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[bookmark: _Toc1035577]ABSTRACT:
The ecological use of plug-in hybrid features refers to the actual process of using the vehicle as it was intended. It includes both the initial consumption decision of selecting ecologically friendlier plug-in hybrid electric vehicle, or PHEV, as the fringe benefit vehicle instead of a traditional combustion engine counterpart, and the actual process of using the said vehicle. Fringe benefit vehicle refers to a vehicle that is being operated by the end user, meaning the person that has received a vehicle under leasing contract either from a company that is providing its services for the employer of the end user or directly from the employer itself. 

Despite the consumers have already selected to use PHEVs as their selected fringe benefit vehicle, it is far from assuring that they will be used as intended. This study focuses on finding out the motives of users driving company cars that have no economical or ecological responsibility over their vehicles and seeks to find why would they act ethically in the using process. In order to achieve results suitable for the research, a supportive research question was implied to study current users, in which 230 vehicles fuel consumption data was studied quantitatively, followed by three qualitative interviews among Finnish fringe benefit vehicle users and leasing company representative that were conducted in order to understand the current motives and tools that they have in use in order to use the vehicles as sustainably as possible. The data from the interviews was reflected to propositions made based on theoretical background in order to categorize the behavior of the users.

The findings indicate that lack of awareness is among the largest contributors of the current unethical operation of PHEV fringe benefit vehicles, as the leasing companies, the employers and the end users are unaware of the tools they can get in order to achieve better consumption figures in order to behave more ethically and ecologically. 

This study contributes to the fairly unresearched field of PHEVs and how to improve the consumption values of Finnish fringe benefit vehicles, as the cumulative emission values of traffic are increasing annually in Finland. Finally, the research attempts to give a glimpse of understanding to a situation, where the consumer is not bound to do the right thing but can do so without any personal loss.

	KEYWORDS: ethical sustainability; consumer motivation; fringe benefit vehicle; ethical consumption




	VAASAN YLIOPISTO
Markkinoinnin ja viestinnän yksikko, Johtamisen yksikkö

	Tekijä:
	Mikko Salusjärvi

	Tutkielman nimi:
	Plug-In Hybridien ominaisuuksien ekologinen käyttö suomalaisissa työsuhdeajoneuvoissa

	Tutkinto:
	Kauppatieteiden maisteri

	Oppiaine:
	Kansainvälisen liiketoiminnan maisteriohjelma

	Työn ohjaaja:
	Olivier Wurtz

	Vuosi:
	2022
	Sivumäärä:
	78


ABSTRACT:
Plug-in hybridien ekologisella käytöllä viitataan ajoneuvon kokonaisvaltaiseen ja tarkoituksenmukaiseen käyttöön. Se sisältää sekä ensisijaisen kulutuspäätöksen, joka tehdään valitessa työsuhde ajoneuvoksi plug-in hybrid -ajoneuvo (lyh. PHEV) tavallisen polttomoottoriajoneuvon sijasta, sekä sen toteutuneen käytön. Työsuhdeajoneuvolla tarkoitetaan tässä tutkimuksessa autoa, jonka käyttäjä on saanut työsuhde-etuna joko suoraan työnantajalta, tai sitten leasing-yritykseltä, joka tuottaa palvelua työnantajalle.

Ensisijaisesta kulutuspäätöksestä huolimatta ei ole varmaa, että työntekijät käyttäisivät ajoneuvoja niiden tarkoituksen mukaisesti. Tämä tutkimus keskittyy selvittämään käyttäjien motivaatiota ekologiseen ja eettiseen toimintaan, vaikka heillä ei olisikaan taloudellista tai ekologista vastuuta heidän ajoneuvonsa käytöstä. Saavuttaakseen sopivia tuloksia, tutkimukseen lisättiin tukeva tutkimuskysymys, jossa 230 työsuhdeajoneuvoa ja niiden polttoaineen kulutusta tutkittiin kvantitatiivisesti. Tätä seurasi kolme kvalitatiivista haastattelua, johon osallistui työsuhdeajoneuvonkäyttäjiä, sekä leasing-yrityksen edustaja. Haastattelujen tehtävänä oli kartoittaa nykyisiä motivaattoreita ja työkaluja työsuhdeajoneuvon kestävään käyttöön. Haastatteludataa verrattiin ehdotuksiin, jotka koottiin teoreettisen tutkimuksen avulla, jotta motiivit pystyttiin kategorisoimaan.

Tutkimuksen tulokset indikoivat, että tietoisuuden puute oli yksi suurimmista yksittäisistä tekijöistä, joka johti ajoneuvojen epäekologiseen käyttöön, sillä epätietoisuutta löytyy kaikilta kolmelta taholta. Tutkimus osoittaa, että sekä käyttäjien, työnantajien, että leasing-yritysten joukossa on epätietoisuutta siitä, että millaisia työkaluja käyttäjät ovat oikeutettuja saamaan ja käyttämään ajoneuvonsa leasing-aikana saavuttaakseen eettisempää ja ekologisempaa työsuhdeautoilua.

Tämän tutkimuksen tulokset edistävät ymmärrystä plug-in hybridien käyttöstä Suomessa, sekä työsuhdeajoneuvojen polttoaineen kulutuslukemien kohentamisesta tilanteessa, jossa liikennepäästöt kasvavat vuosittaisella tasolla. Lisäksi, tutkimus pyrkii antamaan ymmärrystä kulutustilanteisiin, joissa kuluttajalla ei ole eettistä vastuuta tehdä kestävää kulutuspäätöstä, mutta mahdollisuudet toimia kestävästi.
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[bookmark: _Toc109674704]INTRODUCTION
In this thesis, company cars, more specifically, plug-in hybrids vehicles are getting studied and the user attitudes towards them. In the current world, there are five main power sources for vehicles that are seen on the roads. The sources of power can be divided into fossil fuels and other sources. In the fossil fuel section, it is possible to power a vehicle with diesel or gasoline, while within the category of other power sources there are options, such as electricity, biogas, and ethanol, and finally, the most niche option, hydrogen. Certainly, there are other options that are under development, such as magnesium paste (Yartys et al., 2019), or in contrast, options that were discarded due to inefficiency, such as wood gas. The variety becomes even more complex when hybrids – vehicles with multiple options as their power source – are introduced. Commonly a hybrid uses a battery charged either externally, or by the combustion engine to extend the efficiency and working range of the vehicle (Mi & Masrur, 2017).  

The technological aspect of vehicular technology is then reflected in the theory of ethical consumption in an effort to understand why the users have selected the Plug-In Hybrid Vehicle (PHEV) and are the users using the vehicles ethically. This is being done to seek understanding of the current state of motivation or lack thereof regarding the proper use of vehicles, as currently there are no legal or commonly used motivators or consequences related to the unecological use of the PHEVs, whereas the motivators towards selecting ecological vehicles as the fringe benefit vehicles already do exist. Furthermore, this research includes legislative restrictions currently binding the users and the employees regarding the charging of the vehicles and the limitations related to it.  

In a perfect world, at least according to the current trends and knowledge, people with electric vehicles or plug-in hybrids could go to work, plug in their vehicles into chargers during the workdays and leave with fully charged car back home, where they would once again make sure that their vehicle is charged for all their needs related to private transportation, thus, becoming more ecologically friendly and ethical users of their vehicles. This is not assumed to be currently the case and this paper attempts to find the motivations and the motivators for charging and the ecological use of the fringe benefit vehicles to become a more widespread practice and the electricity to become the main source of power for the end users to be operating their vehicles with.

[bookmark: _Toc109674705]Background of the study
A study conducted in Sweden by Engström et al (2018), shows, that people with fringe benefit vehicles are more positive towards vehicles with more ecological powertrains, such as electric vehicles (EV), plug-in hybrid electric vehicles (PHEV), hybrid electric vehicles (HEV), and bi-fuel cars with biogas or compressed natural gas (CNG). Thus, this could be a significant indicator that it would be justifiable to alter the availability of non-traditional powertrain vehicles on the used car market, which in turn could help to create a trend also among private users too to consider an ecologically friendly vehicle. According to the same study, the most important characteristics of a new car for the buyer were operating costs, range, and safety. This creates a disadvantage for most ecological vehicles, as they are perceived to have higher maintenance costs due to the battery system, lower range due to the limitations of technology, and lower scores on safety, as the increased load created by the battery packs found in the vehicle, create more force on the impact. Even as this belief is justified by the facts listed, there have been several tests conducted by various entities, such as the Insurance Institute for Highway Safety (IIHS, 2021) regarding safety, and Consumer Reports (Preston, 2021) regarding the maintenance and upkeep costs of vehicles with either Electric or Hybrid powertrain. 
 
To simplify the matter and the complex information related to the different power sources and drivetrains of the vehicles, this thesis focuses on the issues related, specifically to plug-in hybrid vehicles (later cited as PHEVs). A PHEV differs from a vehicle with a traditional combustion engine with a set of certain technical features. According to the U.S. Department of Energy (n.d.), for a vehicle to fit the definition of PHEV, the powertrain must have two different power sources. One of them should be a battery-driven electric drivetrain and the other is commonly either a gasoline- or a diesel-powered combustion engine, as it is illustrated in the picture below (Figure 1). According to the European Environment Agency (2016), for a vehicle to be rated as a PHEV, it also must be able to cover a range of 40 kilometers purely by using battery power. To meet this demand, most of the car manufacturers have also implemented systems that gather the excess mechanical force needed for braking to charge up the vehicle’s driving battery.  
 
[image: ] 
[bookmark: _Toc109674639]Figure 1 an illustration of technical requirements for PHEV (EEA, 2016)


[bookmark: _Toc109674706]Research problem and research questions
The dilemma of the subject is: As of now, there is no legislation or any requirements for the users of hybrid vehicles to use them ecologically. To clarify this with a concrete example, if the plug-in hybrid vehicle is not charged in the charging station, it is driven purely by the combustion engine, therefore making it less efficient than a normal gasoline-powered equivalent, as it carries the extra weight caused by the batteries and the equipment necessary to supply the capabilities for charging and electric mobility (de Prez, 2019). This enables the workers to abuse the fringe benefit vehicle system in Finland of having a vehicle with features for ecologically friendlier use, but no motivation to use these, as the employees are not rewarded for using them nor are there any consequences on misuse of the vehicle. From the employee’s perspective, it may not be feasible to make an extra effort to charge your vehicle while it is stationary, as you can fill your vehicle with traditional gasoline in a matter of minutes rather than being stuck with a cord for an hour or so. Finally, the use of charging posts in public places may not be that feasible for the employer, as their pricing varies through the service providers and may not always be significantly cheaper in comparison to gasoline, if at all. These issues working against genuinely eco-friendly usage of PHEVs lead to the main research question of this study: 

What are the current motives for an employee to use their fringe benefit PHEV as ecologically as possible?  
 
To understand the current trends of fringe benefit vehicle use, it is also critical to analyze the current data of the existing use. Therefore, a supporting research question for this paper is:  
 
How ecologically responsible is the current use of fringe benefit vehicles in Finland? 


In addition to this research question, it would be beneficial to gain some further knowledge on how to motivate both companies and employees to choose an ecologically friendly option for their company car or as fringe benefit vehicles. Therefore, it is justified to ask what factors are affecting the choice of the company car and what changes could influence choices in a more ecological direction. To gain such information, some expert opinions may be needed to extend the understanding of the current motivators on a broader spectrum. 

[bookmark: _Toc109674707]Key concepts of the study
To grasp a full understanding of the subjects covered in this study, some of the key concepts need to be presented and thoroughly understood.  

PHEV – Plug-In Hybrid Electric Vehicle. A vehicle with two drivetrains, of which the primary one is run by combustion engine, fueled with either gasoline or diesel and the secondary, electric engine which is run by electricity, either charged from charging station or from the operation of the said vehicle.

WLTP - Worldwide Light duty vehicle Test Procedure is a standardized test procedure that is taken by all vehicles entering European markets. It was introduced in 2017 to replace the New European Driving Cycle (NEDC) test to create more comparable emission results regarding the real-world conditions and to extend the standard of consumption to the global level. Without a certificate a vehicle is not allowed to enter the market, as it works as a basis for national emission taxes and ranks the vehicles in certain international emission classes. (Tsiakmakis et al, 2017)  

Ethical Consumption – theoretically comparative to ethical behavior. A field of study with several preferred definitions. Ethics is one of the key factors in modern purchase decisions. It is part of all decisions made by people in their everyday life. The need or decision to consume acts as a cause and there are direct and indirect effects due to the consumption, such as in the context of vehicles, burning fossil fuels or causing pollution. Cooper-Martin and Holbrook (1993, p. 113) define ethical consumer behavior as “decision-making, purchases and other consumption experiences that are affected by the consumer’s ethical concerns”. 

[bookmark: _Toc109674708]Delimitations
This study concentrates on users of PHEV vehicles as they are currently the most practical option for a fringe benefit vehicle user due to them having two different power sources. EVs do not have the capability to be used with traditional fuels and therefore may suffer in longer distances and active hybrids, including mild hybrids (MHEVs), do not have a charging opportunity making them passively charge and therefore unbound to the user’s charging capabilities. Furthermore, newly popularized mild hybrids, or MHEVs, are not established enough to be considered as a practical possibility for a PHEV as the electric drivetrain is designed to support driving rather than individually power the vehicle.  
 
Additionally, the laws regarding both PHEVs and fringe benefit vehicles vary from country to another. Therefore, it is significantly easier from both data and legislative perspective to focus on a single country at a time. Due to the standardization of the data, this study is conducted in Finland and the data used in it has been collected also among Finnish fringe benefit vehicle users. It would be beneficial to expand the study over the national borders, but due to the scarcity of resources and time it is not possible for this study. Nevertheless, the results of this study can be used to reflect in the countries with similar fringe benefit vehicle systems as in Finland. Additionally, due to Finland being in the northern hemisphere and most of the year under cold climate, which shows difficulties towards EVs efficiency (Olsen, 2019), it is feasible to standardize the climate of the users to standardize the said hardships.  

Furthermore, due to the limitations of accruing data regarding the use of PHEVs in the private sector, it cannot be used as a comparison or a set example while analyzing the use of the fringe benefit vehicles. This could have proven useful to show that the motivation to use vehicles more ecologically decreases when the PHEV is a fringe benefit vehicle rather than an owned vehicle. Instead, the study will focus on comparing the models and their consumption data to the manufacturer's stated emission numbers. It is certain that in all conditions it is not possible to achieve the WLTP consumption of the vehicle, but it can be used as a guideline to express the trend of the consumption. 

Additionally, it is important to note that due to the standardization of the motivation it is critical to analyze only vehicles that are used as company cars rather than operating benefit vehicles as the stated changes in motivation for the ecological use would present differences. That said, the differences between company cars and operating benefit vehicles are being presented in this research to clarify this subject.

[bookmark: _Toc109674709]Previous studies on use of plug-in hybrid vehicles (PHEVs)

The existing material on plug-in hybrid vehicles or their use is limited, and therefore comparability of the data is to be questioned as the number of resources is lacking. Yet, it is important to note that the existing data is mostly related to the owner-users of the vehicles as the field of research about fringe benefit vehicles is rather unexplored.  
 
A study conducted by Fleet Logistics UK (2019) finds a similar problem in their study conducted in UK, where drivers are not penalized over their driving style, and they are still gaining the tax benefit according to local legislation just due to having the dual powertrain of PHEV. In their study, they have conducted a Whole Life Cost (WLC) analysis of PHEV vehicles according to the WLTP consumption, the average real consumption and the difference in between the evaluations. The numbers supplied show that in question of one PHEV model, the operating costs are nearly quadrupled through the vehicle’s life cycle regardless of the mileage. (de Praz, 2019) 



	BMW 330E 4dr 2.0M Sport auto 
	36 months/10,000 miles pa 
	36 months/15,000 miles pa 
	36 months/20,000 
miles pa 
	36 months/25,000 miles pa 

	Monthly business fuel cost (using 176.6mpg) 
	£23.10 
	£34.65 
	£46.19 
	£57.74 

	Monthly business fuel cost (using 50.4mpg) 
	£80.93 
	£121.40 
	£161.87 
	£202.33 

	Increase to monthly WLC 
	£46.84 
	£78.24 
	£112.47 
	£142.40 


[bookmark: _Toc109674628]Table 1 Comparison of the fuel costs according to WLTP and according to the test in real-life conditions. (de Praz, 2021)

Furthermore, later research conducted by the same entity (de Praz, 2021) revealed that in their test conditions, the PHEVs were collectively underachieving on battery power. The significance is that manufacturers announce the vehicle’s consumption of fuel and electricity according to international WLTP standards achieved in test laboratory conditions and they are known to somewhat differ from everyday use. The study shows that vehicles included in the test were on average underachieving by 67.3 percent. This means that in real life conditions vehicles are not as efficient as in laboratory tests and therefore achieving WLTP consumption may be difficult for the end user of the vehicle. 
 
According to a questionnaire distributed by Association of Automotive Industry in Finland (2020), on average, PHEVs are charged on regular basis and 53 percent of their mileage is driven using the electric powertrain. Furthermore, it is also noteworthy that 71 percent of the answers mentioned charging their PHEVs at home on a daily basis, whereas only 17 percent do it in their workplace with a similar regularity. Finally, according to the results published in the questionnaire, it is also significant to discover that over half of the users (53%) never charge their PHEVs at their workplace (Association of Automotive Industry in Finland, 2020). One of the key aims of this research is to find a way to increase the proportion of PHEV users who charge their vehicles as often as possible, including the workplace, home and other activities related to their everyday life, such as shopping, groceries and other services.  

[bookmark: _Toc109674710]Structure of the study
This thesis is dealt into seven chapters in order to make the following of the study as easy as possible. In first chapter the topic is introduced, and its significance is justified with existing studies or lack thereof with existing theory from other countries. Chapter 2 is mostly explaining the fringe benefit vehicle system for the reader to understand the legislative aspects that are affecting on the users and companies at the current time. The goal of chapter 3 is to explain the role of these specific vehicles on the roads of Finland and to explain why they are such a significant group of vehicles and why their popularity is growing among the users. Chapter 4 presents the theory of ethical consumption, which is then presented in order to connect the theory to the subject and present its significance regarding the subject. Additionally, to explain the hazards connected to the lack of ethics in the consumption, some theory related to the sustainability perspective and greenwashing is presented to establish, what may follow. The information is then gathered and then reflected to from propositions that are later reflected to the results of the study in order to explain the trends and the results that were received from the data. 

Chapter 5 consists of the methodology of the study. It presents the variety of research approaches and explains, why the ones used were chosen among them. Additionally, the sample size and the motives for data collection methods used in this study are explained. Chapter 6 presents the findings for both of the research questions, with the data gathered from Fleet Innovation Oy to answer to the second question and the interview data for the first one. These results are then reflected to the propositions made earlier on this research in order to categorize the data with the added information gained in the interviews. The 7th chapter is about discussing the conclusions made by the study and the possible future implications with suggestions for further awareness in subject. Also, the limitations are reflected to the results and their weight is estimated in order to make this study as objective as possible. Lastly, the references and appendices, such as the questionnaire and the data gathered from the leasing company, and other items related to the study are presented at the end in order to justify the theoretical background.

	
Chapter 1

	Introduction
Presenting the current system and justification of the study
Formed research questions

	
Chapter 2
	Legislative and literature review
Laws controlling and categorizing fringe benefit vehicles in Finland

	
Chapter 3
	Literature review
Elaboration of the PHEVs and why their popularity is growing among fringe benefit vehicles.

	
Chapter 4
	Theoretical background
Combining the presented information to the theory of ethical consumption in order to make propositions to be studied in the research.

	
Chapter 5
	Methodology
Methods chosen for the study and presentation of the data.

	
Chapter 6
	Findings
Analysis of the data and propositions

	
Chapter 7
	Conclusions

	
Lastly
	References and appendices


[bookmark: _Toc109674629]Table 2 Structure of the study


[bookmark: _Toc109674711]FRINGE BENEFIT VEHICLE SYSTEM IN FINLAND
In this chapter, the current system regarding the legislation and the limitations of fringe benefit vehicle system is being studied. This will also take a look into the changes occurred in the last few years to get a cohesive understanding of how everything functions and what are the dos and don’ts of fringe benefit vehicles.

[bookmark: _Toc109674712]The foundation of fringe benefit vehicle system in Finland
The system of fringe benefit vehicles is rather complicated due to it being adjusted for the requirements of modern society. The average emissions of a vehicle have annually been dropping down through the last decades (Sivak, 2019), so therefore, the users and the companies are encouraged to get newer and more economical vehicles. To understand the system of how the end-user is billed in his taxable benefits, the following table is used to calculate the value of the fringe benefit vehicle: 
 
	Age 
	Company car 
	Car operating benefit 

	< 2 years 
	1,4% of the value of vehicle added with 270€ or 0,18€ per kilometer 
	1,4% of the value of vehicle added with 105€ or 0,07€ per kilometer 

	3-5 years 
	1,2% of the value of vehicle added with 285€ or 0,19€ per kilometer 
	1,2% of the value of vehicle added with 120€ or 0,08€ per kilometer 

	> 5 years 
	0,9% of the value of vehicle added with 300€ or 0,20€ per kilometer 
	0,9% of the value of vehicle added with 135€ or 0,09€ per kilometer 


[bookmark: _Toc109674630]Table 3 The taxable value of fringe benefit vehicle without powertrain taken into account. (Finlex, 2020) 
 


As the table shows, even if the vehicle is older, it has a high taxable value for its users. Also, it has been taken into account that the emissions are probably higher in the older vehicles, so therefore the monthly cost for its end user is increased by a sum that is enough of an incentive for the owner to consider trading into a newer fringe benefit vehicle. In 2021, if the vehicle were a company car, and its only drivetrain, as in source of power, was electric, a deduction of 120€ per month or 0,08€ per kilometer would be taken into account as an incentive for individuals to choose EVs.  
 
One of the drivers in the PHEV's popularity is the legislative aspect of the vehicles, more precisely, how they are handled in lawmaking. In the government proposal 142/2020, the Finnish government (2020) presents, that the taxation value of a fully electric vehicle would be deducted by 170€ per month. This change does not include vehicles with multiple drive trains, such as PHEVs, which does not increase the demand for them. Moreover, the Finnish government decided to make the charging at a workplace a tax-free benefit, while it has been valued to be a 30€ monthly benefit prior to the legislative update. Also, having a home charging station would be considered to be a piece of equipment and therefore it would not have an added cost for the fringe benefit receiver, as it would be added to the value of the vehicle in question. These are certainly valuable handouts for those who are willing to charge their own vehicles, whether they were EVs or PHEVs, but the monetary value increased by the user is minimal at most.  
 
 
These kinds of legislative updates can be reflected to a certain degree with a study conducted by Engström et al., (2018), which in their study studied the effects of tax-exemption in new fringe benefit vehicles in Sweden. In this situation, the tax-exemption meant that PHEV drivers received a ca 2000€ deduction on their fringe benefit taxation during the next five years. In the results of the said study, it is recognized to be ineffective and too small to make an impact on the national level, as it resulted with a mere 0,2% lower medium emissions in the fringe benefit vehicles. Therefore, it is reasonable to question the effects of the Finnish legislation updates and the popularity it is able to create for people to transfer into PHEV fringe benefits over the fossil fueled ones. This is, according to Engström et al. (2018), due to the fringe benefit taxation, as the users of the said vehicles have to pay a premium over a more traditional source of power, such as gasoline or diesel. According to their study, typically a PHEV model is around 10 000-15 000€ more expensive than a fossil fuel variant, which ends up getting paid by the fringe benefit user. This furthers the dilemma of the end-users, as picking ecologically more friendly vehicles over a traditional one comes with a hefty price tag. 
 
According to Secto Automotive (2021), a vehicle leasing company, in 2022, fringe benefit vehicle users will be getting greater benefits from driving ecologically friendly vehicles, such as said plug-in hybrid vehicles. The taxed value of fringe benefit vehicles using a plug-in drivetrain will get an 85€ monthly discount which will increase by an added 60€ exclusively on vehicles with a plug-in hybrid system or natural gas drivetrain, Additionally, according to Veronmaksajain Keskusliitto (2022), on the end-users operating the vehicles as company cars, they would receive an added 0,04/km discount if the WLTP emissions of the vehicle are below 100 g/km. This factor should increase the desirability of the vehicles as the company car end-user gets a direct annual monetary benefit of 1740€ in comparison to vehicles with a traditional drivetrain. Furthermore, the PHEV vehicles are exempted from fringe benefits taxation of charging the vehicle at the workplace or the public charging stations. All the benefits for PHEVs in comparison to traditional drivetrain vehicles exist at least until the end of 2025. 
 
The effects of the system on the users of the fringe benefit vehicles may vary depending on the leasing contract the operators are under. In Finland, there are two ways to operate vehicles: The company car, or the car operating benefit. These systems are introduced below to present the insight necessary to understand the effects on each of them  


[bookmark: _Toc109674713]Company car (vapaa autoetu)
A Company car includes the control of the vehicle and all costs accrued from its operation. These costs include insurance, servicing, tires, and fuel consumed by the vehicle during its operating period. Typically, the taxation value of the company car is deducted from the benefactor's salary, which makes the company car behave as a benefit accrued from employment (Veronmaksajain Keskusliitto, 2022). It is a risk-free option for the employee as it includes all of the said costs and fluctuation in the prices of consumed fuel and services, such as gasoline or electricity does not directly affect on the end user. 

From the perspective of employer, the wage costs are deducted by the value of the vehicle’s taxation value. Instead, the employer will increase the cost of monthly payments, upkeeping (services, insurance), and the fuel consumed in the operation of the said vehicle. The value for the employer in encouraging the employee to choose a plug-in hybrid is in said operating costs, as per example, a Volkswagen Passat, a very typical fringe benefit vehicle in Finland uses, according to WLTP, 6,5 l/100km of fuel with a traditional gasoline engine, while a plug-in hybrid variant of the same model, according to WLTP, uses 1,2 l/100km of fuel with the addition of 15 kWh/100km of electricity (Volkswagen, 2022). To convert these numbers to euros, with the national current average price of fuel in Finland being 2,179€/l (polttoaine.net, March 2022) and the charging price of the electricity varying from free of charge to 0,25€/kWh (Virta, 2022), the PHEV is significantly cheaper to run with the cost of 6,36€/100km against the cost of 14,16€/100km with the traditional drivetrain.  

The difference in costs is significant, as for an average driver in Finland, the annual cost of fuel while operating according to the numbers mean for the combustion engine variant, according to the WLTP consumptions, is 2548,80€ and for the PHEV version 1144,80€, which on its own is able to explain why employers should be encouraging the drivers towards the less consuming option. Practically this is more visible in the car operating benefit vehicle users, but as the emissions related to the company cars are caused by the employer, a green initiative for their users could produce positive impact in the net carbon emissions caused by the company.

[bookmark: _Toc109674714]Car operating benefit (käyttöautoetu)
Car operating benefits differ from a company car from both users and the company's perspective, as in this case the end user handles paying for the fuel themselves. Car operating benefit includes the financing costs, servicing and ensuring the vehicle and has no limitations regarding private use. The rule of thumb is, if the vehicle consumes relatively little, it is more profitable for the end-user to choose this as their choice especially if the vehicle is heavily used for the company maters, as the end-user is eligible to claim kilometer allowance from the professional travels done with it (Veronmaksajain Keskusliitto, 2022).  

When regarding the PHEVs, this model is naturally encouraging the drivers to use the vehicle as economically as possible, as the end-users are held responsible of paying for the fuel or electricity consumed by the vehicle and therefore creating an incentive for themselves to act as responsible as possible.  

From the employer's perspective, as they are not in this case responsible for the costs accrued in consumption, the difference between PHEV and a vehicle with traditional drivetrain is small and may turn in favor of traditional one, as the suggested market price for a PHEV variant is more expensive and due to the various factors related to the dual drivetrain, such as added horsepower, weight, costs to fix in case of an accident and the vulnerability of the batteries, the insurance costs are also inflated.  Nevertheless, company may still encourage the user to choose PHEV as their fringe benefit vehicle due to the existing green values among the organization.


[bookmark: _Toc109674715]The legislative changes on 1.1.2022
In government proposal 142/2020 (Finlex, 2020), there are several key differences to the prior legislation that are considering vehicles with several drivetrains and power sources significantly better than prior. These changes are able to show what are the taxable benefits and what are considered to be vehicle equipment. Prior to this, PHEVs were not even handled as their own class, rather as a well-equipped traditional gasoline vehicle. Section 2.2.3. of proposal 142/2020 (Finlex, 2020) covers the prior benefits and responsibilities of both the company and the employee and what are the tax benefits of EVs and what are not. No PHEV drivetrain is mentioned at this point. 

In section 4.1.2. titled fringe benefit taxation of traffic, a suggestion has been made that the chargers would be considered as a piece of equipment and therefore not to be considered as a taxable benefit for the employees, making charging at home more practical option both for the EV and PHEV users. In addition to this, in section 4.2.6., the charging benefit of electric vehicles, the proposal notes that temporary exempt from taxation for the years 2021-2025 would be a key motivator for the owners and the users of car operating benefit (Finlex, 2020). In addition to this, to motivate end-users to choose as ecological vehicles as possible, non-chargeable vehicles with <100g Co2 emissions get 85€ monthly tax relief, the PHEVs eligible to the prior classification get added 60€ monthly deduction on top of the non-chargeable variants, and the EVs are eligible for a total monthly deduction of 290€ (Secto Automotive, 2021). These changes are regarding company cars and work therefore as an incentive for both the company and the end users, as they incentivize both the monthly fringe benefit taxation value and the consumption taxation value down.

[bookmark: _Toc109674716]THE USE OF PLUG-IN HYBRID VEHICLES IN FINLAND
In this chapter, it is attempted to be clarified that how popular are the PHEVs in Finland and what are the key aspects that are either enabling or delimiting the use of the vehicles in the operator’s everyday life.

[bookmark: _Toc109674717]The development of the use of PHEVs
The development of the registration amount of EVs and PHEVs in Finland has been relatively rapid. The first PHEVs were registered in 2012 and from there on the number of PHEVs has grown to 76 989 vehicles by the end of the year 2021. This means that the number of vehicles registered has increased by 60 147%, which indicates strong increase in popularity. (Teknologiateollisuus, 2021) In relative terms, 98 484 passenger vehicles were registered during the year 2021 (Autoalan Tiedoituskeskus, 2021), of which 31 368 were PHEVs. This indicates a part of 31,85% of the newly registered vehicles are actually rechargeable plug-in hybrids. In addition to these numbers, in year 2021 alone there were 11 934 imported used PHEVs entering Finnish roads, which helps to stabilize their position as a popular option also for people looking for a second-hand PHEV for their transportation needs (Teknologiakeskus, 2022).  

Teknologiateollisuus (2022) has also announced that in Finland’s vast road network there are 5 820 public charging hot points and divided into 1 623 separate locations. This means that even on the current network rate there are still 17 PHEVs on the roads of Finland for every charging point. The situation is even worse for fully electric vehicles of which there are 33 for each high output EV charging station (689 in 2021). To improve the situation and the network of charging stations, The Housing Finance and Development Centre of Finland has announced a financial aid for the companies and housing complexes in order to install and develop the charging opportunities in their facilities (ARA, 2022), and to achieve the goal of having a charging station for each chargeable vehicle in the year 2030 (Teknologiateollisuus, 2022). In 2021, chargers with maximum output of 22 kW were sold to create an added 22 338 charging stations in semi-public, workplace or home environments. The speed of expansion for the charging network does not seem to slow down, as the study mentions, that 52% of housing complexes in capital area of Helsinki are planning to build charging stations in the next 5 years (Teknologiateollisuus, 2022) 

According to a questionnaire distributed by Association of Automotive Industry in Finland (2020), on average, PHEVs are charged on regular basis and 53 percent of their mileage is driven using the electric powertrain. Furthermore, it is also noteworthy that 71 percent of the answers mentioned charging their PHEVs at home on a daily basis, while only 17 percent do it in their workplace with a similar regularity. Finally, according to the results published in the questionnaire, it is also significant to discover that over half of the users (53%) never charge their PHEVs at their workplace (Association of Automotive Industry in Finland, 2020). One of the key goals of this research is to find a way to increase the proportion of PHEV users who charge at their workplace.  

One of the key limitations for the end-user is currently fairly expensive equipment needed for relatively fast charging at home. It is not easy to decide who pays for the charging point installed at a private home for the vehicle, when the owner is someone else than the worker as an individual. Neither is it straightforward to decide who pays for the electricity consumed by the vehicle at home. That is one of the key factors why the leasing companies are supplying an RFID charging tag to be used in the electric vehicle charging stations as an addition to the more traditional company gasoline card. The issue with these stations, however, is that the charging network is volatile and there are several different service providers, which means that the devices themselves and their user interfaces vary, which makes their use less desirable for the PHEV users. However, according to Verohallinto’s instruction regarding the fringe benefits (2022), section 7.8.10, the employee does not accrue taxable benefit from the devices related to charging nor the electricity itself, as long as they are able to reliably show the amount of electricity used to charge the vehicle. This is done with intelligent chargers that have a meter to measure the used electricity during the selected period.
 

A secondary issue that makes the charging stations less desirable for the PHEV drivers, especially when about the individual’s fringe benefit vehicles, is that the usual location for the charging stations is at a parking lot of some other service provider, such as a gas station, a yard of an office complex, or a shopping mall. This causes them to be remote for the service provider, which makes supporting and monitoring of the correct usage more challenging for the service providers. This causes several issues at the user-end, as some of the stations seemingly vacant can be out of order or unavailable in some other way. In the current era, it is almost granted that there is gas available in a gas station and the latest generations have gotten used to a certain reliability in the service network. These kinds of reliability issues lingering in the electric charging network may drive off some of the potential consumers, as in their situation there is nothing to lose except for their personal ecological and ethical conscience. 

As technology has been developing rapidly during the last decade or so, the power source for the vehicles registered into use has diversified. According to Autoalan Tiedotuskeskus (2021), non-fossil-powered vehicles and hybrids represent over 20% of the newly registered cars in Finland. The part of alternative fuel options on the vehicles is even higher with company cars, as the taxation on them is lighter in Finland. This makes it more desirable for the employer to encourage the employees to choose a more environmentally friendly vehicle, as it is cheaper for the employer to own and run them.

[bookmark: _Toc109674718]ETHICAL CONSUMPTION
This chapter will attempt to clarify the key concepts and understanding of the theory of ethical consumption and how it impacts the fringe benefit system and the users of the fringe benefit vehicles, especially ones that are operating company cars. Furthermore, these findings and theories are further reflected into sustainability perspective which also helps to understand, what kind of environmental impact does the unethical behavior have.

[bookmark: _Toc109674719]Ethical perspective
According to several studies conducted in the field of ethical consumption, there are no singular definitions that are able to form a direct answer to what is ethical consumption and how it affects the decisions made in everyday life of individuals or communities. That said, it is more than clear that ethics affect our choices in our consumption on several levels, such as groceries or consumable goods that may be organic or their carbon footprint may be compensated. The sheer existence of said products proves that there is an existing demand for ethical goods. The same theory applies to electric vehicles and PHEVs: their existence is also justified by ethics, the sustainability of the source of power and the possibility of having a cheaper option to power the vehicle, while being a part of greater movement of ethical consumption. The main objective for a private vehicle user here is to choose lesser of the two evils, or in other words, as ecological vehicle as possible for their purpose of use. (Healey, 2014)
 
As regards the perspective of the consumer, the decisions made in their everyday life include both conscious and unconscious ethics. The definition differs from one consumer to another, but the general rule of it is that a consumer or the end user makes a consumption decision that is beneficial or less harmful both for themselves and the world around them. Ethics may not be the main priority of the consumer when they are doing their purchase decisions but a broader look into the general consumption habits of the consumer gives a reflection of how responsible part of community they are and what is their impact on both social and environmental sustainability. An official definition for social responsibility, according to the ISO 26000 standard that companies can implement, is “responsibility of an organization for the impacts of its decisions and activities on society and the environment, through transparent and ethical behavior” (Tully & Winer, 2014).  

One of the characteristics of ethical consumption is that it is not stable. This means that an ethical decision made 20 years ago may not be ethical any longer. This is due to the constant development of ideologies and technologies in use. This creates an eternal loop of demand and supply that creates awareness, which in turn creates demand from consumers for more ethical and sustainable products, which are driven as new normal in legislation and then studied further by research societies in an attempt to become even more efficient and to create more awareness. On other hand, our environment creates a necessity to become sustainable regarding the available resources on all development levels. This includes scarce resources such as fossil fuels, nutritious farmlands and carbon sinks such as rainforests. To simplify this eternal loop, an Ishikawa diagram is applied to make it as clear as possible.  
[bookmark: _Toc109674640][image: ]Figure 2 Ishikawa diagram explaining the loop of ethical consumption.


Even if there are several options of how to interpret ethical consumption, there are few that are accredited higher than others, one of these is Hunt and Vitell’s (1986) general theory of marketing ethics, which has been applied also to ethical consumption. It is widely accepted, and it has been tested in theory several times, such as in Vitell’s own study (2003). The theory states that ethical decision-making starts with acknowledging the existence of ethical problems and it is supported and influenced by several exogeneous factors. Consumers or end users make deontological (normative) and teleological (based on perceived consequences) assessments of all possibilities regarding the consumption decision in order to arrive at an overall ethical outcome which guides their intention and hence their behavior. The model postulates that in a final stage the consequences of behavior are absorbed into learning, an aspect that is important in ethical consumption, where enhanced satisfaction might result from buying ethically sourced goods, or guilt from buying a less ethical alternative (Chatzidakis et al. 2006). 
What makes Hunt and Vitell’s model more suitable than the others is that it is possible to be applied to individual contexts such as consumer behavior. This is done by removing the professional, industry and organizational environments from consideration of the situation, as shown in figure (Hosseini et al., 2017) below. 
 
[bookmark: _Toc109674641][image: ]Figure 3 Hunt and Vitell’s (1986) model explaining the marketing ethics, applicable also for consumer ethics. (Hosseini et al., 2017) 


Ethical consumption plays a strong role in everyday logistics. Consumer has several options regarding their everyday commuting and traveling in general. The first decision is made from the very beginning as the consumer chooses from the available options which they decide to use to get from point A to point B. A personal motorized vehicle is almost never the most sustainable or environmentally ethical option, but it is often justified by being the most practical, as the consumer is able to take more items with them or even take care of other people’s commute simultaneously. The real question in the choices that consumers are making is that is it justified enough to choose a personal vehicle over other existing services, such as public transportation or ride sharing options. Furthermore, is there a necessity to show up somewhere at a time that is not possible by other means, or does the weather limit the options available, for example taking a bicycle may not be feasible if there is a storm or it is raining outside. From factors like these a consumer is able to make some decisions according to their own ethics and decide if taking their own vehicle is justified for themselves and is it on a scale with other similar users with a comparable situation. 

In a country like Finland, where the distances are long and commuting from the more rural areas may be inconvenient for the least, a private vehicle may be still the most feasible option for a user. However, choosing the correct vehicle is crucial in order to be as ecological as possible. If we convert the annual average driving distance of a private vehicle user (18 000km) (Tilastokeskus, 2019), to a daily average (~50km), it is safe to say that most of the PHEVs, at least according to the European legislation can manage the daily average distance by purely electric drivetrain as long as they are operated correctly. It is still worth of mentioning, that it is less than likely that the vehicle is used exclusively on this like of trips but even if it would be only 50% of the use, it is safe to assume that the vehicles could be used half of the time purely with electricity, thus saving half of the fuel costs compared to the combustion engine counterparts.

The theorem of ethical consumption applies also for fringe benefit vehicle users. As the theory of Hunt and Vitell (1986) suggests, the decision-making process in situation involving ethical issues identifies a triggering construct that initiates the ethical decision-making process, and each identifies behavior as the outcome of the process. In the current situation it is already seen as an ethical consumption decision to choose PHEV as a fringe benefit vehicle, but there are no follow-ups on the consumption of them. The charging opportunities are largely enabled by the employer via RFID tags that are provided for a few companies responsible of supplying the charging network services in Finland, such as Virta, Plug-It, and K-Lataus. Furthermore, in a normal situation a fringe benefit vehicle stays extended periods of time in two places: at the office and at home. By enabling charging at these two locations the employer enables the employee to charge their vehicle as much as possible and therefore behave as ethically as possible by making sure that most of the driven kilometers are travelled on electricity rather than fossil fuels.  
 
The users get an incentive of doing ethically the right thing in possibility provided by PHEV by charging them and therefore acting ecologically and by that also making the ethical choice. This creates an ethical dilemma of putting your own needs in front of the possibility of charging your vehicle: is the end user in a rush enough to choose the use of a combustion engine rather than charging the battery to make the trip with electricity? Can the user prioritize locations with charging possibilities in their life, such as convenience stores and shopping centers in order to maximize the use of electric drivetrain? How can the end users be motivated to choose the most ethical option?  
 
A study conducted by Vitell, Singhapakdi and Thomas (2001), attempted to identify personal traits of a consumer that would wrongfully purchase a product with an expired coupon, meaning that the consumer would be getting an unfair monetary benefit regarding other consumers if similar theory would be applied to fringe benefit vehicles. The study itself is not significant for this particularly, but the personal traits identified in the study were “value consciousness” and materialism. This does apply to the PHEVs as well, as they may have a lower monthly price tag for the end user in relation to similar combustion engine comparative and possibly higher equipment level. In addition to the value gained, the materialistic person may feel superior to others while having access to superior technology than the other users and therefore gain the feeling of superiority without the obligation to behave as ethically as possible.  
 
What increases the difficulty of understanding ethics and ethical consumption is that it is immeasurable, meaning that ethics cannot be compared to each other. Each individual understands their ethics differently and cannot tell other comparatives as better or worse but have to scale them differently between right or wrong. It may not lead to ultimate ends on all occasions, meaning that there will be some in between, such as grey areas of ethics, where a person does a choice based on some arguments that they feel have a greater value for either themselves or their perspective and leaving others unconsidered. This ultimately means that a choice cannot be made ultimately ethical or ultimately unethical, therefore, individuals' motives have to be inspected to determine whether their choice to consume is made ethically or not. 
 
The lack of supervision regarding the ethical consumption in PHEVs may lead to faulty assumptions of their use, leading to either conscious or unconscious greenwashing, in which the company has an idea of how ecologically capable the vehicles are and therefore may rely on using WLTP consumption numbers to promote or explain their caused emissions to the public, even if the numbers may be a lot higher 	than expected. For example, a company thriving for carbon neutrality may need to take a closer look at fringe benefit vehicles, as according to International Council on Clean Transportation (2022), an average fringe benefit vehicle in Europe emits almost 5 times of CO2 –emissions in comparison to the manufacturers WLTP values. In addition to the ethical issues regarding emissions there are certainly other limitations, such as climate and the technology itself, but in order to behave as ethically as possible in the consumption of the vehicle, the end user should thrive for mostly electric use as the WLTP assumes that more than 50% of the driven kilometers would be travelled with electricity 

[bookmark: _Toc109674720]Greenwashing
Greenwashing as a phenomenon is defined as poor environmental performance while presenting positive communication about the environmental performance (Delmas & Burbano, 2011). It is driven by the outside image of the company and hides the reality of the emissions caused by the company either on or without purpose. Either way, it causes potential investors and the society surrounding it to have a false image of the company conducting the greenwashing. In the modern era companies are responsible for reporting the pollution levels that they are emitting, greenwashing is one of the more unethical actions, as long as it is intentional.  

Greenwashing is the act of misleading consumers on behalf of the environmental actions taken by the company in order to seem more ecologically responsible, or misleading consumers by misinforming them related to the environmental effects of a product (Delmas & Burbano, 2011). Drivers for such behavior exist on external, market, individual and organizational levels, which lead to optimistic statements related to either the products or company policies.

In fringe benefit vehicles, the phenomenon of greenwashing occurs when the company is not reporting the realistic emissions caused by the vehicles but is relying on the published WLTP data. It causes a fallacy that everyone driving the fringe benefit vehicle is a responsible user and may lead to, according to ICCT (2022), emission numbers that are almost five-fold to the WLTP values, at least on PHEVs. The use of WLTP as a realistic emission reference for a vehicle itself could be argued to be greenwashing, as it is just a set of standardized tests that vehicle manufacturers can optimize their vehicles to operate in, rather than proper long term and realistic consumption numbers relative to the everyday use. According to LeasePlan (2021), 94 percent of Finnish companies have set an emission limit for the fringe benefit vehicles accepted to the end users, typically setting the limit of emissions to 140-150g CO2/km This translates to a rough average consumption of the vehicle to be 6L/100km, which is achieved mostly by vehicles with a smaller size and engine. However, the PHEVs are passing with flying colors, as their emissions are according to the standards, relatively low. That said, in order to achieve numbers anywhere close to the set consumption limits, nevertheless, having a fuel consumption similar to the WLTP values, the end users would have to avidly charge their vehicles. This loophole enables end users to pick vehicles with larger engines and heavier to be used in their everyday life without any legal, ecological, or economical responsibility regarding the charging of them, ultimately making them less ecological than their combustion engine counterparts. 

Under the mentioned circumstances there may be two levels to greenwashing: firstly, the employee is falsely using the equipment, causing the employer a fallacy of emissions caused by their fringe benefit vehicle. Secondly, the company after that reporting the assumed numbers as their emissions, making their reporting faulty. Therefore it is critical to evaluate ethics and sustainability together to visualize the bigger picture and to decide if any greenwashing occurs or is it unintentional or unaware. 

[bookmark: _Toc109674721]Sustainability perspective

Ethics and morality are to do with everything in everyday life of the consumers: rules, principles, behavior norms and the sense of justice and freedom et cetera. Ethical questions are key concepts in the meaning of culture and society’s influence on individuals. Ethics are the basic understanding humans have between doing the right and wrong. Ethics are typically observed in four key perspectives: evaluation of intention and character, evaluation of natural properties of an action, evaluation of the consequences (cause-effect) and evaluation of the context of the action (Jennings, 2010). All four aspects are relevant to sustainability, but the most direct one to understand from a consumption point of view is the cause-effect relationship. When an action is taken, it has certain consequences. Sustainability essentially means mitigating the negative consequences of actions to keep a certain level or rate of something. So, ethics are a basis of the concept of sustainability (Mäkelä, 2020).  

In the context of PHEV fringe benefit vehicles, sustainability is getting more driven, and it is made easier for the end-users to use the electric motors instead of combustion engines, for example, enabling the free of charge workplace charging in the legislation. This does not mean that the legislation itself is enough of a platform for sustainable companies to be satisfied with: Nothing is currently binding or motivating the end-users to charge their vehicles at their own house, as the electricity charged at home by the fringe benefit receiver is not legally obligated to be paid by the company supplying the vehicle (Finlex, 2020). This creates an empty space for the vehicle not being charged while it is not being used and therefore the use of it is not as sustainable as possible.  


Regardless of the context, whether it is discussed in perspective of sustainability or ethics; such use of vehicle may also be questioned from the individual that is it ethical or sustainable to use a PHEV with gasoline that is provided by the company or should the fringe benefit receiver be using their own resources to assure the maximal electric use of the said vehicle, therefore increasing their private cost of living due to the increase in electricity bill or is there a possibility to create a system for the company to be able to pay the electricity charged at home by the user as an incentive for more sustainable transportation? 

The answer to such a problem exists in the form of intelligent chargers that may be provided to the users as a piece of equipment of the vehicle itself. They function as electricity meter and a charger which supplies the data of electricity used to charging the vehicle. With this equipment the employee can reliably prove the portion of electricity used to charge the vehicle and therefore is able to bill the employer for the amount and gain a deduction related to the cost. This is not considered to be an added benefit according to Verohallinto (2022), but a cost related to the company car as long as the conditions are met by the employee.  

Companies, communities, and even whole countries have begun their paths to carbon neutrality and have set some ambitious goals for themselves to achieve. In a companywide spectrum it is crucial to have all the employees take part to achieve these set goals for the greater good. In a country that has geographical challenges such as Finland, the fringe benefit vehicles may present a sizable portion of the carbon emissions, as in Finland, an average company-owned personal vehicle is driven over 18 000 kilometers every year (Tilastokeskus, 2019). This doesn’t seem to be much on an individual level, but if it is transferred to CO2 –emissions, an average new passenger car emits 122g/km (European Union, 2021). This means that on an individual level, an average fringe benefit vehicle user emits over 2,25 tons of emissions per year. All of this is included in the emissions of the company and therefore harms the goal of carbon neutrality. In order to become more sustainable, the company could recommend the drivers to change their current vehicles to PHEVs, as their suggested WLTP emissions are significantly lower than their combustion engine counterparts. According to the International Council on Clean Transportation (ICCT, 2022), an average PHEV has a CO2 –emissions, according to WLTP testing, of 37-39g/100km. This could in turn help the companies to statistically decrease the emissions by roughly 68% and therefore to help them thrive on carbon neutrality. 

However, it must be noted that WLTP is not the best metric for the realistic consumption of fuel, as the test itself is standardized and the vehicles can be perfected to function on optimized level in the set conditions. Therefore, it is better to set a standard related to WLTP and through that estimate how far off the company cars are from that set value. According to the previously mentioned ICCT (2022), in Europe, an average PHEV emits 37-39g/100km of CO2 –emissions. A private user with motivation to charge their vehicle due to the personal responsibility related to the cost emits on average 90-105g/100km of CO2 –emissions, whereas a company car emits an average of 175-195g/100km of CO2 –emissions. While inspecting these numbers one is able to see the reality, in which PHEVs in private use are well below the average consumption of 122g/100km while the company cars represent themselves in a bad light with way above average values. Due to these reasons, it was decided that a ratio in which the vehicle achieves or exceeds its announced WLTP consumption is the fairest possible measuring technique

[bookmark: _Toc109674722]Theoretical framework and propositions
Until this point of the text, the research has covered the vast majority of the theory related to the legislative and theoretical part of the vehicles themselves and in addition to that, the theory of ethical consumption and the perspective of sustainability related to it. The research has also identified and attempted to present some of the dangers and issues related to the lack of supervision and legislative limitations related to the use, such as greenwashing or unintended use of the said vehicles, which brings us to the part of the study, where based on the facts presented an attempt is made to develop some propositions related to the results and later on evaluated in the findings section of the study. To develop best possible propositions related to the subject of this study, which is the use of plug-in hybrid electric vehicles as fringe benefit vehicles in Finland, it has been decided that the propositions should be as following: practical motives, ethical motives and external motives and lack of awareness. These propositions are next justified and elaborated upon in the following sections to ensure the fit for their use.

[bookmark: _Toc109674723]Proposition 1: Practical motives
According to the existing information, vehicles with lower emissions have had a 50% relief in parking costs at least in the capital of Finland (Helsingin kaupunki, 2021), additionally, if the vehicle is avidly charged and used correctly, the user may be able to avoid trips to the gas station on regular basis, as the fuel consumption is not as high as it would be on a combustion engine variant. This may be acting as a factor to awake curiosity towards newer and more developed technology, that may also be a motivator for the end user to make the selection of having more technologically advanced vehicle in place of a regular combustion engine variant.  In addition to this, getting a fringe benefit vehicle with next to zero own risk, as the company is paying for all the costs related to the vehicle may seem tempting for the end users, as if anything happens with the vehicle or causes interruptions for its use, the employee is guaranteed to have another vehicle to replace it while it is being investigated and repaired. Therefore, practicality may be the primary motivator in the behavior of a consumer, which is not held economically, ethically or ecologically responsible for their actions taken, when using their fringe benefit vehicle.

When comparing the practical aspects of a PHEV to a regular combustion engine model, there is a clear monetary benefit for the end user to choose a vehicle with less emissions, as the users are expected to receive monetary benefits in the form of monthly vehicle benefit costs (Finlex, 2020). Furthermore, as earlier mentioned, the PHEV variants often have better equipment than their standard combustion engine counterparts, as their price point is higher than or equal to the regular combustion engine models. Even though the cost related reliefs are to direct the choices of the vehicles towards greener options on company level (LeasePlan, 2021), the monetary benefit for the user for choosing a low-emission vehicle is still seen as the key practical motive for the end user. This still drives the users to pick environmentally friendlier options as their vehicles, thus renewing the nationwide second-hand vehicle market with ecological options for later users.

[bookmark: _Toc109674724]Proposition 2: Ethical motives
One of the larger user groups is perceived to be the people in managerial positions among the companies giving the benefits to their employees. These may be acting as role models for their co-workers to show that every action matters, thus enforcing the more ethical and sustainable example for the others to follow in their future choices of fringe benefit vehicles. Studies show that leadership may play an important role in influencing employees’ attitudes and behavior towards change (Abrell-Vogel and Rowold, 2014; Metwally et al., 2019).

Additionally, to the example, it may be that the end users are environmentally aware and try to minimize the carbon footprint caused by their private vehicle use either as an individual or as a part of the company. This may mean, that the end users go for PHEVs with higher battery capacity to ensure sufficiency of its range for their commute or that they in matter of fact charge it as often as possible. The consumption decision consists of two parts in the PHEVs: the choice of as ecological vehicle as possible and the ecological use. In other words, having a PHEV as fringe benefit vehicle does not make user ethical, it is the consumption of the vehicle that matters the most. This decision to consume as ecologically as possible reflects directly to the values of the individual, as they have continuously two options available: the electric powertrain and the combustion engine. This dilemma is also acknowledged in the previous studies, as the intent of being ethical does not always involve the following behavior (Carrington et al., 2010). The existing values of the user are the first key driver of the end user’s ethical behavior, according to Hunt and Vitell (1986). Their own personality traits and their own values are called deontological factors in their theory and therefore significant to be acknowledged. 

[bookmark: _Toc109674725]Proposition 3: External motives
In the light of already given facts, the external motives may end up being the biggest group of the three, as the number of drivers surrounding the fringe benefit vehicle system is immense. There is a legislative definition for a low-emission vehicles (Finlex, 2020), which defines a line between those receiving monetary benefits and those which are left without. Additionally, the green initiatives from the company that the employee is representing may impact towards their decision, as the vehicle policies regarding the emissions of the vehicles are getting stricter and currently are set so that the largest and most flamboyant combustion engine vehicles are out of the normal reach (LeasePlan, 2021), thus, driving the end users to select the PHEV variants of the said models due to their emissions being significantly lower, at least on paper. Furthermore, the external motives are the group that Hunt and Vitell (1986) are proposing to affect the ethical behavior, known as teleological factors.

Among the external drivers, there may also be the co-workers, neighbors or other peers, as it may be that the end user is attempting to gain a better public image among their perceptions. It may be believed that having an ecologically more responsible and simultaneously more expensive vehicle may improve the individual’s image. This can be reflected from the studies conducted among the ethical food industry, such as one by Puska (2019), in which the results showed that people are consuming organic products as a status symbol to show their awareness.

[bookmark: _Toc109674726]Proposition 4: Lack of awareness
Due to the external factors, such as legislation (Finlex, 2020) and the technology involved in the PHEVs and fringe benefit vehicle system in Finland being so complex, it is also seen as a possibility that some of the use related to the fringe benefit vehicles may be unecological due to the unawareness of the users. The legislation and the norms are continuously changing, such as presented in Figure 2 and therefore, for a user it is difficult to stay aware of their rights and the possibilities for the ecological use. The lack of awareness itself is seen as so significant factor that it is made to its own proposition due to the existing justification and the human nature. Ever since the driver of the fringe benefit vehicle holds no responsibility regarding the economical, ecological and ethical use of the vehicle, it is assumable that the motivation towards using it as sustainably as possible may be lacking.

Additionally, the lack of awareness may actually incentivize the user to use their vehicle as easily as possible and therefore cause excessive emissions due to not having the technical skills to use the charging stations, not knowing which ones are available for them or how to get one for the intended purpose of charging the vehicle at work or at home. In other words, the driver of the vehicle may not be aware of the benefits or the facilities available for the economical, ecological and ethical use of the PHEV. 

To put all the propositions into more comprehensible form and to simplify the hypotheses deducted from the theoretical background of the study, they are being simplified into a Table 4 that presents the motives and factors affecting to it.

	PRACTICAL MOTIVES
(Proposition 1)
	getting access to benefits
costs
curiosity
the lack of risk

	ETHICAL MOTIVES
(Proposition 2)
	example shown to peers
(personal) ecological values

	EXTERNAL MOTIVES
(Proposition 3)
	company’s ecological values
expectations of the surrounding society

	LACK OF AWARENESS
(Proposition 4)
	legislative knowledge
technical know-how
knowledge of incentives


[bookmark: _Toc109674631]Table 4 Propositions created for the study based on theoretical background.

[bookmark: _Toc109674727]METHODOLOGY OF THE STUDY

This chapter is designed to present the methodology chosen for this research, including the chosen approach and data collection methods. Furthermore, the data samples used for the research are established in this chapter with the insight retrieved from the data presented. 

[bookmark: _Toc109674728] Approach of the research
The subjective goal for research is to expand the understanding and to further develop the knowledge in the area under study, and the research philosophy finds how the development of knowledge is built.

Business environment of research consists of five major approaches: in positivism knowledge is based on natural occurrence and gathered through observations of social reality. Critical realism reflects experiences of an individual that affect the occurrences that are being reviewed based on reality. Interpretivism focuses on the purposes behind phenomena and explaining those. Postmodernism emphasizes relations of power and the role of language and expressing alternative views. Finally, in pragmatism the relevance of concepts, words and thoughts is seen relevant only when they are used to support an action (Saunders et al., 2016).  
 
The key motivation for this study is to deepen the understanding of the reasons of fringe benefit receivers to select and use fringe benefit vehicles, particularly PHEVs, as ethically and as sustainably as possible. Additional motive for the study to be conducted is to analyze and review the current users of fringe benefit vehicles and assess their ecological and ethical behavior. Therefore, due to this study focusing on finding purpose for social behavior behind a phenomenon that is ethical consumption, the philosophy of the research is assumably interpretive. Furthermore, in interpretive approach it is important to understand that individuals do not behave similarly with each other in society and social situations (Saunders et al., 2016, p. 140), and due to this it is suitable for this study of factors that affect and motives behind the end user’s, or consumer’s behavior. Interpretive research philosophy is usually conducted as qualitative research and with a relatively small sample, since the aim is to find an access to purpose and in-depth understanding of the studied subject (Saunders et al., 2016, p. 168), and that is why a part related to the first of the research questions of this study is done as qualitative study.  


Determined research philosophy affects on the chosen approach in this study. There are three possible approaches that can be integrated to theory development (Saunders et al., 2016, p. 145). First, in deductive approach, first a theory is formed, usually based on existing academic literature and knowledge, and then that theory is tested with research conducted in the field relevant to the theory. The goal of the process is to either verify a theory or to prove it false. Secondly, in an inductive approach, the data collected first of which the theory is based on, and the aim is to generate and build a new theory. Lastly, in abductive approach, the aim is to find themes and patterns from collected data to generate a new or to change an existing theory what is tested through added data collection.  

[bookmark: _Toc109674729]Combination of approaches
 
The key objective of this study is to research consumer’s motives in ethical use of fringe benefit vehicle based on existing research, but in order to avoid repeating the previous studies, also to extend the understanding of the previous researches with additional perspectives, as the existing data for the subject itself is scarce. Furthermore, the set of data acquired for the study is able to help see the true trends of the fringe benefit vehicle users and how they are driven when the driver has no incentive to be as ecological as possible due to the consumed source of power being paid by their employer. Therefore, it is beneficial in this study to combine all three research approaches, since it is found to be convenient (Saunders et al., 2016, p. 119). The interviewees for this study were chosen based on their knowledge and experiences related to PHEVs and the use of them as fringe benefit vehicles. This means that all the interviewees chosen for the study were known to already be either current or earlier users of PHEVs as fringe benefit vehicles. This is the inductive.

However, in order to expand the understanding on the researched area, propositions were to be formed based on existing knowledge and studies, that were used to formulate the interview questions. This is a deductive approach. But ever since the objective of the research is not to replicate already conducted studies, such as research done by Engström et al. (2018), but to also expand the findings. Additionally, the data related to the current use of the fringe benefit vehicles in Finland was received earlier during the research process, thus affecting with its outputs to the assumptions and the formation of the questionnaire in order to challenge the outcome of the study conducted by Engström et al. (2018). The approach for this research is a combination of all three previously mentioned approaches. The limited time schedule reserved for the study was the main supporting factor for the decision of combining all three approaches together. 

[bookmark: _Toc109674730] Collection of data
In qualitative study, data can be collected through several methods, yet the most common data collection method is interviews and focus groups. Interviews consist of an interviewer asking the participant significant questions in process of receiving purposeful answers to be used towards the objective of the research. Interviews can be formed either objectively or subjectively, and the difference between the approaches is dependent on how the answers are being inspected (Saunders et al., 2016). The objective approach consists of responses being viewed as facts that are supplying information or data to the study at hand without considering the background of the respondents. Reflective to that, subjective approach considers that the interviewees are citizens of the society and that the surroundings of an individual are influencing their answers. The purpose of the interview is being distinct between the said approaches. 

In order to distinguish differences among the interviews, they can be divided into three categories (Saunders et al., 2016), which are being presented below. 

Structured interviews consist of pre-designed questionnaires, which are by design standardizing the questions asked from the interviewee. In order for these to be successful, the researcher should focus on proceeding and conducting the interview in a standardized method to avoid having an effect on the results. The structured interviews mostly produce data that is used in quantitative research due to the nature of producing structured data and limited number of options in answering to the questions.  

Semi-structured interviews present another option for a researcher (Saunders et al., 2016). In order for them to be successful, the interviewer should have a list of themes in form of key questions to guide the general flow of the interview, but they are allowed to create variance among the interviews to direct the theme according to the desired answers. Furthermore, interviewer is allowed to change the order of the questions to ensure the flow and maximum information received from the interview, producing additional room for discussion to be generated between interviewer and interviewee and to thoroughly discuss the themes while encouraging more in-depth answers.  

The third type of interviews is unstructured interviews (Saunders et al., 2016). These are set around a pre-determined theme but lack formal structure in order to achieve in-depth views and answers from the interviewees regarding the chosen topic or field of research. The interview is rather set around a theme than formed with pre-determined questions creating the setting of the interview as open as possible. The guiding of the respondents is left to a minimum in unstructured interviews in order to encourage the respondents freely discuss their experiences, behaviors and beliefs surrounding the topic chosen for the research. The meaning of the unstructured interviews is to accrue in-depth ideas and vision related to the beliefs and values that guide respondents’ behavior. Due to the sheer depth of the information attempted to achieve in these settings, informal interviews are also purposefully more personal.  

Main issue regarding the in-depth and semi-structured interviews is with the quality of data accrued. Due to the existing space in these settings for the unrelated social interaction that may not produce any significant data for the research at hand, the bigger risk there is for the cultural differences of the interviewees to play a role in their answers, thus playing a role in the later analysis of the data as these differences tend to have an impact on the answers. Additionally, in a setting that is not structured, the main guide of the research is the interviewer itself, therefore causing a risk for the data to be sidetracked or faulty, as their own ideas and beliefs guide the situation, thus causing a risk for interviewer bias to occur (Saunders et al., 2016), in which the interviewer is directing the answers of the interviewee rather than proceeding with set questions. Furthermore, this is the key cause for response bias in which the person under interview creates an image of the interviewer and the whole situation and therefore attempts to answer the questions in a way that is according to their perception meant to rather than their own beliefs (Saunders et al., 2016). Due to these reasons, the methodology chosen for any study is important to be thoroughly explained, particularly in the data collection methodology as it may affect on the future implications of the study and the future research regarding the reliability and trustworthiness of the data. 

[bookmark: _Toc109674731]Data collection methods for the study

To understand the current trends of the company cars, a set of consumption data is necessary. For the study to be feasible, it is essential to use such measurable data from the leasing companies, such as the one providing the data for this research, in Finland to achieve a cohesive understanding regarding the popularity of PHEVs as company cars or fringe benefit vehicles. There is also existing data regarding the use of the vehicles themselves, as the largest leasing companies in Finland keep records of fuel usage of the vehicles. Therefore, it is possible to quantitatively study to determine how much of the vehicle is being used with electricity and what is the volume of usage with a fossil fuel engine. This is the basis for the research question, and it is justified by the data. The end users are assumed to make the choice by themselves on whether they decide to use the vehicles under the power of combustion engines or under the electric drivetrain, as both of them should be available at all times if the vehicle is used as efficiently as possible.  

In addition to the existing set of data provided by Fleet Innovation Oy, and in order to understand the existing motivations and the possible solutions for the lack of it or enforcing them, semi-structured interview was chosen to be used in this study. The main objective for this study is to understand the motives of the end users to drive with their PHEV fringe benefit vehicles as ethically and ecologically as possible and what are the existing key drivers for it, while acknowledging the current situation regarding the ecologically sustainable use at the current state. Due to the strong bond toward the personal beliefs and values in form of ethical consumption and behavior, it is seen beneficial to engage into a direct, personal contact in order to ensure that all of the respondents are able to answer the set questions as honestly and as personally as possible. Due to these existing limitations, structured interview would not supply enough flexibility for the interviewer to get to the values and motives behind consumers’ habits during the interview. Although, an unstructured interview was not selected to be suitable for this research due to the subject being fairly technical and therefore in need of at least some directing in order to ensure the relevance of the answers. The attitudes of the fringe benefit vehicles towards the ethics and sustainability of the use is not yet popular field of research and therefore some in-depth answers were necessary, and in order to understand the motives behind their actions still controlled in a semi-structured environment rather than in an informal interview.  

[bookmark: _Toc109674732]Sample

The data used in this study was received from Fleet Innovation Oy, which is Finland-based company dedicated for B2B vehicle leasing contracts. The company controls 8100 vehicles (Fleet Innovation, 2022) of which data is collected from. To focus the data better for the study itself, 394 plug-in hybrids registered between the years 2019 and 2021 and their gasoline consumption were studied to determine if the operators of the vehicles were ecologically and economically responsible or were there significant signs of overconsumption. Furthermore, the data of the vehicles were collected from various, anonymous customers and end users of Fleet Innovation Oy making the data as reliable as possible. From this sample, 229 were analyzed in depth and others were not seen as qualifying vehicles due to the lack of inputs or exceptions in the data. These exceptions may have occurred during the use of the vehicles, as the data is gathered according to the refueling data of the vehicle, in which the end user is requested to give the reading in the odometer in the used vehicle. This process causes some misinputs either due to the gas station workers or by the users own carelessness. 

To put this into understandable perspective, the vehicles in operation by Fleet Innovation’s customers were compared to manufacturers announced WLTP (Worldwide Harmonized Light Vehicles Test Procedure) consumption results, as it is the only standardized and detached testing standard that the manufacturers are compelled to announce their vehicle’s consumption in. All vehicles in the listing have a suggested WLTP consumption number that the consumer should be able to achieve under normal circumstances, but some limitations have to be noted, such as climate and uneven load that the vehicles are working on due to the number of passengers, amount of luggage or changing terrain.   

To achieve the clearest possible results based on the model of vehicle used, a t-test is conducted on the data of each make and model of the vehicle and then compared to the WLTP to determine the trend of the drivers rather than the individual exceptions occur. Furthermore, it also helps to visualize the differences among the different vehicles and harmonize the users, as some vehicle models may be harder to achieve the WLTP consumption with, as the manufacturers are known to be optimizing their vehicles for the testing conditions rather than to everyday use.

Due to the scarcity of interview data existing before the study, interview data was collected from the leasing companies and the users with competencies regarding fringe benefit vehicles, specifically PHEV vehicles, as they have the best perspective over the accrued benefits for both the company and the user of the vehicle. This data enables the research to understand and expand the known benefits and to extend the perspective of the research to understand some key ideas from the users themselves regarding the future of fringe benefit PHEVs and what would be the most preferred motivators for the users to have. 

The interviews were conducted in June of 2022 over video chat to ensure the most convenient environment for the respondents to be in. Using the video connection during the interviews was seen critical, as instead of the risk of misinterpreting the question or losing a connection unknowingly the interviewer was able to predict and to follow the interviewee’s reactions during the questions presented. The chosen language for the interviews was Finnish as the world of PHEVs and the fringe benefit vehicle system requires a significant amount of technical and specific vocabulary. Therefore, to diminish the risk of misunderstanding the interviewees were given a chance to answer the questions in their first language. The chosen sample size was three as the PHEVs are not yet the most common fringe benefit vehicles, especially as company cars. The interviews were 38 to 49 minutes long and all of the interviewees were asked 6 of the same questions with some re-formatting to avoid misinterpretations.  

Interviewees were selected based on their current or earlier status as a PHEV fringe benefit vehicle user or as an expert in the related field. The criteria were that chosen respondents have made a decision related to the powertrain of the vehicle, so that they would be able to supply insight on what motivated them to select a PHEV and how they are motivated to use them as ecologically as possible, if at all. Furthermore, it was also decided that the interviewees would all be receivers of company cars rather than car operating benefits in order to standardize the monetary and ethical incentive of the users related to operating. In addition, some experience related to the technology and the uses of it were counted as a benefit as awareness related to the charging and the network availability was seen as an advantage. 

The aim was to find otherwise regular fringe benefit receivers operating company cars who would be ready to answer questions based on their use of the vehicle and their experiences and habits regarding the charging of the said vehicles. In addition to the receivers, it was also decided that some expertise related to the fleet management and experience on such field would be helpful so one of the interviewees were selected from the participating company to this study. Some of the interviewees were personally asked to take part in the interview and some were received through snowball sampling or chain-referral sampling. The research requires fairly niche kind of end users, as the PHEVs are not yet the most common vehicles on the road, let alone as fringe benefit vehicles. The nationality of all interviewees is Finnish to get an in-focus look on ethical consumption within one common legislative area, and the interviews were held in Finnish.

[bookmark: _Toc109674733]ANALYSIS OF THE EMPIRICAL FINDINGS
In this chapter, the findings of the research will be analyzed with the common goal of answering to the set research questions. The data gathered for this study is explained and studied objectively in order to produce scientifically significant value regarding the fringe benefit vehicle users in Finland, more specifically, those who use plug-in hybrid electric vehicles.

The purpose of the study is to identify the factors that are motivating the PHEV fringe benefit vehicle users to operate the said vehicles as ecologically and ethically as possible and decide whether or not do they exist and if not, how to do it. The justification is that from the aspect of the legislation there is currently none and it is also identified that the companies and the employees have the means to do so. This logical order requires that the second research question is answered to first and then the information accrued from that is used to determine the current state of the use and whether the first question is justified or not. Furthermore, previously set propositions related to the study are then compared to the findings and then evaluated from the perspective of significance to the main research question and the results of the questionnaire conducted in this research.

[bookmark: _Toc109674734]The state of the current use of PHEVs as fringe benefit vehicles
Analyzing the use of PHEVs and further their ecological and ethical consumption is not as straight-forward as it sounds. There are only certain metrics available for the vehicles in the public data and due to the need for significant amount there are no explanation or excuses considered in the data accrued for the study. Earlier on this study it has been established that the only existing, equal metric for the vehicles that is generally accepted nowadays is the WLTP value, which does not reflect the use of all the consumers that have chosen that specific vehicle. To expand the understanding of how the consumption behaves with a vehicle, each car with combustion engine has an established consumption for city, highway and for combined environment, of which most of the time the highway is the lowest, as the vehicle is able to travel on relatively low engine load for long periods of time without need for excessive braking or following acceleration. However, when looking at the consumption on the vehicles with electric drivetrain, the situation is rather opposite, as the electric engines are under higher stress in the higher speeds and therefore are consuming more than in city environment or at the speeds considered more normal in habituated environment. Therefore, an argument can be made, that in a country like Finland, where the distances are long apart and the cities are small, most of the distances travelled are done under highway conditions.

In the earlier part of the research, it was touched upon if WLTP is a fair metric for the ecological use, and due to the reasons above, it should be questioned that is it feasible for some drivers to be assumed to achieve the stated consumption. Due to these reasons, in order to get as standardized and as equal results as possible, it was chosen that the best possible metric for this study to be conducted is actually the percent difference from the announced WLTP consumption, where the 100% is the base value of the manufacturer and the percent number indicates how much does the actual consumption exceed or undercuts the stated value. This puts the vehicles on the same lane and therefore makes them cross-referrable. 

The secondary research question was:

“How ecologically responsible is the current use of fringe benefit vehicles in Finland? “

As earlier mentioned, the data for this question was provided by Fleet Innovation Oy – a vehicle leasing company providing services for companies operating in Finland. The vehicles were only identified by ID-number, make, model and model year to ensure that all the vehicles were on the same level. From the results of the data produced from 229 PHEVs that are or have been used as fringe benefit vehicles in Finland, 228 exceeded their announced WLTP value. In order to validate the data and the figures it produced, a simple t-test was conducted to the real consumption, WLTP consumption and the measuring percentage of the data to claim the significance:
	
	Test Value = 0

	
	t
	df
	Significance
	Mean Difference
	95% Confidence Interval of the Difference

	
	
	
	One-Sided p
	Two-Sided p
	
	Lower
	Upper

	REAL VS. WLTP CONSUMPTION
	34.513
	229
	<.001
	<.001
	351.47%
	331.40%
	371.54%

	L/100KM
	56.117
	229
	<.001
	<.001
	6.61
	6.37
	6.84

	WLTP L/100KM
	42.679
	229
	<.001
	<.001
	2.11
	2.01
	2.21


[bookmark: _Toc109674632]Table 5 Analysis of the data retrieved for the study, rounded to two decimals. 

In the table above we can see a glimpse of the data and what the mean values of each of the metrics is behaving. For example, we are able to deduct that the comparative percentage statistic varies quite a lot between vehicles and the mean is higher than the median. This means, that the data is positively skewed and therefore the values below mean, or median are more common than the ones above it, thus directing the research to deduct that the most common value, or mode is somewhere below these values. 

The average vehicle, or the median values of such vehicle, that was used between 2019 and 2021 presents a following data set:

	Medium values retrieved from the data
	Mileage (KM)
	Fuel consumed (L)
	Consumption (L/100km)
	WLTP Consumption (Average among all the vehicles)
	Real vs. WLTP Consumption 

	
	25000
	1519
	6,73
	2,30
	310,10%


[bookmark: _Toc109674633]Table 6 Average values of the data retrieved from the vehicles used in the research

As it can be deducted from the data, the fringe benefit vehicle users in this data are consuming on the average 3,1 times the WLTP value announced by the manufacturer. certainly, the deviation of the percentages is between 81,38% and 804,50%, but as an average number, it is still significantly high. To understand, how these values fair in comparison to other countries and other user groups, such as private owners, some data, courtesy of the International Council on Cleaner Transportation (ICCT, 2022), may be used as a comparative.

In the executive summary of study conducted on a European level, the authors are stating following: 

“The real-world fuel consumption of PHEVs in Europe is on average three to five times higher than WLTP type-approval values. The average real-world fuel consumption of PHEVs in Europe is 4.0–4.4 L/100 km for private vehicles and 7.6–8.4 L/100 km for company cars compared to an average of 1.6–1.7 L/100 km in WLTP type approval. “ (ICCT, 2022)

Furthermore, some of the key differences between private and company cars are elaborated upon in following words: 

“The average real-world electric driving share is about 45%–49% for private cars and about 11%–15% for company cars. The electric driving share corresponds to the share of distance driven on the electric motor with the combustion engine off. In contrast, the official WLTP type-approval procedure assumes the share of driving in the mostly, but not fully, electric charge-depleting mode at around 70%–85%. “ (ICCT, 2022)

From these statements it is possible to deduct, that the company car drivers in Finland are actually consuming less fossil fuels than their European counterparts by a significant margin, even when taking into account the average WLTP consumption, which on the data set was 2,3 liters compared to ICCTs 1,6-1,7 liters. However, it is also visible that the company car drivers in Finland are not using their vehicle’s fullest potential or charging them as often as possible, as the private users in Europe are averaging even lower consumption levels than the fringe benefit users presented in the data. Unfortunately, the data regarding the percentage of kilometers covered purely with electric power is not included in the data, but it can be logically deducted that the share users are driving under electric power is somewhere between the European average values of private users and company cars. Therefore, we can say that fringe benefit drivers are using their vehicles responsibly in comparison to the European company cars but are still lacking in behind what comes to the private users, or the suggestions given by the manufacturers. 

[bookmark: _Toc109674735]Motives for using PHEV as fringe benefit vehicle
This section takes a look into the motivation behind fringe benefit users in choosing PHEV as their fringe benefit vehicle. It also is divided into suggestions made in the propositions. In this section, the first three of the propositions are used in order to accrue an understanding of different motives behind the consumption of the vehicle.
 
[bookmark: _Toc109674736]Practical motives
	PRACTICAL MOTIVES
(Proposition 1)
	getting access to benefits
costs
curiosity
the lack of risk



The first proposition made for this research based on theoretical background was practical motives, as it involves the most understandable and shallow motives for the end user to firstly make the decision of selecting PHEV over a traditional combustion engine and secondly to use it as properly as possible. Practicality in consumption environment where the end user is not held economically responsible may end up being the key driver in the motivation of use, as it is identified by Carrington et al. (2010). 

Getting access to benefits was commonly given answer to the first question of the questionnaire among others (Appendix 1). Currently it seems, that companies providing company cars for the employees are actually encouraging the end users to select as environmentally friendly vehicles as possible. All of the respondents mentioned the access in some way or another during the interview as one of the motivators for them to either transfer from their previous vehicle to PHEV or to the current one. 

“… and to be fair, the final reason for me to end up with PHEV was that my employer was giving kind of a monetary encouragement, which means that for PHEV users the employer gave 100-euro reimbursement in the taxation, in other words, I had 100 euros monthly pay increase in comparison to a situation where I would have chosen similarly priced combustion engine model.” (Interviewee 1)

“… when talking about me, as a CEO I do not receive these benefits… but regarding the emission limits, for an employee to have a PHEV similar to mine brings around 150 euros per month, which is reimbursed by the company.” (Interviewee 2)

Also, an expert opinion received from an interviewee working in the industry of leasing vehicles for businesses acknowledged this as a key motivator.

“Currently? I think that surely it has to be the reimbursements given in taxation, also the leasing vehicle policies among the companies are driving the users towards selecting PHEV.” (Interviewee 3)

Getting access to benefits seems to be closely connected to monetary benefits, or in other words, costs related to the use and received benefit of the vehicles. The cost of having a PHEV vehicle is seen more desirable than a regular combustion engine variant, as it receives monetary benefits both from the taxation and company perspective. Additionally, the purchasing price of the vehicle determines the value of the fringe benefit vehicle’s monthly costs for the employee and therefore it was also discussed.

“The PHEVs are from the vehicle taxation perspective so affordable that for example (vehicle make and model) is from the purchasing price perspective similarly priced than same models basic gas model and in the end of the day it has more features and better equipment than its combustion engine comparative.” (Interviewee 1)

In addition to the monetary benefits, also the curiosity and an easy access to the new technology was mentioned to be either a believed or actual motivator for the users to transfer from the combustion engines to the PHEVs. It also seems to be a risk-free transfer due to the responsibility of upkeeping the vehicle being on the employer rather than the end user. This makes the transfer less demanding and therefore a valid option for the user to consider.

“I believe that its easier to select (PHEV) as fringe benefit vehicle; it’s not necessary to take care of servicing and the price may be a little bit more expensive than in a situation where you’d go to a dealership and purchased a personal vehicle. Therefore’ I’d believe that it would be easier to get some newer technology, if you’re in matter of fact a fringe benefit vehicle receiver.” (Interviewee 3)

“.. much more equipped, much more powerful vehicle and therefore a lot more interesting. The technology is new and interesting, and I wanted to feel how the PHEV works in everyday life. Earlier, I have had no experiences with hybrids.” (Interviewee 1)

“Surely the practicality goes in front of ecological values but then again, it led to decisions such as getting groceries were focused in places that had charging opportunities.” (Interviewee 1)

In conclusion, there seems to be strong practical motives for selecting a PHEV for a fringe benefit vehicle due to reasons based on monetary and technical benefits, which are also feeding from the curiosity of the user regarding the technology and the lack of risk which exists due to the minimal personal investment into the fringe benefit vehicle. Furthermore, it seems that the practical motives are also driven by the policies of the employers, thus, increasing PHEVs desirability as their pick.

[bookmark: _Toc109674737]Ethical motives

	ETHICAL MOTIVES
(Proposition 2)
	example shown to peers
(personal) ecological values



As a second proposition of the study is the ethical motives of the end user, based on the theoretical background. Fringe benefit vehicle receivers are assumably picking the benefit due to the reason of having a work that requires transportation or their commute is not either easy or possible with any other method of transportation and therefore finds the vehicle necessary.  Thus, selecting and using PHEV as ecologically as possible actually reflects the personal values of the end users and also shows responsibility to the cause of cleaner transportation. In the earlier section, it was statistically shown that Finnish fringe benefit vehicle receivers are using their vehicles relatively better in comparison to their European counterparts, but to understand the realistic perspective of the users the shares of electric distance travelled with the vehicle was questioned and the values to ensure that the PHEV drivers are actually walking their talk, what comes to the ethical values of ecological driving. 

The example shown to peers was mentioned during the interviews as the interviewee was not recipient of monetary benefits due to their position as CEO.

“… as a company we are bound to support less emissive driving among the fringe benefit vehicles and we have created monetary incentives for that… additionally, I wanted to exhibit and use PHEV via an example and in fact, we have several greener vehicles, even EVs, selected as fringe benefit vehicles…” (Interviewee 2)

What comes to the personal ecological values of the end users, they were asked, how big of a share are they driving on electrical drivetrain and how does having a PHEV as a fringe benefit vehicle affect on their decisions in their free time, such as getting groceries etc.

“The charging stations worked with a RFID tag, which was connected to a few service providers. The office did not have any charging possibilities and its not pleasant to pay myself charging a vehicle at home, of which I have already paid monthly on in the form of taxes… The charging normally occurred while going shopping and one quite significant place for charging was park and ride places, in which I went to when I was on my way to Helsinki city central and left my vehicle into charging station during the trip.” (Interviewee 1)

“In timespan of a year (I drive on electricity) roughly 50%. But there may be months in between where I don’t have to drive long distances and it’s mostly driving in the city and taking children to their hobbies and those happen exclusively on electricity. … I have from previous vehicle a home charging unit which is slightly controversial, but just for the sakes of ecological values I use it every now and then (in my own expense), even if with company cars the end user should not use their own money. Now, due to a steep incline of the price in electricity I have used it less.” (Interviewee 2)

“I drive 80% share of my rides on electricity… I have full benefit of charging at my workplace… We also had RFID tags for charging, and we had a exclusive system at our workplace and I pretty much used it as much as possible.” (Interviewee 3)

Next, it was asked if the average PHEV fringe benefit user is considered to use their vehicles as ecologically and ethically as possible.

“I don’t think so. I think the situation from two perspectives; if you are using company car, it does not direct you to charge it as much as possible. In the history there has been several vehicles in our fleet where the average consumption is around 10l/100km among plug-in hybrids, but I state that it is getting better.” (Interviewee 3)

“The discussions that I have had in this matter are fairly two sided. Especially while I had a PHEV as a personal vehicle prior to the one I am currently using I had a habit to always plug it in when possible and thus it became a routine. Also, I know a lot of drivers that are not charging at all.” (Interviewee 2)

These findings are enforcing the idea that due to the charging being unnecessary for the use of the vehicle, some of the users may end up not doing it at all, as the responsibility does not bind them to do so. However, it goes to show that if the user has adapted to the culture of using the vehicles properly, it is probable that habit goes on even if the ownership of the vehicle is not on them. This is partially supporting the findings presented in the study by other studies, such as Carrington et al. (2010).

As a conclusion, ethical motives are seen significant among the interviewees but are identified to vary among other users and for it to be a driver for an individual to behave accordingly, their own mindset have to be in something else than just getting a better vehicle for the same or less money than the regular combustion engine model. Ethical motives are seen more individual than as a part of bigger culture and the responsibility and lack of direction of the company car benefit is noted strongly.

[bookmark: _Toc109674738]External motives
	EXTERNAL MOTIVES
(Proposition 3)
	company’s ecological values
expectations of the surrounding society



As third proposition based on the theoretical background, is the external motives. These are fairly subjective in this matter, as each of the respondent are representing different organizations with different values set on their behalf. Especially people working on managerial positions are expected to show example related to the company values. It was also discussed that how fringe benefit vehicles are affecting on the carbon footprint of the company and why is it so important for the companies to not only have ecologically capable vehicles, but also to use them as responsibly as possible, as the society surrounding the company may perceive this as a form of greenwashing. 

“… if we think from the perspective of the employer, how can we encourage our employees to drive as ecologically as possible, I think, that one good way is to make it as transparent as possible. Meaning, to put on a “competition” among each of the PHEV drivers so that it could be figured out how close to the vehicle’s WLTP consumption each user has gotten to, in the timespan of a month, for example.” (Interviewee 1)

“I’m trying to encourage the employees to green thinking, on the other hand, now that I am watching to the parking lot where they are arriving with their own cars, and how old are those, it seems a bit silly to me. If we think about carbon neutrality, it is perfectly ok to drive 20-year-old, large vehicle because it’s not the company’s emissions, but when it is registered for the company, it is under their emissions.” (Interviewee 2)

“I think that the society is under constant ecological pressure, to me, it shouldn’t have to be purely under the organization’s responsibility to direct to that, but rather under society and in order to act against global warming… We have certain companies that have certain buying limits in different working titles. When you choose a vehicle under certain emission limit, you can get a fancier vehicle. In other words, you can get a better vehicle with the same money, as long as its responsible.” (Interviewee 3)

Companies are able to direct the chosen vehicles to be as ecological as possible, but furthermore, they are also able to direct the user’s gasoline consumption in a bigger picture too to ensure the users to drive in a more ethical and ecological manner.

“… certainly, we have some customers that are setting certain limits to the gasoline cards of the vehicles, meaning if you have a PHEV, you cannot refuel it with 2000 euros per month. Which directs the end user to transfer to use the electric drivetrain.” (Interviewee 3)

Finally, it seems that the importance of the company policies existing is found to be significant. It seems, that the motivation in addition to monetary incentives is actually found also in the company culture. 

“… we have to consider the company’s ethics. Additionally, the company’s ecological policies and their perspective on sustainable development. I think that there should be a stronger statement all the way from the top level of the organization, even going as far as making it one of the company’s values or setting it as part of organization’s long-term objectives … so it would be an individual method on the way for company to become carbon neutral.” (Interviewee 1) 

As a conclusion, the directing and the values among the company that the users are employed by is a strong factor when considering the elements that are encouraging the end user to use their vehicles as ecologically as possible. It is also acknowledged, that the surrounding society is pressing the companies to establish such policies and they are somewhat found controversial. Furthermore, the users tend to think that the drive for the greener values in order to ensure the ecological use of the vehicles across the board should be coming from inside the organization rather than to be in the responsibility of the individual.

[bookmark: _Toc109674739]Lack of awareness
	LACK OF AWARENESS
(Proposition 4)
	legislative knowledge
technical know-how
knowledge of incentives



As a final proposition for this study, it was decided to investigate the factors that may cause the faulty or unecological use of the fringe benefit PHEVs. As it has been stated before, some users may have logistical difficulties to drive as much on electricity as the others and everyone has not got the same commute or the same equipment, or even the same possibilities to set up a charger at their own residences. But on the other hand, some of the lack of charging may also end up in the spectrum of lack of awareness of the benefits and equipment that the users are eligible for. As an example, all of the respondents more or less thought that they are not able to charge their vehicles at home on the expense of their employer nor the fact that the home charger is considered to be a piece of equipment for the vehicle and therefore part of the taxable benefit rather than something that they should get on their own cost. These and other factors combined created a reason for this study to investigate, if lack of awareness has anything to do with the users not charging as much as they can.

It was asked during the interviews that what were the charging capabilities of the participants, of which two had either total or partial opportunity to charge at their workplace and one did not. However, when the discussion was turned to home charging, all of the participants were less aware of the possibility of having an intelligent charger that meters the used electricity for the charging of the vehicle, mentioned earlier in the text (Verohallinto, 2022).

“When we are talking about a company car, it is not very pleasant to charge the vehicle with your own electricity, especially when you have paid the taxable value monthly already.” (Interviewee 1)

“Yes, I was aware the charging at workplace is included in the benefit, but the devices used for home charging and how they behave, I have no knowledge if it has changed… the leasing company has not made us aware of the any changes regarding that… I wouldn’t say that I am very aware of the laws and changes related to the PHEVs.” (Interviewee 2)

“It would be great (if the employer could provide the electricity used to charge the vehicle at home), but if we’re going to that level, at the moment it would be fairly difficult to do.” (Interviewee 3)

“I may not be aware of all the benefits I am able to get from my employer regarding the charging. I think, I know plenty, but it is possible that I don’t.” (Interviewee 1)

“I think there are still some kind of hick-ups with the home provided charging that it’s not yet as straight forward according to my knowledge” (Interviewee 3)

To conclude this proposition, it seems that there is fairly strong existence of lack of awareness on several levels, among the users and the organizations involved in leasing PHEVs. Therefore, it seems that the full potential of the said vehicles may not be achieved until larger quantity of the users gets the information necessary to be able to charge their vehicles everywhere they are or go.
[bookmark: _Toc109674740]DISCUSSIONS AND CONCLUSION
This study was structured to increase awareness of fringe benefit vehicle system and especially a newer vehicle group of Plug-In Hybrid Electric Vehicles (PHEV), and how they are handled in legislation, how are they currently getting used and if there is room for improvement, how can it be achieved so, that their maximal potential is being gotten. This chapter is designed to present the main findings and the further implementations, considerations and limitations related to this study. 

[bookmark: _Toc109674741]Findings of the study
PHEVs as fringe benefit vehicles in Finland have become fairly popular and their popularization has expanded vastly during the last few years. The numbers goes to show that the popularization is continuously expanding on all environmentally friendly vehicle categories, such as PHEVs and EVs. Companies are also introducing policies that are limiting the emission figures of the vehicles eligible for their fleet and therefore driving the end users towards more environmentally friendly vehicle options. This as a partial driver helps the users to make initial decision towards the PHEVs and to make ethically and sustainably friendlier consumption decision. However, it does not determine yet that how the end users are actually consuming with their vehicles, as it is a product, where the consumption is continuous and each trip to the charging station or gas station is a different decision to make.

To understand the bigger picture of the issue, two research questions were presented to ensure that the direction of this study would achieve its objective. In order to answer these logically, we shall inspect the second, additional research question first. 

“How ecologically responsible is the current use of fringe benefit vehicles in Finland? “

To answer this question, it was decided that an objective analysis of a fleet of PHEVs used for leasing purposes would be studied and compared to one another. This was to gain as broad perspective as possible in a short period of time and with otherwise scarce resources. The main findings concerning the first research question was that fringe benefit vehicle receivers in Finland were actually using their vehicles more ecologically and ethically towards the environment than the European average. The mean user in Finland was achieving consumption figure of 6.7l/100km whereas European average was 7.6-8.4l/100km. However, in this case the comparison does matter, as the private users in Europe were achieving consumption figures of 4.4-4.6l/100km, so it was proven that the PHEVs in Finland are not used to their fullest potential, therefore, it is not straight forward to claim that fringe benefit vehicles are behaving ecologically or using their vehicles as ethically as possible, but their comparatives are actually producing more emissions. 

The main research question of this study was:

“What are the current motives for an employee to use their fringe benefit PHEV as ecologically as possible? “ 

For this question, some ideas were presented throughout the interviews, and some have naturally come up from the data. First, it must be acknowledged that the legislation in Finland has made significantly easier with the changes during recent years to use the vehicles even more ecologically be taking the financial responsibility of charging from the end user away, by for example exempting the workplace charging from taxable benefits. It is not significant sum of money saved by the end user, but it is the principle of getting a benefit of having the possibility, if the facilities exist at the workplace. It also encourages companies to provide such network and service for its workers in order to enable their environmentally friendlier commute. 

The interviewees were all agreeing on the practical motives of having PHEV as fringe benefit vehicle, especially the monetary benefits were strongly mentioned in the interviews, however, all of the practicality was strongly motivated by the ethical motives both on private level and regarding the companies that the interviewees represented, such as showing a good example to the peers or just to act according to their personal, environmental values. Therefore, it is safe to conclude that there is certainly existing pressure for both the companies and to end users outside of the practical means to behave more ethically, ecologically, and more transparent. 

Due to the nature of ethics and its subjectivity it is hard to determine, whether the collective consumption of PHEVs in Finland is actually ethical or not, as it is dependent on the comparative chosen. It is discussed several times, how all users are not either able to use the vehicles as ethically or ecologically as possible or even eligible for all the benefits that others are able to gain, for example, due to the limited charging capabilities. However, in the interview situations the interviewees were presented with the average figures and after hearing those they considered themselves to be ethical users or to have better charging habits than the average. All of them still admitted that they could charge more if the home charging was possible and therefore found some space to improve upon. However, according to the current knowledge gathered for the study, it very much is and therefore this study finds the lack of awareness to be the biggest singular factor of how employees can be induced to use their fringe benefit PHEVs more ecologically. The information however is not supposed to be directed only towards the end users, but also to the employers and to the organizations providing the leasing services. This information is meant to ensure that all of the parties related to the leasing contract are aware of the possibilities and services needed and able to ensure that the vehicles are getting the best possible environment for ecological use. 

It was also brought up, that the companies encouraging the end users to get themselves a PHEV as fringe benefit vehicle should not stop there, but to go even further and to encourage the drivers to become as environmentally friendly as possible by implementing the electrification of their company cars to their strategy in order to diminish the companies carbon footprint and to ensure that the employees in their service have the best capabilities possible to do so also in their private life with the vehicles and charging opportunities provided by the employer. This would increase the ethics of the behavior of the company and encourage the users to be more transparent of their actual consumption in order for their whole organization to become actually more sustainable rather than to greenwash with vehicles with capabilities for green use but to not actually use them correctly.

[bookmark: _Toc109674742]Theoretical contribution
This subject is not very well researched. In fact, according to the current knowledge, it is the first study produced on university level regarding environmentally friendlier vehicles as company cars and therefore the theory for this subject is rather hard to come by and some assumptions have been made, for example in the specific area of ethical consumption, where some of the theories were implied from other industries in order to produce a solid theory to base the research on. It was also fairly challenging to combine the legal and technical factors to ethical theory and therefore in order to repeat this study in any other country or on a private level, the local legislation and definitions should be thoroughly studied. 

[bookmark: _Toc109674743]Managerial implications
More and more of the companies are thriving towards carbon neutrality and some of the pushes they are doing are requiring engagement of their employees. Some of the carbon footprint can be relieved by doing some green and ethical investments, such as planting forests and cleaning the ocean. However, if something can be done while saving money without any personnel cuts, it is safe to argue that any company should be prepared to do so. Companies are encouraging employees with monetary incentives to get PHEVs and EVs as fringe benefit vehicles but are doing significantly less to maximize the potential of electric drivetrain. It is certain that the example and the principle should be set from the very top of the organization in order to achieve all the employees and to ensure that the transparency of their consumption goes throughout the organization.

Company cars are fairly common in Finland and due to the nature of the countries geography their popularity is probably not diminishing too quickly. Therefore, in order to ensure the transition towards greener mobility, the company should ensure that the physical users of their equipment are also given the devices and the help necessary to use the vehicles as ecologically as possible. With the prices stated before, company can save upwards of 8 euros per 100 kilometers travelled by their employee and when it is scaled, it produces significant savings on average kilometers travelled on Finnish roads. Implementing such system does not require the company to do heavy additional investments but to ensure that they are getting the most out of the current ones and taking care of their corporate social responsibilities as part of the society.

[bookmark: _Toc109674744]Limitations and suggestions
Some limitations are involved in this study. The study itself was conducted both quantitatively and qualitatively. Firstly, the quantitative data was put in by the end users themselves and some of the data had to be abandoned due to inaccuracies in for example odometer readings reported by the users. Therefore, there may be some fallacies in that data due to human error. Secondly, when creating qualitative interview data, it is never objective and therefore should not be handled as an absolute truth. It is mainly subjective views of the given topics and helps to provide additional and humane perspectives to the study involved. Finally, the findings produced in this study are constructed interpretations by the interviewer, so taking them as given is not something to do. 

Due to the existing limitation of time and resources, the interviews were conducted at one go. Therefore, some of the questions had to be reformed in order to ensure common understanding and additional questions were presented to expand the answers or to gain a compelling argument for their answers. The same limitations and the niche field of study caused also the sample to be very small. With more interviewees some of the views of the interviewees could have been enforced and therefore justified. 

One of the biggest singular factors affecting this research is the current situation in global politics. Due to this the price of fuels and electricity have skyrocketed in Finland, therefore causing the use of private vehicle to be significantly more expensive than before. This causes some of the calculations regarding money to be accurate only for the time being and the relationship of the prices between electricity and fuel to be extremely volatile. Therefore, the numbers presented in this study should be taken with a grain of salt. 
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Appendix 1: Questionnaire for the participants regarding the master’s thesis interviews both in English, and Finnish.

1. What was/would be the main motivator for you/end user to select a Plug-In Hybrid Vehicle as their next Fringe Benefit Vehicle? 
2. Are you able to evaluate the portion of driven kilometers on purely electric drivetrain? 3. Do you think that you or an average end user uses the vehicle as ecologically sustainable as possible? 
Why? Why not? 
4. What would motivate you or an average end user to use the fringe benefit vehicle more ecologically? 
Would you be willing to gain more significant monetary benefits from ecologically responsible use? 
What kind of other motivators would you find as possible incentives for more ecological use? 
5. What are your or average users' current incentives to use the vehicle as ecologically responsibly as possible? 
Is there any reward programs or incentives? 
Are there any consequences for unecological use? 
6. Do you think that you or an average user would be more willing to select PHEV or EV as their Fringe Benefit Vehicle if the company incentivized the ecological use better? 
Would you/average user drive a PHEV if there were consequences for unecological use? 


1. Mikä oli syy sinulle* valitessasi Plug-In hybridin työsuhdeautoksesi? (*= käyttäjälle) 
2. Osaatko arvioida, paljonko ajoistasi tapahtuu puhtaasti sähköllä? 
3. Uskotko sinun tai keskimääräisen käyttäjän ajavan autolla ekologisesti? Luuletko käyttäjän lataavan ajoneuvoa niin usein kuin mahdollista? 
Miksi? Miksi ei? 
4. Millaisten tekijöiden uskoisit motivoivan sinua tai käyttäjää mahdollisimman ekologiseen ajoneuvon käyttöön? 
Olisitko halukas saamaan merkittävämpiä rahallisia kannusteita? 
Millaisia muita kannusteita näkisit mahdollisina motivaattoreina? 
5. Mitkä ovat sinun tai käyttäjän nykyiset motivaattorit käyttää plug-in hybrid –ajoneuvoa mahdollisimman ekologisesti vastuullisesti? 
Onko sinun tiedossasi palkitsemisohjelmia tai insentiivejä? 
Tiedätkö olemassa olevista seuraamuksista epäekologiselle käytölle? 
6. Uskoisitko, että keskiarvoinen käyttäjä olisi halukkaampi valitsemaan PHEVin tai sähköauton työsuhdeajoneuvokseen, mikäli yritys palkitsisi paremmin ajoneuvon ekologista käyttöä?
 	Ajaisitko sinä, tai uskoisitko muiden ajavan PHEViä työsuhdeajoneuvonaan, mikäli epäekologisesta käytöstä koituisi seuraamuksia?
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