
 

Page | 1 
 

SUBMISSION 

 
 

 
 
 

An Electric Vehicle Strategy 
for South Australia 

  
 

2 August 2019



 
 

Page 2 of 22 
 

Heavy Vehicle Regulatory 
Impact Statement 

1. Contents 
 
1. Contents ................................................................................................... 2 

2. Executive Summary .................................................................................. 3 

3. Recommendation ...................................................................................... 8 

4. Barriers to the development of a strategy ................................................. 9 

5. Next Steps .............................................................................................. 19 

6. Glossary ................................................................................................. 19 

7. About Us ................................................................................................. 19 

8. Submission Contact ................................................................................ 22 

 
  



 
 

Page 3 of 22 
 

2. Executive Summary 
 
The South Australian Department of Energy and Mining’s Discussion Paper 
seeks industry views as to the challenges and opportunities presented by the 
rapid emergence of electric vehicles. 
 
MTA-SA has responded to the Discussion Paper by engaging our extensive 
and strong membership base. The extent of this consultation reflects the 
significance of the automotive future state issues at stake. It also recognises 
the need to consider the unique role each automotive industry sector has to 
play, as the transition away from Internal Combustion Engines (ICE) gathers 
pace.  
 
The key features of the adopted engagement approach included: 
 

• Facilitation of a collaborative workshop between: 
o The Low Carbon Industry Development unit of the Department 

of Energy and Mining  
o MTA members representing the dealership, service station, 

collision repair, mechanical repair, advanced manufacture, and 
towing sector of the automotive industry 

o The Australian Electric Vehicle Association  
o The Department of Planning, Transport and Infrastructure  
o MTA electric vehicle specialist training staff  

• Detailed written responses to MTA-SA’s request for member input 
• Face to face and phone interviews with MTA members from across the 

State.  
 

This submission brings together the views of more than 50 individuals and 
dozens of automotive businesses, representing the full spectrum of 
stakeholders in the automotive sector who are likely to be affected, in some 
way, by the transition to an electric vehicle car parc. 
 
Our consultation has sought input from automotive businesses of varying 
sizes and types, from regional and metropolitan locations, the VET sector, 
and consumers. This approach sought to produce a balanced policy position 
for consideration by government. 
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Should South Australia have an Electric Vehicle Strategy? 
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Government, both state and federal, must provide policy and regulatory 
certainty if transitional, and long-term, capital investments are to be made by 
the domestic automotive industry in both built and human resourcing.  
 
This investment is critical in facilitating the deployment and operation of post-
ICE vehicles.  
 
We note that projections for global investment in electric vehicle technology 
research and development estimate the total R&D spend to exceed  
US$300 billion before 2030.1 
 
However, this investment is being directed in an uncoordinated and inefficient 
way across the vehicle-manufacturing sector, with very little committed to 
downstream sectors. One of the results of this uncoordinated research and 
development approach is the absence of a technology preference for future 
vehicles. Consequential decisions such as the design of the legislative and 
regulatory framework for widespread electric vehicles use, the nature and 
technical specifications for refuelling infrastructure, workforce attraction and 
development strategies, workshop safety design, business model design and 
enterprise level regulation, and the financing required to implement such 
decisions remain unresolved, reflecting the sovereign risk that is holding back 
investment.  
 

                                            
1 Exclusive: VW, China spearhead $300 billion global drive to electrify cars, Reuters News 

Agency, Paul Lienert, Norihiko Shirouzu, Edward Taylor, January 2019 
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Whilst fully electric vehicles appear to have the highest profile of the low 
carbon technologies on the market, there are also both minor and major 
variations in powertrain technology, such as: 

• electrified vehicles,  
• petrol hybrid  
• hydrogen hybrid  
• Hydrogen is rapidly advancing.  

 
It is not difficult to see a technology in its development infancy, such as 
Hydrogen Hybrid, emerge as consumers’ preferred vehicle.  
 
It may well prove to be superior in terms of performance as well as capital 
cost requirements.  
 
If we consider the requirements of strictly electric vehicles, they are 
sufficiently unclear to prevent any greater investment than pilot program and 
test site scale funding. 
 

Uncertainty has implications for the deployment of electric vehicles if 
investment decisions by the automotive retail, service and repair sector are 
held back about: 

• workshop equipment 
• workforce composition  
• business sustainability 
• appropriate education and skill levels  
• Connective infrastructure 

 
 It is also unclear who should, and who will, pay for these requirements.  
 
There is also some question as to the ability of a relatively small jurisdiction, 
such as South Australia, to influence the global strategies of vehicle 
manufacturers, the policy settings of the US, EU and China and the appetite 
of the Federal Government for such a policy.  
 
None the less, a State based strategy that recognises these complexities will 
serve as a critical baseline of the fundamental benchmarks that need to be 
met before the widespread adoption of non-ICE technology can be confidently 
achieved.  
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3. Recommendation 
 
The Motor Trade Association of South Australia recommends that the State 
Government bring stakeholders from the EV industry and automotive industry 
together as the first step in developing an Industry Plan for the adoption and 
deployment of Next Generation Vehicles. 
 
The Plan would identify scenarios and assess their relative likelihood, and 
make informed recommendations to industry regarding its task and timelines 
during the transition period.  
 
The working group should be the basis for a steering committee that is able to 
make annual adjustments to the plan and report those back to industry and 
government. 
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4. Barriers to the development of a strategy 
 
The automotive industry is aware of and cautiously positive towards transition 
to electric vehicles or any other technology, as well as other low carbon 
energy sources in principle. Their caution stems from a lack of information 
rather than a lack of motivation  
 
However, industry has also expressed serious reservations that consumers 
and businesses can transition to such technology successfully, without 
substantial regulatory reform and public investment, particularly during the 
transition phase. We have linked our response to the six themes contained in 
the Discussion Paper. While we have not followed the survey response 
template, MTA-SA views have been categorised in the following ways: 
 
Figure 1 Barrier Categories and Definitions 

 

Core Barriers 
 

• Global or National Scale
• Strategic in nature
• Fundamental to other concerns
• Requires coordinated action

Core 
Barriers

• Related to how the EV transition will impact upon businesses of 
all sizes

• Need to be addressed at a State or Federal level
• Will have significant productivity and sustainability impacts

Enterprise 
Barriers

• Relate to long standing regulatory impases that already impact 
the autmotive sector and will be further comoplicatyed and 
intensified by EVs.

Legacy 
Barriers
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Development Silos 
 
The highly automated manufacturing process used to produce Tesla’s Model 
3 ended in disaster, just as General Motor’s attempt to do the same in the 
1980’s did. Each of the manufacturers had found that the efficiencies that 
were to be gained from automation of the assembly line were overstated, and 
had in fact led to the creation of new, and more expensive, in efficiencies.  
 
The result in both cases was the termination of the automation program, and 
the re-introduction of more humans in the decision making process.2  
                                            
2 Experts say Tesla has repeated car industry mistakes from the 1980s,  ars Technica, 
Timothy B. Lee, 4/22/18 
 

Development Silos

•OEMs each 
developing their own 
technology,  delivery 
schedules and 
implementation 
timetables

•This is not shared in 
detail with 
Government, 
Franchisees, or the 
independent sector

•Assumptions being 
made that "someone 
else" is preparing for 
transition

Technology 
Uncertainty

•Several technology 
outcomes may prove 
superior to fully 
electric

• Hydrogen is 
increasingly seen a  
equally beneficial, 
particularly when 
combined with hybrid 
technology

•Hybrids, either petrol 
or hydrogen, have 
strong appeal to 
Australian 
consumers

Regulatory Settings

•Governments 
reluctant to regulate

• Uncertainty, which 
prevents governent 
adopting a preferred 
position also holding 
back private sector 
decision making

•Knowledge gap 
between EV 
innovators and 
exisiting autmotive 
industry 
exacerbating 
"someone else" 
assumptions, leaving 
significant 
implementation 
issues unaddressed

Policy Co-
development

•EV readiness and 
Autonomous 
readiness being 
addressed 
interchangeably

•This is clouding 
expectations and 
slowing decision 
making

•Unclear how 
regulation of AV and 
EV will affect ICE 
industry, and 
apprently not visible 
to other stakeholders

Related Discussion Paper Theme/s 
• Strengthening the local market 
• Raising awareness 
• Supporting policy and regulation 

https://arstechnica.com/cars/2018/04/experts-say-tesla-has-repeated-car-industry-mistakes-from-the-1980s/
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The failure of Tesla to engage with and learn from the automotive industry is a 
particularly clear example of the risks of having automotive and EV develop 
parallel to each other. Using the above example, the cost of designing and 
building its ‘advanced automation’ manufacturing process was approximately 
US $2.5 billion in 20163, for a process that was abandoned less than 18 
months later. Government must take a leadership role in bringing together the 
various stakeholders to facilitate knowledge exchanges and information 
sharing if we are to avoid commensurate levels of waste, inefficiency and lost 
productivity. 
 

Technology Insecurity 
 
We have been informed that OEMs have detailed development plans for the 
roll out of next generation power trains, including electric vehicle. 
 
During the course of our discussions, we have identified further silos in 
relation to the plans of OEMS that may have material impacts on public 
expenditures for infrastructure and implications for regulation.  
 
Understandably, OEMs are disposed towards maintaining the security of their 
Intellectual Property as they undertake significant development investments 
based on a nominal return on investment. . 
 
The MTA’s working group discussions has also made clear that the outcome 
of the technology contest is a key factor in the timing and scale of the 
investment the domestic industry is prepared to undertake. 
 
For instance, hybrid vehicles are likely to cause only minimal disruption. The 
need for resupply to the vehicle will most likely be done through refurbishment 
of existing service stations facilities.  
 
However the implications of a fully electric vehicle would be the ongoing 
maintenance of the existing resupply network, until ICE vehicle are sufficiently 
low that the network can be shut down. Alongside this would be the massive 
and rapid investment in recharging infrastructure, which would likely require 
more locations to ensure that battery range limitations can be accommodated. 
 
The difference in public investment required between a hybrid and fully 
electric outcome would be in the order of billions. Hydrogen is increasingly 
considered suitable for adaption within existing service station locations, with 

                                            
3 Tesla Fourth Quarter & Full Year 2016 Update, Tesla, SEC Filing  
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costs borne privately by the operators.4 A fully electric outcome would have 
an infrastructure public capital requirement of at least $3.2 billion.5 This figure 
does not take into account associated additional energy generation and 
transmission expenditures that would likely be required. 
 

Regulatory and Policy Impacts 
 
The lack of clarity around the future direction of next generation vehicle  
powertrains, and the potential crossover impacts upon development of fully 
automated or autonomous technology, causes government at all levels to be 
cautious in prescribing regulatory guidance over its usage.  
 
It is a classic ‘chicken or the egg’ scenario, whereby the development of 
technology is fragmented because there is no policy mandate to follow. 
Equally, government can effectively mandate regulations with respect to a 
technology that has not been fully developed yet.  
 
  

                                            
4 National Hydrogen Strategy, COAG Energy Council, 2019. 
5 Recharging the economy: The economic impact of accelerating electric vehicle adoption, 
EVC, NRMA, PwC and St Baker Energy Innovation Fund, p 4 
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Enterprise Barriers 
 

 
 
 

          
  

Consumer 
Preference

•Established  EV 
markets the result of 
legislated end dates 
for ICE, consumer 
subsidises, or 
regulatory 
obselecence. 

•No equivalent in 
Australia, so low 
market penetration

•Purchasing decisions 
made on price, 
earliest EV price 
parity projections are 
mid 2020s. 

•EV Model choice 
limited in most 
popular market 
segments eg SUVs. 

Recharge Station 
Cost / Reliability

•Electrcity output  
unstable, with high 
peak load costs

•Concerns over 
impact reliabliliy and 
cost when 50% of 
carparc drawing 
charge for up to 8 
hours

•Renewables relliance 
means peak usage 
and peak generation 
occur at different 
times .

•Who is funding the  
extra capacity 
needed?

•Charging network 
deployment not 
integrated with EV 
uptake projections

•Energy security -
public or private 
sector leadership?

Workforce

•EV sector needs auto 
skills, and vice versa

•Training packages 
can't reflect 
technology until we 
know the dominant 
powertrain.. 

•Significant structural 
job losses in some 
sectors but overall 
skills shortages to 
remain and 
composition chnage. 

•Can be partially 
offset through 
integrated reskilling

Commercial 
Sustainability

•Cost shifting onto 
dealerships and 
repairers through 
contracts during 
transition

•Powertrain outcome 
will impact resupply 
netwrok investment. 

•OEM / Consumer 
direct sales channel 
will damage EV 
uptake due to lack of 
customer support at 
point of sale

•Knowledge gap 
between industries 
assumes planning 
undertaken by 
"someone else".

Related Discussion Paper Theme/s 
• Charging and refuelling infrastructure 
• Managing impacts to electricity supply 
• Capturing industry development opportunities 
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Consumer Preferences 
 
MTA members identified than in markets where EV deployment had occurred 
faster and to higher degrees, there was heavy subsidisation of the purchasing 
cost of the vehicles. This occurred either through direct government support 
during the manufacture of the vehicles, or indirectly through incentive 
payments to consumer to purchase EVs. 
 
Whilst consumer preferences and decision drivers are the result of a 
combination of factors, research by Copenhagen Business School following 
the introduction of EV in Scandinavia strongly suggests two important 
learnings: 
 

• Norway is atypical of the EV deployment experience, as leading 
consumer decision drivers in that market were social factors such as 
the availability of parking, free parking and ability to use bus only lanes. 
In the countries surveyed, decision making was much more aligned to 
the Australian experience thus far – that price is the single most 
important factor. 

• Direct upfront and visible financial support is essential if EV growth is to 
occur, but that same subsidy is also perceived as proof of their inherent 
unsuitability and therefore consumers judge EVs negatively. 
 

Additional research undertaken by the Australian Government last year 
supports the international findings, stating“...financial incentives, and 
particularly reductions in up-front purchase costs, are the incentives that 
impact most strongly on PEV purchase decisions…”6 
 
In addition, typically, these subsidies are reinforced by additional measures 
such as mandatory quotas for EV purchases by government fleets, increasing 
emissions reductions targets, and legislating for the outright ban of ICE 
vehicles.7  
 
Crucially, this has not been the approach adopted by Australian 
Governments. Of the three broad policy responses that could have been 
utilised, Australian Governments have tended to favour more passive 
assistance directed towards some level of Research and Development, as 
well as low-level pilot projects.  Direct and visible subsidies and regulatory 
obsolescence of ICE have so far not seen as suitable policy options.   
 
 

                                            
6 Australian Electric Vehicle Market Study, ENERGEIA, May 2018, p 2 
7 Survey of Global Activity to Phase Out Internal Combustion Engine Vehicles, Centre for 
Climate Protection, Isabella Burch and Jock Gilchrist, 2018. 

https://studenttheses.cbs.dk/bitstream/handle/10417/4329/nadine_bessenbach_og_sebastian_wallrapp.pdf
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Recharge Station Cost/ Reliability 
 
The decade long climate and energy policy impasse has left a indelible 
impression on the public’s sentiment towards settling on a technology that 
places all the South Australia’s economic ‘eggs’ into the electricity basket. 
This hesitancy is heighten by our recent experience where almost the entire 
State was without power for a substantial period of time in November 2016 – 
thankfully at a time when transport network has greater diversity in terms of 
powertrains.  
 
Discussions around energy demand are inexorably linked in the discussion 
around recharging infrastructure. MTA members made the point that many of 
the questions being asked through the consultation, and globally, are difficult 
to answer because it depends upon charging network design. 
 
Linked to this were questions around who would be responsible for the 
provision of this infrastructure, with an apparent government expectation that 
equity markets will facilitate loans for this build, which would be undertaken by 
the private sector.  
 
Member consensus was that government has a key role in the provision of 
public infrastructure for charging stations, regardless of where they may be 
located and, even where it is administered by private operators.  
 
This is analogous to toll roads and Public-Private-Partnerships. In those 
examples, government is the catalyst for the specific services or 
infrastructure. While it does not have an operational role, government is often 
a major customer or user of the service or piece of infrastructure. In this way, 
road network construction is a useful guide when considering how recharging 
networks may be constructed, in that there are numerous funding and 
operational models that independently meet market needs, but also 
complement each other through a mix of private, public/private, and public 
ownership structures, each having their own allocations between stakeholders 
regarding who will build, maintain and finance the network.  
 
Similar mixed models may provide the most efficient method of rapidly 
building up the recharging network, but only after it is clear what is needed 
depending on powertrain preferences. 
  
Members agreed that further clarity and financial assistance would be needed 
if government wanted the private sector to take on that risk of high capital 
costs and low volume market. 
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Workforce 
 
Workforce impacts are considered to be unfavourable by current automotive 
businesses for a number of reasons discussed below. However, when 
thinking about how the nature of the work of the future will change, it is useful 
to consider that the number of moving parts in an ICE car is approximately 
600% higher than for EVs, but semi-conductor content of EV is up to 10 times 
larger than ICE cars8.  While employment levels will be affected by EV 
growth, so will skill levels and training requirements.  
 
The following table highlights key workforce observations by Members and 
possible mitigation: 
 

Concern Mitigation 
Labour shortages are already 
severe, with relative skill levels and 
education requirements lower than 
what is anticipated for EV, to some 
extent, and automated vehicles in 
particular, with comparatively more 
complex, IT and data technology 
driven skills sets. 

Skill shortages may actually reduce 
if EVs are adopted due to lower 
maintenance and servicing needs. In 
addition, while EV businesses face 
their own skill shortages, the greater 
integration of these currently 
impendent workforces could allow 
from cross skilling that reduces 
shortages.  

Reductions in vehicle maintenance 
spending arising from less wear and 
tear and fewer mechanical failures 
mean less employment of 
mechanics and technicians.   
 

Major reskilling and retraining 
exercise is needed, however it is not 
clear what it should look like or how 
urgent it is, remembering that the 
technology is undetermined.  

The apparent skills needed for EVs 
are fundamentally different from ICE. 

School curriculum will likely need to 
prepare tomorrow’s workforce to 
have skills related to hand tools and 
programming, and increase literacy 
and numeracy standards. Whether 
this implies a need for university 
studies is unclear.  

Commercial Sustainability 
 
The sustainability of both current and future state businesses rests heavily on 
the resolution of a number of regulatory issues that have been at issue for 
many years. This submission does not plan to into great detail on each of 
them, but it does stipulate the leading issues that need to be dealt with if EVs 
are to enter the market as expected.  
                                            
8 Impact of electrically chargeable vehicles on jobs and growth in the EU,  
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These issues, and an example of their impact on EVs based on current 
automotive experience is as follows: 
 
Issue Example Question for Regulator 
Australian Consumer 
Law 

EV Battery only travels 
for 150km before 
needing recharge 
instead of OEM 
specified and 
dealership marketed 
240km, leaving the EV 
consumer stranded for 
several hours by the 
roadside.  

Do consumer 
guarantees apply to the 
battery? 
 
If so, who is liable – the 
dealership for quality or 
the dealership for 
misrepresentation? 
 
How these rights would 
be enforced under a 
direct sales model 
where the OEM has no 
physical presence in 
country.  

Access to repair and 
servicing information. 

An EV is hit by a tree 
branch during a storm 
and needs to have a 
body panel replaced. 
This requires 
disconnecting the 
battery to deactivate 
sensors in the panel. 
The OEM does refuse 
to supply diagnostic 
codes to the repairer 
because he has not 
taken their EV training 
course, even though he 
is a fully qualified 
mechanic. This means 
he is unable to even 
drive it out of his 
workshop, let along 
return it to the 
customer. 

Does the repairer, who 
is not touching the 
engine control unit, 
have a right to the 
codes so he can move 
and return it to the 
customer? 
 
Does the consumer 
have that right? 
 
Is the OEM simply 
protecting its intellectual 
property?  
 
Will dealerships have to 
undertake crash repairs 
simply because they 
have access the BEV 
training? 

Code of Conduct for 
Insurer’s conduct in 
crash repair sector. 

An Insurer assesses a 
vehicle repair method 
and considers the parts 
to be used are 
excessively priced and 
that non-OEM 
components can be 
fitted and the repair 
method be shortened, 
against the advice of 

Do Insurers have the 
right to dictate a repair 
method that is different 
from that prescribe by 
the OEM? 
 
Who assumes liability if 
the subsequent repair is 
faulty? 
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the crash repairer who 
has insisted he should 
use the approved OEM 
parts and methods.  

If the crash repairer is 
under contract to both 
the OEM, because the 
repairers have 
undertaken their 
training, and the 
insurers, when they are 
in fundamental conflict, 
what should the crash 
repairer do? 
 
 
 

Franchise Agreements An OEM develops a 
marketing strategy to 
promote the uptake of 
EVs in a given region.  
 
The region is very rural, 
with sparse population 
density, and minimal 
recharging capacity. 
To dispel some myths 
about range, the 
strategy calls for the 
installation of 
recharging units at a 
dealership, the use of 
which will be 100% free 
for customers, and 
anyone wanting a test-
drive.   
 
The dealership, a 
franchise of the OEM, 
is required to pay for all 
the installation costs, 
operating costs, as has 
additional staff training 
to be able to deliver this 
promotion, all of which 
is not negotiable under 
the Franchise 
Agreement.  
 
Also not negotiable is 
the need to hold 35% 
more of the poorer 
selling, urban designed 
EV stock, in a remote 

What distribution 
channels can be used 
by new entrant OEMs? 
 
Would new entrant 
OEM be allowed to 
impose unfair contract 
terms on potential 
dealerships? 
 
Would doing so 
significantly impact 
projected EV uptake in 
the medium term? 
 
Do the prospect of 
selling low numbers of 
vehicles with minimal 
repair and servicing 
costs make sense to a 
dealership if it is 
required to absorb so 
may additional costs 
because of the 
agreement? 
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rural district where utes 
are all that sells. 

 
 
 
While these are not new concerns in the automotive industry, they are likely 
totally foreign to EV new entrants, who seemingly believe that the automotive 
industry stops at the assembly plant gate.  
 
One of the main barriers to EV uptake is the lack of support for the vehicle on 
the road, especially over large distances and in regional settings.   
 

5. Next Steps 
 
The MTA is available to provide further information in relation to this 
submission and to clarify any aspect of it.  
 
This includes meeting with agency representatives and facilitating further 
consultations with industry on proposed changes.  

6. Glossary 

7. About Us 
 
The Motor Trade Association of South Australia is the only employer 
organisation representing the interests of automotive retail, service and repair 
businesses in the state. 

The MTA Training and Employment Centre comprises of both our Registered 
Training and Group Training Organisations. It is the automotive industry’s 
training provider of choice and is the largest employer of automotive 
apprentices in South Australia. 
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8. Submission Contact 
 
For further information relating to this submission please contact: 
 
Nathan Groves 
Industry Engagement Specialist 
ngroves@mtaofsa.com.au 
08 8291 2000  

mailto:ngroves@mtaofsa.com.au
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