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1 Introduction

The recent rapid technological development of self-driving cars led to today’s situation in which
tests with driver-less cars are performed all around the world. Lately, those developments
are covered extensively in the news (Silberg et al., 2013; Fraedrich and Lenz, 2014). With
increasingly autonomous driving assistance systems in mass car production the shift towards a
fully-automated driving experience has already begun. While the progression into such a future
might be gradual, autonomous vehicles are generally regarded as a disruptive force (Maunsell
et al., 2014) with the potential to drastically change not only the traffic environment, but also
the way we see mobility, we design cities and, consequently, work and live in an increasingly
connected society with huge economic implications (Shanker et al., 2013).

The great challenge of research today is to develop coherent scenarios of a driver-less future by
the means of historical analysis, concise assumptions, predictions and simulations. This report
gives an overview about current results and forecasts around autonomous vehicles (AVs).

For that matter, it is necessary to define what exactly is understood as an autonomous vehicle
(AV) in this report. While the technology can be adapted to a great variety of different vehicle
types, here road-based transport is considered specifically, covering adaptations of self-driving
technology to private cars and public transport solutions. In that regard the terms “autonomous”,
“self-driving” and “driver-less” are used interchangeably as is often the case in the existing
literature in distinction to CVs (conventional vehicles).

Furthermore, it needs to be defined on which time scope the review addresses. While the
technological development is already making progress, the adoption of self-driving cars is just
beginning. There are plenty of scenarios on how the route towards a large-scale use of AVs will
look like, with technological, societal, legal and economic barriers. While those aspects will be
covered briefly in the next sections, the main part of the report will focus on the ideal scenario
where AVs have become a fixed part of the traffic environment.

1.1 Technological Progress

The very reason that questions regarding the societal impact of AVs need to be asked, is that the
enabling technologies are advancing with great pace. As evidenced by the DARPA challenges
on autonomous driving (DARPA, 2014), huge progress has been made just in the last decade. In
order to standardize discussions about AV technology, the NHTSA defined 5 levels (from 0 to 4)
of automation in self-driving cars (NHTSA, 2013).





        

With autonomous driving on highways as released by Tesla or soon to be tested on a large scale
in Gothenburg (City of Gothenburg, 2016), level 3 (autonomous driving in specific environments
and situations) on that scale has already been reached. Gradually, AVs are expected to cope
with less and less confined conditions such as highways or parking lots until a fully autonomous
driving in all environments and situations can be provided in a safe manner (level 4).

In order to grasp the challenges within this development, it needs to be broken down what
“self-driving technology” is actually referring too. On the software side, it relies on artificial
intelligence, sensor fusion, machine learning and big data, where huge advances have been
made in recent years. On the hardware side one needs to consider vehicle-to-vehicle and
vehicle-to-infrastructure technology, which is developed by the ICT industry, on one hand,
as well as sensors and their respective processing units on the other hand. In general, one
needs to distinguish between connected and autonomous vehicles. While AVs are likely to be
dependent on communication technology, it could also be possible that AVs will work truly
“autonomous” in the sense that no communication with external vehicles and infrastructure is
needed. Furthermore, it is often implied that AVs are powered by electricity, rather than fossil
fuels (Litman, 2014), therefore the electrification of private cars and the development of powerful
battery solutions are also main components of AV development.

Predicting the speed with which all the related technologies will converge towards level 4
autonomy is still a difficult task. For instance, the comparably slow progress in battery
technology might be a main restriction for the technological development and, even more so, the
large-scale adoption of self-driving vehicles.

Nevertheless, the existing literature agrees that fully autonomous cars are to appear within the
next decade and that within the next 50 years a large number of vehicles on the road will feature
fully autonomous driving. Numerous predictions include Bansal and Kockelman (2016) who
are predicting 25% of vehicles being level 4 autonomomous by 2045, Lavasani et al. (2016)
inferring a saturation by 2050 using a simulation on technology diffusion, Litman (2014) stating
that AVs would become affordable for a broad majority between 2040 and 2060 and Bierstedt
et al. (2014) predicting that AVs will be available in convined environments by 2040 and on
public streets from 2050 on. Further time stamps are the introduction of full AVs, predicted at
2025 by Mosquet et al. (2015) and Bernhart et al. (2016), and from 2030 onwards in Bertoncello
and Wee (2015). In general it is expected that personal and freight transport will follow similar
patterns, though differences in technology exist. Since long-haul freight traffic is mostly taking
place in better controlled highway situations, AV technology for trucks is expected to appear
first. This thought is motivated by the large amount of savings that AVs can bring to the freight
industry as will be outlined in a later chapter.





        

In terms of technological progress and acceptance of the technology, the German industry is
leading the Automated Vehicles Index (Bernhart et al., 2016), followed by the United States,
Sweden, and France on sixth place.

1.2 Adoption Forecast

While there is a range of predictions from optimistic to conservative on when exactly AVs will be
an established element in the traffic environment, the path to that point seems to be clearer in the
literature. Generally, legal, societal and infrastructural realities in different countries define what
is necessary to do in order to arrive at fully autonomous vehicles on the roads and how easy or
difficult this transition will be. Country-specific analyses have been done for Australia (Maunsell
et al., 2014), the Europe-wide CityMobil2 project (Alessandrini et al., 2015), Austria (Azmat
et al., 2016), Korea (Kim et al., 2015), the United Kingdom (Clark et al., 2016), Singapore (Tan
and Tham, 2014)), the Netherlands (Milakis et al., 2015) and the United States (Fagnant and
Kockelman, 2015; Burmeister et al., 2014).

Besides the technological challenges mentioned before, there is a number of additional barriers
that need to be taken until AVs will be an integrated part of everyday life. The following
paragraphs will give a short overview about those limiting factors, while prospective solutions
will be described in the respective chapters:

Legal issues and questions of liability need to be answered in order to allow for autonomous
vehicles. As of today it is not completely clear, who will take responsibility if property is
damaged or people are hurt by autonomous vehicles. This also highly depends on the actual level
of automation, since a user who has no possibility to interfere with potential harmful manoeuvres
of the car, cannot be held accountable. On the other hand, service operators might be reluctant
to take more and more responsibility off the driver when there is still an option to interfere.
Therefore legal issues can be seen as a major challenge in the adoption phase, while the situation
might become easier once a considerable share of autonomous vehicles is reached. Pathways into
viable legal and liability scenarios, including privacy issues (Schoonmaker, 2016), are discussed
in Sheriff (2016), Schellekens (2015), Lederman et al. (2016) and NHTSA (2013).

Societal barriers arise mainly from the restructuring of the labour market. Along the general
decrease of industrial work due to more and more automation, AVs will lead to a reduction
of the number of jobs in transport and logistics (Spinoulas et al., 2015; Guerra, 2016). This
mainly covers driving personnel for public transport, taxis and the freight sector and doesn’t stop
at related sectors such as for the maintenance of the vehicles, or at emergency room personel
due to the reduced number of car crashes (Shanker et al., 2013). What is common in these





        

reductions is that mainly jobs with low wages and limited expertise are eliminated, while few are
created, which require advanced technological knowledge. Facing these adverse effects of AVs it
might be a risky step to politically support the development of AV-centred infrastructure in the
traffic system today. While the technology is available, close to no metropolitan planning efforts
are revealed publicly (Guerra, 2016) due to the high uncertainty about public perception. It is
conjectured that in order to transform individual benefits of single users into population-wide
societal benefits, regulatory actions, which will be explained later, need to be taken (Anderson
et al., 2016; Lamotte et al., 2016). However, it is also argued that “aggressive regulatory action
is premature and can probably do more harm than good” (Anderson et al., 2016).

Behavioural barriers are defined by the will and motivation of people to engage in autonomous
mobility. While at early stages, people with high interest in the technology might be the only
adopters, the progressive cost reduction and increased availability will eventually make AVs
more attractive than conventional transport (Chen, 2015; Mosquet et al., 2015). Even though it
might be the rational choice to use an AV at this point, it is not clear if people actually want to
switch. After all, it seems, that the attachment to the own private car as a kind of status symbol,
might be a challenge to overcome for the large-scale adoption of autonomous vehicles (Krueger
et al., 2016). On the other hand, in case that AVs are used as private vehicles, owning one’s
own autonomous car might work even better as a status symbol. Again, the main challenge
lies on the way to full autonomy. As long as conventional traffic is the majority on the road,
behavioural aspects are expected to have an inhibiting effect on the adoption. Once a major share
of autonomy is reached, it will be easier to argue for infrastructure, taxing and pricing decisions
which favour autonomous vehicles.

Looking at these major barriers, it becomes clear, that the adoption of AVs will by far not be a
linear process. Depending on the future developments in a multitude of aspects, highly optimistic
scenarios with fast adoption rates, as well as highly conservative ones with a minimum diffusion
can be argued for. The main driving forces are identified as technology, polcy, personal attitudes,
the economy and the environment in Milakis et al. (2015), similarly Maunsell et al. (2014) define
standards, drivers’ concerns, customer rights and regulatory decisions as major stepping stones.
In general, it should be much more difficult to predict exactly how the adoption process (Fraedrich
et al., 2015) will look like, rather than how society will make use of autonomous vehicles when
they are extensively available. Therefore, this report will focus, though not exclusively, on such a
scenario of high availability.

Still, such a scenario comes with a great amount of uncertainty due to the outlook being heavily
characterized by rebound effects. For instance, while a cheap AV service might attract CV users,
the capacity in the road network could be drastically increased due to closer distances between
vehicles (Shi and Prevedouros, 2016) and intelligent crossings (Yang, 2016). However, if the





        

service is similarly attractive to public transit users, their mode choices might lead to an increase
of AV trip demand with more vehicles on the road (Litman, 2014), effectively competing for
capacity. Therefore, it is necessary to study the net effects of the introduction of AVs with many
components of the traffic network, which cannot be examined as an isolated system. For the
assessment of the impacts of AVs on the traffic environment, understanding and quantifying
these equilibria, is a crucial task.

1.3 Methodology

Research around autonomous vehicles is conducted using a variety of methods. By combining
all the different results, it is possible to arrive at scenarios, which are backed by qualitative
reasoning and predictions while providing numbers and measures, which are consistent with
those prospects. The different techniques being used can be roughly categorized as follows:

Narrative approaches, mainly based on previous experiences, expert opinions and reasoning,
are the foundation of the research. By examining similar technological developments in the past,
imagining the advantages of AVs and inferring ways of implementing them, future scenarios are
compiled. Influential documents include Litman (2014), Anderson et al. (2016) and Fagnant and
Kockelman (2015).

Historical data can be used in a statistical way to get insights into the adoption process. By
examining former diffusion processes of certain technologies, the adoption of AVs can be
predicted and likely time frames can be derived (Lavasani et al., 2016; Nieuwenhuijsen, 2015;
Silberg et al., 2013). Furthermore, aggregation techniques of websites, blogs and Twitter are
used in order to statistically capture public opinions and concerns on the topic (Bazilinskyy et al.,
2015).

Questionaires and surveys allow the generation of data to examine the motivation of people,
including acceptable pricing structures of AVs, their will to give up their private or family
car, their expected usage patterns and their general attitude towards the new technology. As
a requirement to create meaningful stated choice experiments, already well-thought scenarios
are necessary, which are built by combining the findings from the narrative approaches. An
overview on existing surveys is given by Becker and Axhausen (2016). Additional results have
been obtained by questioning metropolitan traffic planners (Gruel and Stanford, 2016) and
international traffic experts (Alessandrini et al., 2015).

Simulations offer the possibility to test specific scenarios and therefore give quantitative insights
into the adoption of AVs. As stated previously, implementing AVs in the traffic system will give





        

rise to a vast number of simultaneous, partly mutually cancelling and competing effects. While
qualitative reasoning can acknowledge their existence, simulations are able to yield measures on
their magnitude. However, in order to arrive at meaningful results, realistic narratives about AVs
are needed, as well as concrete data input from questionnaires and surveys. Simulations on AVs
are numerous, starting from qualitative network-based approaches (Gruel and Stanford, 2016),
systemic optimization techniques (Kang et al., 2015) to the application of agent-based traffic
models (Hörl, 2016; Fagnant and Kockelman, 2014; Boesch and Ciari, 2015).

Finally, though in their infancy, actual experiments in driving behaviour can be conducted in
physical simulators, as done by Jamson et al. (2013).

1.4 Current Situation

Before the state of the art in the scientific literature will be presented, an overview of the
automotive industry and related companies will be given.

Self-driving technology has been announced by virtually all car manufacturers. The introduction
of semi-autonomous functions, for instance on highways or parking lots, is expected to be
introduced by 2018, whereas full autonomy might first appear around 2021. Those years are
given for instance by Audi (Pachal, 2016), BMW Baldwin (2016a); Nica (2016), Ford Thompson
(2016), PSA Peugeot Citroen (PSA Group, 2016), Mitsubishi (2025AD, 2016), Honda (Baldwin,
2016b), Volkswagen (Cremer and Schwartz, 2016) and Renault Nissan (Abutaleb, 2016).

On the supplier side, the main players are Continental, Bosch and Delphi as “traditional” car
industry suppliers, which are supplemented by younger companies specialized in AV technology.
Especially around the essential LIDAR1 components the companies MobilEye and Velodyne
have gained great importance over the last years, further players in this field are Quanergy
and ASC. Specifically for AVs, one can also name companies like HERE, who are generating
high-resolution maps or Nvidia (Korosec, 2016a) and Intel, who are providing high-performance
computing units, as relevant suppliers.

Recently, the market around AVs shows numerous movements, with many new collaborations
being planned:

• A collboration between BMW, MobilEye and Intel for the development of an autonomous
mobility platform (Sloat, 2016) for which Continental is expected to set up a competing
collaboration with ASC (Behrmann, 2016).

1Word combination of “light” and “radar”. Technology used to create an online 3D model of a car’s environment.





        

• Volvo is providing 100 self-driving cars for theUSmarket toUber in a research collaboration
(Volvo, 2016b) and joined up with Swedish supplier Autoliv (Etherington, 2016) for the
development of AV technology.

• Toyota is engaging in a leasing deal with Uber (Buhr, 2016), though the former recently
announced that they want to follow a “Guardian Angel” approach with AVs only interfering
in case of emergency rather then offering full autonomy (Anders, 2016).

• Delphi cooperates with MobilEye to set up a nearly self-driving car by 2019 (Hawkins,
2016c).

Notable is the collaboration of established car manufacturers with the ride- and car-sharing
industry here. Ford specifically stated that they aim to produce cars for services such as Uber and
Lyft (Neate, 2016), the latter one receiving considerable funding by General Motors (Solomon,
2016). GM itself, on the other hand, is planning to setup an own AV service (Ramsey and
Nagesh, 2016). Also Volkswagen invested $300M USD in Gett, an upcoming competitor to Uber
(Lunden, 2016).

Another trend in the recent developments has been the acquisition of and investment in hightech-
centered companies, mainly in the LIDAR business:

• Velodyne received a considerable investment by Google competitor Baidu and Ford
(Ackerman, 2016).

• While Continental invested in lidar producer ASC to produce cheaper sensors (Ramsey,
2016), Delphi acquired Quanergy for the exact same purpose (Truett, 2015).

• Mapping service HERE is expected to receive large funding by Amazon and Microsoft
(Hawkins, 2016a).

• On the other hand, Tesla just split up with MobilEye to facilitate its own lidar production
(Moon, 2016).

Understanding that all these changes have just taken place in the first half of 2016, it is evident
that the market around AVs is extreme volatile and predictions on which collaborations and
efforts will survive and succeed is extremely difficult.

Nevertheless, it can be said that the hype in the market at least for Western countries is mainly
fostered by a couple of companies such as Google, Tesla and Uber. In China, ride-hailing service
Didi just pushed Uber out of the competition and received an investment of $1B from Apple
(Wakabayashi and MacMillan, 2016). Google’s competitor Baidu plans to release autonomous
cars on Chinese roads by 2021 with tests already taking place in Beijing (Korosec, 2016b) and
soon in California (Hawkins, 2016b). Furthermore, Google’s Russian competitor Yandex just
announced a cooperation with Daimler and truck manufacturer KAMAZ to develop a self-driving





        

shuttle bus (Fingas, 2016).

Apart from AVs for personal transport, much research and development is taking place in
the logistics sector, the most prominent example being the FreightLiner Inspiration, the first
autonomous truck that has been approved for highways in Nevada (Halpin, 2015). Uber just
entered the logistics sector by acquiring OTTO, an innovative producer of autonomous trucks and
Google received a patent for autonomous minivans delivering just-in-time orders to customers
(D’Onfro, 2016).

While all the technological developments and strategic decisions are going on, specific tests of
AV technology on public roads slowly become normal. Recently,Mercedes’ Future Bus has been
demonstrated on a 20km route from Amsterdam to Schiphool Airport (Bell, 2016), autonomous
transit pods are already roaming the city of Milton Keynes (Transport Systems Catapult, 2016)
and Rotterdam (Atra, 2008) for a while and Volvo is planning to let 100 autonomous cars drive
on the highways around the city of Gothenburg in 2017 (Volvo, 2016a). Uber just opened a fully
functional autonomous car hailing service in Pittsbugh for a chosen audience (Brewster, 2016)
and Singaporean startup nuTonomy started an autonomous taxi (Patel, 2016), which is planned
to cover the whole island by 2020 (Abdullah, 2016). Also in Singapore, Delphi will gradually
build up a commercial AV taxi service by 2022 (Warren, 2016).

A self-driving shuttle bus by the French startup Navya, which already has been tested in Sion,
Switzerland (Navya, 2015) has just been opened to the public in Lyon (Navya, 2016). This is
possible due to the recent opening of French roads for the testing of autonomous vehicles (Le
Monde, 2016). In general, with one of the largest figures in electro-mobility sales in Europe (EV
Volumes, 2016), France is expected to have great potential for the AV market (Nouvelle France
Industrielle, 2015) with a number of research and development projects taking place today (Janin
et al., 2016).

2 Impacts on Mobility

Autonomous vehicles will become highly attractive compared to established travel modes at
some point in time and are regarded as a disruptive force in the transport market (Maunsell et al.,
2014). On one hand, this will be pushed by highly competitive prices (Chen, 2015) and on
the other hand through increased comfort and the possibility to pursue useful activities while
travelling (Litman, 2014). It is expected that different forms of autonomous travelling will
converge towards a universal travel mode of on-demand autonomous vehicle services (Enoch,
2015), which can be seen as a completely new mode of transport (Skinner and Bidwell, 2016).





        

Given those assumptions, one can infer a picture of the traffic situation in the future. The
expected improvements in mobility can mainly be explained in terms of capacity, which is either
increased, leading to a more fluent traffic flow or decreased, leading to congestion and lower
travel speeds. Weighing the net effects of those influences is an integral part of assessing the
economic efficiency and welfare effects of AV-related projects.

Looking at the sheer number of vehicles needed to cover today’s demand, numerous studies
can be cited. While mostly not taking into account induced demand (generated traffic) (Weis
and Axhausen, 2009; Litman, 2016), they give an insight into the magnitude of the number
of cars that will be populating tomorrow’s roads. A study by the OECD (OECD/ITF, 2015b)
comes to the conclusion that 10% of today’s car fleet is needed to cover the existing demand in
Lisboa, Portugal. Likewise, Bischoff and Maciejewski (2016b) estimate that 10 cars in Berlin
can be replaced by one AV, and Fagnant et al. (2015) estimate a ratio of 9:1 for Austin, Texas.
A more recent study in the same city with added simulation components such as a recharging
infrastructure estimates that 6.8 private cars can be replaced by one AV (Chen, 2015). For
Singapore, a study came to the result that 30% of the available fleet size would be needed (Spieser
et al., 2014)a nd a possible reduction of up to 90% of fleet size in the Zurich region has been
found in (Boesch et al., 2015).

An increase in traffic capacity is expected to occur because of a couple of different factors
(Litman, 2014):

• Connected AVs will make it possible for vehicles to communicate and thus decrease
the necessary distance for safe driving (Shi and Prevedouros, 2016). Likewise, having
information about other vehicles intentions, accelerations and braking makes it possible to
avoid the emergence of traffic jams and suggest a much better traffic flow than is present
today. One example being the intelligent control of intersections (Yang, 2016).

• Crashes today reduce the road capacity. Assuming AVs are much more safe and reduce
the number of crashes significantly, this will also allow for a higher average capacity in the
traffic network. Bertoncello and Wee (2015) expects a reduction of traffic crashes by 90%.
Also, Fagnant and Kockelman (2015) suggest that a penetration level of 10% AVs would
lead to half the number of crashes today, while a level of 90% they would remove 90% of
accidents.

• A redeveloped infrastructure, aimed at supporting a traffic system mainly consisting of
AVs will have the potential to create huge gains in capacity by making use of several AV
advantages, such as the ability to autonomously drive to parking spaces or the possibility
to optimally dispatch vehicles according to the current demand at a certain time of the day.
Those infrastructure changes will be described in a later chapter.





        

The number of trips taken due to the induced demand of AVs will make any higher capacity.
This means that by introducing the new travel mode, more trips with different characteristics are
being taken and thus the network is slowed down if no capacity gains happen in parallel. This
induced demand emerges for a couple of reasons:

• Many barriers for the participation in the traffic network today will be removed when AVs
are established. Younger people, as well as persons without driving licenses will be able
to engage in more individual travel, not being constrained to fixed public transit schedules.
The elderly for which the same point applies, gain increased access to travel since AVs are
able to pick them up at their homes. The same is true for disabled persons. Therefore
the bare number of trips being taken by newly acquired user groups is likely to increase,
creating more demand on the network (Litman, 2014).

• The mode shift from collective traffic such as busses and trains towards AVs, which
presumably will feature smaller passenger capacities will generate additional demand on
the network (Bierstedt et al., 2014). For instance, a bus today with 50 seats could be
replaced by 13 AVs with four seats. Given that all travels on that route remain the same,
there would be 12 additional vehicles in terms of flow capacity. Looking at the needed
storage capacity in the network with one bus being equal to three cars, one arrives at an
increase of 400%. In a number of scenarios, public transportation as we know it today is
expected to vanish (Gruel and Stanford, 2016). For the city of Poznan, Poland, Owczarzak
and Żak (2015) come to the conclusion that a only-AV scenario or AVs in combination
with specific bus lines would be the most effective combination of travel modes.

• The increased comfort of AVs is likely to generate more trips simply because it is more
convenient to travel. While it may be easier to walk for grocery shopping for some people
today, because one would need to go to the parking lot, go there by car, find another
parking space and do the same on the way back, just calling an AV in advance might add
the critical comfort that would make the customer opt for using the vehicle instead of
walking (Christie et al., 2016). Since such use cases would constitute short trips, the gain
in in-vehicle productivity is not the main issue here, what actually matters are the waiting
times and reliability of the service (Heinrichs and Cyganski, 2015). Spinoulas et al. (2015)
estimate that an increase of AV availability by 25% corresponds to the trip generation that
would be like the effect of five years of population growth. Burmeister et al. (2014) expect
an increase in travels by 150%.

• Depending on the service level of the AVs, the relocation phases, where AVs drive without
any passenger will use up capacity. If there are numerous AVs taking part in the traffic, for
tasks such as going shopping for the customer or searching for parking space, there will
effectively be more vehicles on the road than before.

It is not clear, whether these effects will lead to an overall increase or decrease of road capacity,





        

because of the contradictory effects mentioned above.

This is also true, because it is not clear what the driving characteristics of AVs will be. While
AVs might be able to drive faster than today’s cars, the question is whether this is actually
desired, taking into account that people want to engage in different activities on board (Diels
and Bos, 2016). Le Vine et al. (2015) calculates AV benefits given the longitudinal and lateral
acceleration constraints of today’s trains, as well as distance-keeping regulations (Le Vine et al.,
2016) on highways to conclude that capacity gains are possible even with these restrictions, but
that they may be lower than expected. Furthermore, arguments for lower AV speed can also be
made regarding safety for other participants in traffic.

While changes in capacity might be positive or negative, the literature on AVs agrees that there
will be an increase in vehicle kilometers travelled (VKT). Numerous simualtion studies exist,
which give numbers for the expected increase:

• Bierstedt et al. (2014) expect an increase of VKT between 5% and 20% with a 50% market
share of AVs, later up to 35%

• Chen (2015) estimates an increase in a similar range from 7% to 14%.
• Fagnant et al. (2015) estimate an increase of 8% and Fagnant and Kockelman (2015)
system- wide up to 37% at 90% market penetration.

• Increases in VKT are also observed by Hörl et al. (2016) and Gruel and Stanford (2016)

Autonomous vehicles are expected to be most efficient in areas with a dense traffic demand
(Bischoff and Maciejewski, 2016a), which is true in urban areas. Therefore, their implications
on city planning will be examined in the next section.

3 Impacts on City Planning

What is clear today is that increased automation will define how cities are planned, changed
and built in the future. Among the expected effects are the removal of most of traffic signs and
lights and the redevelopment of abandoned parking spaces, as shown in a recent UK case study
(Skinner and Bidwell, 2016). While AVs are only one component of that process, a large variety
of effects can be anticipated on their account. Likewise, the way cities are structured today will
mainly influence how fast and efficient AVs will be implemented. Most probably, AVs will need
to adapt to the current situation in the beginning, while planners and designers can then shape
the city for the use of AVs, once they are about to become a fixed part of urban life. This includes
infrastructure decisions, the restructuring of land use as well as leveraging positive effects on the





        

environment.

3.1 Infrastructure

The urban infrastructure is a limiting factor for the adoption of AVs. The more understandable
and predictable a traffic environment is for an AV, the easier it will be to operate in that area
and the faster it will gain acceptance. Therefore, the existing infrastructure and investments
in infrastructure will significantly shape how AVs will be used in the future. On the other
hand - especially when considerable shares of AVs are reached - the new technology will guide
infrastructure considerations and offer great societal benefits.

• Especially in highly congested areas, parking spaces are expected to vanish, either to
make space for additional roads or to be converted to a completely different use. This is
possible since AVs do not need to stay at the customer destination. Either they can return
to strategically positioned mobility hubs or roam through the city. In that case, Zhang
et al. (2015) estimate a reduction of 90% in parking spaces for AV users at low total shares
in the urban area. Since this reduction provokes an increase in vehicle kilometers travelled
per day (VKT), it is argued that this reduction can be partly sacrificed against providing
a considerable amount of parking space. In any case, most studies predict decreases
in parking demand, e.g. by being able to pack AVs 15% tighter, Bertoncello and Wee
(2015) estimate a reduction of 5.7m2 in the US per car, Skinner and Bidwell (2016) predict
15-20% more developable area in the city, which is in line with the expected reduction of
Alessandrini et al. (2015) at 15%. For highly shared, roaming AVs, (OECD/ITF, 2015b)
sees a decrease of 80% in parking demand. Furthermore, without even considering gains
from reduced parking demand, Ambühl et al. (2016) come to the conclusion that with
AVs, 12% of road space can be saved.

• Contrary to that, extended spaces for picking up and dropping off customers are needed.
This is especially true for large event venues, where high numbers of travellers are expected
at specific times.

• The connected city will emerge, managing traffic data on the fly and distributing
information to allow for the best flow possible. This includes the implementation
of intelligent traffic lights, which react to the current demand on the roads. Furthermore,
automated crossings are discussed (Yang, 2016), where no traffic lights are needed at all,
because AVs are able to negotiate on their own, who will cross first. Then, however, it is
necessary to give pedestrians safe ways of interacting with such new traffic management
opportunities. This leads research towards asking for a anthropocentric development of
cities, offering equal opportunities for every participant (Mladenovic and Abbas, 2015;





        

Mladenovic and McPherson, 2016).
• The ongoing electrification of cities in terms of recharging stations will be a crucial support
for the adoption of AVs. Since they are commonly expected to be powered electrically,
the recharging infrastructure is not only an important factor to provide acceptable levels
of availability, but also for shaping in which way and where AVs will be used (Maunsell
et al., 2014). Still, it is not clear how this recharging infrastructure will look like. Options
are large mobility hubs, stations distributed over the city or even electrified streets, which
are able to recharge cars while driving.

All in all, it is clear that a future city will look different than today and that new developments
in traffic, most notably self-driving cars, will have a big share in these changes. By making
intelligent infrastructure decisions, a number of open questions on mobility, that have been
posed before, can be narrowed down. For instance, the removal of parking spaces would create
space for additional lanes, which would increase the road capacity and thus serve the induced
demand that is generated by AVs. Maciejewski and Bischoff (2016) find that a moderate capacity
increase of 50% by infrastructure has the potential to significantly decrease congestion for a
fleet of AVs. If cities make sure they have a say in the communication of participating vehicles,
it is possible to perform city-wide optimization of the traffic network rather than have single
AVs compete against each other finding the fastest way possible for themselves (Lamotte et al.,
2016). Given that customers might be willing to spend more time in the vehicle, this is a viable
option. Similar results are found in Levin et al. (2016), where it is argued that smaller AV fleets
might be able to handle the demand more efficient than over-sizes scenarios. The discrepancy
between the individual optimal travel plan of one traveller and the collective optimal choices is a
common and widely studied phenomenon in traffic engineering (Braess, 1968). Specifically for
AVs, Lamotte et al. (2016) study the distribution of road capacity among shares of autonomous
and non-autonomous participants in traffic.

However, Guerra (2016) found that AVs are not part of the metropolitan long-term plans on
traffic infrastructure for 25 major US cities and states that thoughts about AVs are still discussed
in the background due to the high uncertainties connected to the technology. Tools in order
to assess qualitative effects of an introduction of AVs are in the making (Gruel and Stanford,
2016).

3.2 Accessibility

The implementation of AVs will have great impact on what people are able to do in the urban
environment and beyond. By offering mobility to new users groups, decoupling travels from
fixed schedules and increasing spatial availability by offering pick-up services, it will become





        

easier to reach more locations in the urban area than before. One major benefit can be seen
if AVs are regarded as a means of covering the last mile between a public transit facility and
peoples’ homes or work places (Litman, 2014).

On one hand, as described before, this will lead to an induced demand and might have the
negative effect of slowing down travelling. On the other hand, the increased accessibility is
a huge societal benefit of AVs. In that regard both developments can be seen as antagonists
if no infrastructural changes are being made (Meyer et al., 2016). Therefore, from a societal
perspective, it will be a challenge to balance expected gains in accessibility (among the other
benefits of AVs) with expected losses in speed through congestion.

Finally, one needs to think about how the increased accessibility will change the behaviours and
decision making of the people. One likely development is that AVs will heavily encourage urban
sprawl, giving the motivation to move outside of crowded city centers into the neighbouring
areas (Anderson et al., 2016; Litman, 2014). This, if no tailored policy decisions are made, will
drastically change how the urban environment changes and what can actually be considered as
the “urban environment”.

3.3 Emissions Environment

Looking at AVs from the an environmental perspective, a couple of positive and negative effects
can be pointed out.

Given that AVs will be powered electrically, their reduction of CO2 emissions can be seen as a
major positive effect on the environment with the right mix of electricity production. Still, by
increasing the demand in electric energy due to a vast number of AVs, the question needs to be
raised how this energy is produced. While the net emissions are likely to decrease, it is not clear
if those effects are as large as thought. At the end, the effective benefits depend heavily on the
development of sustainable ways of energy production (Greenblatt and Shaheen, 2015).

Furthermore, using electric engines, a reduction in noise emissions is possible at lower speeds.
This may give rise to building roads closer to residential areas and to simultaneously decreasing
the distances that one needs to travel. The land value for areas which are close to highways today
is likely to increase.

Connected to those points are reductions in light emissions and savings of electrical energy.
Since AVs are relying on sensors, which not necessarily need light on the road as human drivers
do today, it is possible that tunnels and similar structures can be operated without any illumination





        

and thus with great energy savings. Furthermore, given that the necessary precautions for
pedestrians’, cyclists’ and non-autonomous vehicles’ safety can be met, night driving without
light could become a reality.

Summarizing the environmental effects of AVs, it can be said that they are generally regarded as
a positive development. However, Thomopoulos and Givoni (2015) state that positive effects
will only become apparent if AVs are used in shared manner, resembling simulation results
from Wadud et al. (2016), where emissions might either half or double, depending on the usage
scenario of AVs.

4 Impacts on the Car Industry

Generally, autonomous vehicles are regarded as a disruptive force, that will have significant
effects on economy and industry. The main reason for that is, that a couple of innovative
developments and thought experiments from recent years cumulate in the implementation of AVs.
Those range from electric vehicles, increasing automation, artificial intelligence, sustainability
to the emergence of the sharing economy and on-demand culture. Against this background, the
following sections will cover scenarios on how AVs will be produced and maintained, how and
by whom they will be operated and how legal and ethical question can be brought to consensus
from the perspective of the car manufacturing industry.

4.1 Production, Operation Ownership

The production and research for AVs is done in start-ups and established car manufacturing
companies alike. While start-ups have the ability to try new concepts with the prospect
of failure, car manufacturers need to perform more conservative work, maintaining a stable
economic situation. Nevertheless, due to great advance in technology the established companies
increasingly engage in research around self-driving cars as the public interest and the feasibility
becomes evident. The big question is, whether eventually car manufacturers will take the lead,
because customers have more trust in their work, or whether the inspiring concepts of smaller
start- up companies will occupy the market quickly, leaving no space for established companies.
For now, it has been found that trust regarding AV technology is higher in new start-up companies
(Silberg et al., 2013).

The car manufacturer in a future scenario with AVs can be seen in a variety of different roles:





        

• It will keep the classical producer role, where cars are provided as a good to customers,
which is paid per unit. Looking at prospective developments in the ride-sharing market, a
probable scenario is that those cars won’t be sold to individual customers, but that whole
fleets will be delivered to third-party fleet operators. These could act in the areas of car-
sharing, ride-sharing or provide delivery services. The specific use case of the AV is
defined by the operator.

• Therefore, the car manufacturer will more strongly than today act as the first support
contact. Bertoncello and Wee (2015) state that 60% of customers would be willing to
follow the maintenance recommendations of their autonomous vehicle, which could be the
car producer itself. The technology built into the cars might become so complicated that
only the producer of a specific car would know how to solve a specific defect. Furthermore,
car producers are likely to become more focused on the software of the provided vehicles.
Given steady changes in vehicle-to-vehicle and vehicle-to-infrastructure communication,
frequent updates might be necessary or appreciated by the customer. In a way, rolling
out a new AV would bear strong similarities to releasing a smart-phone today, where
the customer not only buys the current phone, but also the prospect of future updates.
According to this vision the software that is built into an AV is likely to become more
difficult to handle than the hardware, which might increasingly be outsourced to suppliers.

• Going one step further, the car manufacturer might shift away from the classical per-unit
sales model to a service based model. As a service provider the car manufacturer would
not sell an AV, but AV hours. The car manufacturer would be responsible for setting the
vehicle up with the appropriate driving logic, tailored towards a single user, a fleet operator
for shared AVs, or even more specific scenarios. A fleet operator might buy “AV hours”
from a car manufacturer with AV driving logic that is either optimized for dense downtown
situations or rural areas. Another possibility would be to program the AV for the delivery
of goods and provide the software to control the delivery process. In this scenario the car
manufacturer would to a large extent become transformed into a “software developer”.

• The last step towards the customer would be taken if the car manufacturer acts as a fleet
and service operator itself.

Whichmodel will dominate in the future does not only depend on the car manufacturers intentions,
but also the trends in the whole automotive sector. For instance, a likely development could
be that suppliers start selling usage times for the provided components (Wallin et al., 2015).
That way the producer of the AV would buy lidar-hours or camera-hours from the supplier
(Baines et al., 2009). Because suppliers are more and more focusing on the software and the
“intelligence” within their provided components, such a scheme might become likely.

Regarding the speed of fleet renewal that is passed to the customer, different possibilities exist:
Longer lifecycles for AVs might appear in the sense that AVs are expensive to assemble and





        

frequent software updates and maintenances might be more cost effective than building a new car.
This is especially true given the strong dependence on suppliers for all the single components
such as lidar and cameras. On the other hand, shorter lifecycles could be possible because of a
fast progression of the technology. Depending on the number of competitors in the market and
new developments in vehicle-to-vehicle and vehicle-to-infrastructure technology, the turnover
might be quick. Furthermore, novel technologies such as 3D printing might further speed up the
process.

Also, the use mode of the AVs needs to be taken into account. If AVs are used as car-sharing or
ride- sharing vehicles, the usage per day will intensify. In that case a faster deterioration of the
vehicle is likely and might impose new requirements on the producer.

The design of a new vehicle might be based on completely different criteria than today.
Obsolescence strategies might be deprecated, vehicles might either be heavier (because of
batteries and technology) or lighter (because of reduced safety requirements). The actual looks
may loose importance due to AVs being less of a status symbol (Krueger et al., 2016).

From a customer perspective it is not clear yet, who will perform different tasks within the AV
economy:

• Themaintenance of AVs could either be conducted as it is today - with dedicated garages
customers can turn to - or it could be done by the producing company or a large scale
service operator. The technology is likely to become so complicated, that it could be
the duty of the producer to take care of any problems in the vehicle. Furthermore, small
garages are likely to disappear, if AVs are able to detect failures and drive themselves
to a garage. Given a highly connected environment, where it is clear when and where
repair slots are available, the maintenance could be highly optimized and centralized.
Additionally, for the actual customer deficiencies will become less relevant, since an
on-demand service would be able to provide him a different car quickly.

• Another question is ownership. In previous chapters already different usage models
have been introduced, where either single persons, families, interest groups or the public
is using an AV collectively (Silberg et al., 2013). Especially for family households, a
significant lack of trip overlap has been pointed out (Schoettle and Sivak, 2015), where
the family members’ individual trips could be scheduled without interfering with each
other. However, those schemes only indirectly answer the question of ownership. Even if
a family or group decides to use an AV, this could be provided as a service. Looking at the
fact that AVs need to be managed in order to satisfy the needs of all participants, this task
could be given to an operator, who could also have the ownership of the AV.

• Closely related to that question is, given that AVs are used as a general service for society,





        

to which degree should private companies or the public sector be involved in the operation
of the system. While at first, private operators are likely to appear (as is the case with
car- sharing today), it could be beneficial to engage in autonomous mobility for public
authorities (Lamotte et al., 2016). Not only will this more likely lead to a unification of
standards regarding vehicle-to-vehicle or vehicle-to-infrastructure communication, but
also could the authorities set up schemes for the assignment of vehicles, track travel for
the charging of taxes and in general work towards a traffic environment that comes close
to a social optimum (Bonnefon et al., 2016). After all, the same question can be raised for
the infrastructure that is needed to operate AVs.

As a summary one can say that regarding the manufacturing of AVs, established companies and
innovative start-ups are in competition for the market. In any case, and this seems to be the
current development, combining knowledge and expertise from both is most likely to speed up
the development and adoption of self-driving cars.

The need for drastic changes in infrastructure raises the question, who will pay for it. While
authorities have an interest in providing a stable traffic infrastructure, more work is to be done
in convincing them of the benefits of AVs. At the moment one problem in this regard is the
immaturity of binding standards in vehicle ICT, which will be solved soon. For instance, Mersky
and Samaras (2016) investigate new approaches of drive cycle testing in a scenario where
car-following benefits should be accounted for specifically.

4.2 Law, Liability and Insurance

As stated before, the speed and acceleration of AVs might be limited by the user experience (Le
Vine et al., 2016). Especially on the way to full autonomy great concerns are raised about the
shift of automatic to control when cars are not level 4 autonomous (Louw et al., 2015; Aria et al.,
2016; Merat and Jamson, 2009). This - in turn - raises questions about the responsibility of AV
manufacturers and to what degree they can be hold accountable for eventual crashes. Since the
research on safety measures in an autonomous car is just starting, manufacturers are reluctant to
accept binding mandates to introduce those measures into their cars due to unresolved liability
questions (Anderson et al., 2016).

Liability for manufacturers is first expected to be based on the specific base technology such as
navigation and collision avoidance (Lederman et al., 2016), while it is gradually seen to span
over the whole vehicle operation (Anderson et al., 2016). Extensive analyses regarding insurance
and liability are already available (Sheriff, 2016; Yeomans, 2014; Schellekens, 2015).





        

The general tendency in these essays is that crashes with AVs will bear a moral component
(Goodall, 2014a,b). In that regard considerable thought is not only put into who would need to
pay in case of an accident, but also what would be a morally feasible way to determine which
action to take, given that either the driver or third persons outside of the car are at severe risk
(Bonnefon et al., 2016; Hevelke and Nida-Rümelin, 2015). Consent on these problems has not
been reached yet.

5 Impacts on Work Organisation

The general trend towards an increasingly connected society allows for more flexibility in
choosing working times. Since automation allows for larger fractions of work being done online
the need of physical presence at a certain work place is not mandatory any more. While the
current traffic infrastructure allows for a shift towards such flexibility by providing earlier and
later transit possibilities, AVs are likely to benefit from these developments (Litman, 2014).
Especially business sectors, which depend heavily on their employees travelling, could benefit
from the introduction of AVs, because some work does not need to be done at a centralized
office, but in the vehicle.

Due to the possibility of AVs picking up customers, the catchment area of a work place is
increased, as well as the number of work place options a customer has from his home. This
way, the general accessibility is increased (Meyer et al., 2016) and longer distances to work
are tolerated (Shanker et al., 2013). That on one hand can lead to urban sprawl, letting people
live further away from urban work hubs than today. On the other hand, it also allows for the
movement of companies towards outer regions of a city, since being located at a central, easily
accessible spot in the city centre does not have as much value as it does today.

Looking at the scenario from the opposite perspective, AVs might increase work efficiency by
providing the customer more time to engage in relaxing free-time activities. Bertoncello and
Wee (2015) expect leisure time to increase by at least 50 minutes a day.

6 Impacts on User Profiles

Looking at today’s choices, there are privately owned cars, which allow for high flexibility and
individually planned travel. However, one has to buy a car in the first place, pay yearly insurance
premiums, maintenance costs parking costs and fuel. All of that while the time spent in the car





        

cannot be used productively. Public transit services offer more transparent pricing by allowing
easier controllable per-trip, monthly or yearly fares. In general, this means that the user is paying
for the travel itself, rather than for the possibility to do so. The main disadvantage of public
transit is the restriction to a confined set of routes, potential problems of getting to and form the
stop facilities, which both limit the temporal and spatial availability of mobility.

In that regard, the choice between a car or public transit can be seen as a question of availability.
Recent developments in on-demand systems find a compromise here. When using a car-sharing
service with a sufficient fleet size, users are able to take individual trips with payments per
use. Albeit the problem of temporal and spatial availability can only be solved in a dense city
environment, car-sharing is expected not to produce great demand in remote areas as long as
there isn’t extensive coverage (Litman, 2000).

Autonomous vehicles, in contrast, solve the problem of spatial availability by making it possible
for a car to autonomously drive to its user. At the same time, this resolves the problem of having
to search for parking space, since the AV is able to perform this task on its own, as well as
finding a place to recharge itself. Therefore, AVs build on the advantages of mobility-on-demand
services, but with increased availability. What comes on top of that is that time in the vehicle
can be spent effectively pursuing another activity than driving, thus making that in-vehicle time
much more productive and worthwhile (Litman, 2014).

Looking at privately owned AVs, the aspect of running costs has to be considered again, though.
While prices for AV technology are expected to decrease, the question must be stated whether it
is still attractive to own a car then. Even in a non-autonomous scenario with highly developed
mobility-on-demand services offering 24/7 possibility of travelling, that is bought by owning a
car, this might not be a rational decision anymore. Therefore, it is expected that AVs will be
used in a shared fashion.

Different sharing schemes are possible though. One perspective, especially during the onset of
level 4 autonomy, are family-based AVs, which could drive each family member to their school /
work location and pick them up one after another in the afternoon. The time in between could be
used to automatically go on errands such as picking up goods from the grocery store (Litman,
2014).

The most probable and versatile scenario features fleets of autonomous vehicles, which can be
used as a mobility-on-demand service. For such a setup, waiting times (i.e. temporal availability)
would be the main quality factor (Heinrichs and Cyganski, 2015). On the other hand, the pricing
scheme would be what defines which user groups are most effectively engaging in the new
service (Chen and Kockelman, 2016).





        

Especially young people without a driving license, old people, which are not able to drive by
themselves any more and disabled people would gain improvements in their travel possibilities.
In that regard, AVs are not only supposed to bring advantages to the trips that are taken today,
but will also generate new ones. While this might have a negative impact on the traffic network,
one can argue that AVs can play a huge societal role in increasing accessibility throughout the
population. This, in turn, is linked to the question of liability, since the “duty to act” for avoiding
an accident cannot be enforced as soon as young, elderly or blind people are allowed to use
AVs (Hevelke and Nida-Rümelin, 2015). Furthermore, the question can be stated, how many of
those trips can actually be performed 100% autonomously, since elderly and disabled passengers
might still need to be supported by a human assistant.

Even in an intermediate state towards fully autonomoy, AVs have the potential to strongly support
the given public transit infrastructure, by acting as transit feeds, offering the possibilities for
customers to cover the last mile from the stop facility.

An overview and discussion about literature on behavioural experiments of potential AV users
has been provided by Becker and Axhausen (2016). The main benefits that are seen in AVs are
fewer crashes and multitasking, the strongest concerns lie in the areas of liability and insurance
and loss of control across several behavioural studies (Bansal et al., 2016; Howard and Dai, 2014;
Mosquet et al., 2015). Academic concerns about the IT security of AVs (King et al., 2016) are
also reflected in customer opinions (Kyriakidis et al., 2015). Further behavioural experiments
have been conducted by Piao et al. (2016), Krueger et al. (2016), Zmud et al. (2016), Cyganski
et al. (2015), Schoettle and Sivak (2014) and Payre et al. (2014).

Specific studies have been conducted on the use of AVs within families (Schoettle and Sivak,
2015), revealing a strong lack of trip overlap with an increase of vehicle occupancy of 75% if an
AV is used per family. Also, the attitudes of the elderly are investigated specifically by Souders
and Charness (2016).

The main user groups that are attracted by AVs have been found to be young people in urban
environments (Deloitte, 2014; Becker and Axhausen, 2016) with a stronger interest among
males (Becker and Axhausen, 2016) and non-drivers (Sivak and Schoettle, 2015). Furthermore,
adoption highly depends on the customers’ social networks (Bansal et al., 2016).

A general deficiency of most of the available studies, as pointed out by Becker and Axhausen
(2016) and Nordhoff et al. (2016), is that mainly drivers have been asked.





        

7 Impacts on the Delivery of Goods

The demand in freight transport worldwide will increase by a factor of three until 2050
(OECD/ITF, 2015a). Maunsell et al. (2014) expect that the costs can be reduced by 40%, once
fully autonomous trucks are available:

• The main contribution to those reductions would be the missing driver wages, which
today are estimated to be 30% of the total transport costs in the logistics sector (Trego and
Murray, 2015).

• Removing the driver from the delivery process would also remove the need of breaks due
to working time restrictions and therefore make the whole shipment more efficient.

• This, in turn, leads to the scenario where highways will be crowded places at night, because
there is simply no reason not to use the late hours to move large amounts of goods with
autonomous freight vehicles.

Clearly, those developments will lead to great concerns among employees in the logistics
sector.

DHL Trend Research (2014) states that “self-driving vehicles will change the world of logistics”.
Several use cases ranging from efficient logistics within confined warehouse situations, unload
operations in harbours and logistics hubs, long-haul transportation with less risk of fatal accidents
and delays are covered. Similarly to the case for private passengers, the last-mile problem is
examined from a logistics perspective: With an autonomous delivery vehicle, parcels could be
delivered directly to one’s door within short times at day and night. Mobile parcel stations, as
they are stationary available in Germany, could move across the city for people to pick their
deliveries up from them. Similar use cases are presented by Van Meldert and De Boeck (2016),
Savelsbergh and Van Woensel (2016), Lee et al. (2016) and Flämig (2016), along with the
general remark that scientific literature on the impact of AVs on logistics is still scarce.

A general reduction of freight traffic can be imagined to occur because of goods being transported
as a side task by AVs in the urban environment. Similar projects of facilitating existing public
transit lines for the just-in-time delivery of goods are already tested today (Kell, 2015). On the
other hand, the phenomenon of induced demand should also be applied to the freight sector: If
it gets cheaper and more convenient for the customer to ship things, an increase in deliveries
can be expected. Looking at just-in-time delivery services as they are developing with manned
vehicles (Dinham, 2016), such a scenario seems probable. The effects might be twofold: Not
only the flow capacity of the traffic network would be used up by more deliveries, but also the
capacity of the transport network itself, including delivery stations and logistics hubs. Therefore





        

similar considerations as for the induced demand in personal transport need to be taken in the
existing supply chains.

In general it can be assumed that a separation between last-mile and long-haul deliveries will
persist. Introducing AVs will not change the fact that large-scale trucks are efficient for covering
long distances, but difficult to operate in crowded neighborhoods, while agile light-duty transport
vehicles are less cost efficient than bigger solutions on long routes. This leads to the phenomenon
that AVs might speed up long-haul and last-mile delivery by themselves, but that one still needs
to consider time losses at the bottleneck between the two modes when assessing the net customer
benefits (Merchán and Blanco, 2015).

Finally, the question arises, whether different means of transport will be more successfully than
road-based autonomous vehicles. Especially in dense urban areas the introduction of autonomous
drones for the delivery of goods might engage in a serious competition with AVs (Amirtha,
2016).

8 Impacts on Price

At the end the developments described before will depend on how much it will cost to use an AV.
Numerous estimates have been done so far, of which the most recent are presented here.

Bansal et al. (2016) estimate an average willingness to pay (WTP) for AV technology of $7253
across all user groups, with values of $5551 and $14589 for additional level 4 and level 5
automation technology among users who are willing to pay at all (WTP > $0) (Bansal et al., 2016).
Mosquet et al. (2015) arrive at a WTP value of $5000 for adding autonomous driving technology
to today’s vehicles. Looking at shared AVs, Chen (2015) expects AVs to be operable at a price of
$0.42 to $0.49 per occupied mile travelled, which is competitive to today’s car-sharing services.
Also, Mosquet et al. (2015) expects shared AVs with at least 2 passengers to be competitive with
mass transit by 2035.

What those studies have in common is that at some point, AVs are expected to become cheaper
than conventional means of transport (Mosquet et al., 2015). This will lead to a conversion
of trips towards the new travel mode. Once this happens, customers benefit from a couple of
factors, which will also shape their travel behaviour.

The cost awareness will increase, because straight-forward pricing structures such as per-distance
or per-duration schemes are expected to evolve. This means that customers have a much more
direct understanding of the costs of travel than today (Chen, 2015). While for immediate mode





        

choices, the perceived costs of the actual are trip are most important, investment costs as for a
private car are often ignored or underestimated. On the other hand, it is likely that subscription
schemes will appear, similar to today’s monthly or annual offers. Still, compared to a private car,
the estimation and assessment of personal travel costs will be simplified.

From a welfare perspective it is important to weigh monetary efforts against benefits and losses
on a societal level. There it is interesting to investigate how valuable the time spent in an AV is
for the customer. This is strongly related to the offered comfort and is likely to correlate with for
instance the number of passengers in a car. Knowing this valuation, it will be possible to assess,
how much more and/or longer trips customers will take, compared to today, which in terms allows
for the estimation of negative impacts on the traffic environment. With a conservative $0.85 per
mile and valuing losses due to travel time at 30% of today’s value, Chen and Kockelman (2016)
arrive at an already strong AV taxi mode share of 27%.

9 References

2025AD (2016) Mitsubishi boosts driverless cars, https://www.2025ad.com/in-the-
news/news/mitsubishi-boosts-driverless-cars/.

Abdullah, Z. (2016) Two firms to test driverless cars for last-mile trips; service set to start by
2018, http://www.straitstimes.com/singapore/transport/two-firms-
to-test-driverless-cars-for-last-mile-trips-service-set-to-

start-by.

Abutaleb, Y. (2016) Renault-Nissan alliance plans self-driving cars over next four
years, http://www.reuters.com/article/us-autos-nissan-autonomous-
idUSKBN0UL23F20160107.

Ackerman, E. (2016) Ford and Baidu Invest $150 Million in Velodyne for Affordable
Lidar for Self-Driving Cars, http://spectrum.ieee.org/cars-that-think/
transportation/sensors/ford-and-baidu-invest-150-million-in-

velodyne-for-affordable-automotive-lidar.

Alessandrini, A., A. Campagna, P. D. Site, F. Filippi and L. Persia (2015) Automated vehicles
and the rethinking of mobility and cities, Transportation Research Procedia, 5, 145–160.

Ambühl, L., F. Ciari andM.Menendez (2016)What about space? A simulation based assessment
of AVs impact on road space in urban areas, paper presented at the 16th Swiss Transport
Research Conference.



https://www.2025ad.com/in-the-news/news/mitsubishi-boosts-driverless-cars/
https://www.2025ad.com/in-the-news/news/mitsubishi-boosts-driverless-cars/
http://www.straitstimes.com/singapore/transport/two-firms-to-test-driverless-cars-for-last-mile-trips-service-set-to-start-by
http://www.straitstimes.com/singapore/transport/two-firms-to-test-driverless-cars-for-last-mile-trips-service-set-to-start-by
http://www.straitstimes.com/singapore/transport/two-firms-to-test-driverless-cars-for-last-mile-trips-service-set-to-start-by
http://www.reuters.com/article/us-autos-nissan-autonomous-idUSKBN0UL23F20160107
http://www.reuters.com/article/us-autos-nissan-autonomous-idUSKBN0UL23F20160107
http://spectrum.ieee.org/cars-that-think/transportation/sensors/ford-and-baidu-invest-150-million-in-velodyne-for-affordable-automotive-lidar
http://spectrum.ieee.org/cars-that-think/transportation/sensors/ford-and-baidu-invest-150-million-in-velodyne-for-affordable-automotive-lidar
http://spectrum.ieee.org/cars-that-think/transportation/sensors/ford-and-baidu-invest-150-million-in-velodyne-for-affordable-automotive-lidar


        

Amirtha, T. (2016) Forget self-driving cars: What about self-flying drones?, http:

//www.zdnet.com/article/forget-self-driving-cars-what-about-

self-flying-drones/.

Anders, G. (2016) Toyota Makes a U-Turn on Autonomous Cars, https://

www.technologyreview.com/s/601504/toyota-makes-a-u-turn-on-

autonomous-cars/.

Anderson, J., N. Kalra, K. Stanley, P. Sorensen, C. Samaras and O. Oluwatola (2016) Autonomous
Vehicle Technology: A Guide for Policymakers, RAND Corporation, Santa Monica.

Aria, E., J. Olstam and C. Schwietering (2016) Investigation of Automated Vehicle Effects on
Driver’s Behavior and Traffic Performance, Transportation Research Procedia, 15, 761–770,
ISSN 23521465.

Atra (2008) Stadsregio Rotterdam Business Park Rivium, http : / /

www.advancedtransit.org/advanced-transit/applications/rivium/.

Azmat, M., C. Schuhmayer and S. Kummer (2016) Innovation in mobility: Austrian Expert’s
Perspective on the future of urban mobility with self-driving cars, paper presented at the
Quality and Business Management Conference, 142–160, Dubai.

Baines, T., H. Lightfoot, O. Benedettini and J. Kay (2009) The servitization of manufacturing,
Journal of Manufacturing Technology Management, 20 (5) 547–567.

Baldwin, R. (2016a) BMW’s autonomous luxury car will launch in 2021, https:

//www.engadget.com/2016/05/12/bmws-autonomous-luxury-car-will-

launch-in-2021/.

Baldwin, R. (2016b) Inside Honda’s ghost town for testing autonomous cars, https://
www.engadget.com/2016/06/02/inside-honda-gomentum-station/.

Bansal, P. and K. M. Kockelman (2016) Forecasting Americans’ Long-Term Adoption of
Connected and Autonomous Vehicle Technologies, paper presented at the Transportation
Research Board 95th Annual Meeting, vol. 16-1871.

Bansal, P., K. M. Kockelman and A. Singh (2016) Assessing public opinions of and interest in
new vehicle technologies: An Austin perspective, Transportation Research Part C: Emerging
Technologies, 67, 1–14, jun 2016.

Bazilinskyy, P., M. Kyriakidis and J. deWinter (2015) An International Crowdsourcing Study into
People’s Statements on Fully Automated Driving, Procedia Manufacturing, 3 (3) 2534–2542,
ISSN 23519789.



http://www.zdnet.com/article/forget-self-driving-cars-what-about-self-flying-drones/
http://www.zdnet.com/article/forget-self-driving-cars-what-about-self-flying-drones/
http://www.zdnet.com/article/forget-self-driving-cars-what-about-self-flying-drones/
https://www.technologyreview.com/s/601504/toyota-makes-a-u-turn-on-autonomous-cars/
https://www.technologyreview.com/s/601504/toyota-makes-a-u-turn-on-autonomous-cars/
https://www.technologyreview.com/s/601504/toyota-makes-a-u-turn-on-autonomous-cars/
http://www.advancedtransit.org/advanced-transit/applications/rivium/
http://www.advancedtransit.org/advanced-transit/applications/rivium/
https://www.engadget.com/2016/05/12/bmws-autonomous-luxury-car-will-launch-in-2021/
https://www.engadget.com/2016/05/12/bmws-autonomous-luxury-car-will-launch-in-2021/
https://www.engadget.com/2016/05/12/bmws-autonomous-luxury-car-will-launch-in-2021/
https://www.engadget.com/2016/06/02/inside-honda-gomentum-station/
https://www.engadget.com/2016/06/02/inside-honda-gomentum-station/


        

Becker, F. and K. W. Axhausen (2016) Literature review on behavioral experiments for
autonomous vehicles, Arbeitsberichte Verkehrs- und Raumplanung, 1179, IVT, ETH Zürich,
Zürich.

Behrmann, E. (2016) Continental working on self-driving partnerships, http :

/ / europe.autonews.com / article / 20160804 / ANE / 160809888 /

continental-working-on-self-driving-partnerships.

Bell, L. (2016) Mercedes-Benz unveils ’public transport of the future’: a self-driving city
bus, http://www.wired.co.uk/article/mercedes-benz-unveils-a-self-
driving-city-bus.

Bernhart, W., I. Olschewski, C. Burkard and S. Galander (2016) Automated Vehicles Index,
Study, Q1 2016, Roland Berger GmbH - Automotive Competence Center & fka Forschungs-
gesellschaft Kraftfahrwesen Aachen.

Bertoncello, M. and D. Wee (2015) Ten ways autonomous driving could redefine the automotive
world, Article, McKinsey&Company.

Bierstedt, J., A. Gooze, C. Gray, J. Peterman, L. Raykin and J. Walters (2014) Effects of
next-generation vehicles on travel demand and highway capacity, White Paper.

Bischoff, J. and M. Maciejewski (2016a) Autonomous taxicabs in Berlin – a spatiotemporal
analysis of service performance, paper presented at the International Scientific Conference on
Mobility and Transport Transforming Urban Mobility, Munich.

Bischoff, J. and M. Maciejewski (2016b) Simulation of City-wide Replacement of Private Cars
with Autonomous Taxis in Berlin, Procedia Computer Science, 83, 237–244.

Boesch, P. M. and F. Ciari (2015) Agent-based simulation of autonomous cars, paper presented
at the 2015 American Control Conference (ACC).

Boesch, P. M., F. Ciari and K. W. Axhausen (2015) Required autonomous vehicle fleet sizes to
serve different levels of demand, paper presented at the Transportation Research Board 95th
Annual Meeting.

Bonnefon, J.-F., A. Shariff and I. Rahwan (2016) The social dilemma of autonomous vehicles,
Science, 352 (6293) 1573–1576.

Braess, D. (1968) Über ein Paradoxon aus der Verkehrsplanung, Unternehmensforschung, 12,
258–268.

Brewster, S. (2016) Uber starts self-driving car pickups in Pittsburgh, https://

techcrunch.com/2016/09/14/1386711/.



http://europe.autonews.com/article/20160804/ANE/160809888/continental-working-on-self-driving-partnerships
http://europe.autonews.com/article/20160804/ANE/160809888/continental-working-on-self-driving-partnerships
http://europe.autonews.com/article/20160804/ANE/160809888/continental-working-on-self-driving-partnerships
http://www.wired.co.uk/article/mercedes-benz-unveils-a-self-driving-city-bus
http://www.wired.co.uk/article/mercedes-benz-unveils-a-self-driving-city-bus
https://techcrunch.com/2016/09/14/1386711/
https://techcrunch.com/2016/09/14/1386711/


        

Buhr, S. (2016) Uber and Toyota confirm strategic investment and auto leasing deal, https:
//techcrunch.com/2016/05/24/uber-and-toyota-confirm-strategic-

deal/.

Burmeister, G., S. Engels, B. Hamm and A. Kraus (2014) Automated Vehicles for a Sustainable
City, White Paper, University of Michigan, Ann Arbor.

Chen, T. D. (2015) Management of a Shared, Autonomous, Electric Vehicle Fleet: Vehicle
Choice, Charging Infrastructure & Pricing Strategies, Dissertation, University of Texas at
Austin.

Chen, T. D. and K. M. Kockelman (2016) Management of a Shared, Autonomous, Electric
Vehicle Fleet: Implications of Pricing Schemes, paper presented at the 95th Annual Meeting
of the Transportation Research Board.

Christie, D., A. Koymans, T. Chanard, J.-M. Lasgouttes and V. Kaufmann (2016) Pioneering
Driverless Electric Vehicles in Europe: The City Automated Transport System (CATS),
Transportation Research Procedia, 13, 30–39.

City of Gothenburg (2016) DriveME self driving cars for sustainable mobility,
http://international.goteborg.se/smart-cities-and-sustainable-

solutions/driveme-self-driving-cars-sustainable-mobility.

Clark, B., G. Parkhurst and M. Ricci (2016) Understanding the Socioeconomic Adoption
Scenarios for Autonomous Vehicles: A Literature Review, Project Report, University of the
West of England, Bristol.

Cremer, A. and J. Schwartz (2016) VW eyes transportation deals to boost self-driving
car plans, http://www.reuters.com/article/us-volkswagen-strategy-
idUSKCN10U130.

Cyganski, R., E. Fraedrich and B. Lenz (2015) Travel-Time Valuation for Automated Driving: A
Use-case-driven study, Proceedings of the 94th Annual Meeting of the TRB.

DARPA (2014) The DARPA Grand Challenge: Ten Years Later, http://www.darpa.mil/
news-events/2014-03-13.

Deloitte (2014) Global Automotive Consumer Study. Exploring consumers’ mobility choices and
transportation decisions, Deloitte Development LLC.

DHLTrendResearch (2014) Self-DrivingVehicles in Logistics. ADHLperspective on implications
and use cases for the logistics industry, DHL Customer Solutions & Innovation, Troisdorf.

Diels, C. and J. E. Bos (2016) Self-driving carsickness, Applied Ergonomics, 53, 374–382.



https://techcrunch.com/2016/05/24/uber-and-toyota-confirm-strategic-deal/
https://techcrunch.com/2016/05/24/uber-and-toyota-confirm-strategic-deal/
https://techcrunch.com/2016/05/24/uber-and-toyota-confirm-strategic-deal/
http://international.goteborg.se/smart-cities-and-sustainable-solutions/driveme-self-driving-cars-sustainable-mobility
http://international.goteborg.se/smart-cities-and-sustainable-solutions/driveme-self-driving-cars-sustainable-mobility
http://www.reuters.com/article/us-volkswagen-strategy-idUSKCN10U130
http://www.reuters.com/article/us-volkswagen-strategy-idUSKCN10U130
http://www.darpa.mil/news-events/2014-03-13
http://www.darpa.mil/news-events/2014-03-13


        

Dinham, P. (2016)Amazon Flex allows drivers to deliver packageswithin just half an hour of order-
ing, http://www.dailymail.co.uk/news/article-3700819/Amazon-Flex-
allows-drivers-deliver-packages-just-half-hour-ordering.html.

D’Onfro, J. (2016) Google autonomous delivery platform patent, http : / /

uk.businessinsider.com / google - autonomous - delivery - platform -

patent-2016-2?r=US{&}IR=T.

Enoch, M. P. (2015) How a rapid modal convergence into a universal automated taxi service could
be the future for local passenger transport, Technology Analysis & Strategic Management,
27 (8) 910–924.

Etherington, D. (2016) Volvo and Autoliv launch joint venture to create self-driving software,
https://techcrunch.com/2016/09/06/volvo-and-autoliv-launch-

joint-venture-to-create-self-driving-software/.

EV Volumes (2016) The Electric Vehicle World Sales Database, http://www.ev-

volumes.com/country/total-euefta-plug-in-vehicle-volumes-2/.

Fagnant, D. J. and K. Kockelman (2015) Preparing a nation for autonomous vehicles: oppor-
tunities, barriers and policy recommendations, Transportation Research Part A: Policy and
Practice, 77, 167–181.

Fagnant, D. J. and K. M. Kockelman (2014) The travel and environmental implications of shared
autonomous vehicles, using agent-based model scenarios, Transportation Research Part C:
Emerging Technologies, 40, 1–13, ISSN 0968090X.

Fagnant, D. J., K. M. Kockelman and P. Bansal (2015) Operations of Shared Autonomous
Vehicle Fleet for Austin, Texas, Market, Transportation Research Record: Journal of the
Transportation Research Board, 2536, 98–106.

Fingas, J. (2016) Russia’s search giant is making a self-driving shuttle bus, https:
//www.engadget.com/2016/08/28/yandex-teams-on-self-driving-

shuttle-bus/.

Flämig, H. (2016) Autonomous Vehicles and Autonomous Driving in Freight Transport, in
Autonomous Driving, 365–385, Springer Berlin Heidelberg, Berlin, Heidelberg.

Fraedrich, E., S. Beiker and B. Lenz (2015) Transition pathways to fully automated driving and
its implications for the sociotechnical system of automobility, European Journal of Futures
Research, 3 (1) 11.

Fraedrich, E. and B. Lenz (2014) Automated Driving, Transportation Research Record: Journal
of the Transportation Research Board, 2416, 64–72.



http://www.dailymail.co.uk/news/article-3700819/Amazon-Flex-allows-drivers-deliver-packages-just-half-hour-ordering.html
http://www.dailymail.co.uk/news/article-3700819/Amazon-Flex-allows-drivers-deliver-packages-just-half-hour-ordering.html
http://uk.businessinsider.com/google-autonomous-delivery-platform-patent-2016-2?r=US{&}IR=T
http://uk.businessinsider.com/google-autonomous-delivery-platform-patent-2016-2?r=US{&}IR=T
http://uk.businessinsider.com/google-autonomous-delivery-platform-patent-2016-2?r=US{&}IR=T
https://techcrunch.com/2016/09/06/volvo-and-autoliv-launch-joint-venture-to-create-self-driving-software/
https://techcrunch.com/2016/09/06/volvo-and-autoliv-launch-joint-venture-to-create-self-driving-software/
http://www.ev-volumes.com/country/total-euefta-plug-in-vehicle-volumes-2/
http://www.ev-volumes.com/country/total-euefta-plug-in-vehicle-volumes-2/
https://www.engadget.com/2016/08/28/yandex-teams-on-self-driving-shuttle-bus/
https://www.engadget.com/2016/08/28/yandex-teams-on-self-driving-shuttle-bus/
https://www.engadget.com/2016/08/28/yandex-teams-on-self-driving-shuttle-bus/


        

Goodall, N. (2014a) Ethical DecisionMakingDuring Automated Vehicle Crashes, Transportation
Research Record: Journal of the Transportation Research Board, 2424 (2424) 58–65.

Goodall, N. J. (2014b) Vehicle automation and the duty to act, paper presented at the 21st World
Congress on Intelligent Transport Systems.

Greenblatt, J. B. and S. Shaheen (2015) Automated Vehicles, On-Demand Mobility, and
Environmental Impacts, Current Sustainable/Renewable Energy Reports, 2 (3) 74–81.

Gruel, W. and J. M. Stanford (2016) Assessing the Long-term Effects of Autonomous Vehicles:
A Speculative Approach, Transportation Research Procedia, 13, 18–29.

Guerra, E. (2016) Planning for Cars That Drive Themselves: Metropolitan Planning Orga-
nizations, Regional Transportation Plans, and Autonomous Vehicles, Journal of Planning
Education and Research, 36 (2) 210–224.

Halpin, N. (2015) Expect your Amazon deliveries within 30 minutes via drones next year, http:
//uk.businessinsider.com/expect-your-amazon-deliveries-within-

30-minutes-via-drones-next-year-2015-6?r=US{&}IR=T.

Hawkins, A. J. (2016a) Amazon and Microsoft will reportedly invest in Here, the self-driving
car mapping unit, http://www.theverge.com/2016/4/1/11346710/amazon-
microsoft-here-autonomous-car-tech-investment.

Hawkins, A. J. (2016b) Baidu gets the green light to test self-driving cars on Google’s turf,
http://www.theverge.com/2016/9/1/12748992/baidu-self-driving-

car-california-dmv-testing-permit-google.

Hawkins, A. J. (2016c) Delphi and Mobileye are teaming up to build a self-driving sys-
tem by 2019, http://www.theverge.com/2016/8/23/12603624/delphi-
mobileye-self-driving-autonomous-car-2019.

Heinrichs, D. and R. Cyganski (2015) Automated Driving: How It Could Enter Our Cities and
How This Might Af fect Our Mobility Decisions, disP - The Planning Review, 51 (2) 74–79.

Hevelke, A. and J. Nida-Rümelin (2015) Responsibility for Crashes of Autonomous Vehicles:
An Ethical Analysis, Science and Engineering Ethics, 21 (3) 619–630.

Hörl, S. (2016) Implementation of an autonomous taxi service in a multi-modal traffic simulation
using MATSim, Master thesis, Chalmers University of Technology.

Hörl, S., A. Erath and K. W. Axhausen (2016) Simulation of autonomous taxis in a multimodal
traffic scenario with dynamic demand, Arbeitsberichte Verkehrs- und Raumplanung, 1184.



http://uk.businessinsider.com/expect-your-amazon-deliveries-within-30-minutes-via-drones-next-year-2015-6?r=US{&}IR=T
http://uk.businessinsider.com/expect-your-amazon-deliveries-within-30-minutes-via-drones-next-year-2015-6?r=US{&}IR=T
http://uk.businessinsider.com/expect-your-amazon-deliveries-within-30-minutes-via-drones-next-year-2015-6?r=US{&}IR=T
http://www.theverge.com/2016/4/1/11346710/amazon-microsoft-here-autonomous-car-tech-investment
http://www.theverge.com/2016/4/1/11346710/amazon-microsoft-here-autonomous-car-tech-investment
http://www.theverge.com/2016/9/1/12748992/baidu-self-driving-car-california-dmv-testing-permit-google
http://www.theverge.com/2016/9/1/12748992/baidu-self-driving-car-california-dmv-testing-permit-google
http://www.theverge.com/2016/8/23/12603624/delphi-mobileye-self-driving-autonomous-car-2019
http://www.theverge.com/2016/8/23/12603624/delphi-mobileye-self-driving-autonomous-car-2019


        

Howard, D. and D. Dai (2014) Public Perceptions of Self-driving Cars: The Case of Berkeley,
California, paper presented at the Transportation Research Board 93rd Annual Meeting.

Jamson, A. H., N. Merat, O. M. Carsten and F. C. Lai (2013) Behavioural changes in drivers
experiencing highly-automated vehicle control in varying traffic conditions, Transportation
Research Part C: Emerging Technologies, 30, 116–125.

Janin, L., M. Nemri and C. Raynard (2016) La voiture sans chauffeur, bientôt une réealité,
France Stratégie, Paris.

Kang, N., F. M. Feinberg and P. Y. Papalambros (2015) Autonomous Electric Vehicle Sharing
SystemDesign, paper presented at the ASME 2015 International Design Engineering Technical
Conferences and Computers and Information in Engineering Conference.

Kell, J. (2015) Amazon’s unlikely secret to delivering so fast, http://fortune.com/2015/
05/18/amazon-deliveries-subway/.

Kim, K.-H., D.-H. Yook, Y.-S. Ko and D.-H. Kim (2015) An Analysis of Expected Effects of the
Autonomous Vehicles on Transport and Land Use in Korea, Working Paper, Marron Institute
of Urban Management.

King, C., D. Klinedinst, T. Lewellen and G. Wassermann (2016) 2016 Emerging Technology
Domains Risk Survey, Technical Report, Carnegie Mellon University.

Korosec, K. (2016a) Baidu and Nvidia Partner to Build AI Platform for Self-Driving Cars, http:
//fortune.com/2016/09/01/baidu-nvidia-ai-self-driving-cars/.

Korosec, K. (2016b) Baidu Wants to Bring Self-Driving Cars to the Masses by 2021, http:
//fortune.com/2016/06/03/baidu-autonomous-cars-production/.

Krueger, R., T. H. Rashidi and J. M. Rose (2016) Preferences for shared autonomous vehicles,
Transportation Research Part C: Emerging Technologies, 69, 343–355.

Kyriakidis, M., R. Happee and J. de Winter (2015) Public opinion on automated driving: Results
of an international questionnaire among 5000 respondents, Transportation Research Part F:
Traffic Psychology and Behaviour, 32 (August 2016) 127–140.

Lamotte, R., A. D. Palma and N. Geroliminis (2016) Sharing the road: the economics of
autonomous vehicles.

Lavasani, M., X. Jin and Y. Du (2016) Market Penetration Model for Autonomous Vehicles
Based on Previous Technology Adoption Experiences, paper presented at the Transportation
Research Board 95th Annual Meeting.



http://fortune.com/2015/05/18/amazon-deliveries-subway/
http://fortune.com/2015/05/18/amazon-deliveries-subway/
http://fortune.com/2016/09/01/baidu-nvidia-ai-self-driving-cars/
http://fortune.com/2016/09/01/baidu-nvidia-ai-self-driving-cars/
http://fortune.com/2016/06/03/baidu-autonomous-cars-production/
http://fortune.com/2016/06/03/baidu-autonomous-cars-production/


        

Le Monde (2016) Les voitures autonomes en voie d’être testées sur les routes
de France, http://www.lemonde.fr/automobile/article/2016/08/03/
les- voitures- autonomes- bientot- testees- sur- les- routes- de-

france{˝4978091{˝1654940.html.

Le Vine, S., Y. Kong, X. Liu and J. Polak (2016) Vehicle Automation, Legal Standards of Care,
and Freeway Capacity, Working Paper.

Le Vine, S., A. Zolfaghari and J. Polak (2015) Autonomous cars: The tension between occupant
experience and intersection capacity, Transportation Research Part C: Emerging Technologies,
52.

Lederman, J., M. Garrett and B. D. Taylor (2016) Fault-y Reasoning: Navigating the Liability
Terrain in Intelligent Transportation Systems, Public Works Management & Policy, 21 (1)
5–27, jan 2016.

Lee, H. L., Y. Chen, B. Gillai and S. Rammohan (2016) Technological Disruption and Innovation
in Last-Mile Delivery, Report, United States Postal Service.

Levin, M.W., T. Li, S. D. Boyles and K. M. Kockelman (2016) A general framework for modeling
shared autonomous vehicles, paper presented at the 95th Annual Meeting of the Transportation
Research Board.

Litman, T. (2000) Evaluating Carsharing Benefits, Transportation Research Record: Journal of
the Transportation Research Board, 1702, 31–35.

Litman, T. (2014) Autonomous Vehicle Implementation Predictions: Implications for Transport
Planning, Victoria Transport Policy Institute.

Litman, T. (2016) Generated traffic and induced travel, Victoria Transport Policy Institute.

Louw, T., N. Merat and H. Jamson (2015) Engaging with highly automated driving. To be or
not to be in the loop, paper presented at the 8th International Driving Symposium on Human
Factors in Driver Assessment, Training and Vehicle Design.

Lunden, I. (2016) VW invests $300M in Uber rival Gett in new ride-sharing partner-
ship, https://techcrunch.com/2016/05/24/vw-invests-300m-in-uber-
rival-gett-in-new-ride-sharing-partnership/.

Maciejewski, M. and J. Bischoff (2016) Congestion effects of autonomous taxi fleets, Pre-Print,
Submitted to TRANSPORT.

Maunsell, D., P. Tanguturi and J. Hogarth (2014) Realising the benefits of autonomous vehicles
in Australia, Accenture.



http://www.lemonde.fr/automobile/article/2016/08/03/les-voitures-autonomes-bientot-testees-sur-les-routes-de-france{_}4978091{_}1654940.html
http://www.lemonde.fr/automobile/article/2016/08/03/les-voitures-autonomes-bientot-testees-sur-les-routes-de-france{_}4978091{_}1654940.html
http://www.lemonde.fr/automobile/article/2016/08/03/les-voitures-autonomes-bientot-testees-sur-les-routes-de-france{_}4978091{_}1654940.html
https://techcrunch.com/2016/05/24/vw-invests-300m-in-uber-rival-gett-in-new-ride-sharing-partnership/
https://techcrunch.com/2016/05/24/vw-invests-300m-in-uber-rival-gett-in-new-ride-sharing-partnership/


        

Merat, N. and a. H. Jamson (2009) Is drivers’ situation awareness influenced by a highly
automated driving scenario?, paper presented at the Human Factors, Security and Safety.
Human Factory and Ergonomics Society Europe Chapter Conference.

Merchán, D. and E. Blanco (2015) The Future of Megacity Logistics. Overview of Best-Practices,
Innovative Strategies and Technology Trends for Last-Mile Delivery, Report, MIT Center for
Transportation & Logistics.

Mersky, A. C. and C. Samaras (2016) Fuel economy testing of autonomous vehicles, Transporta-
tion Research Part C: Emerging Technologies, 65, 31–48.

Meyer, J., H. Becker and K. W. Axhausen (2016) Impact of autonomous vehicles on the
accessibility in Switzerland, Arbeitsberichte Verkehrs- und Raumplanung, 1177, IVT, ETH
Zürich, Zürich.

Milakis, D., M. Snelder, B. V. Arem, B. V. Wee and G. H. d. A. Correia (2015) Development of
automated vehicles in the Netherlands: scenarios for 2030 and 2050, Report, Delft University
of Technology, Delft.

Mladenovic, M. N. and M. M. Abbas (2015) Anthropocentric Development of Intersection
Control Principles for Self-driving Vehicles under Considerations of Social Justice,mobil.TUM
2015 – International Scientific Conference on Mobility and Transport Technologies, Solutions
and Perspectives for Intelligent Transport Systems.

Mladenovic, M. N. and T. McPherson (2016) Engineering Social Justice into Traffic Control for
Self-Driving Vehicles?, Science and Engineering Ethics, 22 (4) 1131–1149.

Moon, M. (2016) Tesla: Mobileye tried to stop our in-house chip development, https:
//www.engadget.com/2016/09/16/tesla-mobileye-response/.

Mosquet, X., T. Dauner, N. Lang, M. Rübmann, A. Mei-Pochtler, R. Agrawal and F. Schmieg
(2015) Revolution in the Driver’s Seat, The Boston Consulting Group.

Navya (2015) PostBus autonomous and electric vehicles: official presentation in Sion (Switzer-
land), http://navya.tech/2015/12/postbus-navya-arma-driverless-
shuttles-switzerland/?lang=en.

Navya (2016) Launch of NAVLY in the confluence district of Lyon, http://navya.tech/
2016 / 09 / launch - of - navly - in - the - confluence - district - of -

lyon/?lang=en.

Neate, R. (2016) Ford to build ’high volume’ of driverless cars for ride-sharing services,
https://www.theguardian.com/technology/2016/aug/16/ford-self-

driving-cars-ride-sharing-uber-lyft.



https://www.engadget.com/2016/09/16/tesla-mobileye-response/
https://www.engadget.com/2016/09/16/tesla-mobileye-response/
http://navya.tech/2015/12/postbus-navya-arma-driverless-shuttles-switzerland/?lang=en
http://navya.tech/2015/12/postbus-navya-arma-driverless-shuttles-switzerland/?lang=en
http://navya.tech/2016/09/launch-of-navly-in-the-confluence-district-of-lyon/?lang=en
http://navya.tech/2016/09/launch-of-navly-in-the-confluence-district-of-lyon/?lang=en
http://navya.tech/2016/09/launch-of-navly-in-the-confluence-district-of-lyon/?lang=en
https://www.theguardian.com/technology/2016/aug/16/ford-self-driving-cars-ride-sharing-uber-lyft
https://www.theguardian.com/technology/2016/aug/16/ford-self-driving-cars-ride-sharing-uber-lyft


        

NHTSA (2013) Preliminary Statement of Policy Concerning Automated Vehicles, Report,
National Highway Traffic Safety Administration.

Nica, G. (2016) BMW CEO Wants Autonomous Driving Cars within Five Years, http:
//www.bmwblog.com/2016/08/02/bmw-ceo-wants-autonomous-driving-

cars-within-five-years/.

Nieuwenhuijsen, J. A. H. (2015) Diffusion of Automated Vehicles, Master thesis, Delft University
of Technology.

Nordhoff, S., S. Change, B. V. Arem and R. Happee (2016) A Conceptual Model to Ex-
plain, Predict, and Improve User Acceptance of Driverless Vehicles, paper presented at the
Transportation Research Board 95th Annual Meeting.

Nouvelle France Industrielle (2015) Véhicule Autonome, Objectifs de recherche, Nouvelle
France Industrielle.

OECD/ITF (2015a) ITF Transport Outlook 2015, OECD Publishing/ITF.

OECD/ITF (2015b)Urban Mobility System Upgrade: How shared self-driving cars could change
city traffic, OECD Publishing/ITF, Paris.

Owczarzak, Ł. and J. Żak (2015) Design of Passenger Public Transportation Solutions Based
on Autonomous Vehicles and Their Multiple Criteria Comparison with Traditional Forms of
Passenger Transportation, Transportation Research Procedia, 10 (July) 472–482.

Pachal, P. (2016) Despite Tesla’s setbacks, Audi is racing fast toward self-driving cars, http://
mashable.com/2016/07/16/audi-self-driving-a7/{#}wu9kOeNrVOqq.

Patel, J. (2016) nuTonomy beats Uber to launch first self-driving taxi - Autoblog, http://
www.autoblog.com/2016/08/25/nutonomy-first-self-driving-taxi-

singapore/.

Payre, W., J. Cestac and P. Delhomme (2014) Intention to use a fully automated car: Attitudes
and a priori acceptability, Transportation Research Part F: Traffic Psychology and Behaviour,
27 (PB) 252–263.

Piao, J., M. McDonald, N. Hounsell, M. Graindorge, T. Graindorge and N. Malhene (2016)
Public Views towards Implementation of Automated Vehicles in Urban Areas, Transportation
Research Procedia, 14 (0) 2168–2177.

PSA Group (2016) Autonomous vehicle: the automated driving car of the future, http:
//www.psa-peugeot-citroen.com/en/featured-content/autonomous-

car.



http://www.bmwblog.com/2016/08/02/bmw-ceo-wants-autonomous-driving-cars-within-five-years/
http://www.bmwblog.com/2016/08/02/bmw-ceo-wants-autonomous-driving-cars-within-five-years/
http://www.bmwblog.com/2016/08/02/bmw-ceo-wants-autonomous-driving-cars-within-five-years/
http://mashable.com/2016/07/16/audi-self-driving-a7/{#}wu9kOeNrVOqq
http://mashable.com/2016/07/16/audi-self-driving-a7/{#}wu9kOeNrVOqq
http://www.autoblog.com/2016/08/25/nutonomy-first-self-driving-taxi-singapore/
http://www.autoblog.com/2016/08/25/nutonomy-first-self-driving-taxi-singapore/
http://www.autoblog.com/2016/08/25/nutonomy-first-self-driving-taxi-singapore/
http://www.psa-peugeot-citroen.com/en/featured-content/autonomous-car
http://www.psa-peugeot-citroen.com/en/featured-content/autonomous-car
http://www.psa-peugeot-citroen.com/en/featured-content/autonomous-car


        

Ramsey, M. (2016) Continental Buys Sensor Technology for Self-Driving Cars - WSJ, http:
//www.wsj.com/articles/continental-buys-sensor-technology-for-

self-driving-cars-1457042039.

Ramsey, M. and G. Nagesh (2016) GM, Lyft to Test Self-Driving Electric Taxis - WSJ, http:
//www.wsj.com/articles/gm-lyft-to-test-self-driving-electric-

taxis-1462460094.

Savelsbergh, M. and T. Van Woensel (2016) 50th Anniversary Invited Article—City Logistics:
Challenges and Opportunities, Transportation Science, 50 (2) 579–590.

Schellekens, M. (2015) Self-driving cars and the chilling effect of liability law, Computer Law
& Security Review, 31 (4) 506–517.

Schoettle, B. and M. Sivak (2014) Public Opinion About Self-Driving Vehicles in China, India,
Japan, The U.S., The U.K. and Australia, Report, The University of Michigan,Transportation
Research Institute, Ann Arbor.

Schoettle, B. and M. Sivak (2015) Potential Impact of Self-Driving Vehicles on Household
Vehicle Demand and Usage, Report, The University of Michigan, Transportation Research
Institute, Ann Arbor.

Schoonmaker, J. (2016) Proactive privacy for a driverless age, Information & Communications
Technology Law, 25 (2) 96–128.

Shanker, R., A. Jonas, S. Devitt, K. Huberty, S. Flannery, W. Greene, B. Swinburne, G. Locraft,
A. Wood, K. Weiss, J. Moore, A. Schenker, P. Jain, Y. Ying, S. Kakiuchi, R. Hoshino and
A. Humphrey (2013) Autonomous Cars: Self-Driving the New Auto Industry Paradigm, Blue
Paper, Morgan Stanley.

Sheriff, K. D. (2016) Professional Liability after Quantum Leaps in Technology: The Advent
of Autonomous Vehicles and Technology’s Uncertain Fit within Existing Tort Law, Report,
Emory University School of Law.

Shi, L. and P. Prevedouros (2016) Autonomous and Connected Cars: HCM Estimates for
Freeways with Various Market Penetration Rates, Transportation Research Procedia, 15,
389–402.

Silberg, G., M. Manassa, K. Everhart, D. Subramanian, M. Corley, H. Fraser and V. Sinha (2013)
Self-Driving Cars: Are we Ready?, KPMG LLP.

Sivak, M. and B. Schoettle (2015) Influence of Current Nondrivers on the Amount of Travel and
Trip Patterns with Self-Driving Vehicles, Report, The University of Michigan, Transportation
Research Institute, Ann Arbor.



http://www.wsj.com/articles/continental-buys-sensor-technology-for-self-driving-cars-1457042039
http://www.wsj.com/articles/continental-buys-sensor-technology-for-self-driving-cars-1457042039
http://www.wsj.com/articles/continental-buys-sensor-technology-for-self-driving-cars-1457042039
http://www.wsj.com/articles/gm-lyft-to-test-self-driving-electric-taxis-1462460094
http://www.wsj.com/articles/gm-lyft-to-test-self-driving-electric-taxis-1462460094
http://www.wsj.com/articles/gm-lyft-to-test-self-driving-electric-taxis-1462460094


        

Skinner, R. and N. Bidwell (2016) Making Better Places: Autonomous vehicles and future
opportunities, WSP | Parsons Brinckerhoff.

Sloat, S. (2016) BMW, Intel, Mobileye Link Up in Self-Driving Tech Alliance -
WSJ, http://www.wsj.com/articles/bmw-intel-mobileye-link-up-in-
self-driving-tech-alliance-1467379145.

Solomon, B. (2016) GM Invests $500 Million In Lyft For Self-Driving Car Race With Uber,
Tesla And Google, http://www.forbes.com/sites/briansolomon/2016/01/
04/gm-invests-500-million-in-lyft-for-self-driving-car-race-

with-uber-tesla-and-google/{#}45eabcd2144e.

Souders, D. and N. Charness (2016) Human Aspects of IT for the Aged Population. Healthy
and Active Aging, vol. 9755 of Lecture Notes in Computer Science, Springer International
Publishing, Cham.

Spieser, K., K. Ballantyne, R. Z. Treleaven, E. Frazzoli, D. Morton and M. Pavone (2014)
Systematic Approach to the Design and Evaluation of Automated Mobility-on-Demand
Systems A Case study in Singapore, in G. Meyer and S. Beiker (eds.) Road Vehicle Automation
(Lecture Notes in Mobility), 229–245, Springer International Publishing.

Spinoulas, D., P. Davidson and A. Spinoulas (2015) Autonomous Vehicles - What Could This
Mean For The Future Of Transport?, paper presented at the Australian Institute of Traffic
Planning and Management (AITPM) National Conference.

Tan, C. K. and K. S. Tham (2014) Autonomous Vehicles, Next Stop: Singapore, Journeys,
(November) 5–11.

Thomopoulos, N. and M. Givoni (2015) The autonomous car—a blessing or a curse for the
future of low carbon mobility? An exploration of likely vs. desirable outcomes, European
Journal of Futures Research, 3 (1) 14.

Thompson, C. (2016) How Ford’s self-driving cars will work, http : / /

uk.businessinsider.com/how-fords-self-driving-cars-will-work-

2016-8?r=US{&}IR=T.

Transport Systems Catapult (2016) Self-driving pods, https://ts.catapult.org.uk/
pods.

Trego, T. and D. Murray (2015) An Analysis of the Operational Costs of Trucking: 2015 Update,
Report, American Transportation Research Institute, Arlington, VIrginia.



http://www.wsj.com/articles/bmw-intel-mobileye-link-up-in-self-driving-tech-alliance-1467379145
http://www.wsj.com/articles/bmw-intel-mobileye-link-up-in-self-driving-tech-alliance-1467379145
http://www.forbes.com/sites/briansolomon/2016/01/04/gm-invests-500-million-in-lyft-for-self-driving-car-race-with-uber-tesla-and-google/{#}45eabcd2144e
http://www.forbes.com/sites/briansolomon/2016/01/04/gm-invests-500-million-in-lyft-for-self-driving-car-race-with-uber-tesla-and-google/{#}45eabcd2144e
http://www.forbes.com/sites/briansolomon/2016/01/04/gm-invests-500-million-in-lyft-for-self-driving-car-race-with-uber-tesla-and-google/{#}45eabcd2144e
http://uk.businessinsider.com/how-fords-self-driving-cars-will-work-2016-8?r=US{&}IR=T
http://uk.businessinsider.com/how-fords-self-driving-cars-will-work-2016-8?r=US{&}IR=T
http://uk.businessinsider.com/how-fords-self-driving-cars-will-work-2016-8?r=US{&}IR=T
https://ts.catapult.org.uk/pods
https://ts.catapult.org.uk/pods


        

Truett, R. (2015) Delphi, Quanergy team up on low-cost lidar, http://www.autonews.com/
article/20151026/OEM06/310269985/delphi-quanergy-team-up-on-

low-cost-lidar.

Van Meldert, B. and L. De Boeck (2016) Introducing autonomous vehicles in logistics : a review
from a broad perspective, Research Report, KU Leuven, Leuven.

Volvo (2016a) Drive Me – the self-driving car in action, http://www.volvocars.com/
intl / about / our - innovation - brands / intellisafe / intellisafe -

autopilot/drive-me.

Volvo (2016b) Volvo Cars and Uber join forces to develop autonomous driving cars, https:
/ / www.media.volvocars.com / global / en - gb / media / pressreleases /

194795/volvo-cars-and-uber-join-forces-to-develop-autonomous-

driving-cars.

Wadud, Z., D. MacKenzie and P. Leiby (2016) Help or hindrance? The travel, energy and carbon
impacts of highly automated vehicles, Transportation Research Part A: Policy and Practice,
86, 1–18.

Wakabayashi, D. and D. MacMillan (2016) Apple’s Latest $1 Billion Bet Is on the Future
of Cars - WSJ, http://www.wsj.com/articles/apples-1-billion-didi-
investment-revs-up-autonomous-car-push-1463154162.

Wallin, J., V. Parida and O. Isaksson (2015) Understanding product-service system innovation
capabilities development for manufacturing companies, Journal of Manufacturing Technology
Management, 26 (5) 763–787.

Warren, T. (2016) Delphi tests self-driving car service in Singapore, http://

www.theverge.com/2016/8/1/12337516/delphi-self-driving-car-

service-singapore.

Weis, C. and K. W. Axhausen (2009) Induced travel demand: Evidence from a pseudo panel
data based structural equations model, Research in Transportation Economics, 25 (1) 8–18.

Yang, K. (2016) Isolated intersection control for various levels of vehicle technology: Con-
ventional, connected, and automated vehicles, Transportation Research Part C: Emerging
Technologies.

Yeomans, G. (2014) Autonomous vehicles - Handing over control: Opportunities and risks for
insurance, Lloyd’s.



http://www.autonews.com/article/20151026/OEM06/310269985/delphi-quanergy-team-up-on-low-cost-lidar
http://www.autonews.com/article/20151026/OEM06/310269985/delphi-quanergy-team-up-on-low-cost-lidar
http://www.autonews.com/article/20151026/OEM06/310269985/delphi-quanergy-team-up-on-low-cost-lidar
http://www.volvocars.com/intl/about/our-innovation-brands/intellisafe/intellisafe-autopilot/drive-me
http://www.volvocars.com/intl/about/our-innovation-brands/intellisafe/intellisafe-autopilot/drive-me
http://www.volvocars.com/intl/about/our-innovation-brands/intellisafe/intellisafe-autopilot/drive-me
https://www.media.volvocars.com/global/en-gb/media/pressreleases/194795/volvo-cars-and-uber-join-forces-to-develop-autonomous-driving-cars
https://www.media.volvocars.com/global/en-gb/media/pressreleases/194795/volvo-cars-and-uber-join-forces-to-develop-autonomous-driving-cars
https://www.media.volvocars.com/global/en-gb/media/pressreleases/194795/volvo-cars-and-uber-join-forces-to-develop-autonomous-driving-cars
https://www.media.volvocars.com/global/en-gb/media/pressreleases/194795/volvo-cars-and-uber-join-forces-to-develop-autonomous-driving-cars
http://www.wsj.com/articles/apples-1-billion-didi-investment-revs-up-autonomous-car-push-1463154162
http://www.wsj.com/articles/apples-1-billion-didi-investment-revs-up-autonomous-car-push-1463154162
http://www.theverge.com/2016/8/1/12337516/delphi-self-driving-car-service-singapore
http://www.theverge.com/2016/8/1/12337516/delphi-self-driving-car-service-singapore
http://www.theverge.com/2016/8/1/12337516/delphi-self-driving-car-service-singapore


        

Zhang, W., S. Guhathakurta, J. Fang and G. Zhang (2015) Exploring the impact of shared
autonomous vehicles on urban parking demand: An agent-based simulation approach,
Sustainable Cities and Society, 19, 34–45.

Zmud, J., I. N. Sener and J. Wagner (2016) Consumer Acceptance and Travel Behavior Impacts
of Automated Vehicles, Report, Texas A&M Transportation Institute.




