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L INTRODUCTION
San Diego Airport Parking Company (“SDAP”) submits the following comments on the
Proposed Regulation to consider a Zero-Emission Airport Shuttle Regulation (ZAS). SDAP
represents small commercial business fleets and shuttle and airport ground transportation
operators, that provide service to urban and densely populated areas that are mainly supporting
the residential communities in the territory and provide transportation services in the
surrounding roadways that are to and from the San Diego Airport. The areas that in are
proximity to the airport are exposed to the highest levels of pollution and thereby when airport
and port fleet operators adopt zero emission vehicles, this will directly benefit the low-income
communities throughout this territory. SDAP is specifically a small business fleet that has been
in business since 1991 and serving the San Diego Airport customer, providing parking and
shuttle service to and from the airport 24/7 and 365 days per year. SDAP operates 20,000
miles per month with a Class 2b or Class 3 shuttle bus in short duty cycle with many stops and
idle times throughout the day. SDAP has been an SDG&E small business commercial class
customer since beginning business in 1991 and thereby has never incurred 20 kilowatts or any
demand fees in its SDGE rates and billing.

SDAP has Transportation Electrification (TE) fleet experience in both EV commercial vehicles
and EVSE charging equipment including installing equipment and running an EV Fleet. In Q2 of
2015 SDAP became the very first Airport EV bus in California when it purchased its first electric
shuttle bus and within I year had purchased 3 electric buses by Q2 2016 which comprised of 50%
of SDAP’s fleet. In 2015, SDAP installed three Level-2 AC 14 kW chargers to support its EV
fleet. SDAP has operated over 100,000 electric miles with plans to be 100% electric by 2020.
SDAP was a party in the SB350 Priority Review (PR) and Standard Review (SR} proceeding with
the CPUC and thereby contributed to the decisions in the PR pilot projects for SDG&E. SDAP is
a site host for the Green Shuttle PR (GSP) pilot project in the SDGE territory (see CPUC filing on
1-31-19 by SDGE, The interim report, proceeding # 17-01-020) and expects to have all
construction completed by Q1 2019 which is expected to include two DCFC chargers at 50 kW of
3-phase power, a new 400-amp meter and a new 480-volt transformer. SDAP has procured it’s 2™
generation of EV shuttles which will be delivered to SDAP Q2 of 2019 which will provide 3-phase
power technology and will be delivered by Green Power Bus. Additionally, SDAP is also a site
host to SDGE Power Your Drive Pilot and installation was completed in Dec 2018 and the site will
be energized in March 2019, this included installing 10 Level-2 AC chargers with 6 kW single
phase, trenching, a new 400-amp meter and a design to meet the ADA Commercial Building Code
requirements.

All ground transportation operations at Airports are creating emissions and it should be the
responsibility of all commercial operations to achieve the same compliance. For example, the taxi
and TNC modes should be required to achieve the same. Additionally, all vehicles can only be
reliable if required to be certified which is protecting the public with safe and reliable vehicles.
Currently, the proposed ZEV certification is only optional and thereby there are no requirements
for the OEM to provide local garage support to the customer with this proprietary equipment ----
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this is still very much a “wild west” stage in the MHD EV space — which is very different than the
LD passenger EV cars.  For these reasons, SDAP is highly supportive of this Proposed Regulation
with Modifications that must include all commercial vehicles.

IL. SMALL BUSINESS

Small businesses are not only vital to California’s economic health and welfare but also
constitute an important class of ratepayers for utility companies. The ratepayer interests of the small
business class often diverge from residential ratepayers and larger-size commercial customers on a
variety of utility matters. The needs of small businesses are critical to consider not only because
they have a substantial impact on California’s economy but also because engagement from small
businesses and their employees is critical to the future of California’s grid and the ZEV technology.
There are approximately 3,941,201 small businesses in the state that comprise of 99.8% of all
employer firms, provide 48.8% of private sector employment, account for over 280,000 net new
Jobs, and comprise approximately 43.2% of California’s $152.1 billion in exports. California Smail
Business Profile. U.S. Small Business Administration Office of Advocacy, See
https:/'www.sha.gov sites‘defanlt/files advocacy 2018-Small-Business-Profiles-CA.pdyf.

Due to the important role small businesses play in the state’s economy and to the legislative
mandates, SDAP believes that the ZAS ultimately needs to require all transportation modes at the
airport to be regulated under the same measure. ZAS, as proposed, does not directly extend to the
other stakcholders that are creating the most emissions for every mile driven and that create the
most congestion at the airports. In order to achieve the reduction of emissions at airports, CARB
needs to identify more benchmarks by each mode of transportation that includes the light duty
sector and the limousines. There are many more permitted numbers of vehicles by both modes that
are typically moving one person per mile and will also have deadheading miles one-way, which is
not the case for shuttle operations. Specifically, this requirement should include LD and MD the
same as HD in your proposal.

III. LCFS
Fleets that do not own the infrastructure or that use other hubs will not be able to generate credits.
Fleets that are small will have a hard time monetizing the credits when volumes are low as brokers
are only interested in high volumes of credits.

1IN CLASS 2B AND CLASS CERTIFICATION

IF YOU BUILD or modify trucks by installing truck bodies, or related equipment, you must certify
them. Failure to certify can result in penalties of $1,100 for each violation up to a maximum of
$880,000 for a related series of violations.

There is no reason to not create @ mandate for Completed ZEV vehicles in the MD Class 2B and
Class 3 as the intention is to ensure reliability and reduce emissions and all MDHD ZEV'’s should
be compliant to achieve the same standard. The conversion substantially changes the vehicle
and increases the curb weight and impacts the center of gravity and without standards this will
impact reliability as these issues have already been faced by early adopters.



To certify a vehicie is to document in writing that the vehicle that you helped to produce still
conforms to all applicable motor vehicle safety standards. Companies must make such a
statement when they install truck bodies or equipment on incomplete vehicles (such as a truck
chassis) or if they alter a completed truck that previously had been certified (such as a complete
vehicle like the Class 2B or Class 3 Gas Van that is converted but is being identified as a
complete vehicle as long as it has not been registered before converted and has zero or close to
no miles on it once purchased and registered).

This process involves: Determining vehicle type (chassis cab, bare chassis, cutaway van, or
chassis cowl) and the standards that apply to the model being certified. Determining the type of
conformity statement to be used (there are three, reviewed later within), Performing a Federal
Motor Vehicle Safety Standards (FMVSS) compliance analysis. This is a checklist of the various
vehicle components and how they conform to all FMVSS. Performing a payload analysis.
Payload capacity is determined by subtracting the completed weight of the vehicle, including
driver and passengers, from the gross vehicle weight rating (GVWR). Performing a weight
distribution analysis. This determines the distribution of the total gross vehicle weight imposed on
the ground at each axle (measured in units of weight or as a percent of total truck weight).
Anyone who manufactures or assembles motor vehicles or motor vehicle equipment for resale is
required to certify.

Who is a Manufacturer?

A manufacturer can be any person who performs a manufacturing operation on a new, incomplete
vehicle. This definition includes the manufacturer of the completed vehicie or a vehicle in its
incomplete, intermediate and/or final-stages. Any person who alters a completed vehicle, which
has already been certified in the final stage before it is sold, is also considered a manufacturer of
motor vehicles under the National Traffic and Motor Vehicle Safety Act and National Highway
Traffic Safety Administration (NHTSA) regulations.

All vehicles must be certified in the final stage. Certification is also a requirement for
manufacturing operations performed on motor vehicles prior to the first purchase. For example,
installing a service body, or removing a pickup box before the vehicle is sold requires certification.
After the vehicle is certified in the final stage, and purchased, licensed, and titled, the certification
obligation ends.

The four types of motor vehicle certification are incomplete vehicle (chassis cab, stripped chassis,
cutaway, cowl); intermediate stage certification; final stage certification (the last maintenance
operation before it is put into use}; and altered certification (altering a previously certified vehicle).
For example, adding a snowplow to a pickup truck requires altered certification and thereby so
should the altered and converted gas vehicle to ZEV.

The incomplete vehicle document is a vital guide to the certification process. The manufacturer
must include this document with every new incomplete vehicle. This document helps subsequent
manufacturers determine what can or cannot be done to the incomplete vehicle in order to stay
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within the original manufacturers' guidelines. The same is necessary for the Completed ZEV
vehicles as they are being tampered after certified as a gas vehicle.

The incomplete vehicle document contains the name and address of the incomplete vehicle
manufacturer, the month and date of the last manufacturing operation, vehicle identification
number, GVWR, gross axle weight rating, and vehicle type, such as truck or multipurpose
passenger vehicle. The document also lists the standards (in effect at the time the incomplete
vehicle was manufactured) that apply to each type, followed by a conformity statement. The three
types of conformity statements are:

Type I: "A statement that the vehicle when completed will conform to the standard if no alterations
are made in the identified components of the incomplete vehicle." Type II: "A statement of
specific conditions of final manufacture under which the manufacturer specified that the completed
vehicle will conform to the standards." Type IlI: "A statement that the conformity with the
standard is not substantially affected by the design of the incomplete vehicle, and that the
incomplete vehicle manufacturer makes no representation as to conformity with the standard.”

Analyzing Payload

A payload analysis is vital because the distribution of chassis, body, and payload weight on a truck
is critical to the proper operation and long life of the vehicle. It is possible for a vehicle to be
overloaded even though it may not be loaded beyond the recommended GVWR. When a
chassis/body combination is incorrectly matched or when the payload is not positioned properly,
the front or rear gross axle weight rating (GAWR) may be overloaded.

Once the chassis configuration and payload capacity have been determined, a weight distribution
calculation should be performed. This will verify that the weight of the body and/or payload is
distributed to both the front and rear axles in proper proportions. It also assures that the front and
rear GAWRs are not exceeded.

The weight of the driver and passenger(s) can sometimes make the difference between exceeding
and not exceeding a vehicle's GAWR. Therefore, the weight of the driver and passenger(s) is
included in the calculations when performing a weight distribution or payload analysis.

Ultimate Responsibility

The final stage manufacturer is the last line of defense for motor vehicle safety and bears full
responsibility for any vehicle defects. If there is a defect or non-conformity in the original
equipment produced by another manufacturer who refuses to recall the vehicle, the final stage
manufacturer is still responsible for recalling the vehicle and correcting the problem. This is
common in all technologies and there is no justification for this technology to not have
enforcement with penalties when an OEM poisons the ZEV market. These are lessons learned
that have been experienced and we need to move beyond after 10 years of an HVIP incentive
program tied to this technology.



Once certification is complete, the certification label can be attached to the hinge pillar, the door-
latch post, or the door edge that meets the door-laich post. It can also be placed next to the
driver's seating position, to the left side of the instrument panel, or the inward facing surface of the
door next to the driver's seating position.

Iv. WARRANTY

The 50,000-mile warranty does not meet the needs of the fleet nor does it keep the fleets and
roadways safe with prototype technology and does not compare to other choices such as
conventional fueled vehicles that continue to have increased warranty support. There is an
overall contention by State regulators, and other industry professionals, that the current HD
manufacturer warranty requirements for on-road heavy-duty vehicles are not sufficient to
guarantee that emission control performance will be maintained throughout the exceptionally
long service life of modern heavy-duty vehicles, (e.g., up to

1,200,000 miles). This lack of emission control maintenance may contribute to a negative
economic impact, and poorer air quality in California. This impression is supported in
large part by the results of the owner/operator survey summarized herein. Longer
warranties could potentially assist with reduced emissions and provide better longevity
and durability for such vehicles. Specifically, longer warranties may contribute to timelier
repair of malfunctioning components in heavy-duty vehicles and will likely lead to better
vehicle maintenance (source CARB).
hitps:/iwww.arb.ca.gov/regact/2018/hdwarranty18/apph.pdf?_ga=2.205632208.21115855
22.1549629595-405255107.1516164047

V. REPAIRS

Carb should create a mandatory repairability provision for this technology and an
incentive program is necessary in order to support the technology as improvement has
not been achieved toward garage services support for this technology and fleets cannot
achieve confidence without such a provision. The same concerns should be realized with
the lessons learned and the amount of downtime that will increase and effect emissions.
This technology faces increased emissions when not supported to stay on the roads.
Without an enforcement for garage service stations by ZEV OEM'’s when this technology
is 100% proprietary, you cannot increase confidence without the ability to be ensured of
support 24/7 in all local territories, additionally these are short range vehicles with high
voltage.

See the below examples from CARB HD survey on associate cost when repairs and
downtime occur.

Survey and Analysis of Heavy-Duty Vehicle Warranties in California Nov 2017.

hitps./www. arb. ca.gov/regact/2018/hdwarranty18/apph.pdf? ga=2.205632208.21115855
22.1549629595-405255107.1516164047




There were a significant number of days of lost revenue due to downtime for repairs.
Following is a breakdown of the average number of days of downtime due to vehicles
being out of commission:

Length of Downtime % Owners Estimated Total Days
1-2 days 14% 57

3-6 days 32% 396

1-2 weeks 19% 742

3-4 weeks 16% 1,078

More than 1 month 17% > 1,400

Total 98% > 3,673

Owner/Operator | Length of Repair Downtime « Owner/operators indicated that there was
a significant loss of revenue attached to the downtime.

See below Table for the estimated costs associated with downtime as reported by on-
road heavy-duty vehicle owners/operators:

Repair Shop owners/managers indicated that the most frequent year(s) of heavy-duty
vehicles that come in for repairs are either models earlier than 2007 (25%), or 2010 and
2011 models (24%}).-The majority of repair shops (56%) provide extended warranties (a
warranty package that covers beyond the life of the manufacturer's mandatory warranty
period) to their heavy-duty vehicle customers. The average cost of the most frequently
purchased extended warranty package falls between $1,000 and $2,500 (41%),
according to repair shop owners/managers. The majority (59%) of extended warranty
packages cover one to two years beyond the life of the mandatory warranty period
according to the repair shop owner/managers.

Loss of Revenue % Owners Estimated Total Revenue
Zero 5% -

$1-$999 10% $13,500

$1,000 -$4,999 32% $261,000

$5,000 -37,499 18% $312,500
$7,500-$9,999 1% $253,750

> $10,000 19% $520,000

Unsure 5% -

Total 100% $1,360,750
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Vi.

The current HVIP MHD Sales to date only totai 607 sales since 2009 with 365 sales by extinct
OEM's that no longer exist and determines that the highest number of OEM sales by the existing
OEM's is 58 by one OEM. This continues to address facts and concerns that ali listed OEM'’s
are still in the proto-type phase except for a couple of the OEMs’ that have larger sales outside of
California. The tables below depict the list of OEMs’ with sales as of 1-23-19. A total of 17
OEM's have had a history of sales (the red text is OEM’s that no longer exist) and a total of 12
The last table demonstrates the history and number
of sales years over year since the HVIP began in 2009.  htfps://iwww.californiahvip.org/eligible-

OEM'’s are by remaining existing OEM's.

HVIP AND INCREMENTAL COST

technologies/
Vehicle OEM Sales

1 BYD Motors 45 7.41%
2 Chanje 20 3.29%
3 EVI 112 18.45%
4 Ford 51 8.40%
5 Lion Bus 6 0.99%
6 Motiv Powers 10 1.65%
7 Navistar 34 5.60%
8 New Flyer 0 0.00%
2 Orange EV 26 4.28%
10 Phoenix MotorCars 43 7.08%
31 Proterra 23 3.79%
12 Smith Efectric 168 27.68%
13 Zenith Motors 58 9.56%
14 Workhorse AMP / Thor 0.16%
15 Lightning Systems 0.49%
16 Eldorado National 0.82%
17 Blue Bird 0.33%
Total EV ZEV Sales 607  100.00%



New OEM's with

Sales
i BYD 45 7.41%
2 Chanje 20 3.28%
3 Lion Bus 6 0.99%
4 Mative Powers 10 1.65%
5 Orange EV 28 4.28%
6 Phoenix MotorCars 43 7.08%
7 Proterra 23 3.79%
Zenith Motors 58 9.56%
9 Workhorse AMP 1 0.16%
10 Lightning Systems 3 0.49%
11 Eildorado National 5 0.82%
12 BlueBird 2 D.33%
242 39.87%
Fiscal Year
Sales
Fiscal Year 2009-10 1 0.16%
Fiscal Year 2010-11 305 50.25%
Fiscal Year 2011-12 58 9.06%
Fiscal Year 2012-13 0 0.00% 0.00%
Fiscal Year 2013-14 39 6.43% 6.43%
Fiscal Year 2014-15 35 5.77% 5.77%
Fiscal Year 2015-16 57 9.39% 9.39%
Fiscal Year 2016-17 115 18.95% 18.95%
607 100.00% 40.53%

SDAP has been procuring shuttles since 1991 and the baseline cost for a class 2b or 3 shuttle van
is $50k not $80k which can be supported by the most recent quote attached dated 11-2018.
Additionally, when procuring a ZEV, the voucher rebates will not support a reduced cost on sales
tax, insurance and registration fees as all these cost and fees are derived from the listed purchase
cost of the vehicle which creates more cost for a ZEV when compared to conventional fueled
vehicles.
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Vil. OEM CREDITS AND EXEMPTIONS

Based on Volume of Sales, it appears that all existing OEM’s on the HVIP list with sales will
remain exempt for some time to come ---- further creating additionally concern to fleets. Itis
time to move this technology into the stage of compliance. Motor carrier operations are at stake
and cannot risk product that is not supported or proven. The entire intention is to influence fleets
to adopt and ensure confidence — exemptions will not achieve this. Additionally, you have
acknowledged that few have expressed interest in the ZAS.

vill. POWER LEVEL
Power Level illustrated: AC verses DC charging
The Single-Phase AC verses DC Fast Charging is illustrated below, See appendix.

This can determine the site capacity and range and capacity and range can be increased with fast
charging when available on the vehicle, even with one EVSE installed this can support these
increases; but the vehicles power level needs to comport and accept DCFC:

(Assumption: Vehicle efficiency is 1 kWh per mile)

19kW Charger:

100 miles divided by 19 miles per hour = 5.25 hours per day of charging.

S0KW Charger:
100 miles divided by 50 miles per hour = 2.0 hours per day of charging.

100kW Charger:
100 miles divided by 100 miles per hour = 1.0 hours per day of charging.

Commercial EV Fleets are already challenged by the Zero Emission vehicle technology whereby
with a short range of 100 EV miles or less and with trying to keep its customer demand on its
schedule with a short range EV bus or truck of 100 miles VS 300-miles of range, as in the
conventional diesel bus or truck is extremely challenging. Moreover, the 19kW AC EVSE charger
at 1 kWh per mile will take 5.25 hours to charge one vehicle and for a fleet of 3 vehicles it will take
16 hours of charging on the grid. However, a 50 kW DCFC EVSE will take 2 hours to charge the
one vehicle and a 100 kW DCFC will take 1 hour to charge one vehicle.

Essentially the higher power levels create increased capacity on site just with 1 fast DCFC charger,
increases the range potential when fast charging allows for the driver to schedule the time of the
charging when the power level is high enough and thereby the miles replenished per minute
achieve enough range to avoid peak time loading and charging while increasing the range. This

illustrates that DCFC is another opportunity to manage charging which supports CPUC 740.12(a)1
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part G.

Because several factors benefit fleets when fast power level is accepted and because this is the
current advanced technology, and for all the reasons below, fast DCFC should be achieved for
all MHD vehicles and it can also be determined that this will avoid the equipment ending up as
a stranded asset.

(a) Increases range

(b) Creates higher site capacity

(¢) Enables load management

(d) Supports Smart TOU Charging at the lowest CI hourly window
(e) Creates higher grid reliability

(f) Reduces Peak time loading

(2) Reduces losses when transmitting at a higher power level

(h) Reduces Demand fees as you can reduce simultancous charging
(1) Reduces time on the grid

(1) Supports higher consumption per EVSE

(k) Reduces installation cost for fleets with multiple vehicles.

(I) Has higher efficiency

The ZAS should include a policy toward Advanced and fast DCFC minimum power level
development and include higher incentives and funding, as minimum power levels for
commercial technology is the future. “Power Level”, should support the future technology
and should support the newest standards that are now being deployed in order to avoid any
stranded assets and which enables the option to charge in a manner consistent with the electric
grid conditions. When enough power is supported, this develops a reliable charging
infrastructure which is critical to the commercial MHD sector.

IX. CLASS 2B AND CLASS COMMERICAL VAN MARKET SHARE



Not all commenrcial van chassis have van bodies mounted on them by OEMs. Some are sold as cab shassis and cutaways,
which means they need to be upfitted. Many body styles — and an even larger number of equipment types — could be
mounted. These commercial van chassis compete in the market with all other vocational truck chassis in their weight
class and are ullimately sold as Class 1-3 trucks other than commercial vans. Among hundreds of possible applications,
they could bs used by local governments as ambulances or by lendscape companies to plow snow.

ntea.com/markatdata Commersial van ovarview and market data insighis

Commercial van market size

Commercial van sales data from the following sources differs from NYEA levels for various reasons. For year-end 2016,
GoodCarBadCar said U.S. commercial van Sales totaled 463,487 units. The WardsAuto tolal confirmed this report, citing
more than 400,000 unifs. This would have been true for all sources based on sales by model data. n addition, many
vans fisted in Figure 1{see page 2) are purchased by individuals for personal use, and those sales are included in the
totals published by some sources. The total published by NTEA is roughly one-third lower than the estimates referenced
above as its calculations only encompass commercial vans.

NTEA is a commercial van dala source that explicitly excludes cab chassis and culaway sales from the total. We
inchude these fems in the tofals calculated for those cab types instead, so our overall sales sum wil be less than
those published by other sources.

In addition, NTEA's data collection process is intended to only include commercial vans used by businesses as work
trucks or buses {see Figura 1 on page 2). In other words, most {if not all) cargo van salgs captured by the Association
go through an upfit process to have shelves/pariifions/racks/bins installed. Aimost all passenger van sales will lkely be
used for commercial transport {such as airport shuitles).

For 2018, NTEA's U.S./Mexico commercial van sales total was 264,164 units, The Canadian tolal was 27,932 units, 50
overall North American commercial van sales were 292,006 units. This total will likely increase to about 305,000 units in
2017. The market is segmented by weight class and roof-height in Figure 2, High roof-height vans allow for a worker to
stand up inside the van. The ferm standard rool-height includes anything lower.

The Commercial Van Market, the Class 2b and Class 3 are widely used in commercial
applications and for these reasons SDAP shares the following facts in support of the class of
vehicles which is a growing market and will continue to be a growing market with the rise of the gig
economy market. This information is difficult to obtain due to the various applications and van
verses chassis configurations.
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In Europe and the U.S,, chassis-cab sales are roughly one-half of commercial van sales inthe
Class 1-3 commercial truck market, On both sides of the Atlantic, this ratio could significantly
influence how commercial truck industry companies interact with the van market, in terms of

encouraging continued product innovation.
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U.S. new business registrations of commercial vans

2018 - Yslls

Vehicle type Ford GM Mercedos-Bonz Nissan Ram Total

Van cargo 33,080 746 0 17,9% 2 58,902

Var passangot 18874 i ¢ 12318

Clavs 1 1oidl am i 0 ) i

Cutaway 2554 1025 0 o 808

Van cargo o745 4418 12w 18817 b T

Van passengor ; 143107 758 4,582 ¢ #1930

Cutawy 18553 a8 0 & ¢ 31412

' : G 0 324

g g F AL
] []

With citaways and fleels of one removed from IHS Markit data, the bottom fine is 245,573 new commercial vans
registerad in 2018 in the U.S. — within 20,000 units of NTEA's total, providing verification of the commercial van market
size. I shoufd be noted that the methodology applied fo compare NTEA and IHS Markit numbers is not ideal, Some
vans in fleets of one were upfitied and should be counted, and some personal-use vehiclas are reportad as commercial
and vice-versa. In addition, some vans shipped as outaways are not identified s such by IS Markit, Lastly, new
tegistrations will never be axaclly equal fo sales for any vehiols type in any year, Even stil, the close match between
M8 Markit's new rgistration total and NTEX's sales tolal validates the accu acy of both data sels. In m the U.S.
commrcial van markst was nof greater than 400,000 units in 2016 - it was closer fo 260,000 units for business
registrations,

Figure 2 (see page 4) olarifias that Class 2 accounts for a majority of the commercial van market, Class 1 makes up
most of the remainder, while Class 3 remains a small percentage of the total market in the standard and high roothaight
segrments. In 2016, the slandard roof-height market segment was about twice as large as the high roof-haeight sagment.
However, in the last two years, the market has changed significantly. As shown in Figura 3, the high roof-height market
has been growing much faster then the standard rookheight sagment. In fact, this data indicates the high roof-haight
segment represents all market growth since 2013, While standard rookheight sales irended down beiween 2013 and
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The below fleet use case identifies outstanding issues that need to be addressed for TE in order to
eliminate stranded assets, provide supportive rates that are a benefit to adopters and to focus on
minimum power level of the make ready and the vehicle that impacts the range and use of the
vehicle daily and unlocks the ability to enable managed charging. Integrating battery storage for
fleets mitigates additional installation cost, removes demand fees and supports the future TE
procurement scalability and reliability at a site for best cost / best benefits results.

1. SDAP FLEET USE CASE -

Example of SDAP’s first generation of TE Fleet and why the technology failed for SDAP
regardless of the OEM’s support.

EV Fleet: Productivity / Behavior (non-managed charging)
A. Driving Productivity = Vehicles Miles Traveled (Short Duty Cycle)

Open 24/7

650 miles per day for fleet, See appendix.

10-hour driver shifts

125 vehicle miles traveled per shift by each driver
EV range = 100 miles

2 drivers at 4am-2pm = 125 miles each

2 drivers at 2pm-Midnight = 125 miles each

1 driver at 10pm-8am = 125 miles

U Sl

B. Charging Behavior = power level-2 at 14 kW AC and 3 EVSE's on property

1. 4 hours to fill = 100 miles
. Done at OFF Peak Nightly

2. 2 hours of EV charging = 50 miles of range
. 12 fills per shift at 10 mins each = 2 hours and 50 miles of
range
. Done at Shift 1

3. 3 hours of EV charging = 75 miles of range
. 12 fills per shift at 15 mins each = 3 hours and 75 miles of
range
. Done at Shift 2 and at Graveyard
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Driver Behavior

Fill up 10 mins each time back at base
12 fills per day
= 2 hours of charging
= 50 miles of range generated
2pm, Shift #1 ends
. 25 miles of range remaining
6. Shift # 2 starts with 25 miles of range at 2pm
. 12 fills x 15 minutes
. = 180 mins at 3 hours
. = 75 miles of range replenished
7. Shift #2 ends at Midnight
. Driver #2 is empty at end of shift and he is short 25 miles of
range.

i s o

All day long this demonstrates that the business demand does not allot for
“scheduled” charging or “managed” charging with Time of Use.

Charging Plan and Reserve Capacity of 100-mile range in vehicle:
Use Case: 4 shuttles, 2 drivers per shift = 650 miles daily.

ju—
.

Midnight to 4am = Full Charge = 100 miles
. 3 buses charging at same time
. = 12 hours daily charging Midnight-4am (= 300
miles)
2. 4am to 2pm = 2 hours of charging = 50 miles
. Short 10 mins intervals, 12 per shift by each driver
. 2 buses in this shift
. = 4 hours daily charging at 4am-2pm (= 100 miles)

3. 2pm to Midnight = 3 hours of charging = 75 mites

. Short 15 mins intervals, 12 per shift by each driver
. 2 buses in this shift
. = 6 hrs daily charging at 2pm-Midnight (=150 miles)

4, 10pm to 8am = 3 hours of charging = 75 miles
. Short 15 min intervals, 12 per shift by the driver
. 1 bus on this shift
. = 3 hours daily charging at 10pm-8am (= 75 miles)
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F.

5. Total Hours of daily Charging = 25 hours per day ( = 625 miles)

RESULTS

1. This use case cannot be accomplished - due to the amount of time
between trips is not possible in order to serve the customer needs ---
we do not have 15 mins; therefore, we experience range anxiety in
shift 2.

2. New 2" generation SDAP Electric BEV Fleet use case;

o

H.

kWh use and Cost per Mile with SDGE Rates.

Use Case = 4 EV Bus Fleet, 20,000 miles per month, 15,400 kWh per

month and 100 kW demand non-coincidental and Peak demand

650 miles per day = 500 kWh per day

i. 10,000 GVW Class 3 = .77 kWh per mile

Electricity Usage Annually = 240,000 Vehicle Fleet Miles
. = 500% increase in my kWh usage due to EV transportation
. = $50,000 removed of 13,300 gallons of diesel fossil fuel

annually to 185,000 kwh annually.
. Goal = 25 cents per kWh to be a benefit (out the door kWh)
. 25 cents per kWh x 185,000 kwh = $46,250
annually (out the door price)
Hourly Percentage Usage of Charging Period Windows

1. 26% current on-peak, changed from 19% peak
2. 31% current off-peak, changed from 23% mid-peak
3. 43% current super-off-peak, changed from 58% off-peak

. Current Time of USE hours changed Jan 2018 in SDGE
territory, humber of higher kWh hours increased by 32%
overall when compared to previous TOU hours and number
of hours in each time period. Thereby not only has kWh
rafes increased, fleets that cannot schedule charging will
also be impacted by rates + TOU hours. See appendix.

Demand Use = 100 kW of Demand from two fast DCFC depot Chargers
1. Max Demand = 117 kW
2. Non-Coincident Demand = 117 kW

. 17 kW is generated from the business operation which
increases the overall cost for TE.
. Adding Sub-meter reduces this issue and reduces the

demand cost
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L SDGE current Commercial Rates for TE, current comparison
Rates are averaged annually for both Summer and Winter Seasons and are
the Out the Door (OTD) price which includes, kWh+kW-+customer mo.fee+ taxes.

1. TOU AP Current = 27 cents per kWh, 0% Demand
See appendix.
2. AL TOU Current = 46 cents per kWh, 70% Demand, per kW =
$42.29 (117 =Non-coincidental + 117 = peak demand)
See appendix.

J. Diesel Fuel

1. Propel Diesel =21 cents/mile, $3.75 per gallon (OTD), 18 MPG
See table 6 for EIA history of diesel fuel and fax prices.

The above illustrations are the out the door (OTD) kWh pricing that
includes all fees and discounts applied to billing. This factor
was important to determine the actual price for kWh in order
to compare it to fossil fuels. The price per gallon at the retail
pump for fossil fuels will already include all taxes.

IL EV RATES ARE NOT 17 CENTS PER KWH

Legislature

The Legislature recognized the impact of TE and found at 740.12(a)(1), in part:
(G) Deploying electric vehicles should assist in grid management,
integrating generation from eligible renewable energy resources, and
reducing fuel costs for vehicle drivers who charge in a manner consistent
with electrical grid conditions.

(H) Deploying electric vehicle charging infrastructure should facilitate
increased sales of electric vehicles by making charging easily accessible
and should provide the opportunity to access electricity as a fuel that is
cleaner and less costly than gasoline or other fossil fuels in public and
private locations.

Demand Rates

To date this process, as recognized in this ruling is still an outstanding key issue that requires
commercial TE to have a tariff rate.

The price of the current demand rates will create a negative impact and lacks consistency with the
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CPUC Commission’s treatment of electric vehicles rates in general and specific to 13-11-007
Track Two which was to focus on the development of EV rates, per the Scoping Memo on July 16.
2014 of 13-11-007. Moreover, it was recognized that demand charges could pose a barrier for
customers pursuing TE.

The CPUC commission has adopted both temporary commercial rates and recently SCE’s EV-8
commercial rate. Previously temporary EV rates for the early TE commercial adopters in each
IOU territory were approved as per the following decisions:

7 SCE Resolution E 4514 on 2-13-2012

SCE filed AL 2699-E requesting that the CPUC Commission approve its proposal to
extend the applicability of Schedule TOU-8. Option A to customers charging zero
emissions electric buses. Rather than place these customers on Schedule TOU-8, Option
A, this Resolution directs SCE to extend the eligibility of TOU-GS-1, for a period of
three years, to government agencies that have purchased or obtained zero emissions
electric buses.

» SCE EV-8 Rate

SCE in OP 45 of D. 18-05-040 has created 3 rates for the MHD sector whereby all
demand fees will be waived for the first 5 years.

» PGE Resolution E 4628 on 9-30-13.

PG&E filed AL 4292-E requesting that the CPUC Commission approve its proposal to
provide service under the time-of-use rate option of PG&E’s small general service
electric tariff, Electric Rate Schedule A-1, for a period of three years to the San Joaquin
Regional Transit District’s Electric Bus Charging Load for the purpose of meeting its
new electric bus charging load requirements.

» >PGE CEV Small and Large Rates.

PGE in D. 18-05-040 was required to file its proposal for the commercial EV rate following the
decision. Currently PGE’s new rate proposal will be decided as PGE did recently file on 11-5-18
under application number: 18-11-003 its commercial EV rate. This proceeding process could take
up to at least another one year to be adopted or longer depending on the status of PGE’s entity;
thereby, by the time this tariff rate is available to the end user fleets could be well into the future
impacting the decision of interested early adopters. Common to SCE’s objective, PGE’s proposed
rate is developed to assist in avoiding demand fees, through a creative design that was developed
utilizing subscriptions fees tied to the power level a site would use and then PGE has defined rates
for small verses larger fleet size customers defaulting to a lower power level load limit for small
size fleets.



» SDGE Advice Letter 3115-E effective on 10-23-17

PURPOSED In compliance with Ordering Paragraph 37 of CPUC Commission
Decision (D.) 17-08-030, this filing modifies the applicability of SDG&E Schedule
TOU-A, General Service — Time of Use, to temporarily exempt small commercial
accounts with electric vehicle (EV) fleet charging from the load limitations set forth in
the tariff. This exemption will remain in place for three years beginning with the billing
cycle one month from the effective date of D.17-08-030, August 24, 2017.

SDGE was ordered in D. 17-08-030 to create a temporary relief from demand charges for
small commercial customers with TE in the 2016 GRC as SDGE was found to have never
designed a rate for any commercial EV customers, this directed SDGE to offer a 3-year
temporary exemption on Small Commercial load limits; however, this exemption is only
applicable to small commercial fleets and not available to the Medium or Larger
commercial customers.

Kilowatt hour rates — The out the door price

The concept to relieve adopters of EV demand rates is critical to early adoption as currently the
kWh rate is not being compared fairly to the rate of a gallon of fuel as motor fuel rates include the
tax when at the pump.

Demand Charges are the most expensive in the SDGE Territory when compared to the other IOU’s
and in order to develop tariff rates that reduce the cost of fuel for TE drivers, the design needs
determine the following in each IOU territory:

»  Actual cost per mile when driving its fossil fuel comparison model vehicle.

» Many commercial operations will travel beyond one territory to re-fuel. Some
operations have multiple locations and thereby will have fueling in multiple territories.

» The kWh electricity price is only “1” part of the billing and thereby the customer is
impacted by all items in the billing, which is the “out the door price” (OTDP). These
other fees include: See appendix.

¢ Demand Fees
e Customer Facility Monthly Charge
¢ DWR Bond Charge

e Franchise Fee on Electric Energy Supplied by Others at 6.88%
*  This is on the DWR Bond Fee

s State Surcharge Tax at $.000290 per kWh
» Thisisonall kWh

e State Regulatory Fee at $.000460 per KWh
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» Thisis on all kWh
o City Franchise Fee Differential at 5.75%
¢ This City Tax includes all kWh and the Customer charge.

» The advertised kWh price is not the OTDP and thereby the price of electricity as fuel
needs to be considered in the same way that we purchase fuel at the pump. The retail
price that we pay at the pump is the OTDP. As such if you are pay $3.60 per gallon,
this is also the advertised price. This is not the same in the billing invoices from the
Electric Utility providers.

> SDAP’s analysis for all Other fees that make-up the OTDP determines that this equates

close to 2¢ more per kWh or 7% more on the price of the kWh as is depicted on
SDAP’s invoice and thereby results in an increase of the following calculation:

o 15,400 kWhx 2¢ per kWh or the rate/kwh of $0.022 = $308 more per month on
the billing or $3,700 per year

IOU Rate Impact illustrated — 3 Use cases

» SDAP has illustrated the kWh cost with each IOU. The tariff rate impact by each of
the large IOU’s are in detail and include: SDGE, PGE and SCE to determine the results
based on the OTDP and real world data for 3 different fleet use cases: SDAP Class-3
Bus fleet with 240,000 annval VMT. Class-5 Bus fleet with 660,000 annual VMT, and
Class-6 Truck Fleet with 1.25 million annual VMT and compared the use cases to real
world data of conventional fuel or low Carbon fuel prices such as Propane and CNG
that is used by many fleet operators today and since 2010. See appendix.

o SDAP Class-3 Bus Use Case:
SDGE AL-TOU kWh rate = 46 cents per kWh, w/ Sub-meter = 27 cents per kWh
PGE CEV kWh rate =21 cents per kWh
SCE EV-8 kWh rate = 21 cents per kWh

o (Class-5 Bus Use Case:
SDGE AL-TOU kWh rate = 36 cents per kWh, w/ Sub-meter = 22 cents per kWh
PGE CEV kWh rate = 19 cents per kWh
SCE EV-8 kWh rate = 20 cents per kWh

o Class-6 Truck Use Case:

SDGE AL-TOU kWh rate = 31 cents per kWh, w/ Sub-meter = 28 cents per kWh
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IIL

IV.

PGE CEV kWh rate = 15 cents per kWh
SCE EV-8 kWh rate = 14 cents per kWh

> This determines that a CEV Rate can be a benefit with the newly designed rates by
PG&E and SCE where the demand fees are removed; however, in the SDGE territory,
where there currently is no Commercial EV rate available--- if Sub-metering is installed
and the Peak demand kW fees are removed, then this also proves to make each of these
uses cases a benefit.

» When Sub-metering is NOT installed it results in a negative impact to the fleets.
SUB-METERING AND PEAK DEMAND

By removing the amount of demand fees used by the business property including the peak
demand fees, this can result in a benefit for EV adopters, as illustrated above and in

See appendix.

The AL-TOU SDGE use case scenarios were compared, for the purposes of illustrating the
cost per mile rate impact for Bus or Truck vocations including Small, Medium and Large
EV fleet utilization. The purpose was to demonstrate the results of each scenario when
each use case is sub-metered and was only charged for non-coincidental demand fees with
no peak demand fees.

This process identifies that when sub-metering and only charging one demand fee, it can
produce a positive result in many use cases with the existing Large Commercial Price plans,
which is demonstrated by the most expensive territory which is SDG&E.

FUEL DISPLACED

A. Fleets will displace thousands of gallons to kWh and thereby the sales forecast
revenue from EV usage will at minimum increase the consumption by over 100%
to over 1,000% per site. The average household kWh consumption is doubled with
an EV vehicle and for SDAP, the consumption will increase by 500% with an all-
Electric Fleet.

B. Current cost of Tax on Motor fuel in California:

Diesel Fuel Tax and Gasoline Tax prices are the highest in the Country in California.
1. Diesel fuel tax is 93 ¢ per gallon, See appendix.

2. Gasoline is 68 ¢

Thereby when comparing kWh to the price of fuel this can impact the results.
Difference if EV rate is more. Example of 8 ¢ per mile more.

Fleet of 10 = 25,000 VMT/ year x 10 = $20,000 more / year with KWh
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Fleet of 25 = 25,000 VMT/ year x 25 = $50,000 more / year with KWh
Fleet of 50 = 25,000 VMT/ year x 50 = $100,000 more / year with KWh

EV Commercial Vehicle Fleet Efficiency

By W ] -

[kwh/mile 0.6 0.8 1.0 1.2 1.4 1.6 1.8

2.0 2.2 24 2.6 |

The kWh per mile of the EV vehicle closely impacts the maximum range, the cost per mile
of fuel, the charging time required, the number of EVSE’s necessary to support the TE
fleet. EV Fleet energy consumption needs to support the use case and the property where
EV dispensing will take place when displacing from Fossil fuel or comparing results to
other options that reduce tail pipe emissions such as Propane, CNG, Renewable diesel,
Ethanol, B-20 fuel etc. Considering cost impacts to savings results for a typical fleet
business depends on these factors to declare if a business case is feasible.

C. HOURLY WINDOWS
Increased peak hours and impact
SDGE 2016 GRC Adopted new Time of Use Hour Periods in D. 17-08-030 on 8-24-17.

This has had a significant impact on large commercial customers and especially when combined
with rate impacts. In the 2016 GRC the Time of Use period changed eliminating all weekend and
holiday hours as Off peak and instead created more higher cost hours. The following is a
comparison which negatively impacts large commercial customers beyond the demand fees or the
kWh rate which also impacts the cost of driving electric vehicles, See appendix for details of
impact.

Peak hours are increased by 547 hours annually at a 30% increase
Mid Peak hours are increased by 861 hours annually at a 24% increase

Off Peak hours are decreased by 1,408 hours annually at a 42% decrease

TOTAL: 2,816 higher cost hours resulting in a 32% overall increase
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Carbon Intensity Hourly Windows

The carbon intensity values for smart charging or smart electrolysis for a given time
period is determined using the California Average Grid Electricity CI and the
normalized marginal emission rates for that period. The calculated California grid
average electricity CI for the 2019 reporting period is 81.49 gCO2e/MJ. This calculation
gives the estimated average carbon intensity for electricity as a result of shifting EV
charging or electrolysis to a specific hourly window during a given quarter. The carbon
intensity values calculated for smart charging or smart electrolysis pathways in 2019 are
shown in 7Table 185.

These values are designed to reflect the decreasing CI of the California grid electricity
driven by rapidly increasing contributions from renewables in the California electricity
mix due to mandates driven by the Renewable Portfolio Standard (RPS), the inclusion
of Cap-and-Trade carbon pricing in dispatch models, as well as other structural or
systemic changes. This directly addresses a solution for developing “Green Tariff Low
CI” rates when the grid supply CI value is Low. This mitigates the cost of a kWh rate
and supports the best emissions savings for charging on the grid during a time that is
best.

Develop a Consistent Policy that is Reliable and ensures fleets that adopt TE technology, that
there is a benefit and it can be scalable,

SDAP’s recommendation is for this Board to achieve a consistent TE policy that is supported with
harmonized EV commercial rate across all IOU’s during this early introduction period, the same as
has been done for the light duty cars and the residential customer.

When taking into consideration all the bill impacts, forecasted sales pressure, renewables and TE,
SDAP’s recommendation provides an immediate efficient price signal that will support accelerated
adoption. Additionally, as per the deployment process and upfront expenses, the TE scalability
potential is limited, will take time to grow, the inventory is nascent, the future technology is yet to
come, sites have limited capacity. As such, it is the duty of the IOU’s to provide a program that
will encourage greater interest.

Fleet customers need to be provided a rate choice that supports immediate interest toward EV
adoption. Without a design to develop a CEV rate that is closely aligned to the SCE EVS rate,
fleets currently have no solution for the adverse effects of the cost per mile when driving EV’s
when there are High Demand Fees based on the amount of load from charging vehicles that
require 3-phase power. SDAP would have never considered it’s second generation of more
EV adoption if not for the SB350 legislation support and the current wavier for small
commercial customers that SDAP was instrumental in contributing to the decision. A further
delay of a CEV rate will contribute to adverse impacts as many fleets travel along more than
one corridor and in more than one territory, early adopters are ultimately being denied a choice
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which has continued to defer interested adopters and or TE {fleets into more EV adoption.

CONNECTION STANDARDS

Connection Standards, SAE: Seec Table 19 for Industry Statements Testimony
SAE High Power Charging connections - Current

SAE J-1772 CCS, to 1000 V, 350 A and 350 kW

SAE J-3068, 3- Phase AC, 480V, 160 A and 133 kW

SAE J-2954-2, Wireless Inductive Charging, currently 11 kW with heavy duty specification
being drafted at 22 kW up to 500 kW

SAE J-3105, inverted and roof-mounted overhead charging systems up to 500 kW

Increasing Power levels:  See Tabie 20

(1) J1772 new standard 400A and 1,000V
https.//'www.sae.org/standards/content/j1772 201710/preview/

The SAE standards group has officially updated the J1772 standard to change DC Level 2 fast
charging from its previous limit of 50-500 volts at 200 amps to 0-1,000 volts at 400 amps.
The update specification was published October 2017.

(2) J3068 new standard 1,000V

https://www.sae.org/standards/content/j3068 201804/

The J3068 Standard was issued 4-2018. This Electric Vehicle Power Transfer System uses a
Three-Phase Capable Coupler and was developed from existing international standards, which
were extended to cover higher North American grid voltages and ultra-higher power levels. J3068
allows vehicles to fully utilize three-phase AC power where it is available and preferred, such as
commercial and industrial locations. J3068 was developed in a consensus process by SAE
International’s Medium and Heavy-Duty Vehicle Conductive Charging Task Force Committee,
which today is comprised of over 100 global experts from the automotive industry, utilities,
charging equipment manufacturers, national laboratories, and academia.

The actual international specifications are all aligning to support 400 amps at 1,000 volts which is a
peak theoretical 400 kW. Actual vehicles currently and typically charge at lower rates determined
by their battery configuration and design. But, the typical charging voltages for the MHD currently
starts at 50kW and most commercial trucks and buses of the future will range from 300-600 volts
or more.

The CHAdeMO standards group in Japan updated their DC charge coupler specification to support
500 volts at 400 amps (200 kW) from its previous limit of 500 volts at 125 amps (62.5 kW). Efforts
are under way to increase that again to 1,000 volts at 400 amps which will match the new SAE
J1772 limits. China has their own AC and DC charging standards commonly called GB/T. The
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GB/T DC coupler already supports 1,000 volts at 400 amps.

Some new charger products from ABB and ChargePoint document support for DC charging at
500A under some configurations and currently EVgo has a 150-kW charger in Baker, California.
These charger products are being introduced that directly support the MHD Trucks and Buses for
the commercial sector and can support Ultra high-power levels which are just beginning to be
delivered and installed and are mainly being introduced through the Electrify America deployment.
The supplier companies are: ABB, BTC Power, Efacec and Signet. These depots include ‘certified
cooled-cable 150/350 kilowatt (kW) DC Fast Charger technology. They are equipped with the
same features, like a CHAdeMO (50kW) connector, plus additional dual-handle chargers with SAE
CCS1 (50 to 150kW or 350 kW) connectors. Currently, there are not many vehicle passenger
models that would accept anything beyond 100 kW, but, for the commercial sector, this is just the
beginning and soon it will also be common for the high-end luxury passenger car market (150 kW)
as manufacturers such as Audi, Jaguar, Porsche, Tesla and more are designing for this ultra-high
power.

Specifically, in the Commercial MHD sector the battery sizes arc larger which creates a
demand for faster charging. And even now, in the newest passenger EV’s batteries, they are
three or four times the size of those original electric vehicles, making the fast, convenient and
flexible charging essential to EV ownership and specifically to ensure fleets stay on the road
and enable the option to manage the load and the time of charging. This new high-power level
is just one way to ensure fleets can stay on the road and can have the flexibility that they will
need in order to schedule charging while it also increases the scalability of EV adoption for a
site. EVSE companies are working closely with many vehicle OEMs and suppliers to push the
technology to where it needs to go in order to meet the needs for a robust, higher and faster
charging network. This will not only meet the needs of fleets, it will support accelerated
adoption as the technology barrier for range is removed and now with fast charging capability
--- it keeps pace with the longer distances traveled by fleets.

Power Level illustrated: AC verses DC charging
The Single-Phase AC verses DC Fast Charging is illustrated below. See appendix.

This can determine the site capacity and capacity can be increased with fast charging, even with
one EVSE installed:

(Assumption: Vehicle efficiency is 1 kWh per mile)

19kW Charger:
100 miles divided by 19 miles per hour = 5.25 hours per day of charging.

S0kW Charger:
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100 miles divided by 50 miles per hour = 2.0 hours per day of charging.
100kW Charger:

100 miles divided by 100 miles per hour = 1.0 hours per day of charging.

Commercial EV Fleets are already challenged by the Zero Emission vehicle technology whereby
with a short range of 100 EV miles or less and with trying to keep its customer demand on its
schedule with a short range EV bus or truck of 100 miles VS 300-miles of range, as in the
conventional diesel bus or truck is extremely challenging. Moreover, the 19kW AC EVSE charger
at 1 kWh per mile will take 5.25 hours to charge one vehicle and for a fleet of 3 vehicles it will take
16 hours of charging on the grid. However, a 50 kW DCFC EVSE will take 2 hours to charge the
one vehicle and a 100 kW DCFC will take 1 hour to charge one vehicle.

Essentially the higher power levels create capacity on site just with 1 fast DCFC charger and
allows for the driver to schedule the time of the charging when the power level is high enough and
thereby the miles replenished per minute achieve enough range to avoid peak time loading and
charging. This illustrates that DCFC is another oppertunity to manage charging which supports
740.12(a)1 part G.

In D. 18-05-040 in Ordering Paragraph 24, it states that the Make Ready infrastructure is to support
at least 150 kW power level for the EVSE.

Because several factors benefit fleets when fast power level is installed and because this is the
current advanced technology, and for all the reasons below, a Make Ready power level should
be determined to avoid Make Ready that is a stranded asset.

(m)Increases range

(n) Creates higher site capacity

(0) Enables load management

(p) Supports Smart TOU Charging at the lowest CI hourly window
(q) Creates higher grid reliability

(r) Reduces Peak time loading

(s) Reduces losses when transmitting at a higher power level

(t) Reduces Demand fees as you can reduce simultaneous charging
(u) Reduces time on the grid

(v) Supports higher consumption per EVSE

(w)Reduces installation cost for fleets with multiple vehicles.

(x) Has higher efficiency



A policy should be developed for the commercial MHD vehicles that require 2 minimum
power level at commercial sites. “Power Level”, should support the future technology and
should support the newest standards that are now being deployed in order to avoid any stranded
assets and which enables the option to charge in a manner consistent with the electric grid
conditions. When enough power is supported, this develops a reliable charging infrastructure
which is critical to the commercial MHD sector and increases the range.

III. CONCLUSION

SDAP has shared facts in the foregoing comments and has provided evidence from the EV fleet
end user experience that supports the need for compliance by all modes and the effects of the cost
impacts in CARB’s analysis --- which is not correct--- as the cost of a kWh is not compared to the
cost of fuel without the tax. Currently the lack of policy, regulations and standards to support the
EV commercial MHD technology to move beyond the prototype phase needs to be considered as
fleets adopting need a cost-effective solution that improves the technology and ensures fleets that it
is reliable for the same useful life as that of fossil fuel vehicles. The current HVIP MHD Saies to
date only total 607 sales since 2009 with 365 sales by extinct OEM’s that no longer exist and
determines that the highest number of OEM sales by the existing OEM’s is 58 by one OEM.
SDAP expects a benefit with a reliable product and other fleets when adopting expect and require
the same.  Addressing the emerging technology changes and lessons learned can only be
comprehended by actual on the ground experience. SDAP specifically request all classes of
vehicles at the airport should be required to meet the measure with all vehicles should be ZEV
certified.

Respectfully submitted,

/s/ Lisa McGhee
Lisa McGhee, Policy Manager
San Diego Airport Parking Company
2771 Kurtz St., San Diego, CA. 92110
Dated: February 21, 2019 Tel: 714-881-4856, E-mail: sdapparking(@gmail.com
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Appendix:



Table 1: 2018 SDGE CURRENT AL-TOU TARIFF RATE

%

» Note the rate of Demand Fees (see yellow highlights)

» SDGE has both a Non-coincidental and Peak Demand and when
EV’s go thru the Reserve they cannot “Manage or Schedule
Charging” to avoid Peak Demand time of use.
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Current Electric Rates as of January 1, 2018
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Table 2: Historical SDGE Rate Increases on SDAP Business.

» 2011, 20016, 2017, 2018 TOU-AP SMALL BUSINESS TARIFF
RATE (currently there are no demand fees for small business EV fleets).

2011 Winter: 18.6 cents per kWh
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2016 Summer: 21.7 cents per kWh

] amm;;nn G404 562 208 0
&GE DAVID INCGHEE
S D ASPORT PARKING 0
ag}‘k’mpm Foegpyey® T IATEST

DATE MALED Aoy 15, 2018

wiew sdge com
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2017 Summer: 24.5cents per kWh

- ACGOUNT HUMBER 9404 682 206 0
SDGE SERVICE FOR
DAVID J MCGHEE
— S D AIRPORT PARKING CO
A @Sempfa Enﬂ'gy uﬁ.gy‘ 2FT KURTZ §T

SAN DIEGO, CA 92110

DATE MARED Jul 20, 2017 Page 10f4
www.sdile.com

4-800-336-8DGE {7343} English
1-800-311-SDGE {7343} Egpaiiof
1-877-869-SDGE (7343} TTY

M.F, Tam-Bpm, Sat, 7am-6pm

a4 Hour Emargancy Service

Account Summary DATEDUE  Aug 4, 2017
Previous Balance $506.59
Payment Received oITNT THANK YOU -508.59 AMOUNTDUE  $479.36
Cument Charges + 47936
Total Amount Due $479.36
Elestrie Usage History (Tolal KWh used)
o
7% Delayed Payment Charge Due 1f Paid After Aug 14, 2017 =
E2)
T
Summary of Current Charges [Se page # for defalls} i
Biling Periog Uaage amount(s) T AL AU SEP 00T MOV RS I PSR W MAY AN Ji
Electric Jun 18, 2017 - Jul 18, 2017 1,980 ¥Wh 479.36 e an T ET
Total Charges this Month $479.36 Yo WA ead Bt 2053 V3]
Dby Fvarage KWW B/Fe 85 €53
Thays in biing cyte » ¥ »
Regulatory Notices Coangs 1 Ay Dearage Trom s mond . A%
) SN 1 Y AR HH0ET L yR0F - TR
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ndluding thosa who choose an electic senios provider other than 3DGAE M 30 demond 3‘“"
See Yime of Use ~ Rlestrivity informatien
snpage .
AR r R Teill PO P K 00U B CORDE ANk DF CRISALAR [ TA PATTT PARA &
a By gk PR b W AVMENT (FAYOR DE QEVOLVER £BTA SaR T CoN B Pag
Save Mapers  AGGOUNT NUMBER DATEDUE  Aug 4, 2017
9404 582 206 0

ol __Reglase
11[1] 0 R

BRWACR ADORNRS: 277§ KURTZ ST 50 82110
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2018 Summer: 32.7 cents per kWh
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Table 3: SDGE DETAIL OF FEES IN INVOICE

All fees in the Invoice determines the Average kWh rate in the invoice.
This is the Total Current Charges divided by Total Usage of kWh in
the month.

All “4” “out the door fee prices” impact the “kWh rate” and thereby
increases the “Average” kWh rate by 7% or close to an additional
2 cents more per kWh.

These fees include the following itemized fees:
See circled items 1-4 in red font, in the following page
“Detail of Current Charges”
1} Customer monthly charge
2) DWR Bond Charge
3) Franchise Fees & State Taxes
4) EV-Commercial will include Demand kW fees.

All kWh Delivery and Generation fees are impacted by these
additional fees on top of the kWh energy rates and thereby increases
the Advertised k¥Wh Rates that are typically illustrated by the IOU’s.
Thereby this does not determine the correct kWh and cost per mile
when compared to the price of a gallon of gas.

Utilizing the “out the door™ price illustrates the real-world price per
mile for EV miles. Additionally, this is an Apples to Apples
comparison with the price of a gallon of fuel as all fuel prices already

include the fuel taxes and any other fees in the advertised price for a
gallon of fuel.

The Detail of Current Charges page demonstrates this impact and the
details of each of these fees that are on SDAP’s invoice.

This is an invoice from 8-15-2016 when SDAP was using 3 EV’s
Shuttles and achieved 15,000 EV miles in this billing. (see orange
highlights)

o On Peak kWh use = 1,740
o  Semi Peak kWhuse =2,111
o Off Peak kWh use = 5.360
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Detail of Current Charges

Electric Service
Rate: Time of Use Plus - TOU-A-P-Commercial

Billing Period: 6/16/16 - 711816
Meter Number: 06169184
Meter Constant; 1.000

Climate Zone: Coastal

Total Days: 32

(Next scheduled read date Aug 17, 2016)
Billing Voitage Level: Secondary

Bifling Period:

Total Usage: 9,211 (Usage based on interval data)

ELECTRIC CHARGES

—
W

Cycie: 12

Amount{$)
H}
s
9,211 kWh

Circuit: 0491

Your circuit is currently
not subject to rotafing
outage.
However, this is subject fo
change without notice.

a Rate Change This

There was a rafe change
on day 19 of your Billing
Period. Therefore, your
charges for the first 18
days were at Rate 1,and
the remaining 14 days
were af Rate 2.

(Details below)
SUMMER USAGE  Qn-Peak Semi-Peak Off-Peak
kWh used 1,740 2,111 5,360
Rate/kWh $.12285 $.12285 $.12285
Charge $213.75 + §250.34 + G6BEME - 1,13157
—\_
e — L_‘
DWR Bond Charge BIRHRNRI  $.00539 4965 )
Electricity Generation (Defans telow)  CloamiRmn ——— _~ Total Electric
Charges $1,888.81
SUMMER USAGE  On-Peak Semi-Peak Off-Peak
kWh used 1,740 2,111 5,360
Rate/kWh $.10865 $.08501 $.05980
Charge $169.05 + foEe = - gm0 - 689.52
-1.93
———————————
TAKES & FEES ON ELECTRIC CHARGES Amount ($)
ity of San Diego Franchise Fee Differential x BB 16641
ranchise Fees on Electric Energy Supplied by Others  HTili2 x BIEEH 3.29
tate Surcharge Tax 9,211 kWh x $.000290 267
State Regulatory Fee 9,211 kWh x $.000330 3.04
Total Taxes & Fees on Electric Charges $115.41

Total Electric Service $2,004.22
Total Current Charges $2,004.22

Summer kWh

On-Peak 1,740  1lam-6pm weekdays = 19%

Semi-Peak 2,11 6am-11am & 6pm-10pm weekdays = 23%

Off-Peak 5360 . 10pm-Bam weekdays, plus Sat/Sun/Holidays = 58%
Total 9,211
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Table 4:

1-23-19 , HVIP MHD Mapping Tool Results

> 607 Total MHD Sales since 2009
> 365 Sales are from Extinct OEM’s that no longer exist (see red

font)

» The most sales by any one OEM per the list of current active
OEM’s in the HVIP list is “58” sales

Uploaded on 1-23-8 HVIP Dats Qd-ﬁod lagt on 12.1.2018 hitps:Hwww californiahvip oralelioible-technologies!
Fiscal Year Sales Vehicle Class Sales Vehicle Vocati les
1 Fiscal Year 2003-0 1 0.16% 1 OA 51 S40%
% Fiscal Year 2010-1 a5 50.25% 2 Class2 0 0.00% 1 Beyerage Defivery 2 478%
F  Fiscal Year 201112 55 9.06% # Class3 %% B 2 Parcel Defiveny 200 32354
4 Fisoal Year 2012-13 0 fhe0 " 5 S 4 Classd 8 132 3 Other Truck 27 g
& Fiscal Year 2013-4 3 643  6.43x % Class§ 10 B2 4 Other Bus 22 362
# Fiscal Year 20115 o} 5% 5.7 ¥ Class® 234 3855% & School Bus 0 1852
T Fisoal Year 201518 57 392 938k T Class? % 284 & Shuttle Bus 87 .33
¢ FiscalYear20B-7__ 15 1895%  18.95% 8 Class8 %0 1837 ? Lthan Bus 82 857%
Total over § “Yotal Vehicle
Years 607 100.00% 4053 # TotalZ 807 100.00% 7 Yocation Sales 807 100.00%
E s Last 8 Years I aral
Velicle QEM Sales OEM Sales 12-1-2017, Increase since 12-1-17 New DEM's with Sales :
1 BN 48  TArg 1 BYDMotas 40 5 (BusiTruek) 1 BYD 15 741
% Chanje 20 32d 2 Chane ¢ 200 (Trusk) 2 Thanje 20 3.29%
3 EV [Frst Pocedyl 2 1845 3 Lipn Bus 5 099
4 Ford 5 8403 4 Motive Povers i 165%
5  LionBus & 0% 3 LionBue 2 6 {Bus)
§  NotivPowers i 1852 4 MotivPowers 80 0 {TruckiBus) 5 Orange £V F< 4§28
7 Nasxstar fworkoe: !} 5604 & Phoeniz MototrCars 43 7.0%x
§  NewFiyer ] 0002 §  NewFlgsr 0 |} [Bus) ¥ Pioterra 23 3792
$  OrangeEV 2% 428% & OrangeEV 3 26 {Tnxk) 8 Zenith Motors 58 9.56%
10 Phoeniz MotorCars 3 708 7 Phoeniz MotorCar 42 1 siTa 3 Workhorse AMNF 1 616
11 Protara 23 % $  FProtenra ] - {Bus) 13 Lighiming Systems 7 0.49%
2 SmwhERcox (O €8 2768 #1 Eldoardo Matiosat 5 082
B ZenithMotors w3 §  ZenthMotors 43 B (BusiTruok) 12_BlueBird 2 0.33%
# Morkhorse AMPIT 1 o®x] 0 orkhorse AMPI £ (Truck)
W Lightning Systems 30 fi Lightning Systems & 3 (BusiTurck) 42 39.87%
%  EldoardoNational ¥ i} £ EldoardoNational § 5 Bus)
{7 BlueBid 2 0. 12 BlueBid ) 2 {Bus)
Total EY ZEV Sa 607  100.00%] Total E¥ ZEV Sales 87
huttl U M Sal Extinct OEM's
4922 A1 1 B 18.45% " Fiscal Yeat 2000-1
3 MotivPowers & ot 2 Ford(LDA) £ 40 51 Fiscal Year 2010-11
4 NewFlger & e 3 Navistar 5.60% e} Fiscal Yea 2010-11
§  Phoenit MotorCars #H 8 #  SmithElectnic 27.68% 168 Fiscal Year 2011
( Pioters | g and 2011-2
¥ Zenithbdctons [/ 5008 60.13% 365
¥ Lightning Systems 2 18
! at fhveral! Total CE¥ Sales g od oo
Total Bus Sales T2 _us HYIP Funding = $37.7 Million to date for ZEY's
| SHUTTLES: HD verses MD Califorsia need's TEERRE Yrucks to Bieet Enivsion Redvction Goaf
81 Medium Duty = 52.91%
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Table 5: August 2018, US Energy Information Administration
(EIA), State by State Fuel Tax

» Gasoline Fuel Tax: $0.68 Cents per Gallon (orange highlights)
» Diesel Fuel Tax: $0.93 Cents per Gallon (yellow highlights)

eia)

Federal and state motor fuels taxes[1] Resource: hitps.//www.ein.gov/tooks/fags/foq phpid=108t=10
dated August 2018
Gasoline Diesel

Exsise WSTree  Totd bucise WsTree  Total

ffederal . o Sam I e
Othertares&  Total Othertmes  Tobal

State tax Fees]  Statefdl  State& Fadenl Satetar RFeesfd]  State[d] State & Federsl

Cahiforniafd] 0417 00816 04986 06826 036 0335 086 03356

1This list includes rates of general application (including, but not imited to, excise taxes, environmental taxes, special taxes, and inspection fees], exclusive of county and
local taxes. Rates are also exchusive of any state taxes based on gross or net receipts, The information included in this document is for general informationsl
purpmsonlyandshon!dmtbemmtruednhgal,m,oroﬂmmComuﬂieappmwiatemagmdesfwoﬁdalinfomzﬁmwguidam
about motor fuel taxes and fes. State rates in effect as of 1uty 1, 2012 Sources: State and Temitorial statutes and govemment agenties,

éMayindude sales andor use taves, inspection fees, environmenial fees, or other charges.
3 Average of Total State taxes may not equal the sum due to roundmg.

41ocat aption taxes (LOTS) are aliowed,
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Table 6: Diesel Retail Prices per Gallon,
1-28-19 EIA.gov

5 Diesel Price Per gallon: $3.75 per Gallon includes Tax (yellow
highlights)
» This is the “Out the Door Price”

California No 2 Diesel Retail
. Prices (Dolfars per Gallon)  Resource: 14 ttps://vviw.ia.gov/dnav/ pet/hist/LeafHandler.ashx?n=PETRs=EMD_EPD2D_PTE SCA DPGI=M

Release e 1260010 )

Year Jan Feb Mar Apr May Jun Jul Aug Sep Oct Nov Dec
1995 1.266 )| [ - 1313 133
1996 13n m TS BV N § 1A 135 1471 4 1467 1486 KN 1433
1997 140 1308 147 146 136 L 1267 138 1397 134 138 X2}
1998 1.286 1.2% L1 1217 1 116 L1y 115 118 1im R R
1999 IR L1 L 14W 3 32 1413 1468 140 1393 Lag LW
2000 1368 1336 169 W 154 1503 138 113 i 1904 1882 1816
2001 if Lale 193 161 1609 L1612 1.361 i) 1631 1473 134 1.1
2002 1369 1.289 1344 144 141 147 1418 4 1w 13§ 1532 Lid
2003 159 L3 1518 165 1543 138 1435 175 165 16X 1639 1681

] 2004 147 1309 LA A S U 1 AL~ ST R & A )

] 2005 W 4 2455 15 245 4 2 194 ERYA 16 e M
2006 163 2703 1 m o am R LT N E11kE SR 267% 1506
2007 3805 148 pXTAJY - S X SN VTN W 2 SN 1" TR ¥1 ) S o A Y. (O, P 15
2008 1458 3488 01 425 46T 49ER 4865 432 400 A R L3
2009 297 2% b N S £ ST A 285 287 286 298 201
2010 997 88 g 36 10 Q@ RO YIE TR T TR L VRN LV Y
2011 1% M 4118 L4 d3R ANy Al A0 409 A8 AN NA

] 012 4303 48 4% 441 e Al AP £ N AT 11} 417 4@
2013 g 4N dMi 0 4IN A A 068 Al 408 I dps 4
2014 08 Ao M e 4 L 41 $085 AmE 3gp a8 EREH
2015 jan in 380 I8 N £ 2R F L B 3] S IO+ R ST
2016 5% 133 b S LT 1 T 6 3 R I N 5 ) i
2017 193 MY 293 29 1 W6 R um oe AR
8 3639 iR EX37 SR R M & 1) L1 SRS 19 390 086 48 38w
2019 375
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Table 7: August 2018 Daily Driver Production Report, Shuttle # 905 — Diesel

» Average MPG in Diesel for SDAP fleet is 18 MPG

2012-Nercedes~Benz~
Sprinter
Lic. 8 : 905 ‘
Date : 2018/08/01 to 2018/08/31 28.3
Date Miles Fual Hours WPe
1-2uz 100.6 55 S:13:65 18.1
2-Aug 197.0 10.7 10:26:48 18.8
3-Aug 155.7 10.2 0:33:37 183
S-Aug 276 4 4:30:41 203
S-dug 1657 5 24808 18.8
E-Aug 1128 7 &:00:04 16.7
7-Aug 1526 2 8:02:47 12.5
E-fuz 18587 10.7 10:29:23 18.2 +
S-Sug 157.0 0.7 11:24:28 8.3
3&%; 1843 110 11:26:24 ie8
11-Aug 18€.6 10.1 g62:54 155
12-Aug 1550 1.8 3507 5.9
13-2ug 180.5 &3 9:12:24 154
13-Aug 1857 55 93628 15.€
15-Au§ 157.6 106 10:05:55 18.e
16-Aug 91.8 62 £:37:53 14.8
17-Sug 116.2 7.1 7:22:41 16.4
18-Aug 182.5 9.2 S.0%.42 19.9
1%-5ug 133.0 7 7:20:05 12.8
20-Aug 013 €3 5:55:46 183
21-Aug 0.0 0.0 0:04:47 00
22-Aug 202.0 10.1 10:17:31 20.0
23-Aug 262.3 148 15:23:038 17.7
24-hu§ 2248 113 31:47:2% 18.8
25~Au§ 186.5 2.4 8:08:27 199
26-Aug 220.4 118 2:05:48 19.2
2?-.&1.1& 236.1 128 12:45:48 18.5
28-Aug 0.0 0.0 0:00:00 .0
28-Aug 1428 7. 7:08:17 180
30-Aug 2119 12.1 11:47:44 175
31-2ug 186.8 10.5 10:17:15 17.8
Total S006.9 268.9 269:56:16 18.6




Table 8: SDAP Daily VMT and Hours — Diesel Fleet

» Note the production of Hours daily by each shuttle.

» Note the daily vehicle Miles traveled goes beyond the range of the EV;
thereby Managed Charging can only be accomplished by “3-Phase speed”
and Battery storage)

SDAP Fleet August 2018, Daily VMT and Hours of Production
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SDAP Shuttle #905 August 2018 Daily VMT and Hours of Production
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SDAP Shuttle #M1 September 2018 Daily VMT and Hours of Production
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Table 9: Current EV Commercial Rates, SCE

SCE Existing EV Rates
TOW-EV-3-A Rate Schedule
Commercial
EV-Only
Summer Prices Winter Prices
On-Peak Hour ($/kWh) ($/kWh)
Start Noon 0.36 0.16
End 6:00PM
[ Mid-Peak
| 8:00am-noon 0.17 0.14
&:00pm-
11:00pm
| off-peak
Al other hours 0.09 0.10
Customer Charge {cents/day) 0.836
SCE Existing EV Rates {continued}
TOU-£V-4 Rate Schedule
Commercial  20kW-500kW/month
EV-Only
Summer Prices Winter Prices
On-Peak Hour | [$/kwh) (5/kWh)
Start Noon 0.29 0.11
End 6:00PM
| Mid-Peak
I 8:00am-noon 0.12 0.09
6:00pm-
11:00pm
| Off-Peak
All other hours 0.05 0.06
Demand Charge ($/kW/month) $13.20
Customer Charge ($/month) $198.79




SCE Recently-Approved Commercial EV-TOU Rates

TOU-EV-E
Large Power with Monthiy Max Demand batween 21 - 500 kW
EV-Only 2019-2023 2024 2025 2026 2027 2028 2029+
All Energy Full FRD
Rate Rate
TOU Perlod Years Year & Year 7 Year 8 Year 9 Year 10 Year 11
Summer On - 5/kWh 4.9pm weekdays $0.41816 $0.41131 | $0.40447 | $0.39762 | $0.39077 { $0.38393 | §0.25882
Summer Mid - $/kWh 4.9pm waekends $0.27718 $0.27034 | $0.26349 { $0.25664 | $0.24980 § $0.24295 | $0.20051
Summer Off - $/kWh All except 4-9pm all days $0.12550 $0.11866 | $0.11181 | $0.10496 1 $0.09812 | $0.09127 | $0.10135
Winter Mid - $/kWh 4.9pm all days $0.27801 $0.27116 | $0.26432 | $0.25747 | $0.25062 | $0.24378 | $0.20134
Winter Off - S/kWh 9pm-Bam all days $0.13206 $0.12522 | $0.11837 | $0.11152 | $0.10467 | $0.09783 | $0.11078
Winter Super-Off- $/kWh gam-4pm all days 3008133 $0.07448 | $0.06764 | $0.06079 | $0.05394 | $0.04710 | 3005837
Customer Chatge {$/Month) $106.75 $106.75 | $106.75 ;| $106.75 | $106.75 | $106.73 $106.75
FRE {5/kW) $0.00 $1.99 §3.90 $5.98 $7.97 £9.97 $11.96
% of Final FRD 0 16.67% | 33.33% | 50.00% | 66.67% | 8333% 100.00%
FRD % Incraase By Year 1667% | 1667% | 1667% | 16.67% 16.67% 16.67%

lllustrative rates as proposed in SCE's Ebectric Transportation {TE) Application {A.17.01-021) for implementation in early 2019
Rate levals reflect Jan. 1, 2017 revenue requirement and cuirent 2015 GRC Phase 2 revenue allocations

NOTES:

Yel ~¥r5: Energy only; No Demand Charges
¥rb - Yri0; Phase-in Demand Charges
Yr11+: Return to Energy and Demand Charges (The distribution grid component after the 10-yr

period will reflect anly 50%, rather than 100%, of distribution costs, with the balance of
distribution costs recovered through energy charges.




Table 10;
ILLUSTRATION OF SDAP FLEET kWh COST WITH SDGE, PGE & SCE RATES

This illustrates the “Out the Door” price.
Includes Taxes and other Fees.

See Comparison Fuel Cost.

Property Demand kW use impacts results.

YV V¥V YV

See Percent % of Energy Use for each Time of Use window, as this is

derived on the Fleet vocation, EV range, Charging Speed, kWh per mile

from vehicle.

> Daily Charging Hours —- is impacted by VMT, Range of Vehicle,
Available hours to Night time Charge and Available Daytime Charging
when Dwelling.

» The EV Fleet must achieve the Hours of Charging based on all elements

to achieve the VMT for the fleet’s daily normal use without impeding the

business use case.



SDAP on SDGE AL TOU

ALTOU, YEAR1, GRCP2, 5 Summer Mos, - SDAP Fleet, 4 Buses, 60k Miles ea.

Select Rate Tarlf and Season
_RateTariﬁ GEALTOU
[ogson Annual Ak
Demand Powr, KW
Max Demand powr HYRH
(n-Pek demand power i
ingrﬂuﬁgepetmmth,mhandPercentageTﬂu
% fonepeak 0
| 3% |mid-peak i
4% offonak §onk
10% 1540
Ful Cost per month, per mle
Tot Kfowatt howrs 1540
ki per hAe 0
Miles per Mo 20,000
86 Cost et Wl 0.35
Dally Charging Fleet Hours
EVE kW output 0
Charging tapatity of Mies o haur 5
Daily Fleet Miles 667
Totel Oaly Houes Charging Flet 10
Number of EVSE's on Meder !
Daily Chiarging Howrs per V3% 54

fropetty Demand

isae srmmary _

Saily enerzy used (kWhi 0

Max pove (K} i

(Peak demand povwer 1

HlectictyCosts - vz :

total bl 008 inchudes Enerzy + Demand + Customer bo, Charge
e 046

Delafls !

Y demand charge ™
enargy cost 194
demand east 434

COMPARISOR: "Dissel” Fuel Cost per month, per mile

Total Gallons Wil
Miles pe: Gatlon 18
Miles ger Mo 20000
Retail Price e Gallon wy
59 Cost e Ml 0.21
Daily Managed Charging Hours

Nighttime Charging Hours Avallable ¢
Wil From Bightime Chesging 519

M Fleet Range of i ght me Charging
Miesfrom ihttiene Chaegng
Dajtima Charging Miles Ranuired
Daytime Chatging Hours Required

Datime Charging ours per EVSE
Mills from Daytime Charging

400 #uehicles x Range

400, Use 632 r 33 depending on Answier Whichis Less?
ol

A%

1




SDAP on SDGE AL TOU W/ Sub-Meter and No Peak Demand

ALTOU, YEAR 1, GRCP2, 5 Summer Mos, - SDAP Fee, 4 Buses, 60k Wil ea, W/ SUB-METER

Selast Rote Tl and Season

e T Mi-m
Sezson Aoy ke
Demand Power, KW

Nan Deseand possr i}

400
in
(13
FolCost per month,permile
Totkilowait hours
Kilh per Mile
Mies per Mo.
55 Cost Per Mile
Dady Charig e fors
B o | Sﬁ
Chargrgcapntyof e o i
Whfecils 0
Total Daly Hours Chsging et i
Number of EVSE' on Mer !
Daily Charging Hours per EVGE 5]

g sy !
el 5
M pre ] 0 .
i
Feticty (st - ke :
't 4150 ncdes ey Demnd st Vo D
S5t 0
!
b
i e % W
nergy st 1
demand st i
CONPAON: T ol et e e
"ol G 1
Miesperbaon i)
W per M, 20000
R e pr Galon 5
55 Cost e i 021
i
Dl Mo ha s é
Whttime Cherging owrs Alable g
Mis from Nighttime Charging 519
Max et Rarge o Nighttime Charging U duehclesfangs
Milesfrom Nighttime Charging 400, Use 632 or 633 depending on Ansier. Whih isLess?
Datine Chagig s Reured 7l
Dytime Charging Hours Reguired s
Doytime Charging Hours par BSE U
(Mes from Daytime Chargng Ik

H
*



SDAP on AP-TOU SDGE Small Business Rate W/ Demand Waiver

TOU AP, YEAR, GRCP2, 5 Summer Mos,

Select Rate Tariff and Season

4Rate?ari§f

Seasan Anrial Ave.
Dernand Power, KW Property Demand
Max Demand power wr
On-Peak demand power w
Energy usage per month, KWh and Percentage TOU

16% |on-peak 4004

0% | migrpeak ¢

W jofpesk 11,366

100 15400
Fuel Cost per month, per mile
Tot kilowalt howrs 1540
kW per Mile 077
Miles par Mo 20000
85 Cost Per Mile .21
Daily Charging Fleet Hours
EVSE W autut 50
Charging capacity of Miles par hour 65
Daily Fleet Miles 667
Total Dally Hours Charging Fleat 10
Number of 6VSE's on Meter 2
Daily Charging Hours per EVSE 51

leet, 4 Buses, 60k Miles ea.

Usage summary
daily enezgy used fkwh) 513
Max pover (ki) "7
OnePagk demang power 1
Hectrity Costs - invoke
total biil 4126 | tncluges Energy + Demand + Custamer Mo. Charge
$5 per kWh 0.27
Detalls
% dewand charge 0% | $0.00
gnsrgy cost 4110
demand cost 0
COMPARISON: “Diesel” Fuel Cost per month, per mile
Tofat Gallons 11
Miles per Gallon 18
Miles per o, 20,000
Retail Price par Gailon 8375
85 Cost Per Mile 0.21
Daily Managed Charging Hours
Nighttime Charging Hours Aveilable §
Miles from Mighttime Charging 519
Wax Fleet Range of Nighttime Charging 400] #vaicles  Range
Miles from Nighttime Charging 400 Use 632 or 633 depending on Answer Which is Less?
Daytime Charging Miles Required pL3]
Daytime Charging Haurs Required 41
Daytime Charging Howrs per EVSE 21

Miles from Daytime Charging 27




SDAP on PGE Small CEV Rate

PGE E-CEV-Small, 6 Summer Mos. - SDAP Fleet, 4 Buses, 60k Miles ea,

Select Rate Tarif and Season
Rate T
Seasn Aonwal At
Demand Power, KW Demand Use
Max Desmand power 10 1500
On-Peak demand ponsr
Energy sage per month, Kh and Percentage 10U
8% |onpesk 400
1% | migpesk $ 718
&% ook 6621
100% 1540
Fuel Cost per month, per mile
Ttkiothos 540
ihper M on
s per Mo, 20000
§6 CostPer M D.15
Daily Charging Fleet Hours
EVSE KW output 50
|Chrging capaciy of s per bour &
Daly Fleet Mikes )
Tota Daify Hours Charging lee {0
Number of BVSE's on Meter !
Daily Charging Hours per EVSE 51

Usage summary

daily engergy used (kWh 513

Max power (ki) gl
On-Bugh demand poner 0
Hlectricity Costs - Iovoice

tolalh 2830 | Inchudes Energy + Demand + Customer o (hirge
$ perkih 0.19

Delals

% demand charge 8% | S50
Energy cost 78

terrand (st B

COMPARSON: “DieselFuel (ot permonthper mile

Total Gallons

1144

Nies per Ga'lom i

Miles per Mo 20000

Rl Price pa Gallon 8375

S5 CostPer Wil 021

Da Managed Charging ours

N ghttime Chirg g Honws Ailable ¢

Mis from Nightt me Charging 319

Man Feet Range of Nighttime Charging S0 Rvehictes s Range
Mies from Nighttime Charging 400) Use 631 or C33 depending o e, Which 5less?
Datime Charging Miles Required 7|

Daytime Charging Hours Required 4

Datime Charging Hours pés FISE 1

Mies from Daytime Charging %]




SDAP on PGE Large CEV Rate

PGE E-CEV-Large, 6 Summer Mos, - SDAP Fleet, 4 Buses, 60k Miles ea.

Sefect Rate Torffand Season
RateTardt
Season Annual Ave,
Demand Power, KW Demand Gse
Max Demand power 3101
(n-Peak demand pover
Energy usage per month, KWh and Percentage TOU
% lonepezk 4004
31% |mid-peak 477
8% |offpeak 662
1003 15400
fuel Cast per month, pet mile
Totkilowatt hours 1540
kith per Mite 07
Atias per Mo, 20,000
8 CostPer Wi 0.16
Daily Charging Fleet Hours
BVSE kW output 50
Charging capacity of Mils per hour 65
Daily Flaet Miles 667
Total Dally Hours Charging Flagt 10
Number o EVSE = on bster !
Daily Charging Hours per EVSE 51

sage summary
ﬁaiiyenergyused{kwm 543
Max pover (kW] 3
On-Peak demand povr 0
Heciriity Costs - Ivoiee
fotaf il 3001 | Incledes Energy+ Demand + Custamer Mo, Charge
$ perkih il
Detalls
% aemand chaspe 17% | 518346
#nergy tost 289
damand cost )
COMPARISON: "Diesel" Fuel Cost per month, per mile
Tota! Gallons il
Miles per Gallon it
Miles per Mo. 20000
Retall Price per Gallon §355
56 CagtPur i 0.1
Daily Managed Charging Hours
Iightime Charging Hours Avllable ¢
Wles from Wighttime Charging 59
Max Fleet Rang of N ghtime Chatging 400) Hvehicles 1 Range
Wil from Highttime Charging 400| Use 632 or 633 dependingon Answar, Which s less”
Daytima Charging Miles Required %7
Daytime Charging Hours Requireg a1
Daytime Charging Hours per EV3% i
Wiles from Daytime Charging 27




SDAP on SCE EV-8 Rate

SCETOUEV-B, 4 Summer Mos, - SDAP Fleet, 4 Buses, 60k Miles ea,

Select Rate Tarilf and Season
Rate Tar
Seastn Ronual ke
Demand Power, KW
Ma Demand power o
On-Pezk demand power
usae per ot Wh and Pecentage TOU
% |onpesk 4
1% |midpesk a7
8% |ofpest 66l
1% 1540
Fuel Cost per month, per mile
Tot kilowatt howrs 15400
kit per Wie o
Miles per Mo, 20,000
§6 Cost e Wile 0.16
Daily Charping Fleat Howts
EVSE I output 50
Charging capaciy of Mes per howsr 8
Dy et Miles 667
Tota! Daily Hours Charging Fleet 10
Number of EVSE's on Meter 1
Daily Charging Hours per EVSE 51

includes Energy + Demand + Customer Mo, Charge

$0.00

Usage summary

daily energy used (Kih) §3
Mat power ki) 100 |
On-Peck demand pomer 0

lectricty Costs - bwoice

ol b k3
Speith 021

Detals

% devand charge %
tnergroost it
demand st 0

(OMPARSON: "Diesel" Ful Cost per month, per mile

ol Galos .

Wiesper Galin 3

Mies per Mo 20000

Rl Price per Gallon 87

$6 CostPer Mile 021

Daily Managed Charging Hours

Nighttime Charging Hours Available g

Meies from Nighttime Charging

Max Fleet Range of Nighttime Charging

Wies from Nighttme Chrging.

Daytime Charging Miles Required

Dytne Charging Hours Reguired

Daytime Charging Hours per 5E

Mikes omDaime Chgg




Table 11:

ILLUSTRATION, CLASS-5 BUS FLEET kWh COST - SDGE, PGE & SCE RATES

SDGE AL TOU

ALTOU, YEAR 1, GRCP2,5 Summer Mos, - Class 5, 10 Buses, 65k miles ea,

Selact Rate Tari and Season
Rate Tariff SOGE ALTOU
Szason Annuz! v
Demand Power, KW Progerty Demand
Max Demand power 330 180
On-Peak demand powser 330
Energy usage per month, XWh and Percentage TOU
6% on-peak 15,487
1% |mid-peak 18465
43 |offpeak 1613
100% 59,565
Fuel Cost per month, per mie
Tot kilowatt houes 59,569
KWh per Mile 110
Miles per Mo, 54,150
58 Cost ParMife 0.40
Dially Chearging Fleet Hours
EVSE kW output %
Charging capacity of Miles per hour 4
Daily Fleet Miles 1805
Total Dally Hours Charging Fleet &
Number of EVSE's on Mater §
Daity Charging Hours per EVSE 13

{sage ammasy
datiy energy used k) 1,986
Max powes (W) 330
On-Peak demand power 330
Hectridty Costs - Involee
total bilt HLE05 © Includes Energy + Demand + Customer Mo Lharge
§5 perkivh 036
Details
% demand charge 85% '+ 54229
energy cost 7510
demand cost 15958 |

COMPARISON: "Propane” Fugl Cost per month, per mike

Miles from Mighttime Charging
Daytime Charging Wites Required
Daytims Charging Howrs Recuired
Daytime Charging Hours per EVSE
Miles from Daytime Charging

Max Flest Range of Nighttime Charging

Total Galons 5415
Miles ger Gatlon 10
Mites per Mo, 54150
Rete!l Price per Galfon §2.50
55 CostPer Mile 0.25
Dly #anaged Charging Hours

Highttima Charging Hours Avallahle 5
|Miles from Nighttia: Charging 1136,

100, #vehicles x Range

1,000" Use 632 o 635 dependhng on Angwer Which is tass?
805
HA S
35

805




SDGE AL TOU W/ Sub-Meter and No Peak Demand

ALTOU, YEAR 1, GRCP2 5 Summer Mos, - Class 5, 10 Buss, 65K mles ea W/ SUB-METER

Select Rate Tulfand Season
f e Tar® SOGEALTOU
Season s e
Detviand Power, KW
Mz Demand poer 50
(On-Peak demand poner
% 1548
Ik [my 18485
4% (¥ 653
100 %555
Fusel Cost per month, per mile
Tot kilowatt hours 59,565
Kilh per Mg 110
e par . 54150
55 Cost Per e 0.24
Daly Charging Fleet Hours
ESEKW utput ) 5
(harging capacity of Miles per hour 4
Daly Flet Mies 1505
oty Daly Hours Charging Flegt &4
Nmberof VE s 0n etgr 5
Daily Charging Hours per BVSE 79|

i

Usige symmary X
H
daityenepy used () 195
Niax power (kW] i
OnPeak demand power il
1
Hectrity Costs - Ivoice !
toéat bill 12823 | Includes ey + Demand + Customes Mo, Charge
S5 pmihy 0
i
Detals
Sdomant hare 4% 40
it oo 150
thand cost 537 |
COMPARSON: o Fue ot per month, e e
Total Gatkms 5415
Miies per Gallon )
Miles per Mo 54150
leta!| Price per Gallon $250
85 Cost P Mg 0.5
3
Daly Managed Chasging Hours :
Nighttime Charging Hours Availeble 5
Mies rom Nighttime (harging 133
M et Range of N ght me Charging 1000 dvebic'es i Range
Mies from Nighttime (hatging 1,000, Use 632 or 633 depending on Ansawe. Whith 1 Less?
Dme Crgng s e K]
Deytime Charging Hours Required o
Daytime Charging Hours per EVSE 35
Miles from Daytime Charging 05



PGE Large CEV Rate

PGE E-CEV-Large, 6 Summer Mos, - Class 5, Bus Fleet, 10 Buses, 65k miles ea.

Seloct Rate Tariffand Season
Qate Tariff
Season Annual Ave.
Demand Power, KW Jemand Use
Max Demand power 6 250
On-Peak demand pover
Energy usage per month, KWh and Percentage 10U
3% lonpeak 15,487
3% Imidpeak 18485
3% offpesk 25603
100% 50,565
Fuel Cost per month, per mile
Tot kilowatt haurg 59,569
Wh per Mile 110
Miles per Mo 54180
56 CostPer Mite g2
Daily Charging Fleat Hours
EVSE kW outout 0
Charging capacity of Miles per bour &
Daily Fleet Miles 1805
Total Daily Hours Charging Flest 4
Humber of VSE s on Meter §
Daily Charging Hours per EYSE 18

Usage wmmary

daily energy used (kWh) 1,986

Max powar (kW) 8

{n-Peak demand pover 6

Slecirity Costs - Iioiee

botal il 11,406 { Includes Energy + Demand + Customer Mo, Charge
$% per kW 0.19

Detaik

% demand charge 10% | $183.86
ey Lost 10303
demang cost 1103

COMPARISON: "Propzne” Fel Cost per month, per mile

Total Gallons 5418
Miles per Galion i0
Hias per Mo. 56,150
Refail Price per Gallan 8250
96 CostPer Mile 0.25
Diily Managed Charging Hours

Nighitime Charging Hours Avaifable §
Wilesfram Nightiime Charging 1,136
Max Flagt Range of Nighttime Charging 1,000
iles froms Nighttime Charging 1,000
Daytme Charging Mites Required 805
Daytime Charging Hours Required 17
Daytime Charging Hours per EVSE 35
Miles from Daytime Charging 805

Huthiclesx Renge
Use 632 0r 633 depending om Answer, Which is Less?




SCE EV-8 Rate

SCETOU EV-8, 4 Summer Mos, - Class 5, Bus Fleet, 10 Buses, 65k miles ea,

Selett Rate Tl and Semon

Ryt Tard
Sason g e

Demand Power, KW
N Devand pone ) X

On-Fezi demand poner

Fuel Cost per month, per mile
[Tatkionat s B85
bhperMie |
Wes per M, 54 1501
5 CostPer ik 192]

Dally (harging Fleet Hours

EVSE 60wt

Chargng capacity of Miles per howr
[ st

Tota Day Howes Chirging Pt
Nurber of EVSE s on Meter

Daily Charging Hours per EVSE

[Mies from Daytime (harging

Usage summary
Baily ensrgy used (KW} 185
s o () 150
On-Pegi demand power 0
Bty s -k
torai b 10178 | inciudes Ergy + Demand + Customer Mo (harge
$§ ki il
Detals
% demand v 0% | $0.00
energy st am
Jesmang (o5t 0
COMPARSON: “Propee el ot pr month e e )
ot Galions s,ézj
Mis e Galon o
Miies per Mo 54150
Retz Price per Galion $250
§6 CostPer M 025
Daly Managed (harging Hours
Nighttme Charging Hours Ave able §
Wi Fom it me Crarging L
M Pt Rnge of Nighttime Charging L000] Shicies Range
(M from Nightime Charging Ui 632 633 depending on Ansaer. Which is Less?
DyineargrgMies egred
Daytime Charging Hours Required
Daytieme Charping Hours per EVSE




Table 12:

ILLUSTRATION OF CLASS 6 TRUCK FLEET kWh COST - SDGE, PGE & SCE
RATES

SDGE AL TOU

ALTOU, YEARZ, GRCP2, 5 Summer Mos, - 50 Truck Fleet, 25k Annual Miles ea,

Select Rate TarlfFand Seasn Usage summary
fate Tarif SDGEALTOU| daily energy used (kWh) 4167
Seasan Annusl Ave, Max powsr (W) 1050
QOn-Peak demand power L
Demand Power, KW Property Demand Blackricly Costs - lvoice
Max Demand pawge 1050 100 totat bill 38262 | Includes Energy + Nemand s Customer Mo. Chasge
On-Paak demand power 100 §5 par kivh HE)|

Energy usage per month, KWh and Percentage TOU Details

0% lonpeak ¢ 3 demend charge 6% | 4228
5% | md-pask nnse nespy cost 14458
75% |off-peak 43748 demand cost 10064
100% 12455
Fuel Cost per month, per mile COMPARISON: "CNG" Fuel Cost per month, per mile
Tat kitowatt hours 12499 Total Gallons 11574
KWh per Mile 120 Miles p2r Gallon 3
Miles per Mo 104,16 Miles per Mo 104,168
1 55 Cost Per bl 037 Retail Price per Gallon §150
5 Cost Per Mle 0.28
Daily Charging Fleet Hours
EVSEKW output i Daily Managed Charging Hours
Charging capatity of Meles per bour 16 Nighttime Charging Hours Available 8
Daily Fleet Miles 34N Miles from Nighttime Charging 5,353
Total Da1ly Hours Charging Fleet 19 Max Fleet Range of Mighttime Charging 31501 vehicles » Range
Humber of EVSE's on Meter 5 il from Nighttime Charging 3,150 Use 632 or 633 depending on Anguer. Which s Less?
Daily Charging Hours per EVSE 44 Daytime Charging biles Required i
Dayt me Chasgung Hows Requirad 03
Daytims Chasging Hours per SVSE 04
Miles from Daytime Charging !




SDGE AL TOU W/ Sub-Meter and No Peak Demand

ALTOU, YEAR, GRCP2, 5 Summer Mos, - 50 Truck leet, 25k Annual Miles ea, W SUB-METER

Select Rate Tarlfand Season
e Varit 00
|eeson ot bve.
Demand Power, KW
Max Demand power 950
On-Peak demand power 1
Energy usage per moath, KWh and Percentage TOU
3
0 |onpesk ¢
BY% |midpesk 31280
T |ofpeak 8374
100% 12493
Fuel Cost per month, per mile
Totkilowalt hours 12898
KibhperMe 13
Miles per Mg 108188
5 CostPer Mie 0.33
Daify Charging Heet Hours
EVSE kW output 13
Charging capatity of Miles per howr i
Dy et s 3
Total Uaily Hours Charging Flest 19
Humber of EVSE's on Meter 5
Da''y Charging Houes per 895E 44

Usage sumssmary
daily energy used fkivh} 4167
Max power (k) 950
Qodek demand pover 0
total bill 34533 | includes Ensegy + Demand + Customer Mo Charge
55 per i 028
Delals
Seand chare 5% |
energy cost i
demsand ragt 0056
(OMPARISON: “CHG" Fuel Cost per month, per mile
TotalGes 15K
Mies per Ga'on 9
Mies per Mo 04.166)
Reta'| Price per Gallon 150
5 Cost Per M 0.28
Daify Managed Charging Howrs
Nighttime Charping Hours Available §
s From Nighttime Chasging 6333
M Fie Range of ightzime Chargng 3150 #vehcles n Bange
Wil from Nighttime Charging  3,150| Use 632 or 633 depending on Answer. Which s Less?
Daytime Charging Miles Required wn
Daytime Charging Hours Required 03
Dagtime Charging Rouwes pes BVSE 04
s from Daytime Charging n




PGE Large CEV Rate

PGE £-CEV-Large, 6 Summer Mos, - 50 Truck Fleet, 25k Annual Miles ea,

St Rate Tari ang Season Usage summaty
‘RateTaf%ff daily snergy used (kW) §167
Season Annual e Max gower (k) 0
‘ (n-Peak demand power {
Demand Power, KW Demand Use Flectrty Costs « vl
Mas Demand pover 20 9% tokat bl 18216 | includes Energy + Damand + Customer Mo, Chasge
(n-Paak demand power 5 per ki 0.15
Energy usage per month, KWh and Percentage TOU Detals
W [onpesk 0 % demand charge 1 | $18386
5% Imidpesk 31,250 nergy Gost 1453
15% |o%pesk %4 emand cost 3w
1498
Fuel Cost per month, per mile COMPARSON; “CNG Fusk Cost per month, per mile
o Kilowatthours 149 Total Galions 1454
Kih per bile 10 Wi per Gallon §
Mies gar Mo, 104,166 Ml per Mo, 104,166
S5 CostPerMle 0.17 Retil rce e Gallon $250
55 CntPer Wil 0.8
Dally Charging Fleet Hours
VSE KW output 19 Daiy Managed Charging Hours
Charging capacityof Miles perhow i W ghtme Charging Hours Avalable 3
Daity Feet hles 3m Kiles from Nighttime Charging 633
Total Dally Hours Charging Fleet it Mz Flegt Range of Ngnttime Charging 3050, #vehicles x Range )
Kumber of €8s on Meter i il From Nighttine Charging 3,50] Use 632 or 633 depending on Answer, Which s tass?
Daily Charging Hours per EVGE 44 Daytime Charging Milss Required N
Daytime Charging Kours Required 03
Daytime Charging Rours per EVE 04
Milesfrom Daytime Chirging 3




SCE EV-8 Rate

SCETOUEV-8, 4 Summer Mos, - 50 Truck Fleet, 25k Annual Miles ea,

SedectRate Tardfand Seasn

Rate Tori¥
Seas0n

Annusl e

Demand Power, IN

a1 Demang poner
OnPeat demand poner

Fud Cost per month, per mle

Totkilowalthowrs
Kihper e
Miaspero.

§9 CostPer Mk

Dl Charping Fleet Hours

EVSE kW output

Dy Fleet Mikes

Total Dally Hours Charging Fegk
Number of EVSE's on Meter
Daily Charging Howrs per BVSE

Charging tapac ty of Mies per hour

Usage ammary _
daily energy used (KWh) ) _4
K power () £
Dn-Peak demand poner 0
Eleciriaty Costs - lvoice
fota! bl 1138
Sk 44
Dot
Ydieond charse iy
ey (o8t s
femand st (]
(OMPARISON: "0NG" Fuel Cost per month, per mile
ot Gallors. 150
Miles per Galion | g
Miles per M. 104166
Retal Price per G lon S250
§5 CostPe i 028
Daly Managed Charging Hours
Nighttime Charging Hours Available 8
Niles from Nighttime Charging 6,333
Max Feet Range of Nighttime Charging 3150
Miles from Nighttime (hasging A
Daytime Charging Miles Required n
Daytime Charging Hours Reguired 03
Daytime Charging Hours per EVSE 04
Mils from Daytime Charging n

sy Onmand s Mo g

o0

Svehicles n Range
Use 632 or 633 depending on Anower, Which i Less?



Table 13:

ILLUSTRATION OF CURRENT TARIFF RATE PRICE DETAILS:
SDGE, PGE AND SCE

SDGE AL TOU Rate / KWh price details

e Wit ol 700k (k)
ALTOURe
L Simmerrees p R oot o g S
TarkFoes o0
dvcChogs= T SO Advetied
(el 1 Tot Enery Ustage ierge e
pipeih 0 0 0 onqe 0360 DT 0105 on pest 0t
off el W oo YU 011869 015 mi ek 0l
SiparOf P 0118 D8R 002 ofk ek 0
demand chitgeper by
Max demand n Bond Charge’ e
oqekisy DA Witrrates er ki Thents Tachdess o
ek g Foctihages= T SOGEAdvrted
Tol Energ Usage dlenge Wit
ofbe s onped NSt g 0015 on-peak 0l
midpeak (Vi N ] 0019 mid ek 0l
mondly e {0-5000u=E30, 500w Cemard=S R ofhpel N s 0013oftpedk 0

e T




SDGE AP-TOU Rate / kWh price details (Small business price plan)

- W

ottt S Wiy g
o woowou
i 7, R V)
bl

M donand )

ks !

s

s

mortl e (b w0, 5w eS80
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gl
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Wby g iz
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PGE Small CEV Rate / KkWh price details

Snmer—~ Winter— Annual PGECEVS, Rate (1EAR])

egychagetin S Wi Aol Sommersperi®h oot B St
Tocd s on
oehogs e Aot
Onpedt 03 R Tl Enemylilage g Rt
il (N ool U S 002 enpesk 0%
offgedh 0 (TS ) ot | 000 O (25mipe i
SpCftesc | 0IK 0OH0 Ojofgusk s
deand chtgeper
Mt gemand Bl 5. T g St
el g ¢ RIS Wieratosper kWb Gy Tk
——— Mo hage= T Adetie
Tl ey g LG ihfate
eanakphus o ek [R/IL 1 0 fSonel 0y
mikpesk (NCH /A 0018 i 0l
montlyfee (40w, 500w demand- SR8 off ek IV 0o pesk 10

et thare 0 0 0




PGE Large CEV Rate / KkWh price details

ippydanelth  Somer Wik Ao Summer rtes per WA § Moaths bond Chre S

Tudies
Bt Chages = T4 Avertioad
e 3 W 2 T ey Uage B iWiae
mid-gesk Mo 08 onpe /L) 000 onpeik 03
off-gest Mmoo W el s 0w Q058 mig-pesk o
Super Off Peak MY 0 0025 off-pesk 0
demand charge per b
Max demand ik mwﬁsme
on-peak plis-p 0 LR A2 Winter ate per ki 6 Months Tatkbows o
midpesk plus-up Hei s .
Tl ey Usugge i iRt
off-peak phusp o peik iR T 71 0013jon-peak 030
s ek (kY. I 0.019/mig-peak 0
monthlyfee (0-500kw=000, 15500k domang=358.9) of-pesk o 0015joffpesk 003

Meter Charge § 0 0




SCE EV-8 Rate/ kWh price details

Advartised
KW Rate

04)

0%

0\

Sunmer Witer Annual
energychargekh  Summer  Winter  Aonual Summerrates perkWh  dMonth Bone it Stae
Taxdfees on
Energy Flclric Chargas= T
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Table 14:
2018 SDGE AL TOU Seasons and Hours

Summer Season, 5 Months, June — Oct = Yellow Highlights

Winter Season, 7 Months, Nov — May = Green Highlights

Week-End Days = Blue Highlights
¢  Summer = 44 Weekend Days
e Winter = 60 Weekend Days

Holiday Days = Pink Highlights = 7 Days
e Summer =2 Holiday Days
e Winter = 5 Holiday Days

The number of Time-of-Use-Hours in the following “Window Detail”
charts illustrates “changes” can increase the average kWh price. The
component of an increase in the number of higher kWh hours --- impacts
the rate, resulting in an overall increase, this is regardless of a kWh price
change.

The following will demonstrate the increase of 32%. This is determined
by a higher number of kWh of both Peak and Mid Peak hours and a
lower number of Super Off-Peak hours. See gray highlighted field in
last chart.

¢ Peak Hours increased = 547 hours (red cells)

* Mid-Peak Hours increase = 861 hours (mustard
cells)

* Super Off-Peak Hours decrease = 1,408 (blue cells)

¢ TOTAL number of hours changed = 2,816



SDGE 2018 AL TOU - Seasonal Period details

2018 Calendar Year - Days in each Season (CURRENT Season: 5 Summer / 7 Winter)

Week-
Ends
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1
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SDGE 2018 AL TOU kWh - Hourly Window details
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SDGE 2016 - Hourly Window details

» Bottom of this chart depicts the “comparison”, see gray highlighted field.
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Table 15:
SDGE ADVICE LETTER on EV Charging for Small Business Fleets

» Charging accounts for over 20 kW; thereby Small Business Fleets will be
exempted for 3 years from the expensive barrier of Demand Fees when
utilizing more than 20 kW,

September 22, 2017

ADVICE LETTER 3115-E
{US02-E)
PUBLIC UTILITIES COMMISSION OF THE STATE OF CALIFORNIA

SUBJECT: MODIFICATION TO ELECTRIC SCHEDULE TOU-A TO IMPLEMENT A
THREE-YEAR TEMPORARY EXEMPTION FROM LOAD LIMITATIONS FOR
SMALL COMMERCIAL ACCOUNTS WITH ELECTRIC VEHICLE FLEET
CHARGING

San Diego Gas & Elecinc Company {SDG&E) hereby submits for approval by the Califomia
Public Utiities Commission (Commission) modifications to its electnc ianffs, as shown in
Attachment A_

PURPOSE

In compliance with Ordering Paragraph 37 of Commession Decision (D.) 17-08-030, this filing

modifies the applicability of SDGAE Schedule TOU-A, General Service — Time of Use, to

temporarily exempt smail commercial accounts with electric vehicle (EV) fleet charging from the

load limitations set forth in the tanffl. This exempbion will remain in place for three years

gggi;mingwiﬂtﬂ\ebﬂﬁng cycle one month from the effective date of D.17-08-030, August 24,
17,

DISCUSSION

On Apnt 13, 2015, SDG&E filed Application {A).15-04-012 with the Commission to establish
marginal costs, allocate revenues, and electric rate design for service provided 1o its customers
for the penod 2016 ~ 2018 (2016 GRC Phase 2). The original application was amended and
refiled on February 8, 2016, On August 24, 2017, the Commission issued D.17-08-030
adopting SDG&E's GRC Phase 2 application and requiring, among other things, for SDG&E to
address small commercial EV fleet charging The decsion determined that because
transportation elecirification is a critical aspect of meeting California’s climate goals, temporary
relief from demand charges is needed and, without some relief, it will be very challenging for
small commerdial customers fo make a business case for electiification.’ Thus, the decision
directs SDGAE {o offer a three-year temporary exemption on the small commercial foad limit to
current smail commercial customers with eleciric fieet charging

Based on the guidance provided in D.17.08-030° and pursuant to OP 37 SDG&E has modified
the applicability section of Schedule TOU-A, such that current small commercial customers with
EV fleet charging that compnises at least 50 percent of the customer’s maximum load may

' D.17-08-030, pp. 60-62
? 1. Also, Conclusion of Law 25



Table 16:
SDGE ADVICE LETTER on GSP Modification reguesting more DCFC

» DCFC utilization is required to effectively support Airport EV Shuttles
in the GSP SDGE PR Pilots, thereby a modification was requested for
more DCFC and no Level-2 Charging for the Airport Shuttle use case.

January 14, 2019

ADVICE LETTER 3332-E
{1 902-E)

PUBLIC UTILITIES COMMISSION OF THE STATE OF CALIFORNIA

SUBJECT: Muodification to the Green Shuttle Project in Compliance with Dacision 18-
01024

EURFOSE

Decision (D.) 18-01-024 approved San Diego Gas & Electric Company's {(SDG&E's) Green
Shuttle Priority Review Project ("Green Shutile” or “the Project). SDGEE has faced
implementation challenges with this project, and as such it is requesting a modification to
effectively implement the Project and transition customers to electric shutties.

With respect to implementation, 0.18-01-024 ordered the following:

“{tihe utiliies should finalize implementation details for the approved projects based on
feedback from #is PAC. if a utility identifies any muodifications necessary to eflectively
implement the programs approved in this decision, it should propose those modifications
via a Tier 2 Advice Letter after reviewing the changes with their PAC.™

In accordance with D.18-01-024, SDGAE discussed the modification to the Project at a PAC
meeting on Seplember 25, 2018. There were no protests or objections from the PAC members
to the proposed modification. SDG&L hereby submits the same modification proposal
presented at that PAC meeting in this Advice tetter. SDG&E believes that the proposed
modification o the Project, described below, will support an effective implementation of the
Project, further Califomia's greenhouse gas reduction goals, demonsirate the viability of Electnc
Vehicles (EVs), and accelerate EV adoption.

POSED MODIFICATIC

SDGAE proposes to modify an aspect of the Green Shuttle Project as approved in D.18-01-04.
The modification will help SDG&E better serve site host needs, which will enable the EV market.
SDGAE proposes io modify the program o increase the number of Electnic Vehicle Supply
Equipment (EVSE) it can provide for site hosts in order to befter meet the site host's business
needs. The fable below outlines the authorized EVSE for each site and SDGA&E's modification
request, which is based on customer input,

' D.18-01-040 pags 94.



Calfomia Public Utilities Commission January 14, 2049
Modification Decision Detaled Modification Reguest
SDGAE is guthorized to Airport Shuttle SHes: two (2)
msiall two Level 2 EVSEs | DCFCs for gach site for a tokal
Site Dasign and up to one DCFC atup | of six (B) DCFCs
o five (5} sites
Workplace: wotat of six (6) Level
2 EVSEs at one site

mmsﬁedmmwwmsmkt?@1mwasdesmedtomppoﬂavaﬁe!y
of EV types, including Ciass 1, 2, and 3 vehicles, by installing two Level 2 (L2) chargers and up
% one DC Fast Charging (DCFC) ak each site”.  The decision modified the types of vehicies to
#ocus on, but not the charging infrastructure or site desion 1o support these vehitles, SDGAE i
asking o moddy the number and ype of EVSEs per site 10 mest the needs of the ste hosts
operaing elechic shutlies, which have diffierent changing requirements and duty cycles than
Class 1 hght-cuty vehicles. To demonstiate the need for s modification, SDGAE will provide
descriplions of two use cases represented by SDGAE's current site fosts: airport shuttles and
workpiace shutfies.

Arfponsmﬁ}es.wmchmmm@emnmmsmmﬂammmmm
intemational Airport (SDIA), have predictable duty cycles with very litfie down time for charging.
Emmmmmmmmmmumocrcevs&memofmm
and their duty tycles mean that a shuille charged with a L2 EVSE wil not receive a3 sullicent
charge in is limited down time. To diustrate, one shutfle has an onboard AC charger that
charges af a rate of 6.6kW. The DC fast charge accepts a connection up to S0kW. Using a L2
EVSE at a power leved of 5.6kW for 3 shuttie that has a 120kWh battery would take up 1o 13
hours of charging fime to get a ful charge.  The chart below illustrates the dramatic differences
between a L2 and DCFC when # comes $o chargmng speeds ”
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P e

b1 24
4
%
5 ¥
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B pptn: Srrties

Alrport shuttle operations are nearty 24 ows a day, with the longest downtime being from 1:00
- 4:00am. Due to this Smited time frame, the only way these shutife operators can keep their
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California Public Utilities Commission January 14, 2019

shutties on the road and provide flexibility to avoid charging during peak times would be fo
charge with DCFCs. One of SDGAE's goals for this project is to demonsirate the viability of
managed charging. Without DCFCs for their airport shuttles, shutlle operators will not be able
to fully charge their vehicles during off-peak hours and the shutiles’ limited down time, resulting
i a poor user experience which could discourage them from adopting electic shuitles.
Additionally, it might nol make husiness sense for these customers to convert to EVs If the
ability to charge in a certain, limited, timeframe is not possible.

The second use case is a workplace shuttle for a San Diego based company ("Workplace
Shuftle”). The Workplace Shuttle customer has & shutties operating daily on fixed roufes.
These shuttes are different from the airport shutties mentioned above because they have a
longer downtime period and the shutties do not accommodate DCFCs. The Workplace Shuties
are used primarily during business hours (8:30am-5:00pm), which allow for fonger charging
times in the off-peak periods. However, the site host seeks six L2 chargers, or a 1x1 ratio of
charger to shuttie so that the workplace can charge their vehicles during super off-peak hours.
Without a dedicated charger for each shuttle the Workplace Sife customer would need to ¢harge
during on-peak hours and through the night (starting at 5:00 PM ~ 7:00 AM) o get 3 lull
charge—this would cut into their driving time. Therefore, the workplace site requires a 1x1
charger fo shuttle ratio to meet iis business needs and managed charging goals.

As ordered in the Decision, SDGAE is working with project parlicipants o design sites that best
meet the shutlle companies’ needs * The modification, requested herein, is 0 offer custormers
up to two DCFCs at the airport shuttie sites and six high powered L3s at the Workplace Shutlle
site. The previously approved budget can accommodate the proposed modification, which is
designed to meet the needs of the program participants and will facilitate an increase adoption
and ulilization of EVs in their fleet thereby reducing GHG emissions. Additionally, approving the
modification will allow the program participants 1o operate in a way that provides a belter
cusiomer expenience, thereby demonstrating the viability of EVs in this seclor,

EFEECTIVE DATE

This submittal is subject to Energy Division disposition and is classifled as Tier 2 (effective alter
staff approval) pursuant to GO 96-B and D.18-01-024. SDGAE respectiully requests that this
advice letter become effective on February 13, 2018, 30 days from the date of this filing.

PROTEST

Anyone may profest this Advice Lefter to the Caiifornia Public Utilities Commission. The protest
must state the grounds upon which 1t is based, including such items as financial and service
impact, and should be submitted expeditiously  The protest must be made in writing and must
be received no later than February 4, 2019, which is more than 20 days from the date this
Advice Letter was filed with the Commission. There is no restriction on who may submit a
protest. The address for mailing or delivering a protest to the Commission is:

CPUC Energy Division
Attention: Tariff Unit

505 Van Ness Avenue
San Francisco, CA 94102

< [.18.01.040, Ordering Paragraph 8



Table 17:

DCFC CHARGING RESULTS

(increased capacity of kWh range, see columns D & H)

> Efficiency of EV vehicle impacts the results on Cost per Mile and Range
Maximum of EV vehicle, see column F & G.
» DCFC enables Managed Charging.

» Charging Connector, see column E. Note of these 5 illustrated, there are
“5” different Connectors.
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AC CHARGING RESULTS
{reduced capacity of kWh range, see columns D & H)

» Efficiency of EV vehicle impacts the results on Cost per Mile and Range
Maximum of EV vehicle, see colhumn F & G.

» Charging Connector, see column E. Note of these 5 illustrated, there are
“5” different Connectors.
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Table 18:
LOW CARBON INTENSITY VALUES BY HOURLY WINDOW

» Create Green Tariff Rates to support Renewables and Smart Charging
» https://www.arb.ca.gov/fuels/lcfs/ca-greet/ca-greet.htm

Smart Charging or Smart Electrolysis

Cl Table for 2019 {gCO,e/MJ)

Sty | mo | @ | e | e
87.06 86.91 BE87 8025
87.06 85.91 86.80 8855
£7.06 87.20 86.77 87.80
B706 | 8703 86.72 §7.91
87.63 91.45 87.17 90.98
446 105.76 95,77 105.08
11098 9478 9209 122.40

105.79 88.39 109.22
86.35 89.39 94.27
58.66 91.09 90.26
57.80 93.23 89.84

56.52 53,31 97.87 9117
5597 | 5512 104.23 92.03
56.50 58.67 110.13 53,35
56.53 63.57 115.76 95.25

 57.80 12391 | 10430
9245 | 4857
12585 | 12079

11450 | 12263 | 11835

95,55 9362 | 10045 | 115.22
88.25 88.12 91.21 | 10203
87.07 87.12 8857 | 93.34
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Relative CO, Emissions

Relative CO, Emissions

Smart Charging (1 of 2)

Goals:

- Recognize the potential benefits of flexible EV load for integration of
intermittent renewable supply
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CALIFORNIA POWER MIX - Electric Generation 2016 to 2017

https://www.energy.ca.gov/almanac/electricity _data/total system power.html
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Table 19:

INTERNATIONAL CONNECTOR TYPE STANDARDS ARE NEEDED FOR
COMMERCIAL TE BUS AND TRUCKS

It >

<

How California Can Create the
Sustainable Freight System of

»  Stote leaders could set infrovtructare standards
and efficiency metrics for key areos gs soon o
possible.

standard-setting—in consultation with industry—in 2
handful of areas critical to the promotion of efficient
technologles: electric vehicle and equipment plug sizes;
electric wehicle and equipment charging speeds; and simart
and autonomous vehide communication protocols.

Vehicle and equipment dlactrification and autonomous
st of necessary technological developments, as well
as industry participants’ lists of developments already
underway. Exch of these technologies will necessarily
interact with centralized infrastructure or otherwise
require cross-industry compatibility in order to be fully
functional,

For axample,electrified trucks will be produced by dorens
of manufacturers, but will need to be able o charge at
shared stations along pubdic highways. But charging station
technology is also being developed by multiple compardes
that may use different physical plug formats {think of
the different household wall outlet shapes in the US.
and Europe}, and different charging speeds {such as the
Level 1, Level 7 and DC fast charging formats currently
available for passenger electric vehicles) that may not be
compatible with every vehicle. While market forces could
sventually determine one dominant technology to which
alt manufacturers adapt, such as the now.abiquitous
LS8 port present in alt personal computers® it would
save both time and money if state leaders, together with
industry representatives, could select formats around
which all manufacturers could focus their development
affores,

the Future

“We nesd to set standords for
charging infrastructure such as
connectors and voltage. Standards will
speed Innovation as well as ensure
interoperability for freight trucks that
visit a variety of focilities.”

= Elizabeth Fretheim,

Walmart
Case Study in
Standardization:
Electric Vehicle Charging

Currently, three main options exist for
passenger electric vehicle charging. Lavel
[ charging uses 1 20-volt outlets found i most
ftomes and can add about five mies of range
per haur, Level 2 charging involves 240-voit
current that <an add about 25 miles of range
per hour but usually requires new wiring
within 2 home. DT fast-charging can charge a
vehicle up to 20 miles of range in 30 minutes
and requires instatlation of dedicated charging
infrastructure. Since each technology has its
own charging protocels and ouwtlet designs,
some vehicle models can only charge where
the right clurging stations are located. While
electric trucks will fikely rely on their own,
separiate charging infrastructure, = similar
sitvation would severely lirait their range and
economit viability,



Table 20:
STANDARD CONNECTORS

SAE High Power Charging Documents

Manual DC connection at high power- SAE J-1772 CCS

An existing document that will make provisions for the higher
power (1000V, 350A, 350 kW) needs of the buses

Manual 3 phase AC at high power- SAE J-3068
Recently published document that is getting good acceptance
Wireless connection at high power- SAE J-2954-2

A developing document that will make provisions for the higher
power needs of the buses

Automatic Charging at high power- SAE J-3105
Document planned to be published in early 2019

Example — Power Table

Continuous | 277VAC1® | 208VAC3® | 480VAC3® | Breaker (A)*

(A) | (kw) | (kW) | [NEC]
i6 4.4 58 13.3 20
20 55 1.2 16.6 25

32 8.9 115 266 40

63 1%.5 22.7 524 80
20 22.2 28R BB.5 100
100 217 36.0 83.1 125
120 33.2 43.2 99.8 150
140 38.7 50.4 ii8.4 175
160 44.3 57.6 133.0 200

*NEC 240.6 Fuses and Fixed-Trip Circuit Breakers. The standard ampere ratings for fuses and
inverse time circuit breakers shali be considered: 15, 20, 25, 30, 35, 40, 45, 50, 70, 80, 90, 100, 110,
125, 150, 175, 210, ...

*NEC 625, EV loads are considered continuous inads and the breakers rated at 125%.

Breakers in other counties are differently rated.

BAE J3068
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Table 21:

» Purchase price $50,280
» See GVWR — page 2 of quote.

Fritts Ford
8000 Auto Drive, Riverssde, California, 928044193
Office: 951-8B7-2421

Ford Transit Van Class 3 Shuttle Quote 11-2017

2019 Transit-350, High Roof HD Ext.
Passenger Van
High Reol HD Ext. Passenger Yan 147 .67 WB

DRW XLT{ U4)§a
Price Laval ¥

Selected Equipment & Specs

Dimensions

*

A A M # % » 3 % @ *

Exterior length: 208 1"
Exiener hawght: 107.77

Front rack: 88.57

Tutriag radius; 23,9

Rear legroom: 33 7

Front headroom: 58.6°

e row headroom: 85.2°
Raar huproom: 82087

Front shoulder room: B7,87
It row shoulder reom: §7.07
Maxumum carge volume: 518 0cuf

Powertrain

»

*
»*
-

2T5hp 3.7L DOHC 24 valve V-G engine with TVCT
vanabis valve ronfrol, SMP

ULEV I

Raarwhesl drive

Fuel Economy Highway: M/A

Suspension/Handling

-

=
*

Front independent strut suspension with ant-rell bar,
HD shocks

Hydraulic power-assist rack-pinion Stesring
LTI95/FESR 1A CRASW AS front and rear tires

Body Exterior

2 doors

Driver and passengetr power remote haated, power
folding door mirrors with turn signal indieator

Black door mnrors

Running boards

Front and rear 18 X 7 wheais

Convenience

* # 4+ @

=

Manuai air conditioning
Auxiiary resr heater
FPower front wintows
Reniote power door locks with 2 stage unlock and
Humunated
Manual telescopc stearing whest
1 1%t rewr LCD monitor
Dua} ifluminated visor memors
Diriver and passanger door hing

Seats and Trim

-

L]
.
-

Seabng capacity of 14

“wxy driver seat adpistment
donay passanger $oat adjustmaean?
Driver and passenger ammresis

® % & % & & % @ 2 4

L I % & & %

L I

Externior witth 81,3
Wheelbase: 147 8"

Raar track: 85,7~

Front fagroom: 3.7

Brd row legroom: 3547
Rear headroom: 852"
Front nprooen: 87 5°

3rd row haproom: 8737
Rear shouldsr noom: T1.4°
Cargo volume: 112.0su.R

Recommended fuel | regular unlesded

% spaad automatic transmission with ovardrive
Fuel Economy Cty: NIA
Capless fuet filter

Rear ngid axie leaf spnng suspenson with MD
shochs

Front and rear 18 x 7 sitver forged aluminum whesls
Dual rear wheels

Sliding right rear passenger
Turn signal indicator ;n mirrors

Black bumpaers
Clearcopt paint
1 rear Wow hook(s)

Raar MVAC

Crutse conirel with sisering whaal controls
Diniver 1-fouch down

Atanual tilt sieenng wheaet

Dray-night rearview mirmars
Front and rear cupholdars
Full owernead console
Rear door bins

Front bucket sexts

Moanual deiver lumbay suppont
Manual passengar lumbar support
Fixad rear banch seat

Srices and content
may vary ol

from

EAESDATE0N 00 INE MOES SUFTent Informaton

Propared by John Wiltsey Date 11K7TR2018
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Selected Equipment & Specs (cont'd)

Fixed 3rd row split-bench seat
*  Removable 5% row spit-bench sext
*  Metal-look instrument pane! msert

Entertainment Features

¥ AMIFM staceo rado
*  CD-MPI decoder
¥ Bspeakers

Lighting, Visibility and Instrumentation
* Halogen asro-composite headlights

Variable interminent front windshield wipers

Rear window defroster

Deep tinted windows

Tachometer

Trip computer

Trip odometer

Safety and Security

v duwheel ABS beakes
*  dwheel cise drakes

*  ABS and tveline waction oootrol

4 % & % % A

*  Dual sest moorded side npaet sirkag supplemental

restrant system

¥ Airbag supplemenial testraing system GOCUDINCY
SENSOr

*  Manually adjustiable front head restraints

Dimensions
General Weights
Curb,,.......... T o, S - 7219 Ibs.
PaYoat. ..t ree v erneen 3480 Ibs.

Front Weights

From GAWR ........ovieievirne caivirnaeen .. 3130 Ihs.

Front axie capacty ... ......ccveeennen. .. 3130 Ibs.

Front tirefwhes copociiy......... .........,. 4290 DS,
Rear Weights

REar GAWR . ooiiviicn e viiniicnnnnnns DT 20 DS,

Rear avle capaeity, ..........co.... vernnens 1278 105,

Rear tre'wheel Copaoty....... ............. 5156 ibs.
Generai Trailering

TOWING CRPMEY ..ovvvrrinreerisnrs varrnss s 3800 ibs.
Fuel Tank iype

CBPIOY ..ot viarievanrrinearvannierninncins 24 .99 gat.
Off Road

* Ficed 4th row spimbench sest
* Cloth seas upholstery

L

4 & % % % % %

Senghe CD player
Auncliary audic npast

Fed antenna

Fully sutomatic headlights
Rawn sensing wipers

Fied rearmost windows
Front and rear reading lights
Camerals) - rear

Pariing sensors

Loame departure

* Brake assst widh hill hold contral
* AdvanceTrac wiRoll Susbilty Cortrol Electromic

stability control

Dual front impact airbag supplemental restrant
system

Safety Canopy System ourtain 151 2nd and 3vd 1ow
overnead artbag supplementsl resTant system
Powser remate door locks with 2 Stage uniock and
pamic alamn

AManualy adustable resr head restranis

BYRR i e erananrens . 103606 bs
Front eurb weight...... e L . 3350 ibs.
Front sping eang . .........eeveinnnennnn, 3130 Ibs.
Rear cord weight......... s surinny vaenane 1. 3009 DS,
Rear spring rating ..., ... vonmnnnennsiananennil 6720 bs.
GOWR....oovveriaaaann vemvieraainianes 1H200 Ibs
Caplessfusitiler.................c..c.... veeeenn . YOS

Arices and cortent Jvalablity 3¢ ehoan &g s
o ThE MOST SUTeNt INMDImaLon.

Proparsc oy Joha Wiksdy Dale: 11/07/2018

= I3 Shange and should De Teaed 36 eSTmales ONYy. ACILS DAEE vENItE, PROL3gE 3nd aoton
T3y vary Tom Mis eshimate Decause Of special foox pricing. avalabiity or FACing adustments not refiECIEd In Tie GRaler's COMpUter sysleT. Tee
salésperson
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Fritts Ford
@ 3000 Auto Drve, Riverside, California, 825044183

2019 Transit-350, High Roof HD Ext.

Passenger Van
Office: 951-887-2121 High Roof HD Ext, Passenger Van 147.6" WB
DRW XLT(U@
Frics Loval
Selected Options (cont'd)
Code Description MSRP
Emissions
425 50-State Emissions System NIC

Standand equipment on ail non-FFY vehicks i
"p;r‘.;

.rnn‘iﬁga ] 4~':

.,l?"'r-.'

udg e 8 SL EcoBoost V0 and 1345 Gesel

Nip .,é"”'&t‘"" ong 5*‘%* ;»:,

z:&’ MA MD '{E mm‘ OR PA BRI VT WA Opton TTHVCT 8 gnes shipped 1 Cross
Darger Rae geglers A2 DC 0. NH NV OH VA W Snﬁﬁﬁﬁmi’s
Interior Colors
CB 02 Chareoal Black NIC
Primary Colors
YZ_M Oxford White NIC
SUBTOTAL $48,885.00
Destination Charge $1,395.00
TOTAL $50,280.00



