og	  dens	  fordeler	  i	  Oslo	  ser	  ut	  til	  å	  være	  holdninger	  knyttet	  til	  trengselsproblemer	  og	  
bruksfordeler.	  Dette	  er	  beskrevet	  mer	  inngående	  lenger	  ned.	  	  

Når	  vi	  bryter	  ned	  tallene	  ser	  vi	  at	  de	  som	  ønsker	  å	  kjøpe	  elbil	  er	  mer	  positive	  til	  at	  fordelene	  skal	  
bestå	  enn	  de	  som	  ikke	  ønsker	  å	  kjøpe	  elbil.	  Likevel	  er	  det	  kun	  20	  prosent	  av	  de	  som	  ikke	  vil	  kjøpe	  elbil	  
som	  ønsker	  å	  fjerne	  elbilfordelene.	  Blant	  respondentene	  som	  ønsker	  å	  kjøpe	  elbil	  ønsker	  ca.	  90	  
prosent	  at	  elbilfordelene	  skal	  bestå.	  

Figur	  2:	  Vurderer	  elbil	  og	  bør	  fordelene	  bestå?	  
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2.2.2	  Hvilke	  fordeler	  er	  viktigst?	  
Respondentene	  i	  undersøkelsen	  ble	  bedt	  om	  å	  velge	  de	  tre	  viktigste	  fordelene	  ved	  elbil.	  Fritak	  for	  
bomavgift	  troner	  høyest	  blant	  fordelene,	  både	  blant	  respondentenes	  førstevalg,	  og	  totalt	  sett.	  Om	  
lag	  12.000	  personer	  rangerer	  fritak	  for	  bompenger	  som	  den	  viktigste	  fordelen	  ved	  å	  ha	  elbil,	  mens	  
over	  30.000	  respondenter	  inkluderer	  denne	  fordelen	  blant	  de	  tre	  viktigste.	  Over	  en	  periode	  på	  12	  år	  
har	  vi	  sett	  en	  kraftig	  økning	  i	  bompengefinansiering	  langs	  norske	  veier16.	  En	  del	  personer	  bor	  slik	  til	  at	  
bompenger	  er	  uunngåelig	  i	  hverdagen,	  og	  utgjør	  en	  betydelig	  andel	  av	  de	  allerede	  høye	  
transportkostnadene	  i	  norske	  husholdninger17.	  Dette	  kan	  være	  med	  på	  å	  forklare	  hvorfor	  fritaket	  for	  
bompenger	  settes	  så	  høyt	  blant	  respondentene	  i	  undersøkelsen.	  

Lav	  årsavgift,	  fravær	  av	  moms	  og	  gratis	  offentlig	  parkering	  er	  inkludert	  i	  mellom	  20.000	  og	  30.000	  
respondenters	  rangering	  av	  fordeler.	  Generelt	  viser	  rangeringen	  av	  elbilfordelene	  at	  folk	  er	  opptatt	  
av	  både	  bruks-‐	  og	  innkjøpsbesparelsen	  ved	  å	  kjøpe	  elbil.	  På	  ett	  punkt	  viser	  undersøkelsen	  at	  
befolkningen	  har	  noe	  manglende	  kunnskap	  om	  elbilfordelene.	  Dette	  fremkommer	  ved	  at	  nesten	  
20.000	  personer	  har	  rangert	  «ingen	  engangsavgift»	  som	  en	  av	  de	  tre	  viktigste	  fordelene	  ved	  elbil.	  
Men	  de	  aller	  fleste	  elbiler	  ville	  i	  dag	  ikke	  blitt	  betydelig	  dyrere	  ved	  innføring	  av	  engangsavgift.	  Dette	  
skyldes	  den	  sterke	  vektleggingen	  av	  CO2	  i	  engangsavgift	  og	  at	  elbilen	  er	  en	  nullutslippsbil	  ved	  bruk.	  
Den	  eneste	  elbilen	  som	  i	  dag	  har	  totalt	  fritak	  fra	  engangsavgift	  er	  Tesla,	  på	  grunn	  av	  bilens	  tyngde.	  
Det	  finnes	  dag	  ca.	  5.500	  Tesla	  i	  Norge.	  Dette	  utgjør	  om	  lag	  13,5	  prosent	  av	  elbilsalget.	  	  

Den	  omdiskuterte	  fordelen	  for	  elbil	  i	  kollektivfelt	  anerkjennes	  ikke	  i	  stor	  grad	  som	  et	  viktig	  insentiv	  i	  
undersøkelsen.	  Godt	  under	  10.000	  rangerer	  kollektivfelt	  som	  en	  viktig	  fordel,	  og	  under	  5%	  anser	  den	  
som	  viktigste	  elbilfordel.	  Dette	  gjør	  at	  fri	  bruk	  av	  kollektivfelt	  havner	  nede	  på	  syvende	  plass	  av	  totalt	  
ti	  fordeler	  respondentene	  kunne	  rangere.	  Dette	  kan	  skyldes	  en	  generell	  mangel	  på	  kollektivfelt	  i	  
Norge	  og	  dermed	  at	  fordelen	  er	  lite	  tilgjengelig	  for	  folk	  flest.	  Nærhet	  til	  ferge	  vil	  være	  avgjørende	  for	  
folks	  bedømmelse	  av	  hvor	  viktig	  denne	  fordelen	  er.	  Det	  er	  derfor	  grunn	  til	  å	  tro	  at	  gratis	  frakt	  av	  elbil	  
på	  ferge	  er	  viktig	  i	  områder	  hvor	  ferge	  er	  en	  del	  av	  riksveinettet.	  Lav	  firmabilbeskatning	  er	  den	  minst	  
viktige	  fordelen.	  

Figur	  3:	  Elbilfordelene	  rangert	  
	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  
16	  Innbetalte	  bompenger	  har	  økt	  med	  omtrent	  90	  %	  i	  en	  tolvårsperiode.	  Justert	  for	  konsumprisøkning	  har	  reelt	  innbetalte	  
bompenger	  økt	  fra	  4.514.000.000kr	  til	  8.520.000kr	  (Prop.1	  S	  2014-‐2015).	  	  
17	  Norske	  husstander	  bruker	  i	  snitt	  18	  %	  av	  sin	  inntekt	  på	  transport,	  mot	  12	  %	  i	  EU.	  
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Figure 2: Considering buying electric cars and should the incentives be kept?
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2.2.2 Which incentives are most important?
Respondents in the survey were asked to select the three most important incentives associated with electric 
cars. Exemption from toll charges ranks highest among the incentives, both as the respondents’ first choice 
and overall. Around 12,000 people ranked exemption from toll charges as the most important incentive of 
owning an electric car while more than 30,000 respondents include this incentive among the three most 
important. Over a period of twelve years we have seen a substantial increase in toll funding on Norwegian 
roads20. A number of people live in places which mean that tolls are inevitable in everyday life and make up a 
substantial proportion of the already high transport costs for Norwegian households21. This may help explain 
why the toll exemption is ranked so highly by respondents to the survey.

Low car tax, no VAT and free public parking were included in between 20,000 and 30,000 respondent rankings 
of incentives. Generally, the ranking of electric car incentives shows that people are concerned with both 
usage and purchase incentives in connection with electric car purchases. In some respects, the survey shows 
that the population has some lack of knowledge about the tax system. This is made clear by nearly 20,000 
people ranking “no one-off fee” as one of the three most important incentives of electric cars. But most electric 
cars would not have been much more expensive today if one-off fees were introduced. This is because of the 
strong emphasis on CO2 in the one-off fee and the fact that electric cars are zero-emission cars when used. 
The only electric car that would not have been granted an exemption from the one-off fee is the Tesla, due 
to the weight of the car. There are currently around 5500 Tesla cars in Norway. This accounts for around 
13.5 per cent of electric car sales. 

The much discussed incentive of electric cars in public transport lanes is not greatly recognised as an 
important incentive in the survey. Well below 10,000 respondents rank use of public transport lanes as an 
important incentive and less than 5 per cent consider it to be the most important electric car incentive. This 
means that free use of public transport lanes ended up in seventh place of a total of nine incentives that 
respondents were able to rank. This could be because of a general lack of public transport lanes in Norway, 
meaning that the incentive is therefore not very accessible to most people. Proximity to ferries would be 
crucial to people’s evaluation of how important this incentive is. There is therefore reason to believe that free 
ferry transport for electric cars is important in areas where ferries form part of the national highway network. 
Low company car taxation was the least important incentive.

20 Tolls paid have increased by around 90% over a twelve-year period. Adjusted for consumer price increases the actual tolls paid have 
increased from 4,514,000,000 NOK to 8,520,000,000 NOK (Prop.1 S 2014-2015). 
21 On average Norwegian households spend 18% of their income on transport, compared to 12% in the EU.

Figure 3: Ranking of electric car incentives
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2.2.2.1	  Kjønnsforskjeller	  
Det	  finnes	  noen	  kjønnsforskjeller	  når	  vi	  studerer	  prioriteringene	  av	  de	  viktigste	  fordelene	  ved	  å	  kjøpe	  
elbil.	  En	  stor	  andel	  menn	  har	  fritak	  for	  bompenger	  som	  førstevalg,	  mens	  den	  nest	  viktigste	  fordelen	  
er	  ingen	  moms,	  tett	  etterfulgt	  av	  fravær	  av	  engangsavgift.	  	  

For	  kvinner	  faller	  flest	  førstevalg	  på	  lav	  årsavgift,	  med	  fritak	  for	  bompenger	  på	  en	  andreplass.	  Den	  
tredje	  viktigste	  fordelen	  er	  gratis	  offentlig	  parkering.	  De	  samme	  alternativene	  er	  de	  mest	  besvarte	  
når	  vi	  ser	  på	  rangeringen	  av	  alle	  alternativene	  totalt.	  	  

Tross	  noe	  ulik	  prioritering	  er	  fritak	  for	  bompenger	  og	  lav	  årsavgift	  viktig	  uavhengig	  av	  kjønn.	  
Hovedforskjellen	  blant	  menn	  og	  kvinner	  synes	  at	  menn	  er	  noe	  mer	  opptatt	  av	  bilens	  fordeler	  ved	  
innkjøp,	  mens	  kvinner	  i	  noe	  større	  grad	  er	  bruksfokusert.	  	  

Figur	  4:	  Kjønnsforskjeller	  og	  elbilfordeler	  

22,60	  %	  

15,94	  %	  

16,67	  %	  

15,20	  %	  

13,72	  %	  

7,78	  %	  

4,88	  %	  

2,71	  %	  

0,51	  %	  

60,70	  %	  

51,06	  %	  

47,06	  %	  

43,31	  %	  

38,59	  %	  

24,72	  %	  

17,11	  %	  

15,72	  %	  

1,74	  %	  

0,00	  %	   10,00	  %	   20,00	  %	   30,00	  %	   40,00	  %	   50,00	  %	   60,00	  %	   70,00	  %	  

Fritak	  for	  bompenger	  

Lav	  årsavgip	  

Ingen	  moms	  

Graqs	  offentlig	  parkering	  

Ingen	  engangsavgip	  

Graqs	  lading	  

Kan	  kjøre	  i	  kollekqvfelt	  

Fritak	  for	  fergeavgip	  

Lav	  firmabilbeskatning	  

Andel	  som	  har	  dete	  som	  en	  av	  tre	  vikqgste	  fordeler	   Andel	  som	  har	  dete	  som	  vikqgste	  fordel	  

1.74%
0.51%

15.72%
2.71%

17.11%
4.88%

24.72%
7.78%

38.59%
13.72%

43.31%
15.20%

47.06%
16.67%

51.06%
15.94%

60.70%
22.60%

Low company car taxation

Exemption from ferry fees

Free charging

No non-recurrent fee

Free public parking

No VAT

Low annual road tax

Exemption from road tolls

Share who has this as one of the three  
most important advantages

Share who has this as most  
important advantage

Can use the public transport lanes

12



NAF Electric Car Report – 2015

	  
13	  

	  

	  
2.2.2.2	  Aldersforskjeller	  
Andelen	  som	  prioriterer	  gratis	  lading	  som	  fordel	  nummer	  én	  synker	  jevnt	  med	  alderen.	  Over	  15	  
prosent	  av	  de	  under	  25	  år	  bryr	  seg	  mest	  om	  gratis	  lading,	  mens	  andelen	  for	  de	  over	  66	  år	  kun	  er	  på	  3	  
prosent.	  Fritak	  for	  bompenger	  er	  viktig	  for	  alle	  aldersgruppene,	  men	  det	  er	  noe	  viktigere	  for	  de	  
yngste	  respondentene.	  Gratis	  offentlig	  parkering	  verdsettes	  betraktelig	  høyere	  av	  de	  over	  66	  år	  enn	  
for	  de	  andre	  gruppene,	  men	  de	  under	  25	  år	  verdsetter	  dette	  godet	  mer	  enn	  aldersgruppene	  mellom	  
26	  og	  55	  år.	  	  

Figur	  5:	  Alder	  og	  elbilfordeler	  
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Figure 4: Gender differences and electric car incentives

2.2.2.1 Gender differences
There are some gender differences when studying the prioritisation of the incentives of buying electric cars. 
A large proportion of males rank toll exemptions as the first choice with the second most important incentive 
being no VAT, closely followed by no one-off fee. 

For females the first choice generally is low car tax with toll exemption ranked second. The third most important 
incentive was free public parking. The same options are the most answered when we look at the ranking of all 
options in total. 

In spite of some differences in prioritisation toll exemption and low car tax are important regardless of gender. 
The main difference between males and females appears to be that males appears to be more concerned 
about the advantages of the car at the time of purchase while females appear to be focusing more on usage.

  

2.2.2.2 Age differences
The proportion of people ranking free charging as incentive number one steadily drops with age. More than 

15 per cent of those aged less than 25 are most concerned with free charging while the proportion for those 

over the age of 66 is only three per cent. Toll exemption is important to all age groups but somewhat more 

important for the youngest respondents. Free public parking is valued significantly more by those over 66 years 

of age than the other groups, but those under 25 years of age value this incentive more than the age groups 

between 25 and 66 years of age. 
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2.2.2.3 Differences in urban and rural areas
Generally there are few noticeable differences between city and countryside in the survey22. Nevertheless, 

we find some differences in the prioritisation of incentives. Ferry charge exemptions are more important in 

the countryside than the city. Moreover, more people in the countryside rank no VAT and one-off fee and low 

car tax somewhat higher. In cities access to public transport lanes and free parking are ranked higher than in 

the countryside. Toll exemption is also valued somewhat higher. This shows that people in peri-urban areas 

value the usage incentives of electric cars to a greater extent than those in the countryside. 

2.2.3 Who wants electric cars and plug-in hybrids?
42 per cent of the population based in urban areas are positive to the idea of buying an electric car compared 

to 37 per cent of the population in rural areas. A total of 39 per cent would consider an electric car when next 

changing cars. The figure for females (42 per cent) is higher than for males (38 per cent). When we break 

these figures down to county level we can see that the population in counties with larger urban regions are 

more likely to buy electric cars than people in counties with sparse settlement. For example 44 per cent of 

Oslo’s population would like to buy electric cars when next buying a car while the figure for Nord-Trøndelag 

and Oppland is 29 per cent. If we turn the issue on its head and ask who does not want to buy electric cars 

when next changing car, only 29 per cent of respondents in Oslo answer that they would not while the figures in 

Oppland and Nord-Trøndelag are 45 and 46 per cent. 

Figure 7: Differences in urban and rural areas

42 % 37 %

22 Statistics Norway’s definition of urban area has been used, i.e. municipalities with a population exceeding 24,000 are counted as urban areas.

Figure 6: Incentives in urban and rural areas 
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2.2.2.3	  Forskjeller	  by	  og	  land	  
Generelt	  er	  det	  få	  markante	  forskjeller	  mellom	  by	  og	  land	  i	  undersøkelsen18.	  Allikevel	  finner	  vi	  noen	  
ulikheter	  i	  prioriteringen	  av	  fordelene.	  Fritak	  for	  fergeavgift	  er	  viktigere	  på	  landet	  enn	  i	  byen.	  Videre	  
rangerer	  flere	  på	  landet	  ingen	  moms	  og	  engangsavgift,	  samt	  lav	  årsavgift	  noe	  høyere.	  I	  byen	  
verdsettes	  tilgangen	  til	  kollektivfelt	  og	  gratis	  parkering	  i	  større	  grad	  enn	  på	  landet.	  I	  tillegg	  er	  fritak	  
for	  bompenger	  noe	  høyere	  verdsatt.	  Dette	  viser	  at	  folk	  i	  bynære	  strøk	  i	  større	  grad	  enn	  på	  landet	  
verdsetter	  bruksfordelene	  ved	  elbilen.	  	  

Figur	  6: Fordeler	  i	  by	  og	  i	  distriktene	  	  

	  

	  

2.2.3	  Hvem	  vil	  ha	  elbil	  og	  ladbar	  hybrid?	  
Figur	  7:	  Forskjell	  i	  by	  og	  i	  distriktene	  
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The table below shows an average of the population where respondents considered whether they would buy 

an emission-free car during their next car purchase. The figures span all age groups and places of residence.

On average, females are more likely to opt for electric cars than males. However, males are more uncertain 

than women and more likely to opt for hybrid cars than females. 

In general fewer people want to buy rechargeable hybrids than electric cars. This could be because of a lack 

of incentives. So far rechargeable hybrids have been expensive to buy and use compared to conventional 

cars and electric cars. They also do not enjoy similar benefits to those of the electric car. It is still important 

to note that the survey was conducted before the budget negotiations between the Norwegian Conservative 

Party, the Norwegian Progress Party, the Norwegian Christian Democratic Party and the Norwegian Liberal 

Party had concluded and there is therefore reason to believe that more people consider rechargeable hybrids 

to be a real alternative after the state budget was adopted23. Further restructuring of the tax system for 

rechargeable hybrids could change the trend in the direction of more rechargeable hybrids and fewer clean 

fossil fuel cars. We need an increase in both the number of rechargeable hybrids and electric cars on Norwegian 

roads in order to meet the climate compromise. The rechargeable hybrid is also a good alternative for people 

with a driving pattern that does not fit within the range of the electric car.

23 An opinion poll conducted by Sentio for Nationen on 29/12/2014 found that more people would like a hybrid car than an electric car. Since such opinion polls 
are often based on a relatively small selection of respondents the results should be used with caution. Due to the tax change adopted in the state budget for 
2015 there is still reason to believe that more people would now like a hybrid than in the past.

2.2.3.1 Different age groups’ attitude to buying electric cars
45 percent of the population under the age of 45 years would like to buy an electric car when next changing 

cars. The proportion of people over 46 years of age is 28 per cent. The general trend is for older people to be 

more negative to the idea of acquiring an electric car. The segment between 26-35 years of age is clearly the 

most positive to the idea of acquiring an electric car. The older part of the population would however like, to 

a greater extent, to buy rechargeable hybrids when next changing car. 27 per cent of people over 46 years of 

age would like to buy a rechargeable hybrid compared to only 17 per cent under the age of 45 years.

Figure 8: People considering an emission-free car for their next car purchase
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i	  fylker	  med	  større	  byregioner	  er	  mer	  tilbøyelige	  til	  å	  kjøpe	  elbil	  enn	  folk	  i	  spredtbygde	  fylker.	  
Eksempelvis	  ønsker	  44	  prosent	  av	  Oslos	  befolkning	  å	  kjøpe	  elbil	  ved	  neste	  bilkjøp,	  mens	  tallet	  er	  29	  
prosent	  i	  Nord-‐Trøndelag	  og	  Oppland.	  Dersom	  vi	  snur	  opp-‐ned	  på	  problemstillingen	  og	  spør	  hvem	  
som	  ikke	  ønsker	  å	  kjøpe	  elbil	  ved	  neste	  bilbytte,	  svarer	  29	  prosent	  i	  Oslo	  at	  dette	  ikke	  er	  aktuelt,	  
mens	  tallene	  i	  Oppland	  og	  Nord-‐Trøndelag	  er	  på	  45	  og	  46	  prosent.	  	  

Tabellen	  under	  viser	  et	  gjennomsnitt	  av	  befolkningen	  hvor	  respondentene	  tok	  stilling	  til	  om	  de	  ville	  
kjøpe	  en	  utslippsfri	  bil	  ved	  neste	  bilkjøp.	  Tallene	  går	  på	  tvers	  av	  alder	  og	  bosted.	  

Figur	  8:	  Vurderer	  utslippsfri	  bil	  ved	  neste	  bilkjøp	  

	  

I	  gjennomsnitt	  er	  altså	  kvinner	  mer	  tilbøyelige	  enn	  menn	  til	  å	  velge	  elbil,	  men	  i	  fylkene	  Aust-‐Agder,	  
Finnmark	  og	  Telemark	  er	  faktisk	  menn	  mer	  positive	  til	  å	  kjøpe	  elbil	  enn	  kvinner.	  Menn	  er	  imidlertid	  
gjennomsnittlig	  mer	  usikre	  enn	  kvinner	  og	  er	  mer	  tilbøyelige	  til	  å	  velge	  hybridbiler	  enn	  kvinner.	  	  

Det	  er	  generelt	  færre	  som	  ønsker	  å	  kjøpe	  ladbar	  hybrid	  enn	  elbil.	  Dette	  kan	  komme	  av	  elbilfordelene.	  
Per	  nå	  har	  de	  ladbare	  hybridene	  vært	  kostbare	  å	  kjøpe	  inn	  og	  bruke	  sammenlignet	  med	  en	  del	  
konvensjonelle	  biler	  og	  elbiler.	  De	  nyter	  heller	  ikke	  godt	  av	  andre	  goder	  tilsvarende	  elbilens.	  Det	  er	  
allikevel	  viktig	  å	  påpeke	  at	  undersøkelsen	  ble	  gjennomført	  før	  budsjettforhandlingene	  mellom	  Høyre,	  
Frp,	  KrF	  og	  Venstre	  var	  ferdige,	  og	  det	  er	  derfor	  grunn	  til	  å	  anta	  at	  flere	  ser	  på	  ladbar	  hybrid	  som	  et	  
reelt	  alternativ	  etter	  at	  statsbudsjettet	  ble	  vedtatt19.	  En	  videre	  omlegging	  av	  avgiftssystemet	  for	  
ladbar	  hybrid	  kan	  endre	  trenden	  i	  retning	  av	  flere	  ladbare	  hybrider,	  og	  færre	  rene	  fossilbiler.	  Vi	  
trenger	  både	  en	  økning	  i	  antall	  ladbare	  hybrider	  og	  elbiler	  på	  norske	  veier	  for	  å	  nå	  klimaforliket.	  Den	  
ladbare	  hybriden	  er	  også	  et	  godt	  alternativ	  for	  folk	  som	  har	  et	  kjøremønster	  som	  ikke	  passer	  elbilens.	  

2.2.3.1	  Ulike	  aldersgruppers	  innstilling	  til	  å	  kjøpe	  elbil	  
45	  prosent	  av	  befolkningen	  under	  45	  år	  ønsker	  å	  kjøpe	  en	  elbil	  ved	  neste	  bilbytte.	  Tallet	  for	  personer	  
over	  46	  år	  er	  28	  prosent.	  	  Den	  generelle	  tendensen	  er	  at	  eldre	  mennesker	  er	  mer	  negative	  til	  tanken	  
om	  å	  anskaffe	  seg	  en	  elbil.	  Segmentet	  mellom	  26-‐35	  år	  er	  klart	  mest	  positive	  til	  å	  anskaffe	  seg	  elbil.	  
Den	  eldre	  delen	  av	  befolkningen	  ønsker	  imidlertid	  i	  større	  grad	  å	  kjøpe	  en	  ladbar	  hybridbil	  ved	  neste	  

	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  
19	  En	  meningsmåling	  gjennomført	  av	  Sentio	  for	  Nationen	  29.12.14	  viste	  at	  flere	  ønsket	  seg	  hybridbil	  enn	  elbil.	  Ettersom	  slike	  
meningsmålinger	  ofte	  baseres	  på	  et	  relativt	  lite	  utvalg	  bør	  en	  benytte	  resultatene	  med	  forsiktighet.	  På	  grunn	  av	  
avgiftsendringen	  som	  ble	  vedtatt	  i	  statsbudsjettet	  for	  2015	  er	  det	  allikevel	  grunn	  til	  å	  tro	  at	  flere	  ønsker	  hybrid	  enn	  
tidligere.	  	  
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2.2.3.2 Motorists and non-motorists
A larger proportion of non-motorists would like an electric car than people who already have a car. 47 per 

cent of non-motorists would like an electric car compared to 38 per cent of car owners that want the same. 

The ratio for rechargeable hybrids is relatively close between the motorist and non-motorist groups at 21 and 

20 per cent respectively. 

Figure 10: Considering buying electric cars, motorists and non-motorists
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bilbytte.	  Hele	  27	  prosent	  over	  46	  år	  ønsker	  å	  kjøpe	  en	  ladbar	  hybrid,	  mot	  kun	  17	  prosent	  under	  45	  år	  
som	  ønsker	  det	  samme.	  	  

Figur	  9:	  Vurderer	  elbil	  fordelt	  på	  alder	  

	  

2.2.3.2	  Biltrafikant	  og	  ikke-‐biltrafikant	  
En	  større	  andel	  ikke-‐biltrafikanter	  kunne	  tenke	  seg	  en	  elbil	  enn	  personer	  som	  allerede	  har	  bil.	  47	  
prosent	  av	  ikke-‐biltrafikantene	  kunne	  tenke	  seg	  elbil,	  mot	  38	  prosent	  av	  bileierne	  kunne	  tenke	  seg	  
det	  samme.	  Forholdet	  for	  ladbar	  hybrid	  er	  relativt	  lik	  mellom	  trafikantgruppene	  med	  respektive	  21	  
og	  20	  prosent.	  	  

Figur	  10:	  Vurderer	  elbil	  biltrafikant	  og	  ikke-‐biltrafikant	  
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Figure 9: People considering an electric car, broken down by age
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2.2.3.3 Travel route length and electric car
Respondents’ average travel route corresponds to a round trip of five kilometres per day. In comparison 

the total travel route length per day was 4.72 kilometres in the travel habit survey, Reisevaneundersøkelsen 

2013/1424. The figure for electric car owners is slightly higher with an average daily travel route length of 

5.4 kilometres. However, this figure was inflated slightly as a result of a small number of people having a 

very long travel route. There are no significant differences in everyday travel routes among respondents 

with charging possibilities at home compared to other road user groups. The proportion considering buying 

electric cars is greater for the group with a travel route length of 60-90 kilometres than the group with a travel 

route length of 20-50 kilometres. Up to 150 kilometres the proportion goes down slightly but the main impression 

is that route alone is not a deciding factor in whether someone wants to acquire an electric car or not. 

24  Hjorthol, Randi, Øystein Engebretsen and Tanu Priya Uteng. 2014. Den nasjonale reisevaneundersøkelsen 2013/2014 - nøkkelrapport. Institute of Transport 
Economics report 1383/2014. Retrieved 10/02/2015. https://www.toi.no/getfile.php/mmarkiv/Forside%202015/1383-2014-elektronisk.pdf

Figure 11: Considering buying electric cars and travel route length
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2.2.3.4 Differences between the largest urban areas in the country
In Bergen 47 per cent of people are considering buying electric cars for their next purchase. Bergen is therefore 

the urban area in Norway where most people would like an electric car when next changing cars. In Oslo 

44 per cent want electric cars and in Stavanger the figure is 43 per cent. In Trøndelag fewest people want electric 

cars and only 41.5 per cent of those living in Trondheim would like electric cars. People are most positive to 

acquiring rechargeable hybrids in Oslo and the fewest number of people would like this option in Bergen. 

Figure 12: How many people are considering buying electric cars in large cities?
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Det	  finnes	  også	  forskjeller	  i	  lademuligheter	  i	  de	  ulike	  storbyene.	  Flest	  kan	  lade	  hjemme	  i	  Stavanger,	  
mens	  færrest	  har	  tilgang	  til	  hjemmelading	  i	  Oslo.	  Her	  er	  ladestasjoner	  mest	  utbredt.	  Færrest	  oppgir	  
at	  de	  ikke	  har	  mulighet	  til	  å	  lade	  elbil	  i	  Stavanger,	  mens	  flest	  har	  ikke	  mulighet	  i	  Oslo.	  

Figur	  13: Lademuligheter	  i	  storbyene	  	  	  
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Det	  finnes	  også	  forskjeller	  i	  lademuligheter	  i	  de	  ulike	  storbyene.	  Flest	  kan	  lade	  hjemme	  i	  Stavanger,	  
mens	  færrest	  har	  tilgang	  til	  hjemmelading	  i	  Oslo.	  Her	  er	  ladestasjoner	  mest	  utbredt.	  Færrest	  oppgir	  
at	  de	  ikke	  har	  mulighet	  til	  å	  lade	  elbil	  i	  Stavanger,	  mens	  flest	  har	  ikke	  mulighet	  i	  Oslo.	  

Figur	  13: Lademuligheter	  i	  storbyene	  	  	  
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Figure 13: Charging possibilities in urban areas 
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2.2.4 What prevents people from buying electric cars?
When we look at the obstacles to buying electric cars we largely find that these are the result of uncertainties 

linked to the market and further development of technology. The options “waiting to see what happens to  

developments”, “uncertain about maintenance costs”, “uncertain used car price” and “uncertainty as to 

whether the incentives will be kept” all have around 7000 respondents each. This shows that the political 

instruments for maintaining and developing a market for electric cars are important. This finding is supported 

by the Danish survey that claims that the electric car market in Denmark will collapse if the incentives are 

now removed too early25. 

The option “inadequate range” has been selected by just under 7000 respondents, or around 13.7 per cent,  

in the survey. This could be because of several conditions including long travel routes to work and leisure  

activities that do not coincide with everyday needs but also with inadequate knowledge of the range of electric 

cars and charging possibilities. A number of people also exclude the option of electric cars because they do 

not meet the need for longer car travel in connection with holidays and weekend stays. 

Just over 3000 respondents (approximately 5.9 per cent) believe that electric cars are not an environmental 

solution. This does not necessarily mean that this group would not want to buy electric cars as we know that 

finance is an important factor in the decision to buy electric cars. Some are also conservative and prefer petrol 

engines. In excess of 6000 respondents (11.7 per cent) see no obstacles to buying electric cars. 

25 The Danish Energy Agency. 2014. Danmarks energi og klimafremskrivning 2014. Copenhagen: The Danish Energy Agency. Retrieved 28/10/2014. 
http://www.ens.dk/sites/ens.dk/files/dokumenter/publikationer/downloads/danmarks_energi_og_klimafremskrivning_2014.pdf 

Figure 14: Obstacles to buying electric cars
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2.2.4	  Hva	  hindrer	  respondentene	  i	  å	  kjøpe	  elbil?	  
Når	  vi	  ser	  på	  hindringer	  for	  å	  kjøpe	  elbil	  fremkommer	  det	  i	  stor	  grad	  at	  det	  skyldes	  usikkerhet	  knyttet	  
til	  markedet	  og	  videre	  utvikling	  av	  teknologi.	  Alternativene	  «venter	  å	  se	  an	  utviklingen»,	  «utrygg	  på	  
vedlikeholdskostnadene»,	  «utrygg	  på	  bruktbilprisen»	  og	  «usikkerhet	  om	  fordelene	  vil	  bestå»,	  har	  alle	  
om	  lag	  7000	  respondenter	  hver.	  Dette	  viser	  at	  de	  politiske	  virkemidlene	  for	  å	  opprettholde	  og	  bygge	  
opp	  et	  marked	  for	  elbil	  er	  viktige.	  Dette	  funnet	  støttes	  av	  den	  danske	  undersøkelsen	  som	  hevder	  
elbilmarkedet	  i	  Danmark	  vil	  kollapse	  dersom	  man	  nå	  fjerner	  fordelene	  for	  tidlig21.	  	  

Alternativet	  «rekkevidden	  er	  ikke	  god	  nok»	  velges	  av	  i	  underkant	  av	  7000	  respondenter,	  eller	  ca.	  13,7	  
prosent,	  i	  undersøkelsen.	  Dette	  kan	  skyldes	  flere	  forhold,	  som	  lang	  reisevei	  til	  jobb	  og	  fritidsaktivitet	  
som	  ikke	  sammenfaller	  med	  hverdagsbehovet,	  men	  også	  for	  lite	  kunnskap	  om	  elbilens	  rekkevidde	  og	  
lademuligheter.	  En	  del	  velger	  også	  bort	  elbil	  fordi	  den	  ikke	  dekker	  behovet	  for	  lengre	  bilturer	  i	  
forbindelse	  med	  ferie	  og	  weekendopphold.	  	  

I	  overkant	  av	  3000	  respondenter	  (ca.	  5,9	  prosent)	  mener	  at	  elbil	  ikke	  er	  en	  miljøløsning.	  Dette	  betyr	  
ikke	  nødvendigvis	  at	  denne	  gruppen	  ikke	  ønsker	  å	  kjøpe	  elbil,	  da	  vi	  vet	  at	  økonomi	  er	  en	  viktig	  faktor	  
for	  valget	  om	  kjøp	  av	  elbil.	  I	  overkant	  av	  6000	  respondenter	  (11,7	  prosent)	  ser	  ingen	  hindringer	  for	  å	  
kjøpe	  elbil.	  	  

Figur	  14:	  Hindringer	  for	  å	  kjøpe	  elbil	  

	  
	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  
21	  Energistyrelsen.	  2014.	  Danmarks	  energi	  og	  klimafremskrivning	  2014.	  København:	  Energistyrelsen.	  Hentet	  28.10.2014.	  
http://www.ens.dk/sites/ens.dk/files/dokumenter/publikationer/downloads/danmarks_energi_og_klimafremskrivning_20
14.pdf	  	  
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2.2.5 Charging possibilities 
The vast majority of the Norwegian population have excellent opportunities for recharging electric cars. In 

the survey 76 per cent said that they could charge their electric car at home while 31 per cent said they could 

charge their electric car at their workplace. With excellent incentive schemes for the creation of charging 

stations at workplaces and in co-ownership properties/housing cooperatives both of these proportions are likely 

to increase. 40 per cent of people state that they have access to charging stations outside of their home 

and workplace. Only four per cent respond that they have no charging possibilities at all. This figure could 

probably be somewhat higher as people who have absolutely no charging possibilities may have decided not to 

respond to the survey.

Of those with the option to charge at home and in the workplace 50 per cent would like an electric car. This 

figure is somewhat higher than the average in the survey, which indicates that 39 per cent of total respondents 

would like an electric car. This finding shows that good charging possibilities result in more people considering 

buying electric cars. It is therefore important that we continue developing the charging infrastructure for 

plug-in vehicles.

2.2.6 What do people associate with electric cars?
The material from the survey shows that the respondents were overwhelmingly positive towards electric cars. If 

we bring together all of the associations we end up with a picture in which we can say that 82 per cent of the 

respondents have a positive attitude to electric cars. This figure disproves allegations in the public debate 

about electric cars where negative voices are very clearly heard.

2.2.6.1 Positive associations
Environmental friendliness is ranked highest on the list of associations people have with electric cars and  

69 per cent list this as one of the most important associations. 

It is especially exciting to see “quiet” as the second most positive association (54 per cent) as this is not a 

major focus in the public debate. Even though noise from fossil fuel cars has reduced over the last few years 

they are still nowhere near the levels of the low noise characteristics of electric cars. Electric cars are very 

quiet on roads with lower speed limits. In urban traffic, towns and minor roads noise pollution from electric cars 

will be substantially lower than from conventional vehicles. It is obvious that people value this characteristic 

as noise is considered to be a major public health issue. At higher speeds the tyre noise will drown out the 

engine noise, which means that electric cars are also a source of noise along roads with higher speed limits. 

Figure 15: Charging possibilities
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2.2.6.2 Negative associations
Unsurprisingly, “range anxiety” is the most negative association (32 per cent) as this is the most talked 

about weakness associated with electric cars. This is an association that we must assume will decrease in 

the future. Both because the the network of rapid charging stations is growing and becoming more familiar to 

motorists and also because new electric cars have a substantially longer range. Electric cars are associated 

with weaknesses in winter, especially in counties that experience severe cold, such as Finnmark, Troms and 

Oppland. The third most negative association is “stress linked to electric car charging”. 

Very few people associate electric cars with being “unsafe” (1.2 per cent), “posh” (1 per cent) and “uncom-

fortable” (0.4 per cent). In general it could be said that the negative associations linked to electric cars in the 

population are based on actual disadvantages linked to vehicle characteristics and not feelings.

Table 1: People’s associations with electric cars

Positive associations Total Negative associations Total
Environmentally friendly 69% Range anxiety 34%

Quiet 54% Weaknesses in winter 15%

Profitable 52% Stressful charging 14%

Avoids queuing 17% Unpredictable 4%

Pioneering technology 9% Parasite 2%

Simple 8% Queue-jumper 2%

Driving pleasure 7% Cramped 2%

Fun 5% Unsafe 1.2%

Cool 2% Posh 1%

Family-friendly 2% Uncomfortable 0.4%

The last characteristic worth noting is the profitability of the electric car, ranked as the third most positive 

association by people, with 53 per cent of respondents ranking this characteristic as one of the three most 

important. There is a lot of focus on price when acquiring electric cars but people often forget that operating 

costs for electric cars are very low. Charging a car is much cheaper than filling the tank. There are also fewer 

wearing parts on an electric car even though there are currently uncertainties regarding the price of the different 

battery packs, etc. Exemptions from ferry and toll charges and parking charges also contribute to further 

reducing operating costs.
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3.0 Facts about electric cars
As a supplement to our survey and the associated findings we wanted to conduct a literature study taking a 
closer look at the most common myths about electric cars. The literature study focused on the environmental 
friendliness of electric cars, who electric car owners are and whether people actually change their travel 
habits as a result of buying electric cars. We also reviewed the most debated electric car incentives.

3.1 Are electric cars environmentally friendly?
There are too few comprehensive studies looking at the production of the different car types, driving emissions 
and production of relevant energy. In addition, research often comes to an end before considering the reuse 
of electric car batteries, which is what really differentiates the electric car’s extent of pollution compared 
to conventional cars with regard to production. There are several studies on these subjects but a complete 
investigation in this field would be demanding and would vary from country to country. Mass production also 
results in a decreased environmental cost per unit. Since electric cars have only been sold in larger quantities 
in recent years, some of the studies conducted in this field are already outdated. If we take this out of the 
equation we already know that the environmental friendliness of the electric car depends on the energy supply in 
the relevant country. Research indicates that electric cars are more environmentally friendly than conventional 
cars given the European energy mix. They are obviously environmentally friendly in a hydro-power producing 
country like Norway26.

3.1.1 Electric car emissions

The incentives to phase in environmental cars have been debated in various media and academic environments. 
Some claim that the electric car is not an environmentally friendly alternative. This argument is based on 
the fact that the current production of electric cars releases more greenhouse gases than the production of 
conventional vehicles. This is predominantly due to the production of batteries and variations in production 
volume. Larger production volumes result in lower greenhouse gas emissions per unit. Tesla, BMW and VW 
have announced that they envisage a more climate-neutral production of electric cars by using wind and  
solar power energy in factories. The production of conventional cars accounts for a small proportion of the 
total emissions in the life cycle of the car, while usage accounts for the majority. It is uncertain how much  
of the environmental footprint is attributable to production of an electric car, but it is clear that this is higher 
than for conventional cars due to the lower production volumes and production of batteries. The consequence 
is that electric cars need to reach a certain mileage in order to be environmentally friendly compared to  
conventional cars.

Those who have a negative attitude towards electric cars and their emissions are quick to claim that an electric 
car has a mileage of 7500-8000 kilometres per year. It is also claimed that electric cars are purchased as a 
second car for households27,28. These arguments indicate a lack of forward-looking attitudes to the electric 
car and its mileage as well as lack of information about consumer behaviour. Today’s electric cars drive an 
average of 14,000 to 15,000 kilometres per year. This is just as far as a conventional car, which drives an 
average of 15,000 kilometres in the first year after purchase, then reducing to 14,800 kilometres in year two 
and 13,400 kilometres in year three. On average, the further an electric car drives, the lower the emissions 
per kilometre when viewed from a life cycle perspective29.
 26 Grønn Bil. 2012. Er elbiler egentlig miljøvennlige? Retrieved 14/10/2014. http://www.gronnbil.no/nyheter/er-elbiler-egentlig-miljovennlige-arti-
cle299-239.html#3 
27 Holtsmark, Bjart. 2012. Elbilpolitikken – virker den etter hensikten? Samfunnsøkonomen no.5: 4-11. Retrieved 11/10/2014. 
https://www.ssb.no/a/filearchive/HoltsmarkElbil2012.pdf 
28 Stavseth, Erik. 2014. Elbil og tallmagi. Dagens Næringsliv 02/07/2014. Retrieved 10/10/2014. 
http://www.dn.no/meninger/debatt/2014/07/02/2155/Elbil/elbil-og-tallmagi 
29 Fridstrøm, Lasse and Vegard Østli. 2014. Ressursøkonomisk regnskap for elektrifisering av bilparken. Institute of Transport Economics report 1350/2014. 
Oslo: Institute of Transport Economics. Retrieved 28/10/2014. https://www.toi.no/getfile.php/Publikasjoner/T%C3%98I%20rapporter/2014/1350-2014/1350-
2014-el-forenklet.pdf  
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3.1.2 Energy production
The electricity source is relevant when looking at emission levels from electric cars. Norway is among the 
largest hydro-power producers in the world and largest in Europe when it comes to hydro-power. Total power 
production has been around 127 TWh per year while the consumption of energy has been below this in the 
same period33,34. The result is that Norway has been able to export clean energy at a greater extent than we 
have needed to import energy. However, there will always be energy trade between Norway and Europe while 
we are part of the European market. Taking this into account, electric cars are a good option for reducing 
emissions in Norway. Electric cars are also more environmentally friendly than fossil fuel cars when using a 
European energy mix.  

In isolation, electric cars do not emit anything during driving as emissions are transferred from the car to the 
generating station. The allowance market in Europe, ETS, sets a ceiling for greenhouse gas emissions. When 
transferring emissions from car to generating plants, the emissions are transferred from the transport section, 
which is not subject to allowances, over to the energy sector, which is subject to allowances. This could contribute 
to increased demand in the allowance market, which is the principle for a well-functioning market, and thus also 
increased allowance prices35.  Socio-economic theory indicates that increased allowance prices would result in 
less emissions. 

Increased use of energy in Norway would, in isolation, result in less clean energy being exported. The discussions 
about this do not however take into account that the EU has ambitious targets for reducing greenhouse gas emissions. 
One of the instruments to achieve these targets is to restructure the energy sector towards cleaner energy recovery. 
This target is important in respect of Europe’s energy security and will therefore be a priority. There is therefore 
reason to believe that energy produced in other European countries will also become cleaner than today. 

30  Frydenlund, Ståle. 2015. Elbil banker bensinbil i livsløpsanalyse. The Norwegian Electric Vehicle Association 09/01/15. Retrieved 13/01/2015. 
http://elbil.no/nyheter/elbiler/3453-elbil-banker-bensinbil-i-livslopsanalyse 
31 Aguirre, Kimberly, Luke Eisenhardt, Christian Lim, Brittany Nelson, Alex Norring, Peter Slowik and Nancy Tu. 2012. Lifecycle Analysis Comparison of a Battery 
Electric Vehicle and a Conventional Gasoline Vehicle. California: University of California Los Angeles. Retrieved 10/11/2014. 
http://www.environment.ucla.edu/media/files/BatteryElectricVehicleLCA2012-rh-ptd.pdf 
32 Presentation at the Zero conference 2014.
33 The Norwegian Ministry of Petroleum and Energy. 2013. Produksjon av elektrisitet. Retrieved 10/11/2014. 
http://www.regjeringen.no/nb/dep/oed/tema/energi_og_vannsressurser/produksjon-av-elektrisitet.html?id=440487 
34 Hafslund. 2014. Produksjon, forbruk, import og eksport av elektrisk kraft (GWh): Tall for Norge fra 1990 og fram til i dag. Retrieved 14/10/2014. 
http://hafslund.no/strom/bedrift/produksjon__forbruk__import_og_eksport_av_elektrisk_kraft__gwh_/2064
35 Grønn Bil. 2012. Er elbiler egentlig miljøvennlige? Retrieved 14/10/2014. http://www.gronnbil.no/nyheter/er-elbiler-egentlig-miljovennlige-article299-239.html#3 

An overwhelming majority of articles show that electric cars are more environmentally friendly than fossil 
fuel cars when viewed from a life cycle perspective. The car manufacturer Mercedes recently conducted 
such a study, clearly showing how environmentally friendly electric cars are compared to similar petrol 
cars. Only the production of electric cars is more polluting than a similar petrol engine model. The carbon 
footprint is around twice as large during production. If the emissions from petrol production are taken into 
account the difference will be smaller. When a Mercedes B class Electric Drive is compared to a Mercedes 
B 180 in the usage phase, the electric car emissions are 11.9 million tonnes of CO2 if it is run with a European 
energy mix. Emissions when using hydro-power as the only source of energy are 0.2 tonnes. In comparison 
a petrol car emits 24 tonnes of CO2 in the course of 160,000 kilometres driven. In other words, the electric 
model generates 24 per cent less CO2 than the petrol-operated version when using a European energy mix 
and 64 per cent less CO2 when using hydro-power. From a life cycle perspective the electric car is obviously 
more environmentally friendly30.

A similar study from the University of California Los Angeles (UCLA) has compared emissions from electric 
cars to emissions from conventional cars. Researchers have taken a look at the entire life cycle from production 
to recycling of the cars as well as looking at the energy mix in various areas31. The research results clearly 
show that the electric car is more environmentally friendly than conventional cars and concludes that it is likely 
to become even more environmentally friendly in coming years due to the development of new technologies. 
A researcher at NTNU, Anders Hammer Strømman, has also concluded that there is great potential to reduce 
emissions by using electric cars. He did however note that the energy industry should intervene to reduce 
emissions to the greatest extent possible32.
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3.1.3 Energy efficiency
Electric cars are more energy-efficient than fossil fuel cars. The energy consumption of a Nissan LEAF registered 
in 2013 is around 1.9 km/MJ. Diesel and petrol cars are at 23.6 and 21.3 kilometres per litre respectively. When 
converting the figures to a common unit, electric cars result, on average, in an energy consumption that is 
three times lower than that of conventional cars 36. This is especially true in urban traffic.

3.1.4 Batteries
In life cycle analyses conducted in various academic environments, the most pessimistic estimates are based 
on the batteries needing to be replaced at least once, perhaps even twice, during the service life of the car 
(150,000 kilometres). It is correct that there are uncertainties around the service life of the batteries, but car 
dealership warranties show what their minimum expectations are. Tesla’s top models, Tesla Model S85 and 
Tesla Model S85 Performance, have a warranty period of 8 years with unlimited mileage. e-Golf is supplied 
with a battery warranty of 8 years or 160,000 kilometres. This indicates that some manufacturers believe that 
the battery should last for the service life of the car. Some other manufacturers and older models operate with 
a 5-year warranty, or a mileage of 100,000 to 120,000 kilometres. In respect of the life cycle analysis referenced 
above, electric cars would therefore represent an environmentally friendly alternative.

In order to increase knowledge of batteries, some research would still need to be conducted with regard to 
battery production, development of battery production and the pollution levels resulting from such production. 
What we currently know is that unlike empty fuel tanks battery production is an energy-intensive process. This  
is often noted by those who are sceptical about electric cars. Research that collates multiple reports on the 
carbon footprint of electric cars shows that the emissions from production vary from 4 to 35 grams of CO2 per 
kilometre. Others claim that the emissions account for 30 to 39 grams of CO2 per kilometre 37. 

There is little doubt that battery production for electric cars is a polluting process. Nevertheless it is important 
to remember that battery technology has undergone rapid development and will continue to be modernised. 
Taking this into account means that it is important to also account for the fact that current battery production 
may not be the same as battery production in a few years. Developments will depend on there being a market 
for electric cars and Norway is currently one of the most important electric car markets in the world. 

Tesla is one of the car manufacturers with ambitions to develop a new battery factory with the aim of becoming 
a zero-emission factory38. This demonstrates that industry players are attempting to work continuously to  
reduce greenhouse gas emissions and phase in new technology to contribute to more environmentally 
friendly battery replacements, if necessary. 

There has also been great progress with regard to reuse of electric car batteries. There will be substantial capacity 
left, often 70 per cent, in the batteries after they are no longer optimal for use in electric cars. Such battery packs 
could then be used in a variety of other contexts. They can be used as back-up in the event of power loss, as 
buffers in electricity grids in the event of large loads and to store electricity from solar cells and wind in periods 
when production is greater than consumption39. A report prepared for the United States Department of Energy 
concludes that the reuse of batteries from electric cars is realistic. Researchers have found that there is a substantial 
commercial market for used batteries. Used battery packs are used, among other things, in a solar power programme 
in Mexico and the technology company ABB has created a programme for the reuse of batteries40,41. 

36 The Danish Energy Agency. 2013. Faktaark elbiler. Copenhagen: The Danish Energy Agency. Retrieved 14/10/2014. 
http://www.ens.dk/sites/ens.dk/files/klima-co2/transport/elbiler/Elbilpartnerskaber/faktaark_om_elbiler_og_ladestik.pdf
37 The Norwegian Electric Vehicle Association. 2014. Elbil gir høyere utslipp. Retrieved 14/10/2014. http://www.elbil.no/elbilfakta/elbilmyter/3235-elbil-gir-hoyere-utslipp 
38 Moberg, Knut. 2014. “Her er GIGAFABRIKKEN til Tesla”. Din Side 08/09/2014. Retrieved 20/10/2014. http://www.dinside.no/930261/her-er-gigafabrikken-til-tesla  
39 ABB. 2012. ABB inngår samarbeid om gjenbruk av batterier fra Nissan LEAF. Retrieved 17/10/2014. 
http://www.abb.no/cawp/seitp202/c65c4e65e88ee221c125798a004f915c.aspx 
40 Cready, Erin, J. Lippert, J. Phil, I. Weinstock, P. Symons and R.G. Jungst. 2003. Final Report: Technical and Economic Feasibility of Applying Used EV Batteries 
in Stationary Applications: A Study for the DOE Energy Storage Systems Program. New Mexico: Sandia National Laboratories. Retrieved 17/10/2014. 
http://www.rmi.org/Content/Files/Technical%20and%20feasible.pdf 
41 ABB. 2012. ABB inngår samarbeid om gjenbruk av batterier fra Nissan LEAF. Retrieved 17/10/2014. 
http://www.abb.no/cawp/seitp202/c65c4e65e88ee221c125798a004f915c.aspx
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Due to Norway’s success with electric cars it is assumed that we could be pioneers in this field. If we are 

wanting to take a proper look at what the pollution from electric cars versus conventional cars results in, 

some will argue that we need to consider the environmental costs associated with the development of the 

various energy sources. There is little doubt that hydro-power and some other renewable energies are less 

harmful to the environment than the processes leading up to oil reaching the fuel tank of a car. 

3.1.5 Costs
The costs associated with the electric car policy are often compared to the acquisition of greenhouse gas 

emission allowances. In this context it has been argued that the electric car policy costs as much as the purchase  

of greenhouse gas emission allowances that could cover all of Norway’s emissions for a whole year 42.  

Purchasing allowances for 2.6 billion Norwegian kroner would, in other words, make Norway carbon neutral 

for one year. But this comparison does not indicate that that the electric car policy is expensive, it shows that 

any domestic climate change measure is expensive. The socio-economic benefits in the form of improved 

urban air and lower greenhouse gas emissions will be more significant as the car population is replaced. It is 

necessary to view the policy from a long-term and comprehensive perspective. The question that should be 

asked, is: How much does the electric car policy cost compared to other domestic climate change measures43? 

When the climate compromise sets out that two thirds of emission reductions must take place in Norway, it 

must also implement measures to meet this goal. 

3.2 Who are electric motorists?
Electric car owners are becoming more and more like conventional car owners. The Institute of Transport 

Economics published a report in September 2014 showing that the current electric car motorists are the same 

as anyone else who owns multiple cars, in terms of finance, education, family size and place of residence44. 

The myth that electric car incentives are a subsidy for wealthy people who buy electric cars as a second car 

simply to bypass the queues when driving into the capital in the morning rush hour is not correct. 

42 Holtsmark, Bjart. 2012. Elbilpolitikken – virker den etter hensikten? Samfunnsøkonomen no.5: 4-11. Retrieved 11/10/2014. 
https://www.ssb.no/a/filearchive/HoltsmarkElbil2012.pdf 
43 Fridstrøm, Lasse and Vegard Østli. 2014. Ressursøkonomisk regnskap for elektrifisering av bilparken. Institute of Transport Economics report 1350/2014. Oslo: Institute 
of Transport Economics. Retrieved 28/10/2014. https://www.toi.no/getfile.php/Publikasjoner/T%C3%98I%20rapporter/2014/1350-2014/1350-2014-el-forenklet.pdf  
44 Figenbaum, Erik, Marika Kolbenstvedt and Beate Elvebakk. 2014. Electric Vehicles – environmental, economic and practical aspects: As seen by current and 
potential users. Institute of Transport Economics report 1329/2014. Oslo: Institute of Transport Economics. Retrieved 28/10/2014. 
https://www.toi.no/getfile.php/Publikasjoner/T%C3%98I%20rapporter/2014/1329-2014/1329-2014-el.pdf 
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Those who buy electric cars appreciate the environmental benefits, the financial incentives and the fact that the 

electric car meets their everyday transport needs45. The fact that the electric car supports everyday transport 

needs is further highlighted by the population survey conducted by NAF in August 2013. The survey shows that 

we travel an average of 32 kilometres every day and the travel habit survey Reisevaneundersøkelsen 2013/14 

shows that we travel an average of 47.2 kilometres46. 82 per cent of the population can meet their everyday 

transport needs using electric cars. Current electric cars have a range of around 150 to 200 kilometres47. 

That the limited range of the electric car has had an effect on sales is demonstrated by the fact that there are 

most electric car owners in Akershus, closely followed by Oslo. Hordaland, Rogaland and Sør-Trøndelag are 

number three, four and five in the ranking of counties with the most electric cars. The growth in electric car 

sales is however moving most quickly in Hedmark with an increase of 30.9 per cent from Q1 to Q3 in 2014. 

This is closely followed by Oppland (29.6 per cent), Sogn og Fjordane (28.8 per cent) and Telemark (27.9 per 

cent)48. The figures show that electric car growth was previously highest in densely populated counties 

or counties with larger urban areas. As the percentage growth rate is now highest in counties with sparse 

settlement we can see a shift towards more people also considering electric cars to be a real alternative in 

rural areas.

When the population’s third most positive association in NAF’s electric car survey is electric car profitability 

this indicates that it is very important to retain the incentives associated with the purchase of electric cars 

until the market becomes sustainable. The Institute of Transport Economics’ report also shows that around 

one third of fossil fuel car owners are considering changing to an electric car when next changing cars. This shows 

that the proportion of electric cars is likely to continue growing if the electric car incentives are preserved in 

whole or in part49.

3.2.2 The media’s image of electric car owners
The media has had a strong focus on the sale of Teslas. Tesla was the first electric car with a good range and 

also meets luxury needs. When reading newspapers it may seem like all electric car owners live in Norway’s 

richest suburbs and drive a Tesla Model S, perhaps even as a second car. This is not the case. Norway’s 

most purchased electric car as of 30 September 2014 is the Nissan LEAF with 10,647 cars sold. Tesla Model 

S comes in second with 5518 cars sold 50. So far, Tesla has been targeting a different segment than LEAF, 

e-Golf, BMWi3, etc. Tesla differs from the other electric cars in the fact that there is a larger coupé in the 

premium segment. It is considered by many to be a more comprehensive car than most of its competitors, 

largely because of range. 

45 Ibid
46 Hjorthol, Randi, Øystein Engebretsen and Tanu Priya Uteng. 2014. Den nasjonale reisevaneundersøkelsen 2013/2014 - nøkkelrapport. Institute of Transport 
Economics report 1383/2014. Retrieved 10/02/2015. https://www.toi.no/getfile.php/mmarkiv/Forside%202015/1383-2014-elektronisk.pdf
47 The figure concerns cars within the “people carrier segment” and is not based on driving when the temperature drops below zero. Tesla’s models have a 
range of up to 490 kilometres. However, this car is considered part of the premium segment. 
48 Opplysningsrådet for Veitrafikken AS. 2014. Bilstatistikk.
49 Figenbaum, Erik, Marika Kolbenstvedt and Beate Elvebakk. 2014. Electric Vehicles – environmental, economic and practical aspects: As seen by current and 
potential users. Institute of Transport Economics report 1329/2014. Oslo: Institute of Transport Economics. Retrieved 28/10/2014. 
https://www.toi.no/getfile.php/Publikasjoner/T%C3%98I%20rapporter/2014/1329-2014/1329-2014-el.pdf 
50 Opplysningsrådet for Veitrafikken AS. 2014. Bilstatistikk. 
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3.2.4 Electric car households. Are they like everyone else?
Households with only an electric car are often smaller and have fewer children under the age of 18 and fewer 

people holding a driver’s license than households who have an electric car in addition to another car. There is 

not a preponderance of Tesla Model S owners in this group. This is likely due to socio-economic circumstances 

as the Tesla Model S is a much more expensive car than the other electric alternatives57. 

Households with two or more electric cars do, on average, have a somewhat lower average age than households 

which have an electric car in combination with conventional cars. Households with two or more electric cars 

do, on average, have somewhat higher income and education than households with electric cars in combination 

with conventional cars. The size of the households is relatively similar. Households with a combination of 

conventional and electric cars have, on average, somewhat longer travel routes to work as well as somewhat 

higher employment rates. 43 per cent of “fully electric” households with two or more cars have a Tesla Model 

S. This is probably because the Model S enables you to replace the conventional car due to the long range of 

the car58.

3.2.3 Electric car owners: from innovators to ordinary people
Studies from Norway and other countries indicate that early adopters of the electric car differ from the rest 

of the population when it comes to socio-economic characteristics. The early adopters, or innovators, were 

often young men with higher education and a high income51,52,53,54,55. This is not unique to electric car owners 

as this socio-economic group is happy to make use of all new technology before a number of other groups in 

society. This could be because they have the financial freedom to take higher risks than others. 

It is still the case that electric car owners are predominantly active people (largely males) between the age 

of 35 and 54 with higher education and high income. They often live in households with multiple children and 

tend to live in peri-urban areas. The differences between electric car owners and owners of conventional cars 

are however rapidly decreasing in the Norwegian market. This indicates that the diffusion process in Norway 

is about to mature and electric cars are becoming accepted as an alternative by more and more people. As 

illustrated by NAF’s electric car survey, 45 per cent of the population under the age of 45 would consider 

buying an electric car when next changing cars. For people over the age of 46 the figure was 28 per cent. 

However, the latter group were more inclined to buy plug-in hybrids. Among electric car owners, 87 per cent 

would buy another electric car and less than 1 per cent state that they would not buy an electric car again56. 

This means that electric car owners are very happy with their vehicles and that they act as good ambassadors 

in the market.

51 Figenbaum, Erik, Marika Kolbenstvedt and Beate Elvebakk. 2014. Electric Vehicles – environmental, economic and practical aspects: As seen by current and 
potential users. Institute of Transport Economics report 1329/2014. Oslo: Institute of Transport Economics. Retrieved 28/10/2014. 
https://www.toi.no/getfile.php/Publikasjoner/T%C3%98I%20rapporter/2014/1329-2014/1329-2014-el.pdf
52 Figenbaum, Erik and Marika Kolbenstvedt. 2013. Elbiler i Norge. Arbeidsdokument 20347: 3898 Elbil i Norge. Oslo: The Institute of Transport Economics. 
Retrieved 20/10/2014. http://www.regeringen.se/content/1/c6/21/33/45/05b16e03.pdf
53 Hjorthol, Randi. 2013. Attitudes, ownership and use of Electric Vehicles – a review of literature. Institute of Transport Economics report 1261/2013. Oslo: The 
Institute of Transport Economics. Retrieved 14/10/2014. https://www.toi.no/getfile.php/Publikasjoner/T%C3%98I%20rapporter/2013/1261-2013/1261-hele%20
rapporten%20nett.pdf 
54 Pierre, Magali, Christophe Jemelin and Nicolas Louvet. 2011. Driving an electric vehicle. A sociological analysis on pioneer users. Energy Efficiency 4 (4): 
511-522. DOI: 10.1007/s12053-011-9123-9 
55 Campell, Amy R., Tim Ryley, Rob Thring. 2012. Identifying early adopters of alternative fuel vehicles: A case study of Birmingham, United Kingdom. 
Transportation Research Part A, 46 (8): 1318-1327. DOI: 10.1016/j.tra.2012.05.004 
56 Figenbaum, Erik. 2014. Elektrifisering av persontransporten. TEMPO sluttkonferanse 17.-18.06.2014, Forskningsparken, Oslo. Oslo: The Institute of Transport 
Economics. Retrieved 07.11.2014. http://www.transportmiljo.no/Data/0/199.pdf 
57 Figenbaum, Erik, Marika Kolbenstvedt and Beate Elvebakk. 2014. Electric Vehicles – environmental, economic and practical aspects: As seen by current and 
potential users. Institute of Transport Economics report 1329/2014. Oslo: Institute of Transport Economics. Retrieved 28/10/2014. 
https://www.toi.no/getfile.php/Publikasjoner/T%C3%98I%20rapporter/2014/1329-2014/1329-2014-el.pdf 
58 Ibid
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60 Vågane, Liva, Inge Brechan and Randi Hjorthol. 2011. Den nasjonale reisevaneundersøkelsen 2009-nøkkelrapport. Report number: 1130/2011. 
Retrieved 10/10/2014. https://www.toi.no/getfile.php/Publikasjoner/T%C3%98I%20rapporter/2011/1130-2011/1130-2011-el.pdf  
61 Hjorthol, Randi, Øystein Engebretsen and Tanu Priya Uteng. 2014. Den nasjonale reisevaneundersøkelsen 2013/2014 - nøkkelrapport. Institute of Transport 
Economics report 1383/2014. Retrieved 10.02.2015. https://www.toi.no/getfile.php/mmarkiv/Forside%202015/1383-2014-elektronisk.pdf
62 Figenbaum, Erik, Marika Kolbenstvedt and Beate Elvebakk. 2014. Electric Vehicles – environmental, economic and practical aspects: 
As seen by current and potential users. Institute of Transport Economics report 1329/2014. Oslo: Institute of Transport Economics. Retrieved 28/10/2014. 
https://www.toi.no/getfile.php/Publikasjoner/T%C3%98I%20rapporter/2014/1329-2014/1329-2014-el.pdf 
63 Ibid
64 Hjorthol, Randi, Øystein Engebretsen and Tanu Priya Uteng. 2014. Den nasjonale reisevaneundersøkelsen 2013/2014 - nøkkelrapport. Institute of Transport 
Economics report 1383/2014. Retrieved 10/02/2015. https://www.toi.no/getfile.php/mmarkiv/Forside%202015/1383-2014-elektronisk.pdf
65 Ruter. 2014. Annual report 2013. Retrieved 24/10/2014. https://ruter.no/Documents/Rapporter-dokumenter/%C3%85rsrapporter/arsrapport_2013_11korr.pdf 
66 Statistics Norway. 2014. Kollektivtransport, 3. kvartal 2014, foreløpige tall. Retrieved 05/01/2015. http://www.ssb.no/transport-og-reiseliv/statistikker/kolltrans 
67 Figenbaum, Erik, Marika Kolbenstvedt and Beate Elvebakk. 2014. Electric Vehicles – environmental, economic and practical aspects: 
As seen by current and potential users. Institute of Transport Economics report 1329/2014. Oslo: Institute of Transport Economics. Retrieved 28/10/2014. 
https://www.toi.no/getfile.php/Publikasjoner/T%C3%98I%20rapporter/2014/1329-2014/1329-2014-el.pdf 

3.3 Do people change their travel habits  
after buying electric cars?

Around 60 per cent of people do not change their travel habits as a result of buying an electric car. 67 per 
cent of those who have bought electric cars have done so in connection with the switch from petrol and 
diesel cars. 28 per cent bought an electric car in addition to another car and 3 per cent bought an electric 
car as their first car59. The latter two groups increased their car usage after buying an electric car. We do not 
know whether the three per cent who bought electric cars as their first car did so because of the incentives of 
electric cars or because of changed life situations. However, there will always be a change in people’s travel 
habits in connection with changed life situations.

The travel habit survey “Reisevaneundersøkelsen (RVU)” from 2009 showed that the proportion of households 
with two cars in Norway was increasing60. RVU 2013/14 shows a continued increase in households with two 
cars61. However, we can still see that the percentage growth rate has decreased since RVU 2009. It would 
therefore not be reasonable to assume that 28 per cent of those who have bought electric cars in addition to 
another car have done so only because they wished to benefit from the electric car incentives. Furthermore, 
the study conducted by Figenbaum, Kolbenstvedt and Elvebakk (2014) shows that electric car owners often 
have twice as long a travel route as the population in the travel habit survey “Reisevaneundersøkelsen” from 
200962. This indicates that electric car owners are, in many cases, more dependent on their cars.

Some claim that people who buy electric cars largely stop using public transport, walking and cycling. The 
fact is that 7 per cent of people state that they walk and cycle less, 16 per cent state that they travel less by 
public transport and 23 per cent state that they drive more since buying an electric car. On the other hand, 
5 per cent state that they cycle and walk more, 4 per cent travel more on public transport and 7 per cent 
drive the car less63. These figures indicate that some people change their travel habits after buying an elec-
tric car. However, there is no evidence to say whether this is because of the actual electric car purchase or 
whether the behavioural change is a result of changed life situations and a need for more flexible mobility.  

With regard to bicycle use, the number of cyclists has increased over the last 20 years and was around 5 per 
cent in RVU 2013/1464. The proportion travelling by public transport has however increased over the last few 
years. In Oslo and Akershus the proportion increased by 3.1 per cent from 2012 to 201365. In Q3 2014 the  
proportion of people using public transport increased by a total of 3.8 per cent compared to the same quarter 
in 201366. This indicates that travel habit changes may be caused by other conditions than the household’s 
isolated purchase of an electric car. 

One third of electric car owners manage perfectly well with an electric car. There is now a higher proportion 
of pure electric car households than before and the proportion is greatest in Oslo, at 41 per cent67. This is 
most likely because the electric car is more comparable to conventional cars than was previously the case. 
The range of electric cars is continuously improving and they are a now considered much more of a fully- 
fledged car than in the past. Electric car prices have also come down in recent years.
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3.4 Electric car incentives
The first substantial increase in electric car sales was in 2011. The electric car incentives had then been 

adopted as a consequence of the early electric cars having entered the market. This shows that it was probably 

not the lack of incentives alone that resulted in a slow electric car market but also a lack of good electric 

cars that could be considered equal to conventional cars68. 

As previously mentioned there are a number of incentives associated with the use of electric cars. These  

incentives include the use of public transport lanes, free ferry transport, free charging and parking at public 

parking spaces, reduced car tax and free passage through toll booths. The arguments in favour of usage incentives 

for zero-emission cars are that this contributes to increased sales of this type of car in line with the ambitions 

of the climate compromise. 

NAF considers it important to stimulate the market so that we can meet the objectives of the climate com-

promise. If we do not meet the objectives of a more environmentally friendly car population this would have a 

harmful effect on the general public through the high levels of pollution. Additionally, politicians will eventually 

investigate other measures to reduce emissions from passenger transport. This usually means restrictions and 

limitations that will affect motorists who, for various reasons, are unable/unwilling to use electric cars. This 

will mean increased costs for most people. Mobility is a benefit and it is important to safeguard it.
 

NAF believes that the current tax exemption and usage incentives associated with electric cars are competitive. 

Without these incentives the electric car would not be a competitive option due to the gap between total 

costs and car characteristics. The scaling down of electric car incentives should take place in line with the 

technological development of electric motors and a reduction in the production costs for electric cars. The 

authorities should also keep abreast of developments in the used car market for electric cars as well as the range, 

size and selection of electric cars. The authorities should also facilitate infrastructure that can compete with 

the existing infrastructure for conventional cars. This means that rapid charging stations must be established to a 

greater extent than is currently the case.

Table 2: An overview of the introduction of electric car incentives

68 Figenbaum, Erik and Marika Kolbenstvedt. 2013. Elbiler i Norge. Arbeidsdokument 20347: 3898 Elbil i Norge. Oslo: The Institute of Transport Economics. 
Retrieved 20/10/2014. http://www.regeringen.se/content/1/c6/21/33/45/05b16e03.pdf 

Incentive Introduced Importance
VAT exemption on purchases 2001 ++

Access to public transport lanes 2003 test/2005 permanent ++

Exempt from one-off fee 1990 test/ 1996 permanent +

Free parking 1999 +

No congestion charge 1997 ++

Reduced car tax 1996 free/2004 low tax +

Reduced ferry charges 2009 0

Reduced company car taxation 2000 0

Government funding for charging stations 2009 +

Government funding for rapid charging stations 2011 +

Special number plates beginning with “EL” 1999 +
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3.4.1 Public transport lanes
The general rule is that public transport lanes are reserved for buses and taxis. In addition, zero-emission 
cars have been defined as one of the vehicle types permitted to drive in these lanes69. The regulations state 
that such authorisations are at the discretion of local authorities. This means that local authorities can 
remove this incentive for electric cars if they see that the capacity of the public transport lanes is exceeded. 
The Norwegian Public Roads Administration has removed access to a public transport lane in Bjørvika in 
Oslo for both electric cars and taxis70. 

The use of public transport lanes has generated a great deal of debate in the Norwegian media and the section 
from Asker to Oslo has been debated most of all. In Spring 2014 the Norwegian National Public Roads 
Administration conducted a rush hour count on this section to determine whether electric cars in the public 
transport lane represented a real problem. In periods up to 85 per cent of vehicles in the public transport 
lane between Sandvika, Blommenholm and Høvik were electric cars71. However, the capacity limit of the public 
transport lane has still not been reached. Twice as many vehicles could drive in the public transport lane as 
were found by the Norwegian National Roads Administration’s count. Estimations prepared by NAF show that 
electric cars do not yet constitute a problem in public transport lanes but that the design of the entry ramps 
in some parts of the E18 results in ineffective exits and entries and thus also queueing issues. 

A conservative estimate made by NAF shows that the queues in the other lanes would be 20 per cent longer 
if electric cars were made to vacate the public transport lanes. This would result in an increase of 123 per 
cent in CO2 emissions, 159 per cent more combustion dust and 199 per cent more NOX

72. In addition, the 
costs for motorists and industry would be two million Norwegian kroner per day due to increased queues73. 

NAF considers it important to prioritise public transport in public transport lanes. When it becomes a real 
challenge for electric cars to use public transport lanes on certain road sections local consequences should 
be implemented in the area where the problem has occurred. Experiences from public debate indicate that 
such choices must be based on facts. This should not mean that electric car motorists elsewhere in the 
country should be given similar restrictions.

3.4.2 Free ferry transport
Currently, ferries on the highway sections are free of charge but it is at the discretion of the county council
to determine whether electric cars will have free transport on county road stretches. Electric cars only pay 
pedestrian rates on the relevant sections. Free ferry transport for electric cars has been debated in some 
parts of the country and more and more ferry companies feel that electric car owners should pay for transport 
in the same way as other motorists. 

Bastø-Fosen is one of the companies that have stood out in the debate. They serve Norway’s most trafficked 
ferry crossing between Horten and Moss. The ferry crossing is part of highway 19 and as such represents 
a section where electric cars are transported across the fjord for free. Due to relatively large deficits in 2013 
there has been debate around the electric car exemption on the crossing, but when looking at the company’s 
key figures it is clear that electric cars do not represent a large proportion of the deficit74,75. As such, the 
incentive scheme cannot be blamed for operational losses. As long as electric cars do not constitute a major 
problem, free ferry transport is an excellent incentive for renewing the car population so that it also becomes 
more environmentally friendly in rural areas. 

69 Other vehicles that can access the public transport lane include two-wheeled motorbikes without sidecars, bicycles and uniformed emergency vehicles. 
Signs for these lanes indicate which vehicles have access.
70 Bjørvika and the surrounding areas are still under development. The Norwegian National Public Roads Administration has therefore attempted to reduce the 
congestion that periodically occurs. 
71 Norwegian National Public Roads Administration. 2014. Elbil i kollektivfelt. Retrieved 10/10/2014. 
http://www.vegvesen.no/Om+Statens+vegvesen/Media/Nyhetsarkiv/Nasjonalt/4-av-5-biler-i-kollektivfeltet-i-rushtiden-er-el-biler
72 Rejection was set at 3.34% based on estimations carried out in De Jong, G. and Gunn, H.F. (2001) Recent evidence on car cost and time elasticities  
of travel demand in Europe. Journal of Transport Economics and Policy, 35 (2). Pp. 137-160. ISSN 0022-5258.
73 The estimation applies to the E18 west corridor.
74 Key figures on proff.no show a deficit before tax of approximately 22,301,000 Norwegian kroner in 2013. 
75 Dahl, Tom Arild. 2014. Elbiler gir Bastø Fosen baksmell. Gjengangeren 19/09/14. Retrieved 10/10/2014. 
http://www.gjengangeren.no/forbruker/motor/elbiler-gir-basto-fosen-baksmell-1.8589297
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As the first county in Norway, Sør-Trøndelag county council decided to cancel the payment exemption for 
electric and hydrogen cars on ferries from 1 June 2014. The decision applies to ferry crossings on county 
roads and the county council is therefore free to do this. NAF believes that electric and hydrogen cars should 
only pay for ferry crossings when it represents a substantial loss of earnings for the company.

3.4.3 Free passage through toll booths
Zero-emission cars have free passage through toll booths on roads throughout the country. In certain places 
with high tolls and where there are no adequate options for other efficient travel options we currently find a 
very high proportion of electric cars. Finnøy in Rogaland and Averøy in Møre og Romsdal are among the leading 
locations for electric cars in Norway when we look at electric car density by population. 

In Finnøy there is a toll of 150 Norwegian kroner when passing in either direction. This means that an employee who 
has to drive in and out of the municipality of Finnøy has to pay 300 Norwegian kroner in tolls every single day76. 
When passing in an electric car the cost is 0 Norwegian kroner. As a result Finnfast’s estimated annual 
turnover is reduced by 9.7 per cent. The Atlantic tunnel revenue is reduced by 9.8 per cent due to a loss of 
estimated annual turnover77. The repayment time for the toll roads may take more years than planned but the 
growth in traffic has, in some cases, made up for this. Nevertheless, this loss is predominantly caused by high 
toll rates adopted by the Norwegian parliament and not exclusively the proportion of electric cars. The average 
reduction in toll income due to electric cars is around 1 per cent. Electric cars are not a general problem for 
toll companies even though issues do occur in certain places across the country. 

In principle NAF is against toll charges as we feel that this is not the correct approach to financing the 
development of the country’s infrastructure. However, since this is already the financing solution used for 
a number of road sections in Norway it is important to ensure that the free passage for electric cars does 
not substantially affect other motorists. If toll booths need to remain in place for several years more than 
planned due to there being a large proportion of electric cars, local authorities should consider whether this 
incentive needs to be removed or not. In other locations, e.g. urban schemes where the political objective is 
to reduce air pollution, any loss in revenue should be subsidised by the government.

76 The costs would be somewhat lower with AUTOPASS, but still very high (90 or 105 Norwegian kroner for a passenger car, depending on the contract).
77 Ødegård, Jan Arve. 2014. Taper mest på elbiler i landet. Tidens Krav 22/09/2014. Retrieved 07/11/2014. http://www.tk.no/motornytt/article7597824.ece 
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4.0 Summary
NAF’s survey clearly shows that most people have a positive attitude to electric cars and want to keep the 

incentives associated with this technology. At the same time we found that the uncertainties linked to the  

incentives, maintenance costs and used car market for electric cars act as obstacles that prevent people 

from choosing electric cars. The findings indicate that the taxation and usage incentives associated with 

electric cars are crucial to the success of electric cars and to developing a lasting electric car market. 

Good charging possibilities result in more people wanting to buy electric cars. Access to rapid charging provides 

increased flexibility and reduced range anxiety. This shows that investments in infrastructure greatly influence 

people’s choices when buying a car. The government should therefore facilitate excellent incentive schemes 

for private initiatives to create charging points while also ensuring substantial development of charging stations. 

It is especially important to develop a network of rapid charging stations so that these can represent a real 

alternative to the current petrol stations for conventional cars.
 

Many people now consider electric cars to be a serious alternative to conventional cars. Tax exemptions  

and policy-specific incentives are very likely to contribute to bridging the gap between total costs and the  

characteristics of the electric car. Without these incentives the electric car would not be a competitive alternative 

to conventional cars. A scaling down of electric car incentives must take place in line with the reduction of 

production costs for electric cars as well as the technological development of electric engines and batteries. 

The authorities must also keep abreast of conditions such as the developments in the used electric car market, 

range, size and selection. It is important that these conditions can be compared to similar conventional cars.

Access to public transport lanes, free ferry transport and free passage on toll roads should, like the other incentives, 

be gradually phased out when a lasting market has been achieved. NAF believes that any problems associated 

with these incentives should be addressed locally and removed only if the disadvantages associated with keeping 

the incentives outweigh the advantages of keeping them. 

It is important not to pull the plug too early. At the same time it is difficult to quantify when we will achieve a 

functioning market for electric cars. There is broad consensus that the 50,000 cars set down in the climate 

compromise are insufficient for achieving a sustainable market. 
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