
0 
 

 

 

 

 

 

 

Electric Vehicle Policy Pathway 

Working Group Report 

2021 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

             



 

  Page 1 of 72 

Table of Contents 

List of Acronyms ................................................................................................................................... 3 

Executive Summary .............................................................................................................................. 4 

1. Overview ....................................................................................................................................... 7 

1.1 Electric Vehicle Policy Pathway Working Group ........................................................................ 7 

1.2 The Role of Electric Vehicles in Decarbonising Transport .......................................................... 7 

1.3 Vehicle Supply .............................................................................................................................. 9 

1.4 Vehicle Costs ................................................................................................................................ 9 

1.5 EV Uptake to Date ..................................................................................................................... 11 

1.6 Supports to Encourage EV Uptake ............................................................................................ 11 

1.7 The Consumer Journey .............................................................................................................. 12 

1.8 Current Consumer Engagement ................................................................................................ 13 

2. Methodology: Assessing Potential Policy Pathways .............................................................. 14 

2.1 Methodology .............................................................................................................................. 14 

2.2 Pre-purchase, Purchase and Usage Actions ............................................................................. 15 

3. Assessment of Pre-Purchase Incentives and Disincentives including Awareness Raising 17 

3.1 Raising Consumer Awareness .................................................................................................... 17 

(a) Administration of Grants ................................................................................................. 17 

(b) One-Stop-Shop and Consumer Engagement .................................................................. 17 

3.2 Normalising EVs for the Consumer ........................................................................................... 19 

3.3 Key Role of Charging Supports/Requirements ......................................................................... 20 

3.4 Engagement with Car Dealerships ............................................................................................ 23 

3.5 Accelerated Capital Allowances (ACA) ..................................................................................... 25 

3.6 Licensing Incentives- Improving the Relative Position of EVs .................................................. 26 

4. Assessment of Purchase Incentives and Disincentives ......................................................... 28 

4.1 SEAI Purchase Grant ................................................................................................................. 28 

4.2 Vehicle Tax ................................................................................................................................. 29 

(a) VRT Relief for EVs ................................................................................................................... 29 

(b) Increased Taxation of New ICE Vehicles: ............................................................................... 30 

4.3 Purchase Grant for Commercial Entities................................................................................... 31 

4.4 SPSV Grant Scheme ................................................................................................................... 32 

4.5 Scrappage Scheme ..................................................................................................................... 33 

4.6 Financing .................................................................................................................................... 35 



 

  Page 2 of 72 

5. Assessment of Usage Incentives and Disincentives .................................................................. 37 

5.1 Benefit-in-Kind (BIK) Relief ....................................................................................................... 37 

5.2 Increased Usage Cost of ICE Vehicles ....................................................................................... 38 

5.3 Speed Limit Changes .................................................................................................................. 39 

5.4 Parking Incentives ...................................................................................................................... 40 

5.5 Toll Incentives ............................................................................................................................ 41 

5.6 Motor Tax for Electric Vehicles ................................................................................................. 42 

5.7 Access to Bus Lanes ................................................................................................................... 43 

5.8 Emissions Linked Congestion Charging ..................................................................................... 44 

6. Evaluation and Recommendations ........................................................................................... 46 

6.1 Ranking of Evaluation Criteria .................................................................................................. 46 

6.2 Recommendations ..................................................................................................................... 48 

Annex 1: Electric Vehicle Policy Pathway Working Group ........................................................... 53 

Annex 2: EU Emission Standards to Promote ZLEVs: .................................................................... 59 

Annex 3 Summary of Existing Financial Incentives: ....................................................................... 62 

Annex 4: Review of International Experience ................................................................................. 67 

Annex 5: Potential barriers and possible solutions for prospective EV buyers .......................... 70 

 



 

  Page 3 of 72 

List of Acronyms 
 

ACA  Accelerated Capital Allowance 

BEV  Battery Electric Vehicle 

BIK  Benefit-in-Kind 

CAP  Climate Action Plan 

CO2  Carbon Dioxide 

CSO  Central Statistics Office 

DECC  Department of the Environment, Climate and Communications 

DFIN  Department of Finance 

DHLGH Department of Housing, Local Government and Heritage 

DPER  Department of Public Expenditure and Reform 

DTRAN Department of Transport 

ESB  Electricity Supply Board 

ETS  Emissions Trading System 

EU  European Union 

EV  Electric Vehicle 

EVPP  Electric Vehicle Policy Pathway 

EVTI  Electric Vehicle Toll Incentive 

GHG  Greenhouse Gases 

HOV  High Occupancy Vehicles  

ICE  Internal Combustion Engine 

ITF  International Transport Forum 

kW  Kilowatt 

LEV  Low Emission Vehicle 

NDP  National Development Plan  

NEDC  New European Driving Cycle 

OGP  Office of Government Procurement   

OLEV  Office of Low Emission Vehicles  

PCP  Personal Contract Plan 

PHEV  Plug-in Hybrid Electric Vehicle 

SEAI  Sustainable Energy Authority of Ireland  

SPSV  Small Public Service Vehicle 

SUV  Sport Utility Vehicle 

TCO  Total Cost of Ownership 

TFEU  Treaty on the Functioning of the European Union 

TII  Transport Infrastructure Ireland 

VRT  Vehicle Registration Tax 

WLTP  World Harmonised Light Vehicle Test Procedure 

ZLEV  Zero/Low Emission Vehicle 

 

 



 

  Page 4 of 72 

Executive Summary  

The urgent transformation of Ireland’s transport system to a sustainable model, supporting 

communities, human health and biodiversity, must also bring about a halving of transport 

greenhouse gas emissions by 2030 to avoid precipitating potentially catastrophic levels of 

global temperature increase.  Globally, alongside a shift to more sustainable modes for the 

movement of people and goods, the use of renewable electricity to power transport is 

considered a key decarbonisation technology.  

There are currently approximately 41,000 EVs registered in Ireland (as of 31st July 2021).  To 

remain within Ireland’s current allocated non-ETS carbon budget 2021-2030, it is determined 

that the pace of EV transition in Ireland must be stepped up considerably.  By 2030, the Climate 

Action Plan (2019) envisages 936,000 EVs on Irish roads.  Achieving this level will require a 

considerable shift in the purchasing behaviour of car and van buyers, well in excess of expected 

market trend evolution and forecasts for similar transitions of our EU partners.  Early 

development and implementation of a robust set of policy levers will, therefore, be required to 

secure the change necessary.   

Policies and consumer engagement are considered to play a critical role in accelerating EV take-

up. Leading countries in electric mobility use a variety of measures such as fuel economy 

standards coupled with incentives for zero- and low-emissions vehicles, economic instruments 

that help bridge the cost gap between electric and conventional vehicles and support for the 

deployment of charging infrastructure. 

Action 79 of the Climate Action Plan commits to developing a roadmap on the optimum mix of 

regulatory, taxation and subsidy policies to drive significant ramp-up in passenger EVs and 

electric van sales from very early in the next decade. The Electric Vehicle Policy Pathway Working 

Group was established to consider the policies available to Government to develop this 

roadmap and significantly accelerate electric vehicle sales. 

The Working Group determined that a significant step change in vehicle purchasing behaviour 

is required over the course of the decade to achieve the EV levels envisaged in the Climate 

Action Plan 2019 and to contribute to a 51% reduction in transport emissions by 20301. A 

significant acceleration of EV sales post-2025, as the market and technology are further 

developed, is needed as well as an early quickening of the pace of transition.   

 
1 2020 Programme for Government commits to an average 7% per annum reduction in overall greenhouse gas 
emissions from 2021 to 2030 (a 51% reduction over the decade) and to achieving net zero emissions by 2050.  
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The Group focused on mechanisms to achieve an immediate increase in EV uptake to attain 

over 180,000 EVs by 2025 in line with the Climate Action Plan 2019 trajectory and, thereafter, 

to be well placed to reach full electrification by 2030.  Consideration was given to international 

examples of how various incentives, disincentives, regulations and infrastructure 

developments have been employed elsewhere to accelerate EV penetration rates. The 

suitability and potential impact of these measures in Ireland was considered, along with a 

review of existing national policies.  

This Report summarises the Working Group’s findings and recommendations. It concluded that 

a mixture of regulatory, taxation, infrastructure, engagement, and subsidy policies are required 

if behaviour2 is to be sufficiently influenced to improve EV sales.  

Detailed recommendations are set out in Chapter 6 and can be summarised as follows: 

• The generous suite of EV supports already in place in Ireland should be retained until at 

least end-2022. Additional measures to further incentivise EVs and/or disincentivise fossil 

fuelled vehicles will also be necessary. Cost-effective, targeted policy supports should 

continue to be developed and strengthened over the coming years; and 

• An Office for Low Emission Vehicles should be established, as a matter of priority, to co-

ordinate the implementation of existing and future EV measures and infrastructure. 

The new Office should also take charge of developing and launching an extensive 

communication and engagement campaign, whole of Government in coverage, to drive 

the availability and understanding of key information regarding EVs, tailored to 

household, business and public sector consumers.  

The Working Group was mindful that Government support for the transition to EVs must remain 

conscious of the need to ensure that this transition is just.  

They noted that the recommendations outlined in this report must be kept under review in 

light of increasing EV uptake rates, the closing price differential with conventionally fuelled 

vehicles and the need for appropriate long-term signalling to the market of the increasing shift 

to EVs.  The key relevant and participating departments and agencies will ensure that the scale, 

implementation and operation of all incentives are continually assessed in terms of 

appropriateness, effectiveness and social equity and in light of technological, policy and market 

 
2 Behaviour of all sectors: public sector, businesses, and citizens. 
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developments; additional measures and modifications to existing incentives will be considered 

to ensure the sustained development of the EV market. 
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1. Overview  

1.1 Electric Vehicle Policy Pathway Working Group 

The Electric Vehicle Policy Pathway Working Group3 was established to produce a roadmap on the 

optimum mix of regulatory, taxation and subsidy policies to significantly accelerate passenger 

electric vehicles and electric van sales with effect from early this decade, pursuant to Action 79 in 

the Climate Action Plan4 (CAP) 2019.  

The Working Group continues the important work of the Low Emission Vehicle Taskforce, which 

considered the range of measures and options available to Government to accelerate the take-up 

of low carbon technologies in the transport sector, including EVs. Recommendations from the 

Taskforce were considered ahead of Budgets 2018 - 2020 and a suite of new and continued EV 

supports were introduced such as a domestic charger installation grant, a reduced tolling regime 

and a purchase grant aimed specifically at the taxi/hackney/limousine sector. Taskforce findings 

and Reports have been published5.  

The Electric Vehicle Policy Pathway Working Group considered existing and further measures to 

increase the rate of EV uptake in line with CAP targets (which are for approximately 181,000 EVs 

on Irish roads by 2025 and 936,000 EVs by 2030) and the Government’s overall ambition to fully 

decarbonise the transport sector by 2050.  The focus was primarily on accelerating EV uptake over 

the forthcoming 2-3 years as the rapidly developing EV market makes longer-term planning 

problematic and uncertain. It is expected that over time EV production costs will fall as technology 

improves and production efficiencies are delivered, progressively addressing the barrier of higher 

upfront costs and allowing a reorientation of incentives.  

1.2 The Role of Electric Vehicles in Decarbonising Transport 

The 2020 Programme for Government commits to 7% average annual emissions reduction to 2030 

with the ultimate objective of carbon neutrality by 2050. In 2019, the transport sector was 

 
3 Membership, Terms of Reference and meeting details can be found in Annex 1 
4 https://www.gov.ie/en/publication/ccb2e0-the-climate-action-plan-2019/ 
5 https://www.gov.ie/en/publication/99a2cb-low-emission-vehicle-lev-taskforce-progress-report/ and 
https://www.gov.ie/en/publication/564409-phase-2-low-emission-vehicle-taskforce-report/ 

https://www.gov.ie/en/publication/ccb2e0-the-climate-action-plan-2019/
https://www.gov.ie/en/publication/99a2cb-low-emission-vehicle-lev-taskforce-progress-report/
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responsible for 20.3% of Ireland’s greenhouse gas emissions6 and therefore has a key role to play 

in the national decarbonisation effort. Electrification is considered key to achieving 

decarbonisation of the transport sector.  

As of March 2021, there were over 2.88 million licensed (taxed) vehicles on Irish roads. Private 

cars account for the majority of these vehicles (over 77%); it is not surprising therefore that the 

primary source of land transport emissions in 2019 was private car use (c. 52%).  A transition to 

lower emitting technologies and fuels will be necessary to affect a substantial reduction in 

transport emissions.  Although there are no certainties in predicting future technologies, 

indications from car manufacturers and energy market analysts suggest that mass market adoption 

of EVs for cars and vans is probable.  Accordingly, EVs were the most prominent transport 

mitigation technology in the CAP19 and will likely remain so in the forthcoming 2021 Climate 

Action Plan (CAP21).  Presently, under CAP19 an ambitious target of 936,000 EVs on Irish roads 

by 2030 has been established. This target is challenging but indicates the scale of the 

transformation that is needed across all sectors if Ireland is to achieve its climate targets and 

commitments.  

Table 1.1: CAP19 Targets for EVs  

Vehicle Type Year BEVs PHEVs Total no. of 

vehicles 

Private Cars 2025 57,000 94,000 151,000 

2030 550,000 290,000 840,000 

Vans 2025 30,000* 30,000 

2030 95,000* 95,000 

*BEV: Battery electric vehicle. PHEV: plug-in hybrid electric vehicle. BEV/PHEV breakdown is not 

specified for the van sector in the CAP. 

 
6 https://www.epa.ie/ghg/transport/ 

https://www.epa.ie/ghg/transport/
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It will be extremely challenging to achieve this degree of EV adoption. However, it is not currently 

considered feasible to reduce transport emissions to required levels without a significant EV share 

of new car and van purchasing and fleet composition. Ireland’s dispersed settlement patterns 

means that car use will remain dominant for years to come requiring the adoption of certain 

decarbonisation measures. It is expected that vehicle electrification, along with other key policies 

including better aligning transport and land use planning and shifting journeys to more sustainable 

travel modes (public transport, walking and cycling) will act to reduce transport emissions despite 

growing underlying travel demand. 

1.3 Vehicle Supply 

While a supportive domestic policy environment will be a crucial enabler in achieving Ireland’s EV 

targets, it is only achievable with a sufficient supply of EV production and importation.  More 

stringent forthcoming EU emissions standards for cars and vans, incorporating benchmarks for EV 

production, are expected to act as an incentive for manufacturers to produce more vehicles and 

models (see Annex 2). Moreover, the European Green Deal7 will undoubtedly also increase EV 

uptake, with a series of policies and measures proposed to support investment in green 

technologies including the deployment of one million EV charge points across Europe.  

Despite increased production*, Ireland will need to secure a disproportionate share of vehicles, 

compared to other countries, to meet its EV ambitions.  Irish importers and dealers must compete 

internationally for their annual EV sales stock.  Any policy signals that indicate diminishing support 

for EVs will likely negatively impact on the ability of Irish distributers to secure the necessary 

volume of vehicles. In addition, as many other European countries are simultaneously ramping up 

incentives to increase EV purchasing, there will possibly be increasing competition for the finite 

supply of EVs as the decade progresses.  

1.4 Vehicle Costs 

The cost of EVs and of securing this transition can be understood and represented in a number of 

ways.  Total Cost of Ownership (TCO) considers the lifetime running cost of a vehicle as well as 

the upfront purchase cost. Despite the higher upfront purchase price of an EV, due to lower 

 
* Since the Report was finalised in late Spring, developments in the market related to the supply of semiconductors 
have arisen. It is expected that this issue will continue to impact on vehicle supply until at least Q3 2022. 
7 https://eur-lex.europa.eu/legal-content/EN/TXT/PDF/?uri=CELEX:52019DC0640&from=EN 

https://eur-lex.europa.eu/legal-content/EN/TXT/PDF/?uri=CELEX:52019DC0640&from=EN
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fuelling and maintenance costs the TCO for an EV in many cases can be lower than the TCO of 

the internal combustion engine (ICE) equivalent. 

 

However, TCO is not often considered by prospective EV buyers. Upfront costs strongly influence 

vehicle purchasing decisions.  Because EVs are currently more expensive than ICE equivalents, the 

Government (in a similar fashion to almost all EU and OECD member states) subsidises the 

purchasing of an EV to bridge this pricing differential.  The purchase subsidies available, an SEAI 

grant and VRT exemption, can amount to €10,000 per vehicle and serve to bring the market selling 

price of EVs in line with their ICE equivalents. Department of Public Expenditure and Reform 

(DPER) analysis suggests that subsidising 100,000 EVs, using 2019 levels of supports, would cost 

the Exchequer between €965 million and €1.23 billion, although some of the supports have since 

been revised.  The time it takes for the market to achieve purchase price parity between ICE and 

EVs will be a major determinant of how quickly such subsidies can be phased out and, ultimately, 

the cost to the Exchequer of securing the transition. 

 

Separate to the TCO cost to the purchaser, to assess the cost to society or economic cost of an EV 

compared to an ICE vehicle, societal TCOs are compared after all taxes and subsidies are removed 

from both the upfront purchase price and the lifetime fuel costs. Because of a very significant 

production cost (base metal cost) differential between EVs and ICE cars and vans, the TCO as 

measured in economic terms of an EV remains substantially higher than an ICE equivalent for both 

cars and vans.  The differential is most pronounced in larger vehicles with smaller, lighter vehicles 

being closer to parity. The cost of the EV transition, again as measured in economic terms, remains 

significant; although as production costs fall with consequent purchase price reductions, the lower 

operating and maintenance costs of EVs will mean savings for owners and society.   

 

The UK Climate Change Committee currently project that EVs will be cost saving to society from 

2025.  However, there is divergence within the research community as to when TCO in economic 

terms cost parity will be achieved with some studies estimating that it is likely to occur in the 

middle of this decade, driven by falling battery prices and savings due to economies of scale, while 

others8 argue that the cross-over point may not occur until towards the end of the decade.  

 

 
8 http://energy.mit.edu/research/mobilityofthefuture/ 

http://energy.mit.edu/research/mobilityofthefuture/
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In the absence of upfront purchase price and TCO parity (both to the purchaser and in economic 

terms), mechanisms that reduce the cost differential will continue to be required to achieve the 

necessary EV sale levels.  It is worth noting that significant adjustments with economic impacts, 

such as the COVID-19 pandemic or Brexit, may also significantly impact on consumer’s abilities or 

willingness to pay a higher upfront cost for their vehicle or even purchase new vehicles at all.  

 

1.5 EV Uptake to Date 

The pace of EV uptake in Ireland has been accelerating over recent years with absolute numbers 

increasing as well as the relative proportion of EVs within all new car sales (Figure 1.1.). EV 

registrations in H1 2021 accounted for over 13% of new vehicle registrations and, currently, there 

are over 41,000 EVs on Irish roads, with BEV registrations slightly above PHEVs. 

 

Figure 1.1 - New Annual Registrations. Source: CSO  

1.6 Supports to Encourage EV Uptake  

A wide-ranging suite of supports is available to encourage EV take up, including purchase grants 

for private car owners, commercial van owners and taxi/hackney drivers, VRT relief, reduced tolls, 
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home charger grants, favourable motor and BIK tax rates, as well as a comprehensive charging 

network (see Annex 3 for support details). 

 

An EV Spending Review published by the DPER, found that Irelands range of financial incentives is 

comparable to the most generous incentives available and that it would be extremely costly to 

maintain the current range of incentives over the medium term.  

The Working Group reviewed several international examples (see Annex 4), including countries with 

superior rates of EV uptake compared to Ireland, to assess best practice in promoting EV adoption.  

1.7 The Consumer Journey 

In considering the role that policy supports can play in accelerating and reinforcing the transition 

to EVs it is useful to consider the stages and characteristics of the purchasing decision-making 

journey. 

 

Achieving ambitious levels of EV uptake will be highly dependent on consumers actively choosing 

EVs during their vehicle purchasing decisions. Vehicle consumer choices can be best influenced at 

three main decision points: pre-purchase, purchase or based on usage. Research (Annex 5) has 

shown key behavioural barriers which influence an individual’s propensity to purchase an EV, 

including: 

1. Hyperbolic Discounting: People undervalue the future benefits of investing in energy 

efficient products when faced with a higher upfront cost; the higher market price of EVs 

compared to ICE vehicles can therefore discourage consumers from purchasing an EV, 

even though the ongoing cost of operating the vehicle, and in some cases, the total cost of 

ownership, is lower. 

2. Status quo bias:  Status quo bias is evident when people prefer things to stay the same by 

doing nothing or by sticking with a decision made previously. The historic dependence of 

the motor industry on fossil fuels, together with unfamiliarity with the new EV technologies 

can make consumers reluctant to transition to an EV. 

3. Social norms: Consumer’s choices are guided by the attitudes and behaviours of others in 

society. Until EVs have permeated the market to the point where their purchase is seen as 

a social norm, consumers may still be influenced to ‘follow the pack’ and opt for an ICE 

vehicle. Therefore, EV penetration across public and commercial fleets (e.g., taxi services, 
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company cars, local authorities etc.) plays an important role in normalising purchasing 

behaviour. 

4. Choice overload: Consumers are less likely to make a financially optimal decision when 

faced with an overabundance of choice, such as comparing between EVs and other ICE 

vehicles. This highlights the importance of vehicle comparison tools. 

5. Information problems: SEAI research has shown that people lack awareness of lifetime 

vehicle costs, available charging infrastructure, charging times, average journey lengths, 

battery ranges and the environmental impact of EVs compared to ICE vehicles. 

 

1.8 Current Consumer Engagement 

SEAI host the most prominent source of public information on EVs in Ireland. Their website acts 

as a source of information on incentives, the benefits of purchasing an EV, vehicle model 

availability as well as providing a vehicle comparison tool including a cost calculator of vehicle use.  

Despite this, national research has demonstrated a lack of awareness regarding available charging 

infrastructure, TCO, charging times, average journey lengths, battery ranges and the 

environmental impact of EVs compared to ICE vehicles. This suggests that the current EV 

communication and engagement strategy could be significantly strengthened to encourage greater 

awareness and subsequent uptake of the technology.  

 

For instance, according to a recent SEAI survey of a nationally representative sample of Irish car 

owners, 82% of respondents overestimated charging times, while 49% were unable to give 

directions to their nearest public charging point. A key point which emerged from this survey was 

that respondents who were aware of the location of their nearest public charging point were 

significantly more likely to be willing to invest in an EV for their next vehicle purchase, highlighting 

the potential importance of addressing knowledge gaps in public awareness. Co-operation across 

the entire supply chain between key actors such as vehicle distributors, dealerships, commercial 

fleet managers, public sector procurers, renewable electricity suppliers, and grant administrators 

will be essential to promote increased and widespread EV sales.  
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2. Methodology: Assessing Potential Policy Pathways  

2.1 Methodology  

The Working Group considered four main policy levers to accelerate EV uptake: 

incentives/subsidisation; regulation/legislation; infrastructure development; and disincentives to 

fossil fuelled vehicles. Through reviewing national and international best practices the Working 

Group identified several possible policy actions available under each of these headings. Assessment 

of the various action’s suitability across a range of evaluation criteria (Table 2.1) was performed. 

Every action criterion was ranked using the scoring system detailed in Table 2.2. The overall aim 

of the assessment was to objectively review each measure and provided an indication of its 

suitability for use in Ireland.  

 

Table 2.1: Evaluation Criteria for Policy Actions 

Criteria Description 

EV uptake The degree to which the measure will increase uptake of EVs. 

Cost to the Exchequer The Exchequer cost implications of the measure. 

Cost to households The direct impact of the measure on a majority of households 

using vehicles. 

Impact on social equity The degree to which the measure will reinforce or reduce existing 

socio-economic inequalities. 

Wider impacts The nature of other impacts that a measure will have and the 

degree to which they are supportive of wider Government policy 

(not EV policy). 

Barriers to 

implementation 

The administrative and legal complexity of introducing and 

maintaining the measures. 
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Table 2.2: Criteria Rating Scores 

Rating Description 

7 Significant Positive Impact 

6 Moderate Positive Impact 

5 Slight Positive Impact 

4 No or Neutral Impact 

3 Slight Negative Impact 

2 Moderate Negative Impact 

1 Significant Negative Impact 

 

If the primary objective was solely to encourage greater EV uptake in Ireland, then the Impact on 

EV Uptake would be considered the principal evaluation criteria; however, in considering an 

optimum policy pathway, a balance must be struck that achieves an accelerated uptake of EVs 

while minimising adverse outcomes. Furthermore, some policy measures which do not score highly 

in this ranking exercise, may still need to be considered to achieve the ambitious EV penetration 

levels envisaged in the short, medium, and long term. Of course, it is always possible to 

tailor/amend measures throughout their implementation period to help mitigate negative and 

promote positive impacts. 

 

2.2 Pre-purchase, Purchase and Usage Actions 

The assessed actions were classified as either a pre-purchase, purchase or usage actions. 

Pre-purchase is the stage at which the customer begins to form their opinion towards EVs and 

when they begin to contemplate whether to buy or not. Considerations at this stage are rarely 

financial, instead customers are influenced by their experience of EVs and any prevailing opinions 

towards the technology. Issues such as range anxiety and status quo bias are at the fore. As such, 

incentives offered at the pre-purchase stage must attempt to overcome these impediments. 

 

During the purchase stage consumers are actively deciding whether to purchase an EV or not. This 

is the stage where financial incentives have a substantive influence on the customer. Issues such 

as the higher upfront cost of an EV, availability of finance options, lack of information and 

unfamiliarity with the technology are significant. As such, there is an emphasis on purchase grants 

and VRT relief during this phase to attempt to counteract the effect of the upfront cost on the 
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customer. Conversely, disincentives that make the prospect of buying a new ICE vehicle less 

attractive compared to an EV are also important at this point.  

 

Incentives and disincentives at the usage stage aim to improve the EV ownership experience and 

comparatively degrade the experience for ICE vehicle drivers. Incentives during this phase tend to 

focus on tax reliefs and preferential treatment for drivers of EVs. 
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3. Assessment of Pre-Purchase Incentives and Disincentives including 
Awareness Raising 

3.1 Raising Consumer Awareness 

In making a purchasing decision, SEAI research has shown that people lack awareness of lifetime 

vehicle costs, available charging infrastructure, charging times, average journey lengths, battery 

ranges and the environmental impact of EVs compared to ICE vehicles.  

The establishment of a dedicated Office to provide non sales-based information and experiences 

to the public related to EVs is critical to achieving the Programme for Government commitment to 

electrify the national fleet.  

This Office should become a one-stop-shop for EVs – commissioning research, providing 

information, administering grants, and assisting in policy development. It should be established as 

a dedicated Office of Low Emission Vehicles (OLEV), in SEAI9 with policy oversight by the 

Department of Transport10. 

(a) Administration of Grants 
In collaboration with the relevant policy Departments, the OLEV should evaluate and consider the 

overall suite of incentives required to deliver the transition to EVs. The Office should also be 

responsible for the delivery of the Government’s grant programmes to incentivise the uptake of 

EVs.  

(b) One-Stop-Shop and Consumer Engagement 
A communication and engagement campaign promoting greater awareness of EVs can play an 

important role in normalising the technology and alleviating some barriers to uptake.  The UK’s Go 

Ultra Low promotion provides a good example of strong public messaging with engagement 

through media and opportunities to conduct EV test drives. Vehicle comparison tools are also very 

useful in assisting consumers in making informed purchase decisions and green licence plates have 

been used in other jurisdictions to improve consumer awareness of EVs.  

 

 
9 SEAI is deemed the most suitable agency to house the OLEVs due to its existing knowledge/expertise, experience in 
behavioural science and previous success in interacting with EV owners and dealerships. 
10 Progress is already being made on the establishment of an OLEV with additional resources being recruited.  
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Criteria Rating Discussion 

Impact on EV 

uptake 7 

Establishing a dedicated Office to provide information and 

grants for EVs in a one stop shop approach could be expected 

to have a significant positive impact on the uptake of EVs.  

Cost to the 

Exchequer 
3 

Additional costs would be required to appropriately staff and 

resource the Office but hosting it in an existing agency with 

relevant expertise could provide synergies and reduce 

overheads. 

Cost to Households 

4 

There is little direct impact to households in terms of cost. 

The Office would make it easier for the consumer to find out 

about EVs and to avail of the supports.  

Social Equity 

4 

The centralising of management and administration of 

incentives and other supports in SEAI where there are 

existing, strong behavioural analysis and research functions 

will allow for policy and supports to be reviewed for 

coherence and to assess impacts such as social equity 

Wider Impacts 
6 

Greater and faster EV uptake will have positive impacts on 

urban air quality. 

Implementation 
5 

The Office should be established within SEAI, with additional 

funding and oversight from the Department of Transport 

 

Recommendation  

Establish a dedicated Office of Low Emission Vehicles, hosted in SEAI. Appropriately resource 

and fund the Office which should be tasked with co-ordinating, managing and delivering key 

policy pathway actions.  

 

Recommendation  

The Office of Low Emission Vehicles should deliver a coordinated set of communication and 

engagement campaigns and programmes (including driving experiences) over the medium term to 

increase consumer awareness. Such campaigns and programmes should be developed in 

partnership with industry and build on the existing www.drivingelectric.ie website and tools 
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already in place. To assess the impact of such a campaign accompanying robust performance 

indicators should also be established.   

3.2 Normalising EVs for the Consumer 

The use of EVs within public sector vehicle fleets and the installation of associated EV 

infrastructure is an important exemplar and market driver, providing the necessary public 

leadership and raising consumer awareness of EVs. The Public Sector Energy Efficiency Strategy11 

encourages public sector fleets to test new technologies and facilitate/accelerate their market 

uptake. Furthermore, Green Public Procurement can act as a driver for innovation and 

competitiveness in the industrial sector, encouraging the development of new technologies. The 

recast Clean Vehicles Directive12 set minimum Member State procurement targets, with the main 

objective of increasing the uptake of clean (low- and zero-emission) vehicles. 

Recommendation  

Fully implement the requirements under the Clean Vehicle Directive for alternatively fuelled 

vehicle purchases within the public sector. 

 

Recommendation  

The Office of Low Emission Vehicles should monitor and support implementation of the 

requirements of the Clean Vehicles Directive within the public sector.  

 

Recommendation  

Ensure Local Authority Climate Action Charters put in place processes for carbon proofing 

investment decisions in transport and energy infrastructure.  

 

Recommendation  

 
11 https://www.gov.ie/en/publication/7c726-public-sector-energy-efficiency-strategy/  
12 https://ec.europa.eu/transport/themes/urban/clean-vehicles-directive_en 

https://www.gov.ie/en/publication/7c726-public-sector-energy-efficiency-strategy/
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Maintain under review the Office of Government Procurement Framework Contracts for electric 

cars and vans to ensure they reflect technological developments and address 

drawdown/specification requirements of the public sector. 

 

3.3 Key Role of Charging Supports/Requirements 

A key barrier to EV uptake among consumers is concern regarding new and different fueling 

arrangements including “range anxiety”. International research indicates a strong relationship 

between range anxiety and the availability of charging infrastructure; studies suggest that the 

strongest predictor of EV adoption is the number of public chargers per capita.  

 

Home charging is expected to provide the primary method of charging for the majority of EVs in 

Ireland and is a convenient, cost effective and environmentally-friendly means of charging, 

especially when using night-rate electricity. It accounts for c.80% of EV charging sessions.  SEAI 

provides a grant of €600 towards the purchase of a home charger. This grant is available for both 

BEVs and PHEVs and, unlike the purchase grant, is available for both new and second hand EVs. 

In 2020, the SEAI provided 3,523 grants to assist with the installation of a home charger. If the 

grant were continued at current support levels until 2026 then the overall cost of this initiative 

could be significant, at up to €90m.  

 

In instances where installing a home charger is not possible, and particularly in the case of on-

street residential or multi dwelling parking then the installation of home charging becomes more 

expensive. Alternative schemes or a higher level of funding support for purchasers will be 

necessary to assist those EV purchasers.  

 

Workplace chargers can also act as important means of normalising EVs for the wider population.  

The instance of EV ownership is twenty times higher at workplaces which have chargers installed, 

and this type of infrastructure is particularly attractive for those without access to off-street 

parking for home charging (36% of Irish car owners). 

 

The State also has a ready-made network of public buildings frequently visited by the public (which 

often have visitor car parking facilities) that could be utilised for public charging points; therefore, 
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as part of the public service leadership role, the identification of appropriate locations and the 

installation of infrastructure would give the public confidence that access to infrastructure is 

widespread.  

 

An overarching EV Infrastructure Strategy is currently being developed by the Department of 

Transport. The Strategy will align with the CAP21 and Programme for Government and include 

engagement with all relevant stakeholders. 

 

The Low Emission Vehicle Taskforce also recommended that a national system for promoting 

publicly accessible EV charging points be established, in order to mitigate against the risk of lack 

of use due to a lack of awareness. A single interactive portal for mapping the location and 

availability of all EV recharging infrastructure is favoured.  

 

Criteria Rating Discussion 

Impact on EV 

uptake 

6 Creating an environment where EV owners are confident in 

their capacity to keep their vehicle fueled will help alleviate 

concerns over range anxiety. Furthermore, the wider provision 

of charging infrastructure will increase consumer familiarity 

with EVs. 

Cost to the 

Exchequer 

6 

 

EV chargers are low in cost relative to EVs.  Encouraging the 

installation and use of domestic chargers could result in 

investment savings in the public charging infrastructure 

network which would otherwise be required on a much larger 

scale.  Over time, the cost to the Exchequer can be phased out 

as regulatory requirements gain traction. 

Cost to Households 4 Although installation costs of home chargers to households are 

largely mitigated, the capital cost of installation of commercial 

faster and super-fast chargers will be reflected in the price 

passed on to users of the electricity.   

Social Equity 4 This measure would have limited equity impacts.  Home charger 

grants are somewhat regressive as a direct subsidy to 

purchasers of EVs; however, it is available to all EV owners 

including purchasers of second hand EVs although it is only 

useful to EV owners with particular housing types. 

Wider Impacts 4 Smart Metering and enabling EVs to be charged off-peak can 

help balance loads on the grid by spreading charging demand 

across 24 hours. A possible rebound effect of workplace 
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charging, however, could include increased tendencies to drive 

private cars to work (as opposed to using active or public 

transport modes). 

Implementation 4 Expansion of the suite of SEAI charging infrastructure supports 

would be administered by the proposed OLEV and additional 

resources would be required. 

 

Recommendation  

Develop a national infrastructure strategy to address on-street, location and fast charging 

infrastructure needs to stay ahead of demand, having particular regard to non-urban needs.    

 

Recommendation  

Retain home charging and public charge point supports to end 2022 and, thereafter, review 

suitability - funding permitting.   

 

Recommendation  

Consider the need for additional or amended infrastructure support schemes - funding 

permitting.   

 

Recommendation  

Maintain surveillance of the maintenance and expansion of the commercial EV charging 

network to ensure supply remains ahead of demand; support competitive fee-setting, mindful 

that charging fees are a key component of TCO considerations.   

 

Recommendation  
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Office of Low Emission Vehicles to work with the Department of Housing, Local Government 

and Heritage and local authorities to develop and issue implementation, planning and building 

standards guidance to local and planning authorities to ensure a consistent, future proofed 

approach to the rollout of EV charging infrastructure.   

 

Recommendation  

Transpose the Energy Performance of Buildings Directive EU/2018/844 and ensure building 

regulations are implemented to provide for EV recharging infrastructure. 

 

Recommendation  

Having regard to the public leadership role their transition to Low Emission Vehicles can play, 

ensure that the requirements placed on State bodies through their Climate Action Mandates 

prioritise the provision of adequate EV charging infrastructure where parking is provided for 

employees and the public. 

 

Recommendation  

Development by SEAI/OLEV of a single interactive portal for mapping the location and 

availability of all publicly accessible EV charging points.  

 

3.4 Engagement with Car Dealerships 

Focusing on the point of vehicle sales will be pivotal in increasing EV penetration. Direct advice 

from dealers at the point of sale is an influential factor in the customer’s decision-making process. 

International research13 demonstrated that car dealers were often less willing to sell EVs compared 

to ICE vehicles, due to anticipated longer sales time, lack of knowledge or competence to sell, 

lower profitability for the dealership, less after-sale revenue from servicing and due to 

 
13 Zarazua de Rubens et al., 2018 (https://www.nature.com/articles/s41560-018-0152-x) 
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inconvenience in installing charge points. There is also the possibility of fewer vehicles available 

for test drives. Under the present bonus structure, it seems more attractive for dealers and 

salespeople to focus on ICE vehicle sales.  

 

Some of these barriers could be removed through the development of a State sponsored training 

and certification programme, similar to Plugstar14 in the United States. In-store TCO labelling 

standards and vehicle comparison tools would also be useful aids to prospective EV buyers. Such 

a programme would require dealerships to ensure that an environment is created that is supportive 

of consumers seeking to convert to an EV. 

 

Criteria Rating Discussion 

Impact on EV uptake 6 Removing barriers to the sale of EVs in dealerships and 

creating a structure that incentivises their sale is expected to 

increase EV uptake. 

Cost to the 

Exchequer 

3 A programme of this nature could be provided at a relatively 

moderate cost. “Plug In America”, which provides the Plugstar 

platform, had total expenses of under €2 million in 2018. 

Given existing Irish bodies and the smaller scale, this could 

be provided for a lower cost in an Irish context.  

Cost to Households 4 This would impose little to no cost on households. 

Social Equity 4 This measure would have limited equity impacts. 

Wider Impacts 4 This measure would have limited wider impacts. 

Implementation 3 Although no such programme currently exists, there are a 

number of bodies with experience in providing businesses 

with training and certification such as SEAI’s EXEED or 

Energy Academy programmes. 

 

Recommendation  

Consider supports and training tailored specifically to the car dealership sector to promote 

greater EV sales. 

 

Recommendation  

 
14 https://plugstardealers.com/en/about-pia.php 

https://plugstardealers.com/en/about-pia.php
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Carry out further analysis and research on potential non-financial policy measures which could 

boost EV uptake, including TCO labelling. 

 

3.5 Accelerated Capital Allowances (ACA) 

The ACA scheme allows a sole trader, farmer or company that pays corporation tax in Ireland to 

deduct the full cost of energy-efficient equipment from their taxable profits in the year of purchase 

as opposed to over the useful lifetime of the asset (usually 8 years). This does not reduce the 

businesses tax liability over the lifetime of the asset; however, it does allow them to claim a larger 

reduction in tax in the year they purchase the asset rather than over time. 

 

Criteria Rating Discussion 

Impact on EV 

uptake 

5 This incentive makes EVs slightly more attractive to businesses 

as it supports cash flow. Greater uptake of EVs among 

businesses will support the normalisation of EVs and increase 

the supply of EVs to the secondhand market in later years. 

Cost to the 

Exchequer 

4 This measure will have a negligible impact on the Exchequer. It 

will see a reduction on receipts in the year an asset is purchased 

but higher receipts in following years. 

Cost to Households 5 This measure will support business cash flow by reducing tax 

liability the year an EV is purchased. It will not reduce a 

business’s tax liability over the lifetime of the asset. 

Social Equity 4 This measure has limited impacts on social equity. 

Wider Impacts 4 This measure has limited wider impacts. 

Implementation 4 This measure is administered by the relevant businesses and 

Revenue. 

 

Recommendation  

Retain the ACA for EVs and supporting infrastructure until at least 31 December 2023. 
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3.6 Licensing Incentives- Improving the Relative Position of EVs 

A dozen major cities in China operate a license plate control policy, whereby the number of licence 

plates allocated each year is restricted, to address traffic congestion and air pollution problems. 

Some cities remove the licence fee for EVs while others create a separate license pool for EVs 

increasing the chances of them being awarded a license. This has proven to be a significant factor 

in influencing adoption, providing an even stronger incentive than purchase subsidies. While no 

licencing restriction currently exists in Ireland, its introduction could potentially act as a mechanism 

to disincentivise the continued purchasing of ICE vehicles.  

 

Criteria Rating Discussion 

Impact on EV 

uptake 

7 This measure has been shown to significantly support the 

uptake of EVs in China. It would require rationing the sale and 

use of vehicles in geographic areas.  

Cost to the 

Exchequer 

6 If licenses were auctioned, this measure could raise significant 

revenues for the Exchequer. 

Cost to Households 1 Limiting the registration of new vehicles would have severe 

impacts on the price of all currently registered vehicles. This 

would significantly increase transport costs. 

Social Equity 1 A significant increase in transport costs would most 

negatively impact those without alternatives to the private 

car and those on low and fixed impacts. There would be 

severe implications for social equity. 

Wider Impacts 1 While a cap on the number of new ICE vehicles entering the 

fleet would bring some positive benefits, it would be 

extremely disruptive. Without significant signaling to give 

consumers the opportunity to adjust it would have severe 

impacts on inclusion policy and a range of impacts on 

communities. There is also the potential to imbalance markets 

nationwide. 

Implementation 1 The imposition of such a scheme would require the 

development of a new administrative apparatus to oversee 

the distribution of license plates. Additional enforcement 

would be required to combat fraud and other means of non-

compliance. 

 

Recommendation  
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The Working Group considered the potential of licencing incentives but concluded the 

downsides of the measure outweighed the benefits; the Working Group does not currently 

recommend pursuing this measure.   

 



 

  Page 28 of 72 

4. Assessment of Purchase Incentives and Disincentives  

4.1 SEAI Purchase Grant 

While EVs are becoming more cost competitive with ICE vehicles, their lower running cost is not 

yet sufficient to compensate for their significantly higher upfront cost. Government subsidy is 

required to close this gap until price parity is achieved if EVs are to be an economically attractive 

option for consumers.  

 

In Ireland, the SEAI provides a grant to support the purchase of new EVs up to €5,000.  In 2020, 

the SEAI provided 5,160 grants to assist with the purchase of an EV. To reach the targeted 

180,000 electric passenger cars and vans on the road by 2025 it will likely be necessary to continue 

to use policy and supports to achieve upfront purchase price parity for the purchaser.  Exchequer 

subsidy costs of the grant scheme will depend upon the availability and pricing of new EVs but to 

achieve 2025 CAP targets could amount to €750m by end-2025.   

 

Criteria Rating Discussion 

Impact on EV 

uptake 

7 Until the TCO of EVs is equal or lower than that of ICE 

vehicles, it will be economically disadvantageous for 

consumers to choose an EV. In the absence of intervention to 

equalise this cost, consumers are unlikely to adopt EVs in large 

numbers. 

Cost to the 

Exchequer 

1 Continuing the current programme of subsidies for the 

purchase of EVs will have a significant impact on the 

Exchequer. If subsidies are required for all 180,000 EVs 

targeted by the CAP for 2025, the cost will be substantial and 

significantly in excess of what is provided for in the NDP. 

Cost to Households 7 The current suite of subsidies significantly helps to close the 

TCO gap between an EV and a comparable new ICE vehicle. 

Social Equity 1 The measure is strongly regressive as it is a direct subsidy to 

purchasers of new vehicles. Only households who can afford 

to purchase a new vehicle will directly benefit from this 

subsidy although the subsidy is now only available to vehicles 

with a price under €60,000. 

Wider Impacts 4 This measure has limited wider impacts. 

Implementation 4 These grants are issued by SEAI directly to EV dealers on 

behalf of consumers. 



 

  Page 29 of 72 

 

 

Recommendation  

Retain the purchase grant scheme for EVs until the end of 2022 and thereafter review suitability 

– funding permitting. 

 

4.2 Vehicle Tax 

(a) VRT Relief for EVs 

Price differentials between EVs and ICE vehicles can be mitigated by different treatments through 

the tax system. VRT is payable when registering a vehicle in Ireland for the first time. BEVs with a 

net purchase price of €40,000 or less are eligible for the maximum relief of up to €5,000. In effect, 

this usually removes the EVs’ liability for VRT although VAT is still payable. 

 

Criteria Rating Discussion 

Impact on EV 

uptake 

7 Until the TCO of EVs is equal or lower than that of ICE vehicles, 

it will be economically disadvantageous for consumers to 

choose an EV. In the absence of intervention to equalise this 

cost, consumers are unlikely to adopt EVs in large numbers. 

Cost to the 

Exchequer 

1 Continuing the current programme of subsidies for the 

purchase of EVs will have a major substantial impact on the 

Exchequer. If subsidies are required for all 181,000 EVs 

targeted by the CAP for 2025, or even a high percentage of 

those EVs, the cost will be significant. 

Cost to Households 7 The current tax regime significantly helps to close the TCO gap 

between an EV and a comparable new ICE vehicle. 

Social Equity 2 This measure is less regressive than the grant for the purchase 

of new vehicles as importers of second hand EVs can also 

benefit. 

Wider Impacts 4 This measure has limited wider impacts. 

Implementation 4 This measure is applied by Revenue at point of sale. 
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(b) Increased Taxation of New ICE Vehicles: 

While reducing the cost of EV’s to consumers is one means of closing the gap in TCO, it is also 

possible to increase the taxation on the sale of new ICE vehicles. Both approaches are applied in 

Norway, where a “feebate” model exempted EVs from purchase taxes including VAT and a levy on 

ICE vehicle purchases means that the purchase of a new ICE vehicle is more expensive than a new 

EV.  An increase in taxation on purchasing new ICE vehicles makes EVs relatively less costly.  

 

Criteria Rating Discussion 

Impact on EV 

uptake 

7 Increasing the upfront cost of ICE vehicles makes EVs more 

economically viable in comparison. Such an intervention could 

make the purchase of an EV more attractive. 

Cost to the 

Exchequer 

6 Increasing taxation on the sale of ICE vehicles would increase 

Exchequer receipts. 

Cost to Households 1 As this measure will increase the price of ICE vehicles relative 

to that of EVs, it will negatively impact households for those 

not purchasing an EV. Overall, the price of new vehicles will 

increase. 

Social Equity 3 The primary impact of this measure will be on purchasers of 

new vehicles; however, it may increase demand for 

secondhand vehicles, which may not necessarily be low- or 

zero-emission. 

Wider Impacts 3 This measure would likely lengthen the time vehicles are in 

operation in the national fleet. This would keep older, less 

efficient ICE vehicles in operation for longer. 

Implementation 4 The State already applies differentiated taxes on new vehicles. 

Increasing these would be relatively administratively simple. 

 

Recommendation  

Continue the current levels of VRT relief for EVs to end 2022 – funding permitting.  

 

Recommendation  

Analyse and develop proposals regarding further capacity of the tax system, in particular VRT, 

to incentivise EVs and disincentivise ICE vehicles. 
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4.3 Purchase Grant for Commercial Entities 

It is estimated that almost 50% of passenger cars in Europe are not individually owned, but rather 

belong to corporate fleets, car rental agencies or governments. In Ireland, it is estimated that there 

are more than 70,000 fleet cars, vans and trucks on Irish roads, and they accounted for 20% of 

new vehicle registrations in 2020.  Corporate fleet managers tend to consider TCOs to a greater 

extent than private vehicle purchasers.  

 

These fleets often also have a high vehicle turnover rate, thus acting as a significant potential 

source of second hand EVs for the private market. For this reason, some countries offer specifically 

targeted EV incentives for the commercial sector including Belgium and Luxemburg, where 

expenses related to the purchase and use of a company EV are tax deductible. Finland offers 

subsidies to commercial organisations that lease EVs as company cars. Several other jurisdictions, 

including the UK, Germany and France, offer reductions or exemptions in company car tax for EVs. 

The Working Group noted that it is not just the value of these incentives that is important when 

incentivising EV uptake among corporate fleets, it is also the consistency of these supports over 

time. Providing a clear signal to companies and corporate fleets on the future of planned supports, 

over the medium term, may be an important factor in increasing the adoption rates of commercial 

EVs in Ireland. 

 

In Ireland, under the Accelerated Capital Allowance Scheme businesses can write down the cost 

of EVs and their related infrastructure in the year of purchase instead of over the traditional 8 

years. Company BEVs are also eligible for a 0% Benefit-in-Kind rate up to €50,000 without mileage 

conditions until the end of 2022 (section 5.1). Previously, an SEAI grant of €3,800 was provided 

to incentivise companies to purchase an EV; however, this was discontinued in 2019.  

 

Criteria Rating Discussion 

Impact on EV 

uptake 

6 While commercial vehicle operators are very sensitive to cost 

and the TCO of vehicles, they have different usage patterns to 

private users which may limit uptake. Turnover may facilitate 

greater development of the 2nd hand market. Commercial fleets 

will also help to increase citizen familiarity with EVs. 

Cost to the 

Exchequer 

1 Subsiding commercial uptake of EVs will be a large cost to the 

Exchequer. Furthermore, as commercial operators are price 

sensitive, there is a greater risk of deadweight loss. 
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Cost to Households 6 This measure directly subsidises the purchase of EVs, where 

suitable, by business. 

Social Equity 5 Commercial fleets tend to have a high turnover. As such, EVs in 

commercial fleets are likely to enter the second hand market 

sooner, increasing the more widespread affordability of EVs. 

Wider Impacts 5 Commercial adoption of EVs may support the development of 

private charging infrastructure by fleet operators. 

Implementation 1 Large vehicle operators purchase a volume of vehicles that 

would quickly reach EU State Aid rule thresholds. Engagement 

with operator’s and the EU would be required to design a 

compliant aid scheme. 

 

Recommendation  

Develop proposals to support EV sales in the commercial fleet, including but not limited to car 

rental/leasing companies, company vehicles and car sharing services, in order to stimulate a 

greater second-hand EV market having regard to potential Exchequer costs. 

 

4.4 SPSV Grant Scheme 

Following a recommendation of the Low Emission Vehicle Taskforce an Electric Small Public Service 

Vehicle (eSPSV) Grant Scheme was established. The eSPSV Grant Scheme promotes the use of EVs 

in taxis/hackneys/limousine sector. One of the co-benefits of the SPSV grant scheme, in addition 

to contributions towards emissions reduction, is to increase the potential consumers’ exposure to 

EVs and possibly positively influence attitudes towards EVs. The scheme currently offers up to 

€10,000 towards the purchase of an eligible new BEV for taxis, hackneys or limousines and up to 

€12,500 for electric wheelchair accessible vehicles. These grant levels are doubled to €20,000 and 

€25,000 for SPSV drivers scrapping older, more polluting vehicles and replacing them with fully 

electric alternatives.    

 

Criteria Rating Discussion 

Impact on EV 

uptake 

5 The direct impact of EV uptake of this scheme will be slight, 

given that SPSVs only form a limited proportion of the fleet; 

however, greater EV use in this fleet will support the 

normalisation of EVs among consumers. 
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Cost to the 

Exchequer 

3 The cost to the Exchequer of this scheme is not large on an 

absolute basis; however, it does provide a higher level of subsidy 

per EV than other EV grant schemes. 

Cost to Households 4 This measure has limited impacts on the cost to households. 

Social Equity 4 This measure has limited impacts on social equity. 

Wider Impacts 5 This measure has some positive wider effects including impacts 

on urban air quality and noise. 

Implementation 4 This grant is currently administered by the National Transport 

Authority. 

  

Recommendation  

Continue the current levels of grant support to end 2022 – funding permitting. 

 

4.5 Scrappage Scheme 

Scrappage schemes are designed to remove older, less efficient vehicles from the national fleet 

and replace them with newer, lower emitting alternatives. Several EU countries offer a scrappage 

scheme as an incentive for the purchase of an EV. France, for example, offers up to €5,000 to 

incentivise the purchase of a BEV or PHEV when an older diesel (pre-2001) or petrol (pre-1997) 

car is scrapped.  

 

Supports available under the Electric SPSV (eSPSV) Scheme for Small Public Service Vehicles 

(SPSVs) such as taxis and hackneys were introduced in 2021 to existing SPSV drivers who scrap 

older, high mileage vehicles for new fully electric models. 

 

It is important that scrappage schemes are targeted specifically to promote the adoption of EVs as 

some broader schemes have resulted in low rates of EV adoption. While research15 indicates that 

scrappage schemes are an effective means of stimulating car sales and thus a potential means of 

supporting EV uptake, their effectiveness in terms of GHG emission reduction can be limited, if 

not targeted correctly, and may lead to regressive outcomes as they favour households that 

already own a vehicle. Scrappage schemes may also create rebound effects whereby newer 

vehicles are driven more, limiting some of the emission savings. 

 
15 https://ec.europa.eu/clima/sites/clima/files/transport/vehicles/docs/ldv_scrappage_schemes_en.pdf 

https://ec.europa.eu/clima/sites/clima/files/transport/vehicles/docs/ldv_scrappage_schemes_en.pdf


 

  Page 34 of 72 

 

Criteria Rating Discussion 

Impact on EV 

uptake 

5 Research indicates that scrappage schemes are an effective 

means of removing older, less efficient vehicles from the fleet. 

Any scrappage scheme would require the purchase of a new 

EV. EV uptake would be dependent on the affordability of EVs 

with the scrappage bonus. 

Cost to the 

Exchequer 

2 A further subsidy to EVs would result in an extremely generous 

package of EV supports and would further increase 

sustainability concerns; cost to the Exchequer would depend 

on the size of the grant on offer. Deadweight losses are also 

likely to be significant. 

Cost to Households 5 This would support the affordability of EVs among households 

that own qualifying cars. Households would also benefit from 

exchanging particularly old, inefficient cars for EVs with lower 

running costs. 

Social Equity 3 This would be somewhat regressive as it would be of most 

benefit to households that already own cars. 

Wider Impacts 5 Removing older cars from the fleet would have significant air 

quality impacts; however, the overall impact of a scrappage 

scheme on carbon emissions can be negative if not targeted 

correctly. 

Implementation 3 The Government would be required to develop the 

administrative apparatus to oversee the scrappage scheme 

though precedent exists from scrappage schemes enacted in 

the past. 

 

Recommendation  

The Working Group considered the potential of this incentive but concluded that a general 

scrappage scheme would entail significant additional costs; however, the Group concluded that 

niche markets scrappage schemes could potentially play an important role, such as the SPSV 

sector.  

The Group recommends retaining the scrappage element of the eSPSV Grant Scheme to end 2022 

– funding permitting – and utilising this Scheme as an example when considering suitability for 

other niche markets.  
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4.6 Financing 

In addition to upfront subsidies, there are other support schemes available to governments to 

mitigate the higher upfront purchase cost of a new EV, such as loan schemes or alternative 

financing models. Potential EV buyers may not qualify for traditional car loans given the larger 

upfront capital costs for EVs compared to ICE alternatives. In response to similar issues in the 

housing market, Energy Efficient Mortgages were made available by several financial institutions 

which take into consideration a home's energy efficiency in the mortgage approval process. 

Allowing for operational savings in the loan approval process could increase potential EV buyer’s 

access to credit from lenders. The Scottish government currently funds an interest-free Electric 

Vehicle Loan of up to £35,000 for purchases of a new BEV. These loans are repayable over six 

years.  

 

Another financial product which offers some potential in accelerating sales of EVs is Personal 

Contract Plans (PCPs). PCPs reduce the upfront purchase cost of a new vehicle and spread the 

cost over a longer period, advantageous in incentivising the purchase of EVs and taking account 

of lower running costs. It should be noted that individual consumers can avail of the SEAI purchase 

grant, when using a PCP, because they are regarded as the “beneficiary” of the grant (rather than 

the PCP provider); however, no such exemption exists for commercial purchasers of EVs. 

 

Criteria Rating Discussion 

Impact on EV 

uptake 

6 High upfront costs and present bias among consumers make 

the high capital cost of EVs a particular challenge. Enabling 

consumers to more effectively and affordably spread the 

capital cost would highlight their lower running costs. It would 

help to normalise EV purchasing and reduce perceptions of EVs 

as only suited to higher income earners. 

Cost to the 

Exchequer 

1 The involvement of Exchequer guarantees risks significant 

financial exposure, which usually involves a substantial up-

front Exchequer payment to cover anticipated bad debts from 

the outset. 

Cost to Households 5 Allowing households to access low-cost credit for the purchase 

of EVs would have direct benefits on interest saved and allow 

consumers with less access to credit to benefit from lower 

running costs. 
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Social Equity 5 A properly structured loan scheme would allow a wider swathe 

of society to access the lower running costs of EVs without 

lack of capital preventing their inclusion. 

Wider Impacts 2 This measure would support an increase in the indebtedness in 

the economy with attendant risks 

Implementation 1 Intervening in financial markets carries with it a myriad of 

financial and legal risks. Any measure would require 

engagement with the Central Bank, car financiers and finance 

consumer groups. 

 

Recommendation  

 The Working Group considered this incentive and concluded that, on balance, it may have 

potential in the context of phasing out upfront supports and could be considered further..  

 

Recommendation  

The Office of Low Emission Vehicles should engage with Credit Unions to illustrate the lower 

running costs associated with EVs to expand their product offering to further support EV 

purchasing.  
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5. Assessment of Usage Incentives and Disincentives  

5.1 Benefit-in-Kind (BIK) Relief 

One of the most significant incentives to support the uptake of EVs by companies is the 0% rate 

of BIK relief available to employees using an EV with an original market value of up to €50,000 

and an allowance of €50,000 on BIK for more expensive EVs. The BIK relief makes EVs an 

attractive choice for companies offering company cars as employees using company EVs can 

employ the relief to benefit take-home pay when compared to using a company ICE vehicle. As it 

stands, the 0% BIK for electric vehicles will cease at the end of 2022. From January 2023, an 

emissions-based BIK structure (provided for in Finance Act 201916) takes effect. This structure 

provides discounted and penalty BIK rates for low and high emission vehicles respectively, offering 

strong incentives for low emission vehicles.  

 

Criteria Rating Discussion 

Impact on EV 

uptake 

6 BIK relief makes EVs an attractive choice for companies to offer 

employees. Due to the three-year fleet cycle, company cars also 

enter the secondhand market relatively quickly. It can also 

increase citizen familiarity with EVs to also help influence 

personal purchasing decisions, and high turnover of the 

company car fleet can introduce EVs into the second-hand 

market at a faster pace than the private car fleet. 

Cost to the 

Exchequer 

1 BIK relief is relatively expensive. It is forecast to cost the 

Exchequer €16 million in 2019, with increases expected. 

Cost to Households 6 The relief is of benefit to businesses as it lowers the cost of 

attracting staff with company cars. Take home pay for 

employees is greater. 

Social Equity 3 The beneficiaries of this measure are employees with company 

cars; distribution of this benefit is limited. 

Wider Impacts 4 This incentive has limited wider impacts. 

Implementation 4 This incentive is currently administered by Revenue. 

  

Recommendation  

In reviewing the BIK system, ensure that the important role that BIK plays in supporting EV 

uptake is taken into consideration.   

 
16 http://www.irishstatutebook.ie/eli/2019/act/45/section/6/enacted/en/html#sec6 
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5.2 Increased Usage Cost of ICE Vehicles 

EVs are more expensive to purchase but cheaper to run. TCO calculations can be made to favour 

EVs by increasing the cost of operating an ICE vehicle by raising taxes on carbon emitting fuel. 

Investing in and promoting a modal shift towards public transport and active travel may help to 

mitigate the negative impacts. 

 

Under the Alternative Fuel Infrastructure Directive17, Ireland must ensure that a number of filling 

stations display a fuel price comparison (€/100km) for the following fuel types: petrol, diesel, 

electricity, hydrogen, and natural gas. This display will inform consumers, at point of fuel purchase, 

the cost to travel approximately 100km using the various technology types. It is hoped that, for 

frequent refuellers, repeated exposure to this information will influence their future vehicle 

purchasing decisions towards more efficient technologies such as EVs.   

 

Criteria Rating Discussion 

Impact on EV 

uptake 

6 Research by SEAI indicates that the most significant barrier to 

EV uptake is the higher upfront cost. EVs are already cheaper 

to run. There are likely to be diminishing returns if the upfront 

cost of an ICE vehicle is increased, further developing the 

advantage of EVs in this space. 

Cost to the 

Exchequer 

7 Taxes on fuel are currently a major source of revenue. 

Increasing these taxes would increase Exchequer receipts in the 

short to medium term. 

Cost to Households 1 Transport costs are a major element of household budgets. 

Increasing taxes on them would be a significant cost to 

households that do not hold an EV and require a car for 

transport. 

Social Equity 1 Transport costs tend to be inelastic. As such, this measure will 

impact those who cannot afford the capital expenditure 

required to change their travel patterns the most. 

Wider Impacts 5 Disincentivising ICE car use by increasing the cost will have air 

quality and carbon benefits. 

Implementation 4 There are already several taxes on fuel administered by 

Revenue. 

  

 
17 https://eur-lex.europa.eu/legal-content/EN/TXT/?uri=celex%3A32014L0094  

https://eur-lex.europa.eu/legal-content/EN/TXT/?uri=celex%3A32014L0094
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Recommendation  

The tax system should establish, and thereafter publicise, the expected taxation changes on 

ICE vehicles to help address the price gap between EVs and their ICE equivalents.  

 

Recommendation  

In the development of CAP 21 consider the emission saving potential associated with 

increasing ICE usage costs and improving the availability of more sustainable mobility options.  

 

Recommendation  

Transpose Article 7.3 of the Alternative Fuel Infrastructure Directive and ensure Fuel Price 

Comparison displays are presented prominently at appropriate filling stations.   

 

5.3 Speed Limit Changes 

In Austria EVs travelling on highways can travel 30% faster than ICE vehicles at certain times; 

when local air pollution levels are high, speed limits are automatically reduced to 100kph, while 

EVs can continue to travel at the original speed limit of 130kph. The underpinning logic is that EVs 

do not contribute to local air pollution and so should not be treated in the same way as ICE 

vehicles. While the primary objective for this initiative is to reduce episodes of poor air quality the 

measure could be implemented to incentivise EVs by allowing them to travel faster than ICE 

vehicles on motorways at certain times. 

 

Alternatively, ICE vehicle speeds on the motorway could be lowered resulting in the co-benefits 

of reducing emissions from ICE vehicles through fuel savings from driving lower speeds, while 

incentivising EVs through decreasing journey times. The longevity of such a policy would need 

consideration as EV numbers grow. The impact of operating differentiated speed limits on the 

efficiency, policing and safety of the motorway network would need to be assessed, as well as the 

depletion of EV batteries travelling at higher speeds.   
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Criteria Rating Discussion 

Impact on EV 

uptake 

5 This would act as an incentive for EVs as it would allow EV 

owners to complete journeys faster than non-EV users. 

Cost to the 

Exchequer 

4 This measure would have a negligible impact on the Exchequer. 

Cost to Households 3 A majority of households would be obliged to spend longer 

travelling on motorways, although a benefit would arise for EV 

owning households. 

Social Equity 3 As EVs are currently relatively expensive, this benefit would 

mainly accrue to those that can already afford a new EV until a 

sufficient second-hand market develops. 

Wider Impacts 5 Lowering the speeds of ICE vehicles on the motorway could 

have safety, air quality and carbon benefits. 

Implementation 1 Differentiating speed limits on motorway network would 

require changes to legislation and an update to how speed 

limits are communicated (signage) and enforced. 

 

Recommendation  

In the development of CAP 21 consider the emission saving potential associated with 

decreasing speed limits for ICE vehicles.  

 

5.4 Parking Incentives 

Free, reduced cost or prioritised parking is frequently used to promote the adoption of EVs; studies 

in the USA, China, Sweden and Norway found that free parking is correlated with increased EV 

sales. The literature suggests that waiving or reducing parking charges is associated with an 

increase in EV adoption, particularly in urban areas where parking is scarce. Conversely, reductions 

or removal of parking costs can also lead to increased parking durations or increased driving rates 

in already congested areas. This can be particularly problematic if parking spaces contain EV 

chargers as it may impede other EV driver’s access to the charging network. Imposing time limits 

Recommendation  

Consider further international experience of implementing differential speed limits for 

different vehicle types and review whether the benefits outweigh safety concerns. 
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at public charging points, subject to fine, may help to mitigate this concern. Some local authorities 

already employ preferential parking for EVs allowing them to park for free when using a charging 

station. 

 

Criteria Rating Discussion 

Impact on EV 

uptake 

5 Studies indicate a positive relationship between free parking and 

EV uptake. 

Cost to the 

Exchequer 

2 Car park operators would require remuneration for providing 

free spaces for the use of EVs. 

Cost to Households 5 This measure would have a benefit for households through 

savings on parking charges. 

Social Equity 4 This measure would have limited impacts on social equity. 

Wider Impacts 3 This measure could encourage the use of private electric cars in 

urban areas, rather than more sustainable modes such as public 

and active transport. This could impact negatively on congestion 

but there are some benefits for air quality and emissions 

compared to ICE vehicle use. 

Implementation 2 This measure would require negotiating agreements with car 

park owners. 

 

Recommendation  

On balance the Working Group did not consider that the benefits of parking incentives 

outweighed the potential disadvantages to the urban realm; the Working Group does not 

currently recommend pursuing this measure.   

 

5.5 Toll Incentives 

The Electric Vehicle Toll Incentive Scheme was launched in 2018 following a recommendation of the 

Low Emission Vehicle Taskforce; the Scheme encourages private car commuters who regularly use 

tolled roads to consider switching to an EV. It is estimated that there are approximately 400,000 

heavy toll users in Ireland so reduced tolls act as a meaningful incentive for a large number of 

vehicle owners.  Under the Scheme, BEVs and PHEVs qualify for 50% and 25% toll reductions 

respectively up to a maximum €500 annual threshold for private vehicles and €1,000 for 

commercial vehicles. The incentive will remain in place until 2022 or a threshold of 50,000 

registrations has been reached. 
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Criteria Rating Discussion 

Impact on EV 

uptake 

6 This measure can save motorists up to €500 per annum and is a 

particularly attractive incentive for those who regularly use toll 

roads. 

Cost to the 

Exchequer 

2 This measure is currently capped at €500 per annum. Applying 

this cost to the 2025 CAP target would have a significant 

Exchequer impact, even if the uptake rate remains at the current 

~50-60% level. 

Cost to Households 5 This measure can save households up to €500 per annum. 

Social Equity 3 This benefit would mainly accrue to those that can already 

afford a new EV (and are regular toll users) until a sufficient 

second-hand market develops.  
Wider Impacts 3 This intervention will impact the potential use of tolls as a 

demand management strategy, increasing private car traffic. 

Implementation 4 This scheme is currently administered by Transport 

Infrastructure Ireland. 

 

Recommendation  

Retain supports to end 2022 and thereafter review suitability - funding permitting 

 

5.6 Motor Tax for Electric Vehicles 

The role of taxation is arguably the most effective lever that the Government possesses for 

influencing EV uptake. Motor tax for private cars is charged according to the vehicles CO2 

emissions. Under this system, there has been a marked change in the proportion of new cars 

purchased with lower CO2 emissions; new private cars sold in the lowest emitting tax band rose 

from 1.5% in 2007 to 71.8% in 2020. Cars with CO2 emissions of 140g/km or higher now comprise 

just 5.6% of new car purchases. To encourage greater uptake of lower emitting vehicles EVs are 

charged at the lowest rate of motor tax of €120 while vehicles with CO2 emissions of less than 

81g/km (such as well-performing hybrids) are charged a €170 rate. Maintaining a tax system that 

favours lower emitting vehicles encourages a greater take up.  
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Criteria Rating Discussion 

Impact on EV 

uptake 

7 Past experience indicates that consumers are very sensitive to 

changes in the motor tax regime.  

Cost to the 

Exchequer 

2 There is a significant differential between tax rates on EVs and 

ICE vehicles. Maintaining this differential will see significant 

revenue foregone.  

Cost to Households 6 This measure allows households to save money on the cost of 

taxing an EV. 

Social Equity 2 The motor tax system in its current form is regressive as it allows 

purchasers of newer, more expensive vehicles to pay a lower tax 

bill and requires owners of older vehicles to pay more. 

Wider Impacts 5 This measure incentivises purchasers of ICE vehicles to choose 

more emissions efficient vehicles. 

Implementation 4 This measure is currently in place. 

 

Recommendation  

Publish a policy intention that states that EVs will retain positive motor tax treatment until end 

2022.  

 

5.7 Access to Bus Lanes 

A potential measure to encourage the adoption of EVs is allowing them to access bus lanes. This 

is likely to be more effective in incentivising consumers who live in areas of high congestion as 

they will benefit from significant time savings. Research from Norway, the Netherlands, Germany 

and China has indicated that allowing EVs to access bus and other High Occupancy Vehicle (HOV) 

lanes is associated with higher rates of EV adoption. Nonetheless, allowing EVs access to bus lanes 

can interfere with the function of public transport and taxi services, becoming a more prominent 

concern as the number of EVs on the road increases. A possible strategy to reduce this negative 

impact, applied in Oslo, was to restrict bus lane access to EVs with two or more persons on board. 

Additionally, access could be limited to certain times of day, and a condition could be added to 

ensure that EV access would only be permitted until a certain level of fleet penetration is reached.  

 

 

Criteria Rating Discussion 
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Impact on EV 

uptake 

6 Research indicates that customers place a high value on the 

ability to access bus lanes, although secondary to direct financial 

incentives. 

Cost to the 

Exchequer 

4 There would be limited costs to the Exchequer of this measure. 

Cost to Households 4 There would be limited direct impact on household budgets 

from this measure, though time savings will exist for relevant EV 

households. 

Social Equity 3 This measure would disproportionately benefit those who can 

afford a new EV at the expense of bus users. 

Wider Impacts 1 As EV uptake increased this measure would make driving more 

attractive relative to public transport use. While EVs do not emit 

carbon, they would continue to impose congestion and traffic 

related costs on urban areas, potentially to the detriment of 

alternate sustainable mobility options.  

Implementation 2 This measure would require engagement with An Garda 

Síochána to be enforced as it would require a means of 

differentiating EVs from ICE vehicles. 

 

Recommendation  

The Working Group considered the potential of bus lane access to increase EV uptake but 

concluded the downsides of the measure outweighed the benefits; the Working Group does not 

currently recommend pursuing this measure.   

 

5.8 Emissions Linked Congestion Charging 

A significant advantage of EVs over ICE vehicles is their much lower levels of harmful emissions 

of local air pollutants. In response to dangerous levels of air pollution, several cities have 

introduced emissions linked congestion charging. This imposes a charge on polluting vehicles that 

seek to enter certain areas where air quality is a concern. As EVs have much lower levels of 

emissions, they can be exempted from the charge or charged at a much lower rate. 

 

 

 

Criteria Rating Discussion 
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Impact on EV 

uptake 

6 Research indicates that the introduction of emissions linked 

charging makes consumers in nearby areas more likely to 

purchase EVs. 

Cost to the 

Exchequer 

6 Introducing a congestion charge would improve the Exchequer 

position either through reducing the needed funds at Local 

Authority level or as a new income stream. 

Cost to Households 2 The measure would impose a cost to households seeking to 

drive into the relevant urban areas. 

Social Equity 2 This measure would disproportionately impact owners of older 

vehicles without the means to purchase an EV and households 

without alternative means of accessing the relevant cities, with 

impacts mainly felt by commuters with long journeys to urban 

areas.  

Wider Impacts 7 This measure would have significant wider benefits. Air quality 

and congestion would improve in urban areas, the use of ICE 

vehicles would be discouraged, and public and active transport 

would be more attractive. 

Implementation 2 A congestion charging scheme would require the development 

of systems for the management, administration and 

enforcement of such a scheme. Legislation may be required, and 

investment would be needed in enforcement equipment. 

 

Recommendation  

In considering the introduction of demand management actions in regional transport strategies 

EVs should be given preferential treatment in the design of any Congestion Charging or Low 

Emission Zone Schemes.  

 

Recommendation  

Pursue more stringent emission standards and ZLEV incentives in the forthcoming EU review of 

vehicle emission standards regulations.  
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6. Evaluation and Recommendations 

6.1 Ranking of Evaluation Criteria 

With the primary objective of encouraging more EVs in Ireland, the Impact on EV Uptake was 

selected as the chief evaluation criterion, thereafter, ranking was based on the highest frequency 

of more positive impact scores (Table 6.1). When considering the optimum policy pathway to 

achieve the accelerated uptake of EVs, the actions which rated highly with minimal low scores 

should be prioritised.  

 

However, few actions scored highly without also achieving a number of poor scores, usually 

relating to cost to the Exchequer, social equity or implementation difficulties. It is important that 

any suite of actions employed as a whole mitigate, to the greatest extent possible, the negative 

impacts of measures that are introduced.  

 

This ranking exercise demonstrated that there are no ‘silver bullet’ policy actions that will impact 

positively on EV uptake without also negatively impacting on other important factors. A balance 

must be struck that improves EV uptake while minimising adverse outcomes.  

 

Table 6.1: Ranked Evaluation Criterion based on the Actions Impact on EV Uptake 

Policy/Measure 
Impact on 

EV uptake 

Cost to 

Exchequer 

Cost to 

Households 

Social 

Equity 

Wider 

Impacts 
Implementation 

Tax Support 7 1 7 2 4 4 

Purchase Grant 7 1 7 1 4 4 

Establish OLEV 7 3 4 4 5 5 

Increased ICE 

Purchase Tax 
7 6 1 3 3 4 

Licensing 

Incentives 
7 6 1 1 1 1 

Motor Tax 6 2 6 2 5 4 

Commercial 

Grants 
6 1 6 5 5 1 

BIK Relief 6 1 6 3 4 4 

Toll Incentives 6 2 5 3 3 4 

Financing 6 1 5 5 2 1 

Charging 

Infrastructure 

Support 

6 6 4 4 4 4 
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Access to Bus 

Lanes 
6 4 4 3 1 2 

Support for 

Dealerships 
6 3 4 4 4 3 

Emissions 

Linked Access 

Charges/Zones 

6 6 2 2 7 2 

ICE Usage 

Costs 
6 7 1 1 5 4 

Accelerated 

Capital 

Allowance 

5 4 5 4 4 4 

Scrappage 5 2 5 3 5 3 

Parking 

Incentives 
5 2 5 4 3 2 

SPSV Grant 

Scheme 
5 3 4 4 5 4 

Speed Limit 

Changes 
5 4 3 3 5 1 

 

Despite the significant cost to the Exchequer the continuation of the VRT relief and purchase grant 

scheme ranked highest in terms of impact on EV uptake. Noting sustainability issues in the longer 

term, it is widely accepted that such a cost is necessary to encourage EV uptake in the early stages 

of adoption. Utilising the tax system to incentivise EVs and disincentivise ICE vehicles also scored 

highly, the latter policy action positively impacts on Exchequer costs but there are equity concerns.  

 

Ensuring that charging infrastructure policy and supports bolster EV uptake scored as moderately 

positive in terms of EV uptake without negative outcomes as did supports for car dealerships. 

Several commercial measures, while not ranking highest in terms of impact on EV uptake, scored 

moderately across the range of evaluation criteria, including commercial grants, and the 

accelerated capital allowance support. Supports to the commercial sector must always be 

conscious of State Aid Rules; however, due to the potential for commercial fleets to act as a 

conduit for used EVs into the second-hand private car market these actions warrant further 

consideration.   

 

Non-monetary action policies, often purported as important measures to promote EV uptake such 

as parking incentives, speed limit changes and access to bus lanes, are important contributors 

towards achieving EV uptake but will not have sufficient impact by themselves.  The SPSV grant 
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scheme ranked poorly, according to this analysis, as it is aimed at a very niche market; however, 

the SPSV fleet offer the opportunity to expose a wide range of consumers to EV technology and 

plays an important role in normalising that technology. Speed limit changes ranked as the least 

efficient measure to promote EV uptake.  

All actions must be kept under review in light of increasing EV uptake rates, the closing price 

differential with conventionally fuelled vehicles and the need for appropriate long-term signalling 

to the market of the progressive move towards EVs. The scale, implementation and operation of 

all actions must be frequently evaluated to ensure continued appropriateness and effectiveness.  

 

Recommendation  

During the annual development of CAP reviews and updates, the EV policy environment and 

measures must continue to be reviewed against the relative mitigation potential and 

associated economic/social costs of transport decarbonisation measures.  

 

Recommendation  

Oversee progress towards key 2025 target and evaluate the effectiveness of existing and 

additional policy actions.     

 

6.2 Recommendations 

Achieving the anticipated level and rate of EV adoption needed to reduce emissions to the required 

degree will be extremely challenging. Considering the rapidly changing technical environment 

surrounding EVs and the general levels of uncertainty inherent in long time horizons, the Working 

Group determined that it would be premature to attempt to outline a full EV policy pathway to 

2030. Instead, the Working Group focused on measures to accelerate the uptake of EVs in the short 

term, with the aim of reaching 100% EV penetration by 2030.  

The Working Group reviewed several international case studies and concluded that jurisdictions 

that achieved higher levels of EV penetration employed a combination of subsidies, infrastructure 
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provision and measures that made ICE alternatives more costly. The significant step-up in EV 

purchasing needed between now and 2025 will require increasing and focused attention to 

continuous development and implementation of key policy and customer engagement actions.  

Therefore, the Working Group recommends that a dedicated Office of Low Emission Vehicles should 

now be established, in SEAI, overseen by the Department of Transport and appropriately 

resourced and funded. The Office should co-ordinate, manage and deliver on key policy pathway 

actions as well as building on the existing recommendations and outputs of the LEV Taskforce.  

The Working Group concluded that a strong communication and engagement strategy, similar to 

the UK’s Go Ultra Low promotion, and drawing on the availability of key government supports with 

strong public messaging and opportunities to experience EV driving, should be employed to 

encourage greater awareness of the technology and benefits of EVs for communities, businesses, 

the public sector and households across the country. The Working Group also recommends the use 

of vehicle comparison tools to help consumers make informed decisions.  The nature of this work, 

considered in conjunction with the specialist expertise developed in SEAI, points to it being 

developed and delivered by the OLEV in SEAI. 

The Working Group assessed several possible policy actions to encourage EV uptake across a range 

of evaluation criteria and the findings indicated that there was no ‘silver bullet’ solution that 

positively impacted on EV uptake without also negatively impacting on other areas. A balance 

must be struck whereby policy actions improve EV uptake but minimise adverse outcomes. 

However, it was clear that policies (and most likely subsidies) to bridge the purchase price gap 

between EVs and ICE vehicles will remain necessary over the short to medium-term time horizon.  

The VRT relief and purchase grant incentives scored highest based solely on impact on EV uptake; 

however, both ranked poorly on cost and social equity. Utilising the tax system to incentivise EVs 

and disincentivise ICE vehicles also scored highly. Of the policy actions scored as moderately 

positive in terms of EV uptake without any negative outcomes engagement with and supports for 

car dealerships seems worthy of pursuit. Furthermore, the role of Government in supporting 

recharging infrastructure to enable the transition was recognised by the Working Group as being 

critical; recommendations to draw up a strategy and continue funding corresponding supports 

scored well.      

Emissions linked congestion charging, while showing mixed results overall, has shown a strong 

potential to increase EV sales but also has a number of co-benefits including encouraging modal 
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shift towards public and active travel, improved health benefits in urban areas and an overall 

decrease in traffic congestion. A number of non-monetary action policies, such as parking 

incentives, speed limit changes and access to bus lanes deliver mixed results while commercial 

measures scored moderately across the range of evaluation criteria but have important 

implications for second-hand markets to increase EV access and social equity.  

A judicious mix of incentives and disincentives is required. Incentives will continue to play a 

significant role in the short to medium term, but sunset clauses or other re-distributive policies will 

be required to limit on-going equity issues. It is also possible that signalling an intention to 

disincentivise fossil fuelled vehicles in future years will impact on ICE sales immediately while 

providing enough time to reduce longer term inequitable effects.  

DPER estimated that subsidising 100,000 EVs will cost the Exchequer between €965 million and 

€1.23 billion depending on level of uptake and maximum grant qualifications. At this cost it is key 

that Government continues to assess the policy mix and scale of step-up in ambition achievable 

and consider whether further emissions mitigation over and above the CAP targets can be 

attained, at lower economic and social costs, through other mechanisms, either within or beyond 

the transport sector.  

In light of technological developments, the closing price differential with conventionally fuelled 

vehicles and the need for appropriate long-term signalling to the market of the progressive move 

towards EVs, the optimum policy pathway to increased EV uptake must be kept under review. The 

scale, implementation and operation of all incentives must remain under continual assessment in 

terms of appropriateness and effectiveness in light of technological, policy, behavioural and market 

developments.  

The Working Group suggests that Ireland’s EV progress be systematically reviewed at every CAP 

revision with policies and measures being considered and revised, if required, in order to achieve 

at least the milestones set out in the CAP.  

In summary, with the key objective of encouraging an increased take-up of EVs in Ireland, the 

Working Group makes the following recommendations, consistent with a Just Transition approach: 

 Recommendations Lead 

 Establishing the Office of Low Emission Vehicles 
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1 Establish a dedicated Office of Low Emission Vehicles, in SEAI. 
Appropriately resource and fund the Office to co-ordinate 
implementation of the policy pathway and co-ordinate, manage and 
deliver key policy pathway actions. 

SEAI/ 

DECC/ DTRAN 

2 The Office of Low Emission Vehicles should deliver communication and 
engagement campaigns and programmes to increase consumer 
awareness. Such campaigns and programmes should be developed in 
partnership with industry and build on the existing 
www.drivingelectric.ie website and tools already in place. 

SEAI Office for 
Low Emission 

Vehicles 

3 Retain home charging and public charge point supports to end 2022 and 
thereafter review suitability - funding permitting.  Consider the need for 
additional or amended infrastructure support schemes. 

DTRAN /SEAI 
Office for Low 

Emission Vehicles 

4 Office of Low Emission Vehicles to work with the Department of 
Housing, Local Government and Heritage and local authorities to 
develop and issue implementation, planning and building standards 
guidance to local and planning authorities to ensure a consistent, 
future- proofed approach to the rollout of EV charging infrastructure.   

SEAI Office for 
Low Emission 

Vehicles/ 
DTRAN/DHLGH/ 
Local Authorities 

5 Development by the Office of Low Emission Vehicles of a single 
interactive portal for mapping the location and availability of all publicly 
accessible EV charging points. 

SEAI Office for 
Low Emission 

Vehicles 

6 Consider supports and training tailored specifically to the car dealership 
sector to promote greater EV sales.  

DTRAN /SEAI 
Office for Low 

Emission Vehicles 

7 The Office of Low Emission Vehicles should engage with Credit Unions 
to illustrate the lower running costs associated with EVs to expand their 
product offering to further support EV purchasing. 

DTRAN /SEAI 
Office for Low 

Emission Vehicles 

8 The Office of Low Emission Vehicles should monitor and support 
implementation of the requirements of the Clean Vehicles Directive 
within the public sector. 

DTRAN /SEAI 
Office for Low 

Emission Vehicles 

9 Carry out further analysis and research on potential non-financial policy 
measures which could boost EV uptake, including TCO labelling. 

SEAI Office for 
Low Emission 

Vehicles 

10 Transpose Article 7.3 of the Alternative Fuel Infrastructure Directive and 
ensure Fuel Price Comparison displays are presented prominently at 
appropriate filling stations.   

DTRAN /SEAI 
Office for Low 

Emission Vehicles 

 Enhancing and expanding EV supports/policies 

11 Retain the purchase grant scheme for BEVs until the end of 2022 and 

thereafter review suitability – funding permitting.  

DTRAN/ SEAI 
Office for Low 

Emission Vehicles 
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12 Continue current levels of VRT relief for EVs to end 2022 – funding 
permitting.  

DFIN 

13 Analyse and develop proposals regarding further capacity of the tax 
system to incentivise EVs and disincentivise ICE vehicles.  

DFIN 

14 The tax system should establish, and thereafter publicise, the 
expected taxation changes on ICE vehicles to help address the price 
gap between EVs and their ICE equivalents. 

DFIN 

15 Publish a policy intention that states that EVs will retain positive 
motor tax treatment until end 2022. 

DFIN 

16 Develop proposals to support EV sales in the commercial fleet, 
including but not limited to car rental/leasing companies, company 
vehicles and car sharing services, in order to stimulate a greater 
second-hand EV market.  

DTRAN 
/DFIN/DPER 

17 Retain the ACA for EVs and supporting infrastructure until at least end 
2022. 

DFIN 

18 In reviewing the BIK system, ensure that the important role that BIK 
plays in supporting EV uptake is taken into consideration. 

DFIN 

19 Retain LEV Tolling Incentive supports to end 2022 and thereafter 
review suitability - funding permitting 

DTRAN/TII 

20 Continue the current levels of eSPSV grant support to end 2022 – 
funding permitting. 

DTRAN/NTA 

21 Retain the scrappage element of the eSPSV Grant Scheme to end 2022 
– funding permitting – and utilising this Scheme as an example when 
considering suitability for other niche markets. 

DTRAN/NTA 

22 Develop a national infrastructure strategy to address on-street, location 
and fast charging infrastructure needs for 936,000 vehicles, having 
particular regard to non-urban needs. 

DTRAN/SEAI 
Office for Low 

Emission Vehicles 

23 Retain home charging and public charge point supports to end 2022 and 
thereafter review suitability - funding permitting. 

DTRAN/SEAI 
Office for Low 

Emission Vehicles 

24 Consider the need for additional or amended infrastructure support 
schemes - funding permitting. 

DTRAN/SEAI 
Office for Low 

Emission Vehicles 

25 Maintain surveillance of the maintenance and expansion of the 
commercial EV charging network to ensure supply remains ahead of 
demand; support competitive fee-setting, mindful that charging fees are 
a key component of TCO considerations. 

DTRAN/SEAI 
Office for Low 

Emission Vehicles 
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26 Pursue more stringent emission standards and ZLEV incentives in the 
forthcoming EU review of vehicle emission standards regulations.  

DTRAN 

27 Fully implement the requirements under the Clean Vehicle Directive for 
alternatively fuelled vehicle purchases within the public sector. 

DTRAN 

28 In considering demand management actions in regional transport 
strategies EVs should be given preferential treatment in the design of 
any Congestion Charging or Low Emission Zone Schemes. 

DTRAN/NTA/ 
Local 

Authorities 

29 Ensure Local Authority Climate Action Charters put in place processes 
for carbon proofing investment decisions in transport and energy 
infrastructure. 

Local 
Authorities 

/DECC 

30 Issue guidance to planning authorities to ensure a consistent, future 
proofed approach to the rollout of EV charging infrastructure through 
planning decisions.   

DHLGH/DTRAN 

31 Transpose the Energy Performance of Buildings Directive 
EU/2018/844 and ensure building regulations are implemented to 
provide for EV recharging infrastructure. 

DHLGH 

32 Maintain under review the Office of Government Procurement 
Framework Contracts for EVs to ensure they reflect technological 
development and drawdown/specification requirements of public 
sector 

OGP 

 CAP 21 development/Governance and Oversight 

33 During CAP 21 development review update the relative mitigation 
potential and associated economic/social costs of transport 
decarbonisation measures.  

DTRAN/DECC 

 

34 In the development of CAP 21 consider the emission saving potential 
associated with increasing ICE usage costs and improving the 
availability of more sustainable mobility options. 

DTRAN 

35 In the development of CAP 21 consider the emission saving potential 
associated with decreasing speed limits for ICE vehicles. 

DTRAN 

36 Oversee progress towards key 2025 target and evaluate the 
effectiveness of existing and additional policy actions.     

EVPP Group 

Annex 1: Electric Vehicle Policy Pathway Working Group 
 

The Electric Vehicle Policy Pathway Working Group met five times in 2020 and discussed the 

following subjects at these meetings.  

1. 27th February 2020:  
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a. Consideration of Terms of Reference and Work Programme; 

b. Review of international experience to date;  

c. Recharging infrastructure – policy, network and plans; and  

d. Next Steps. 

2. 23rd April 2020: 

a. Movements in the National Car Fleet; 

b. Ireland’s EV Charging Infrastructure: update “Covid-19 Effects on EV Programmes”; 

c. Regulation Overview and Context; and  

d. Electric Vehicle Insights. 

3. 22nd May 2020:  

a. Incentives Overview - including international comparison and behavioural change; and  

b. Update on the EV Incentives Spending Review Paper. 

4. 4th June 2020: 

a. Role of Taxation; 

b. VRT, Motor Tax and Excise/Carbon Tax; 

c. Some impacts of the transition on tax revenue; and  

d. Driving Purchases of Electric Vehicles in Ireland. 

5. 25th June: 

Draft report and recommendations. 
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The following is a copy of the agreed Terms of Reference of the Working Group. 

Objective  

Present a Roadmap on the optimum mix of regulatory, taxation and subsidy policies to drive 

significant ramp-up in passenger electric vehicles (EVs) and electric van sales from very early in 

the decade. 

 

Expected Outcome  

Accelerate the national take-up of EVs and electric vans, thus assisting Ireland in -  

1) achieving its climate and air quality objectives and obligations;  

2) meeting its renewable energy targets in the transport sector;  

3) following a pathway towards its long-term ambition of decarbonising transport; and  

4) facilitating business and employment opportunities in the emerging electro-mobility 

industry.  

 

Work of the EV Optimum Policy Pathway Group 

The work of the Group has been divided into five work streams -  

1) Reviewing the role of charging infrastructure in encouraging EV sales; reviewing 

international experience.  

2) Understanding vehicle stocks & flows; reviewing the impact of the regulatory environment 

on vehicle sales and imports; considering the role of behavioural change;  

3) Reviewing the role of incentives; considering the costs of existing/planned incentives; 

assessing their impact;  

4) Understanding the role of VRT, Motor Tax and Excise/Carbon Tax in vehicle sales;  

5) Recommending the optimum mix of regulatory, taxation and subsidy policies to support 

accelerated EV uptake to Government.  

 

At the discretion of the Chair additional work streams may be considered by the Group. Pursuant 

to Climate Action Plan Action 79 the Group will develop a Roadmap by Q2 2020 with the intention 

to report its findings and recommendations to Government by Q3 2020. The work of the Group 

will be supported by the Strategic Research and Analysis Division in the Department of Transport, 

Tourism and Sport where appropriate. 

 



 

  Page 56 of 72 

Implementation  

Membership of the EV Optimum Policy Pathway Group will comprise of;  

− Department of Transport, Tourism and Sport (DTTAS) (Chair and Secretariat);  

− Department of Business, Enterprise and Innovation (DBEI);  

− Department of Communications, Climate Action and Environment (DCCAE);  

− Department of Finance (DoF);  

− Department of Housing, Planning and Local Government (DHPLG);  

− Department of Public Expenditure and Reform (DPER);  

− Department of Taoiseach (DoT); and 

− Sustainable Energy Authority of Ireland (SEAI). 

 

Key stakeholders may be invited to the Group’s meetings for particular agenda items at the 

discretion of the Chair. Written submissions may also be invited from interested parties.  

Work Streams 

The Group will consider regulatory, taxation and subsidy policies to accelerate EV and electric van 

sales from very early in the next decade and develop a Roadmap of the optimum policy pathway. 

With a short timeframe to complete the work, it is expected that each meeting of the group shall 

be informally dedicated to a work stream; additional meetings can be convened at the discretion 

of the Chair as required to facilitate comprehensive deliberations. The tasks for each work stream 

are as follows:  

 

Workstream 1  

- Review available data from Ireland and international case studies on the role of incentives in 

encouraging EV sales; 

- Consider international experiences of introducing, withdrawing or modifying incentive 

schemes; and  

- Consider the current and planned recharging infrastructure network in Ireland. 

Meeting papers/presentations: 

1) Review of international experience –DTTAS 

2) EV Charging Infrastructure –DCCAE/SEAI 
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Workstream 2  

− Consider the passenger car fleet evolution and impacts of policy/trends on stocks/movements; 

− Consider the impact of EU regulation regarding CO2 emission standards and the potential role 

that the EU Green Deal may have on EV production levels;  

− Consider provisions of the draft Climate Action Bill to ban the sale of conventionally fuelled 

vehicles;    

− Review regulatory provisions in relation to vehicle sales and imports in the EU and between 

third party countries and Ireland; and  

− Consider the role of behavioural change and the impact of both monetary and non-monetary 

interventions; consider public engagement.  

 

Meeting papers/presentations 

1) Movements in the National Car Fleet –DTTAS 

2) Review of regulatory environment –DTTAS/DCCAE/DBEI 

3) Behavioural Change - SEAI 

 

Workstream 3  

− Review the findings and recommendations of the LEV taskforce; 

− Identify and consider a range of policy instruments that could propel increased EV sales (e.g. 

fiscal, infrastructural, regulatory, social, communications, and education measures); and 

− Assess the impact of such instruments (e.g. fiscal; pricing; and pace of adoption). 

 

Meeting papers/presentations: 

1) Incentives overview including international comparison– DTTAS  

2) Update on the EV Incentives Spending Review Paper – DPER 

 

 

 

 

 

Workstream 4  
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- Consider the role of taxation in accelerating EV sales and on the purchase and use of 

conventionally fuelled vehicles 

- Consider the potential impacts of the transition on tax revenue. 

 

Meeting papers/presentations: 

1) Role of VRT, Motor Tax and Excise/Carbon Tax – DoF 

2) Exploring the impacts of the transition on tax revenue - DTTAS 

 

Workstream 5 

− Consider other implications of accelerating EV sales (e.g. upskilling, job losses, need for 

renewable energy, battery recycling etc);   

− Review the greenhouse gas emissions impacts of the various future projections and trajectories 

of electrically powered cars and vans; 

− Consider policy instruments that collectively could feasibly deliver the required EV uptake 

trajectory to 2025 as set out in the Climate Action Plan and other EV uptake scenarios as 

deemed relevant; and 

− Consider and propose a Roadmap for submission to Government.  

 

Meeting papers/presentations: 

1) Vehicle stock scenarios and projected emissions - DTTAS 

2) Roadmap options – DTTAS/Contributions from Group 
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Annex 2: EU Emission Standards to Promote ZLEVs: 
 

EU Regulations on CO2 Emission Standards and ZLEV Production 

Mandatory emission reduction targets for all new passenger cars and vans registered in the EU 

have been detailed in a suite of EU regulations18; these legislative measures form the cornerstone 

of Europe’s strategy to improve vehicle fuel economy. They have driven manufacturers to develop 

innovative energy efficient technologies. The regulations have iteratively been made more 

stringent, progressively decreasing EU fleet-wide average emissions along with increasing the 

availability of lower emission vehicles across Europe and to the Irish market.  

Currently, the emission target for 95% of all new passenger cars is 95gCO2/km, rising to 100% 

compliance in 2021; by 2021 emissions from passenger cars will be 40% lower than the 2007 fleet 

average. Further regulations will ensure that by 2025 and 2030 the average emissions from new 

cars will be 15% and 37.5% lower respectively compared to 2021 levels. In 2017, new cars 

entering the Irish fleet emitted approximately 31% less than they did in 2007; falling from 164g to 

112gCO2/km. Unfortunately, in recent years an increase in average EU emissions from new 

passenger cars has been recorded due to the growing share of the sport utility vehicles (SUVs) and 

the overall slow market penetration of electric cars across the EU. This trend is also reflected at a 

national level in Ireland, where towards the end of 2020, the average CO2 emissions per kilometre 

increased to 114.4gCO2/km, in part due to an increasing share of SUVs in the market.   

Similarly in the van sector CO2 emission regulations will ensure that new vehicles registered in the 

EU will not emit more than an average of 147gCO2/km by 2021 (19% less than the 2012 average). 

By 2025 and 2030 the average emissions from new vans will be 15% and 31% lower respectively 

than 2021 levels. The average CO2 emissions of new vans sold in the EU in 2018 was 158g 

CO2/km, 2g/km higher than in 2017. The increase in average CO2 emissions was likely affected by 

a combination of increasing vehicle mass, engine capacity and vehicle size. In addition, the share 

of zero- and low-emission vans in 2018 remained at the same level as in 2017 (1.7 %)19. Despite 

the recent increase in average annual CO2 emissions, the average van sold in 2018 in the EU was 

12% more efficient than the average sold in 2012. It should be noted that historical CO2 emission 

 
18 Regulation (EC) 443/2009; Regulation (EU) 333/2014; Regulation (EU) 2019/631; Regulation (EU) 510/2011; and 
Regulation (EU) 253/2014. 
19 https://ec.europa.eu/clima/news/average-co2-emissions-new-light-duty-vehicles-registered-europe-increased-
2018-requiring_en 

https://ec.europa.eu/clima/news/average-co2-emissions-new-light-duty-vehicles-registered-europe-increased-2018-requiring_en
https://ec.europa.eu/clima/news/average-co2-emissions-new-light-duty-vehicles-registered-europe-increased-2018-requiring_en
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levels for cars and vans were derived from the discredited New European Driving Cycle (NEDC) 

emissions testing system which failed to reflect real world emissions performance. The NEDC test 

has subsequently been replaced by the more stringent Worldwide Harmonised Light Vehicles Test 

Procedure (WLTP). European and Irish car market data indicates that WLTP emissions values are, 

on average, 21% higher than those recorded under the NEDC test20. 

Under the emission regulations there are also specific incentives and a benchmarking system to 

encourage manufacturers to increase the production of ZLEVs. If manufacturers meet a ZLEV 

benchmark level of 15% of their production fleet by 2025, increasing to 35% for cars and 30% for 

vans by 2030, they will be rewarded with less strict CO2 targets. Collectively, the successful 

implementation of these regulations is fundamental to Ireland’s short-term transport 

decarbonisation strategy with progressive emission reductions at the fleet level on a decreasing 

trajectory up to 2030 as well as helping to increase the availability of ZLEVs to the Irish market. 

As such, the European Green Deal proposal to revise CO2 emission performance standards for cars 

and vans by June 2021 is critical. Under the Green Deal a clear pathway from 2025 onwards 

towards zero-emission mobility will be developed; through this mechanism it is probable that more 

stringent emissions thresholds will be imposed on manufacturers with a stronger focus on ZLEV 

production. 

 

Legality of Banning ICE Vehicle Sales/Imports 

The European Commission have indicated that a complete ban of the marketing, import or 

registration of new ICE vehicles in a Member State is not compatible with EU law. The Treaty of 

the Functioning European Union (TFEU) and the Maastricht Treaty ban the imposition of 

unjustified barriers (quantitative or otherwise) on the sale/import of goods lawfully marketed in 

another Member State. The treaties do not preclude bans or restrictions on imports, exports or 

goods in transit justified on grounds of public morality, public policy or public security; the 

protection of health and life of humans, animals or plants; the protection of national treasures 

possessing artistic, historic or archaeological value; or the protection of industrial and commercial 

property. The conditions under which motor vehicles can be placed on the market in the EU have 

been harmonised through the EU’s internal market competence under Article 114 TFEU; in 

principle any vehicle meeting the requirements of the Type Approval Framework under Directive 

 
20 https://www.eea.europa.eu/highlights/gap-between-real-world-and 

https://www.eea.europa.eu/highlights/gap-between-real-world-and
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2007/46/EC2 should be permitted to be sold anywhere in the EU. A national sales ban would 

prevent this. Nevertheless, TFEU does provides for the possibility for Member States to 

exceptionally derogate from fully harmonised provisions on certain grounds, including health or 

environmental, if the conditions of Article 114(5) are met. This entails notifying the Commission 

of the measure and showing that it is based on new scientific evidence relating to the protection 

of the environment or the working environment on grounds of a problem specific to that Member 

State arising after the adoption of the harmonisation measure. 

 

Green Deal: Carbon Leakage across EU borders 

The Green Deal proposes the introduction of a new carbon border adjustment mechanism, for 

selected sectors, to account for potential carbon leakage from non-EU manufacturers (where 

climate related targets at a national level may not be as ambitious as those set in the EU) selling 

into the EU. The European Commission published an inception impact assessment of the potential 

introduction of a carbon border adjustment mechanism. The mechanism would put in place a tariff 

on goods produced outside the EU where there is a lower ambition of carbon abatement. If a good 

is produced in a country where there is less emphasis on abatement of emissions, the goods will 

be taxed to account for potential carbon leakage. The carbon border adjustment mechanism would 

have to comply with WTO rules and other international trade obligations of the EU, and it would 

be an alternative to the measures that currently address the risk of carbon leakage in the EU’s ETS. 

Such a proposal could impact on the importation of ICE vehicles into the EU from such locations 

as China and the USA.  
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Annex 3 Summary of Existing Financial Incentives: 
 

There are a number of existing incentives available in Ireland to encourage the purchase of an EV. 

These incentives can be divided into three broad categories: 

1. Upfront Incentives - designed to reduce the upfront cost of purchasing an EV compared to 

an ICE alternative;  

2. Ongoing Taxation Supports - the role of taxation is arguably the most influential lever that 

the Government possesses in promoting EV uptake through its ability to both incentivise 

EVs and disincentivise ICEs; and  

3. Incentives to support the purchase of non-private EVs – which considers measures to support 

the uptake of company cars and vehicles within corporate fleets. The high turnover of 

vehicles in this sector can help increase the availability of second-hand EVs for private use. 

 

Table A.1: Summary of Upfront Incentives. 

Fiscal 

Incentive 

Description Additional Information 

Vehicle 

Registration 

Tax (VRT) 

Relief 

VRT relief is up to €5,000 for BEVs 

and up to €2,500 for PHEVs. 

The relief for BEVs will be in place 

until the end of 2021 while the 

relief for PHEVS is due to finish at 

the end of 2020. 

Purchase 

Grant Scheme 

A maximum grant of up to €5,00021 is 

available towards the purchase of a 

new BEV/PHEV2223   
 

This grant is provided upfront when 

purchasing a new BEV/PHEV. 

Charging 

Supports 

Up to €600 towards the installation 

of an EV home charger. 

Available for owners of new and 

second-hand BEV/PHEVs. 

Toll Incentive 

Regime 

Under the EV Toll Incentive Scheme 

BEVs and PHEVs qualify for 50% and 

The scheme will run until the end of 

2022 (or up to a maximum of 

 
21 The maximum grant amount for PHEVs will be halved to €2,500 from 1st July 2021. 
22 All BEV/PHEV vehicles over €20,000 are eligible for the maximum grant amount.  
23 From 1 July 2021, vehicles with a market value greater than €60,000 will no longer qualify for grant aid.  
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25% toll reductions respectively, up 

to a maximum of €500 annually.  

50,000 BEVs/PHEVs). Higher 

incentive rates apply for off-peak 

travel on the M50. 

Table A.2: Summary of Ongoing Tax Supports.  

Fiscal Incentive Description Further Information 

Motor Tax BEVs qualify for the lowest motor tax 

band available (€120 per annum). 

PHEVs qualify for lower rate of motor 

tax than most ICEs, typically €170 per 

annum24. 

Changes to motor tax rates are 

made in the context of the 

annual budgetary process. 

Fuel Excise  There are no fuel excise duties applied 

to domestic electricity consumption, 

whereas these duties represent a 

significant proportion of diesel and 

petrol prices. 

Changes to fuel excise rates are 

made in the context of the 

annual budgetary process. 

Carbon Tax Budget 2021 increased the carbon tax 

from €26 to €33.50 per tonne on both 

petrol and diesel.  

The new Programme for 

Government commits to an 

increase in carbon tax to €100 

per tonne by 2030. 

 

 

 

 

 

 

 

 
24 https://www.motortax.ie/OMT/motortaxinfotype.do 

https://www.motortax.ie/OMT/motortaxinfotype.do
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Table A.3: Summary of Incentives to Support the Purchase of Non-Private EVs. 

Fiscal Incentive Description Further Information 

Benefit-in-Kind 

(BIK) Relief  

A 0% rate of BIK applies to EVs when 

provided by an employer to an 

employee25. 

This relief can be claimed until 

the end of 2022. 

Small Public 

Service Vehicle 

(SPSV) Grant 

Scheme 

The electric SPSV Scheme offers a 

grant of up to €10,000 or €5,000 

towards a BEV or PHEV respectively 

for vehicles in the taxi, hackney or 

limousine sector. An additional €2,500 

is available to convert the vehicle to a 

wheelchair accessible model. Drivers 

scrapping older, more polluting, or high 

mileage vehicles are now eligible for 

double the normal grant if they make 

the switch to electric with €20K 

available for a new full electric or €25K 

for a wheelchair accessible new battery 

electric vehicle. 

The grant scheme has been 

extended into 2021. Vehicles 

which are over 4 years old are 

not eligible for the grant.  

Accelerated 

Capital Allowance 

(ACA) 

EVs and their recharging infrastructure 

are listed as qualifying equipment 

under the ACA scheme. 

 

Business owners, companies, 

and farmers can avail of savings 

through the ACA scheme which 

enables them to write off up to 

€24,000 in one year. 

Toll Incentive 

Regime 

Under the EV Toll Incentive Scheme 

commercial BEVs and PHEVs qualify 

for 50% and 25% toll reductions 

respectively, up to a max of €1,000 

annually. 

The scheme will run until the 

end of 2022 (or up to a 

maximum of 50,000 

BEVs/PHEVs). Higher incentive 

rates apply for off-peak travel 

on the M50. 

 

25 No change to BIK arises if the original market value of the car is €50,000 or less, or, if the car was available to the 
employee between 10 October 2017 and 9 October 2018. Where neither of these conditions applies, only a partial 
exemption is available. This is granted by reducing the OMV by €50,000 when calculating the cash equivalent for the 
car. 
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Roll out of Supporting Recharging Infrastructure  

Range anxiety remains one of the main barriers cited by potential EV purchasers; SEAI research 

shows that range anxiety is the second most common perceived barrier to EV uptake after upfront 

cost. This concern persists despite advances in battery size, increasing ranges (400km per charge 

is common for many new EVs) and the average car journey in Ireland being only 16km. Concerns 

about EV range are intrinsically linked to the availability of charging infrastructure. Therefore, 

ensuring the supply of recharging infrastructure remains ahead of demand is also a key mechanism 

in supporting the transition to EVs. An expanding EV charging network will alleviate range anxiety 

for current EV drivers as well as beginning to normalise the practice of EV charging for future 

potential EV owners. It is expected that the need for, and type of, publicly accessible EV charging 

points will evolve as battery capacity increases and driving ranges improve. 

 

A needs analysis for the level of infrastructure required to service a projected 75,000 EVs on Irish 

roads by 2022 suggests that the infrastructure projects underway/planned will meet the majority 

of fast charging needs for this level of EV penetration by 2022; the fast-charging network will be 

supplemented by on-street, domestic and location or destination chargers.  

The State supports the roll out of EV recharging infrastructure through:  

• A domestic charger grant: Since 2018, a grant of €600 has been available to support the 

installation of home chargers. The grant covers approximately 70-75% of the average 

installation cost. To date, over 7,700 installations have been supported by the grant. The 

grant is being expanded to include shared parking (e.g. in apartment blocks). 

• On-street chargers: On-street recharging is necessary for EV owners who do not have 

access to a private parking space. These rechargers also provide the opportunity for 

people to park and charge their vehicle when away from their home base. There are 

currently over 800 on-street charging points on the ESB network, supplemented by 

additional commercial chargers. In addition, The SEAI Public Charge Point Scheme 

provides funding to local authorities for the development of on-street public chargers 

primarily for local residents. The Scheme provides local authorities with a grant of up to 

€5,000 per charger to support the development of on-street public chargers. The primary 

focus of this scheme is to provide support for the installation of infrastructure that can 

facilitate owners of electric vehicles (EVs), who do not have access to a private parking 
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space but rely on parking their vehicles in public places near their homes, to charge their 

EVs.  

• Location or Destination Chargers: Charging can be provided at hotels, shopping centres, 

visitor attractions, places of employment, private car parks etc for the benefit of the 

customers and/or employees. Businesses installing these chargers can avail of accelerated 

capital allowances while some destination chargers are also eligible for grant aid under 

SEAI Better Energy Communities26. Two million euro has been allocated in 2021 to 

support the installation of destination chargers. ESB eCars have a partnership with Tesco 

Ireland (Tesco Ireland Project) to install charge points at selected Tesco locations 

throughout Ireland. To date, 52 chargers (104 charge points) have been installed. 

• Fast Chargers (50kw and above): Such chargers provide the ability to charge the majority 

of current EVs to c. 80% charge in around 20 minutes. Fast charging is considered vital to 

overcome range anxiety. There are almost 100 fast chargers in Ireland, the majority of 

which are on the ESB network.  

• SPSV (small public sector vehicle) Dedicated Chargers: The Department of Transport is 

currently undertaking an EV SPSV Charger Project which will see the installation of SPSV-

dedicated EV chargers at several key transport hubs. To date dedicated chargers have 

been installed at Dublin and Cork Airports and at train stations in Dublin (Heuston), 

Limerick (Colbert) and Cork (Kent). It is expected that a wider roll out of dedicated 

infrastructure will also take place – meaning SPSV drivers will have greater access to 

recharging facilities.  

• Building Regulations and Planning Guidance: The rollout of charging infrastructure over 

the longer term will be supported by updated Development Plan Guidelines27, guidance to 

planning authorities, amended planning exemptions for charging infrastructure and 

amendments to the Building Regulations. The LEV Taskforce also made specific 

recommendations, which the Department of Housing, Planning and Local Government are 

implementing, in relation to planning and building regulations to support the rollout of 

charging infrastructure.  

 
26 https://www.seai.ie/grants/community-grants/ 
27 https://www.housing.gov.ie/file/2307 

https://www.seai.ie/grants/community-grants/
https://www.housing.gov.ie/file/2307
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Annex 4: Review of International Experience 
Norway  

Norway is a global leader in the adoption of EVs, with BEVs representing 11.3% of the total car 

fleet in 2020 and accounting for 54.3% of new cars sold in 202028. Norway has implemented a 

series of extremely generous subsidies to achieve this penetration rate, including VAT and road 

tax exemptions as well as non-monetary benefits such as free parking and access to bus lanes. In 

addition, Norway has also invested heavily in providing a comprehensive EV charging network and 

employs strong disincentives towards ICE vehicles. The combination of subsidies for EVs and 

increased taxation on the purchase of new ICE vehicles means EVs are cheaper at the point of sale 

than equivalent ICE vehicles. The Norwegian model demonstrates that, through generous 

incentivisation, strong ICE disincentives and non-monetary benefits, a high level of EV penetration 

can be achieved. It is important to note however that, despite the very positive purchase 

environment in Norway, EVs still only account for a little over half of all new car sales. It is also 

unlikely that Ireland, like many other countries, could replicate or justify the level of investment of 

Norway’s EV policy.   

 

California 

In 2019, EVs represented approximately 1.9% of the light-duty fleet in the California.29 A significant 

driver of EV uptake is the State’s zero-emission vehicles regulation, which is operated by the 

California Air Resources Board. These regulations mandate that manufacturers must ensure that a 

certain proportion of overall sales are EVs; a credit-based market system required manufacturers 

to achieve 7% zero-emission vehicle sales in 2019. An analysis by Catteneo30 of policies for 

increasing the deployment of EVs in the US found charging infrastructure incentives, zero-

emission vehicles regulations, free high-occupancy lane access and vehicle rebates to be the most 

effective policies, respectively. In an Irish context, any analysis of such measures would have to 

take into consideration any unintended impacts on the wider transport or economic sectors. 

 

 
28 Source: Statistics Norway (https://www.ssb.no/en/transport-og-reiseliv/landtransport/statistikk/bilparken) 
29 Source: California Energy Commission (available from: https://www.energy.ca.gov/data-reports/energy-

insights/zero-emission-vehicle-and-charger-statistics) 

30 https://www.americanprogress.org/issues/green/reports/2018/06/07/451722/plug-electric-vehicle-policy/ 

https://www.ssb.no/en/transport-og-reiseliv/landtransport/statistikk/bilparken
https://www.energy.ca.gov/data-reports/energy-insights/zero-emission-vehicle-and-charger-statistics
https://www.energy.ca.gov/data-reports/energy-insights/zero-emission-vehicle-and-charger-statistics
https://www.americanprogress.org/issues/green/reports/2018/06/07/451722/plug-electric-vehicle-policy/
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Denmark 

Denmark had a high uptake of EVs supported by generous subsidies, most notably an exemption 

from the significant car registration tax. In 2016, the government announced its intention to phase 

out subsidies and sales of new EVs subsequently collapsed. This prompted the government to 

introduce a new incentive scheme. The Danish model highlights the important role that policy 

consistency plays in EV uptake.  

 

United Kingdom 

The UK second hand EV market is an important vector for vehicles entering the Irish fleet. EVs 

currently account for about 2.3% of the UK’s car fleet, with the majority of this made up of hybrid 

EVs rather than BEVs.31 Recent reforms to the grant system in the UK have led to higher BEV 

uptake lately. As Ireland is currently pursuing a more ambitious EV policy than the UK, it is possible 

that the UK’s role as a source of second hand EVs will be lessened into the future.  

 

France 

The International Transport Forum (ITF) has estimated that, under current EV policies, only 30% 

of the French national fleet will be made up of EVs by 205032. The expected slow adoption rate is 

driven primarily by non-monetary factors such as consumers’ concerns related to EV recharging 

times. This demonstrates that non-monetary elements play an important role in determining EV 

adoption rates and that, even when TCO parity is achieved, significant barriers to uptake may 

remain. 

 
31 Source: Driver and Vehicle Licensing Agency (https://www.gov.uk/government/statistical-data-sets/veh02-
licensed-cars) 
32 https://www.itf-oecd.org/understanding-consumer-vehicle-choice 

https://www.itf-oecd.org/understanding-consumer-vehicle-choice
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Figure A.1 – EV Penetration in National/State Passenger Car Fleets in 2021. Source: European 

Alternative Fuels Observatory 
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Annex 5: Potential barriers and possible solutions for prospective EV 
buyers 

 

The Behavioural Economics Unit in the SEAI has identified several potential barriers encountered 

by prospective EV buyers and suggested some possible solutions: 

Table A.4: Barriers and Proposed Solutions to EV Uptake throughout the Purchasing Process 

Stage 1: Contemplation: Not actively looking for a new vehicle, but forming opinions 

Barrier Example Proposed Solutions 

Social norms  Green licence plates 

Increased public sector fleet penetration with EVs 

Status quo bias Free test drive events 

Range anxiety Workplace charging 

Public charging point visibility 

Communications campaign around average journey lengths 

Lack of financial incentive 

 

Conditional & time-bound bus lane access 

Emissions-linked congestion charging 

 

Stage 2: Investigation: Gathering information and forming vehicle preferences 

Barrier Example Proposed Solutions 

Hyperbolic discounting 

 

Vehicle comparison tools 

Total cost of ownership labelling 

Choice overload Vehicle comparison tools 

Information problems One-stop-shop web platform 

Range anxiety Vehicle comparison tools 

Workplace charging 

Further public, private and home charging investment 

 

Stage 3: Decision: Finalising vehicle choice or deferring purchase 

Barrier Example Proposed Solutions 

Lack of dealer knowledge Dealer training & certification 



 

  Page 71 of 72 

Longer sales time for dealer Dealer training & certification 

Lack of dealer incentive Annual/monthly EV dealer awards 

Status quo bias Test drive availability at dealerships 

Hyperbolic discounting In-store total cost of ownership labelling 

In-store vehicle comparison tools 

Range anxiety In-store vehicle comparison tools 

Easily accessible map of vehicle charging points nationwide 

 


