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Abstract

The following document has been prepared in partial fulfilment of the requirements as a
Bachelor of Science at Worcester Polytechnic Institute. The authors, Kazim Nagvi and Timothy Yee, are
submitting this document as an Interactive Qualifying Project/Major Qualifying Project in lieu of the
above mentioned requirements. Kazim Naqvi is a Mechanical Engineering Student at WPI belonging to
the class of 2010. Timothy Yee is a student at WPI majoring in System Dynamics and belonging to the
class of 2008.

The authors will be trying the address the possible impact of the advent of Plug-In Hybrid
Vehicles (PHEVs) in Massachusetts. With National Grid as a sponsor, the authors will aim to address the
impact on the electricity distribution sector and National Grid as a whole. In order to do this, the authors
will study the time variation of daily electric demand for Massachusetts, which has been provided by
National Grid.

According to this data, the authors decided to implement policies that only permit the charging
of PHEVs during periods of low electric demand. This has two advantages: firstly, it puts fewer loads on
the local electric grid and does not require investment in additional electricity generation or distribution;
YR &aSO2yRfexz (GKS St SOGNROAGE dzaSR F2NJ t19+2aQ OK
energy sources such as nuclear and hydro-electric power generators.

To do the same, the authors will be utilizing Systems Dynamics Modeling as the basis for
experimentation. System Dynamics is a unique field that combines engineering with social science and
serves as a tool for making appropriate managerial decisions. Its advent in the 1950s has enables the
development of forecasting models that inform policy and decision makers of the impact/effect of their
policies if implemented in a given system. The authors have also decided to use System Dynamics
Modeling because the system (comprising of PHEVs and gas cars on the road, distribution equipment for
National Grid, and daily electric demand variation) is dynamic and contains several test parameters that
can be changed to study the overall behavior of the system.

The results of various modeling, research, and sensitivity exercises conducted during the course
2F GKAA LINRP2SO0G aK2¢ GKIG tl19+Qa R2 GI1F1S 2FF |yR
The impact on National Grid is minimal and the daily electric demand variation does not change
significantly. On the finance side, the costsk SELISy 8848 Ay @2t SR T2NJ | dzy OKA Y
upfront and long-term) are minimal. However, this will only occur if the right policies and procedures are
followed by National Grid, the government, and the consumers.
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1. Introduction

1.1. Problem Definition and Background

The post 21* century era has seen an incredible change in world resources and environment,
which has directly affected the entire human race. The gradual realization of the existence of serious
problems such as global warming and the inevitable depletion of non-renewable energy resources has
necessitated a drive towards intensive research and strategies to bring forth solutions that are often
radical in nature. This drive has fueled a dynamic game of global politics, which has several effects on
the problems as well as their solutions. The world today is dynamic; it changes every day, with every
change influencing several other changes in a vast network of feedback loops. This project is a humble
attempt to assess a very small part of the world dynamics. The overall goal of conducting this research
project will be to understand some of the transportation problems facing the world today and evaluate
the feasibility of a particular solution to these problems. The visionthat this project aims to achieve is a
positive contribution to the world in general which makes it a better place to live in. (For a
comprehensive outline, please see Secti@n@oals and Objectives)

National Grid is a well recognized for-profit organization ¢ operated as a regulated monopoly,
which distributes electricity to consumers in the North Eastern part of the United States. The
Massachusetts division of National Grid is the sponsor for this project, and hence the research shall be
based on how to introduce positive policy changes to this organization. The chief solution to the
problem previously mentioned that this project will address is the development of alternative energy
vehicles. This study deals with the Plug-in Hybrid Electric Vehicle (PHEV) as a viable option to be adopted
by consumers in an attempt to solve the problem of global warming and the diminishing energy
resources.

This project will ultimately assess the impact of PHEVQ & 2y (i KVassachusdtts] Bying T
particular attention to its effect on National Grid. Since PHEVs rely on grid-based electricity as their
primary energy source, it is incumbent upon decision makers in National Grid to understand the effect
of PHEV penetration on their power grid. The annual average electric demand has shown a continually
increasing trend in Massachusetts over the past few years due to longer and hotter summers and the
consequent prolonged usage of air conditioners and other temperature regulatory equipment. The
increased demand is also evident from the following graph of demand variation for residential
consumers over the last five years.
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Figurel-1 Growthin electric denand from 200207 for residential customers

This is usually an additional and unforeseen cost for National Grid, which forces them to use
low efficiency, less economical power stations to prevent load shedding and compensate for the
additional peak demand. An increase in the electricity demand during peak hours due to the
introduction of PHEVs would be very undesirable for the power generation companies and would raise
the cost of electricity they sell to the National Grid.

The primary purpose of this project will thus be the development of a dynamic model which will
enable various decision makers to predict the maximum sustainable amount of PHEVQ & X pléany R
electricity supply accordingly. The resulting question that will be answered upon completion of this
project is:

& 2 K willibe the impact of plugin hybrid electric vehicleon the power
distribution system in Massachusetks €

In answering this question, several factors that affect the predictably of the growth of PHEVQ &
shall be studied. Some of these factors will be dealt with in greater detail, as they have a more
significant effect on the dynamics of growth in PHEVs. These include the effects by and on National Grid,
the environment and the consumers of PHEVs. The specific research data and statistics prevalent to the
model will be inputted such that i K S Y 2eBulstsi@ulate real-world behavior. Many secondary
factors that do not have significant impact on the overall dynamics of the system will also be introduced
at various intervals into the model in order to create an accurate model. This will serve as an integral
part of the sensitivity analysis (see Section 5.1. Sensitivity Analysis for further details). For the
compilation of the results, a final system model will incorporates all of the major factors as well as some
of the minor factors affecting the growth of PHEVs. This project outline is geared towards the
achievement of the above explained vision and goals for all people involved in the project.

1.2. Alternative Propulsion Technologies for Vehicles

Plug-in Hybrid Electric Vehicles (PHEVs) are only one type of alternative energy vehicles. In the
model, the primary focus will be on PHEVs and traditional internal combustion engine vehicles. This



does not imply that the model will be the correct and the only outcome in the future; rather, it is just
the primary focus of this project and an underlying assumption.

There are many other types of alternative propulsion technologies in development and all are
offeNAYy 3 | &2f dziA2y ( ®verk depeRiéhie loni gatroléuk Pased Rialzyinidl Neip Q &
reduce the subsequent green house gases that are produced. Before deciding to analyze PHEVs as a
solution to the energy crisis, other options currently in development must be considered. This section
gives a brief description of the current and projected technologies that have been suggested by
researchers and scientists.

1.2.1. Fuel Cells

Fuel cells are another form of alternative technology currently being explored for adaptation in
vehicles. They are similar in comparison to an electric vehicle in that they are operated by electric
motors. They differ, however, in that they rely on fuels cells as opposed to batteries as a method of
electricity supply into the motors. Fuel cells undergo a chemical reaction that requires a constant input
of reactants, whereas a battery uses a chemical to store a charge. For use in cars, fuel cell vehicles
(FCVs) have been projected to be in production around 2010, the same time frame as the PHEVs. *

The current model for these FCVs will use hydrogen as a source of power and will produce water
and heat as direct byproducts of the chemical reaction. The current fuel cell technology will support a
total mileage of 200 or less. They will convert hydrogen into electricity through the flow of electrons
through the cell, which can then be used to operate electric motors. Fuel cells have been rated at 50%
efficiency. Half of the energy produced is in the form of usable energy (electricity), while the remainder
is dismissed to the environment as heat. Hydrogen powered FCVs claim to offer true zero emission
vehicles during the physical operation of the vehicle. 2

Figurel-21 2 y Rdorezept hydrogeriuel cell car

! (U.S Department of Energy)
? (The California Fuel Cell Partnership)
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The FCV in development, however, faces a major hurdle of Hydrogen fueling and delivery. In
order to facilitate the transformation from gas to fuel cell vehicles, the fuel infrastructure must be in
place. Currently no such infrastructure is developed in Massachusetts, hindering anyone that operates
such a vehicle to an extremely limited range. FCVs also face the problem of storage and production of
hydrogen. Currently, hydrogen storage is large, bulky and heavy, reducing the effectiveness of the
vehicles. In the future, storage solutions might include dissolving hydrogen in metals or small scale
hydrogen production within the vehicle from gasoline or other fuels. Producing hydrogen on a large
scale is also a major hurtle that must be overcome. It is extremely expensive. Another major concern is
the safety related to hydrogen fuel cells. All these factors of storage, production and cost make FCVs an
option that is will not be feasible until the technology improves. There might however exist a possibility
G2 RS@St2L) C/ +Qa ¥FdzSt SR o6& 3ALaz2ftAyS 2N SGKFy2ft A
mileage currently available from the internal combustion engine.’

1.2.2. Traditional Hybrids

Traditional hybrids differ from PHEV in that they use a combination of a traditional internal
combustion engine and electric motors to produce their power. They currently offer a widespread
alternative to a traditional internal combustion engine vehicle. They have the ability to operate with one
or both systems in conjunction with each other. Normal city driving is stop and go; the electric motor
would be used during this time, saving gas. For longer, consistent periods of use, the ICE would be used
to run the vehicle and simultaneously charge the battery.

The traditional hybrids produce their own electricity, with no need to be plugged in. Currently in
production around the world, they have established a known customer base. These cars are more fuel
efficient than most traditional cars, which is a major draw to the vehicles. Current hybrids models are
rated at around 35 miles per gallon (MPG), offering a 10 MPG increase over traditional gasoline vehicles.
In addition to the increased fuel efficiency, the infrastructure needed to support this type of technology
is regularly available and nothing new has to be added to the transportation infrastructure to
accommodate them.*

® (U.S Department of Energy)
* (Toyota Motor Sales USA Inc.)
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Figurel-3 Toyota 2008 production Prius

The main drawback to this alternative is that it still depends on an internal combustion engine
for much of its power. This means that they are still dependant on petroleum based oil thus still produce
green house gases, although at a decreased rate. In this transition phase, traditional hybrids are
currently priced is at $10,000 greater than a traditional gad vehicle.

Figure 14 Prius Cut away showing both electric motor and gas engine.

1.2.3. Pure Electric

The idea of a purely electric vehicle has been around for many years. They are very similar to the
idea of PHEVs, in that they use electricity to drive motors, but they do not require an internal
combustion engine to operate and they run purely on electricity. In the transportation industry, there
are many options to this, including solar arrays that would power cars, and battery technology that
would store electricity. In theory, these vehicles would pollute even less and would potentially fit the
zero emission standards of the government, which in turn will reduce oil dependencies in the future.

® (Toyota Motor Sales USA Inc.)
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Pure electric vehicles are optimal, but they face some of the greatest challenges. The current
battery technology is insufficient to support a vehicle that operates solely on electricity. They are too
heavy, bulky and do not store a charge long enough. These batteries would make the car too heavy and
inefficient for practical daily use. The idea of solar powered cars has floated around as well. They too
face their limitations in storage and conversion technologies. Some areas of the country only receive
limited sun, due to weather and other factors. °

In the long run, it seems that the pure electric vehicles have the potential to be accepted, but
they require the most investment and also a further research in battery technology and increasing their
limited range, in order to become a viable alternative to gas powered vehicles.

® (Heath)
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2.  Project Description

2.1. Definition

In order to provide a comprehensive definition of this project, it is necessary to define first the
terms that will be referred to frequently in this report. The variablesstudied in this project consist of
various factors that govern the demand for the Plug-in Hybrid electric vehicles. These variables
dynamically change the behavior of the growth of hybrid plug-ins in the area (the state of
Massachusetts). In this case, the systemcomprises of a collection of major and minor variables that are
logically and technically connected to the change in the number of operating hybrid plug-ins over a
designated period of time. Finally, the proposed modelis a virtual simulation of this system and its
variables which will forecast the change in hybrid plug-in dynamics.

Theprojectis thereforethe designof adynamicmodelof the previously mentionedsystemand the
study of the various scearios created by it usingomputer simulation

This definition is consistent with the previously mentioned question outlined in the problem
definition. The next section, will describe the major system variables, including how they are particularly
relevant to the behavior of the model.

2.2. Understanding the system variables

In order to understand the complicated system being studies, it is essential to comprehend the
significant variables describing its behavior. The following are definitions of all pertinent variables that
form the scope of this project.

2.2.1. Hybrid Plug -ins

This variable is defined by the total number of hybrid plug-ins in Massachusetts over an
extended period of time, such as 50 years. This quantity can be further broken down into hybrid plug-ins
on the road and hybrid plug-ins available for sales, which are dynamically affected by the sales,
production, and scraping of hybrids. Production and sales of hybrid plug-ins are also affected by appeal
of hybrid plug-ins in the market, since automobile manufacturers and buyers make decisions to produce
or buy hybrids according to their appeal in the market.

2.2.2. Traditional Cars
The current norm for transportaton Ay G 2RI &8Qa &a20ASdeé Aa SAGKSNI
vehicles. In this analysis, these ICE vehicles are directly linked to the increase in PHEVs. As the demand
for gas vehicles decreases, demand for the plug-in hybrids will increase. Factors in this analysis include
rising gas prices, maintenance costs, annual sales and the number of vehicles in Massachusetts at any
particular time.

14



2.2.3. Hybrid Appeal

This variable is used to model the abstract phenomenon of how attractive PHEVs are as an
automotive option. This factor is affected by the capital and operating costs of both PHEVs and
traditional cars. It is also affected by the number of each car type on the road. The appeal variable is
directly proportional to the sale of hybrids such that if the appeal for hybrids increases, there will be
more hybrids sold.

2.2.4. kWh Demand and Supply

Kilowatt-hour (kWh) demand is the amount of electricity that is demanded throughout a 24
hour period by the consumers in Massachusetts. In the model, it has been assumed that the supply
capacity can accommodate current demand as well as reasonable overload. It can also be expanded if a
sustained increase in load is experiences.

2.2.5. National Grid Revenuesand Expenses

Since the growth of the model is restricted to electricity used by PHEVs, the revenues expressed
by the model are only due to electricity sold arising from PHEVs. PHEV batteries require charging once
they are drained, so consumers will be charging their vehicle batteries and thus using an increased
amount of electricity. The additional expenses incurred by National Grid are associated with supplying
the additional electricity to home users arising from extra electricity needed to charge PHEVs. The cost
associated with buying electricity from generating plants is also incorporated into the system since an
increase in electricity demanded and supplied will mean more electricity will need to be bought from
generating plants. The overall aim of this sector is to depict the behavior of how cash (accumulated
profit) will change as a result of electricity usage by PHEVSs.

2.2.6. Troughs and Peaks for Electricity Demand

The traditional electric load profile for all consumers in Massachusetts over a twenty-four hour
time period has peak electricity consumption between 10 am and 2 pm and the trough, or minimum,
during the night hours. This cyclic load profile is inefficient and does not maximize the capabilities of the
electricity distribution system. The optimal outcome of the introduction of PHEVs would be to have a
nearly constant demand throughout 24 hours of the day, which maximizes the distribution resources. In
theory, tK S AYLX SYSy Gl dAz2zy 2F (G(KS t19+a gAff KSf
electricity consumption during off peak hours via overnight charging.

2.2.7. Transformers and Substations

This section examines the life of the transformers and the associated factors that affect it. In
modeling the life of transformers, a better understanding will be developed for how the load curves
affect transformer life and the subsequent measures that National Grid might be required to take. This
will attempt to predict how the life of the transformer will be affected as more PHEVs come on the road
and hence how long the current equipment will last. To do this, a generic transformers and substations
will be analyzed as well as daily load curves estimated from previous data.

15

L) 42

2



2.2.8. Traditional Car Emissions

Aside from the ever increasing cost of gasoline, the traditional automobile also emits harmful
gases. The primary concern is that the major greenhouse gas carbon dioxide, emitted by the internal
combustion engine, will continue to contribute to global warming. By introducing PHEVs, there will be
an anticipated decrease in these harmful emissions. In Massachusetts, using electricity is less harmful to
the environment per mile driven than the purely gasoline powered vehicles. As the public and
lawmakers become more conscious of this environmental impact, this result will help drive demand
away from the traditional gas powered car and to the more environmentally friendly PHEV.

2.2.9. State/Federal Policies and Regulations

It is in the best interest of the state and nation as a whole to be conscious of the ways energy
associated with the transportation sector of society is supplied and converted from thermal to
mechanical or from electrical to mechanical energy. This portion of the model is designed to gauge the
impact on PHEVs if certain economic policies are implemented. The rationale behind these policies is
simple: a tax credit would be merited if the amount of harmful environmental emissions associated with
the operation of the hybrids is less than a gasoline or diesel powered vehicle.

2.3. Goals and Objectives

Any new technology will have a significant and wide spanning effect on society. The
implementation of Plug in Hybrid Vehicles is no different. Thus, it is important to understand what the
effects of implementing PHEVs will be. This will then give insight into what actions may need to be taken
in order to incorporate this new technology into extant systems today and take advantage of the
facilities provided by the new technology. System Dynamics modeling is a powerful tool that allows for
the understanding of such systems and can give fairly accurate behavioral insight into any changes that
the system faces. There are numerous studies and methods of approach that can be conducted based
on PHEVs in society. Due to limited time constraints, however, the study will be narrowed down to
achieve a specific set of objectives.

The main resource that will be affected by PHEVs is electricity. Of all entities, electricity
distribution companies such as National Grid will arguably be affected the most. If PHEVs attain
popularity and begin to grow, an additional demand on electricity will be imposed. PHEVs are also likely
to grow as gas prices increase and electricity prices remain competitive in relation to gas. National Grid
and other distributors will need to account for this growth and prepare themselves to be in a position to
meet these increases in demand when if the situation arises. One major endeavor in this project is to
forecast this behavior of increase in the electricity demanded per day due to an increasing number of
PHEVs in operation.

By taking into account the affect of increased electricity demand on substations and
transformers within the model, an understanding has been developed of the relationship between cash
acquired by National Grid and the depreciation of transformers used by it. This will give insight as to
when capital investment into substations may need to be performed, which may prove useful to
companies such as National Grid for planning purposes.

16



PHEVs are primarily popular due to their environmentally friendly nature. Since they mostly run
on electricity, they produce virtually no harmful carbon emissions during their actual operation phase,
and significantly less overall (including electricity generation). If PHEVs become popular and replace gas
cars on the road, this would equate to a significant reduction of emissions that damage the
environment. The model will also be used in an attempt to forecast how emissions will change as PHEVs
are introduced and their numbers increase.

2.4. Method of approach

In an attempt to solve the problems presented in this report, System Dynamics modeling will be
used as a method of approach. System Dynamids a unique subject that uses computer based modeling
to predict possible outcomes of a system. This form of modeling can be applied to many areas of
interest, ranging from economics to business and health care. The model represents a problem that a
system faces. At first, it is modeled to show how the system would normally behave. The model is then
modified using policies that will hopefully help the system from either collapsing or failing. As with
anything that can be modeled, however, there will never be a model that is completely correctt all
models are somewhat wrong, because reality is unpredictable.

The first step to modeling is the determining a reference mode. The reference mode is based on
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problem as how the system will behave if left alone then the solution showing how the model should
behave once new policies are implemented.

Once the reference mode has been completed, the next step is to build a dynamichypothesis
The dynamic hypothesis represents the overall model. It shows which are the key factors to consider in
the model, how each of the factors affect each other, the different flows between the factors and also
the feedback loops within the system. A dynamic hypothesis is built showing the different connections
between the factors. The factors are linked together with arrows and then positive and negative
symbols showing the growth and decline that each factor has on the other. Using this overall diagram,
the positive and negative feedback loops can be seen. Looking at all the factors, their connections and
the feedback loops together, they serve as the basis for building the model.

Model construction takes into account all the factors mentioned in the dynamic hypothesis and
several minor factors that are not included in the model. The factors are represented as stocksand the
connections as flows. The stocks represent an amount of an item such as money, people, cars or any
other measurable item. The flows represent the change in the stocks, both the inflow and the outflow.
Examples of these flows might include birth rate, death rate, money saved or money spent. Converters
are other major or minor factors that affect both stocks and flows. Combining all the stocks, flows and
converters leaves the basic concept of the model. They are then given numerical values and relating
equations to make the system work. Once all the parts have been added, the model is tested. When
done correctly, the first model will create similar to those predicted in the reference mode. This exposes
the problem that the system faces and how the system is threatened.
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Once the first simulation runs, the model represents the problem that the system faces. The
next step is to implement different policies that will affect the model in such a way that it will stop the
system from collapsing or failing. The policies that are implemented are designed to have the system to
behave in a certain, preferred manner. They can be represented as government regulations or as some
sort of industry standard that will affect the system. Once these policies are written, the model is run
again to demonstrate how the system behaves with the new policy in place. This type of experiment is
known as a sensitivity amlysis If the system responds well, then the policy that was implemented
represents a possible solution. If the system does not respond well, then a new policy must me written
and then retested. With multiple policies, the best one or combinations of the policies are implemented.
These policies are put into effect and a game is created allowing users to change the parameters of the
policy and seeing how the system behaves. As with all models, this too will be wrong. The end model
only represents a single out come when there are many possibilities.
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3. Background Research

3.1. Plug-in Hybrid Electric Cars

3.1.1. History

The first concept hybrid, XP-883 was introduced in 1969 by General Motors’. The term plug-in
mean that it could be physically plugged into a wall circuit. In the late 1990s, a new initiative was
brought about to introduce PHEVs as alternative fuel vehicles to help ease pollution in some major
European cities. These concept cars were only prototypes, and were never meant for full production and
their cost was nearly double that of a comparable ICE vehicle®. Still, the idea remained afloat and many
of the major auto industries still expressed interest.

PHEVs prototypes of the past are differentiated from the newly introduced prototypes by a few
key factors. Recently, the idea of house hold plug-in, battery types, capacity and the instability of fuel
cost, have all driven PHEV popularity to rise. New PHEVs that are planned for production later this year
and in the next few years are planned to use lithium-ion batteries. The older models of PHEVs used lead-
acid batteries®. The lithium-ion batteries offer several distinct advantages over the former, and will be
discussed later in this section (3.3.5 Plug-in Hybrid Battery Technology). These PHEVs are designed and
marketed to be plugged-in to an ordinary 110-volt household socket to be charge. This was also offered
in the XP-883 and the Audio A4, in 220 voltages for the European market, but during their time it was
considered a hassle to plug them in.
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greener transportation industry along with the sustained increase of fuel cost. Over the past years, fuel
prices have ranged greatly. Driving this dramatic shift, crude fuel costs have also risen with oil prices
recently, peaking at an all time high of $105 per barrel*. All of these factors ultimately contribute to the
rationale behind why PHEVs may be adopted.

3.1.2. PHEVs vs.GasHybrids

PHEVs are hybrid electric cars that run on batteries for a limited period, 40 miles, then on
combination of an internal combustion engine and batteries for longer period, 400 miles. What makes
these types of vehicles different from a current model hybrid is the plug-in aspect. While current model
hybrids work in a similar wayt batteries for short then an ICE for longer periodst they cannot be
plugged in to a wall socket to be charged. The PHEV design focuses more on the battery-only range of
these vehicles. They are designated by their battery range as PHEV followed by a number, for example
PHEV20 is a PHEV with a battery range of 20 miles. This offers the PHEVs a unigue advantage over the
current hybrids of a greater battery only range. Like other electrical devices, they can be plugged in

’ (Norbye and Dunne)
® (Vermie)

° (Norbye and Dunne)
19 (Associated Press)
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while stopped during a long road trip without needing to stop at a gas station. The current traditional
hybrids rely solely on their ICE to provide power to charge their batteries. PHEVs will have an overall
better range because they rely more on these batteries with the ICE as a secondary source of energy and
charging.

3.2. Electricit y Usage

To optimize the usage of the electricity distribution system, it is very important to accurately
gauge the supply of electricity according to the electricity demand. To do this, it is important to first
understand the cyclic demand profile as it varies throughout the day.

To better cater to the needs of its large variety of clientele, electric utilities have separated the
customers into eleven groups according to their major characteristics. Each sector distributes electricity
in accordance to its specific demand throughout the day. The sectors are as follows:

R-1: Residential Regular: This sector caters towards general residential customers. The maximum electric
supply for this sector does not exceed 2500 kWh per annum per household. The distribution charge per
kWh for this sector is 2.52 cents.

R-2: Residential Low Income: This is a minor subsector that has a similar tariff to the R-1 class. However,
the rates are subsidized to adjust to the budget of low income households. The distribution charge per
kWh for this sector is 0.376 cents.

R-4: Residential ¢ Time-of-use: This sector caters towards residential customers who have an electrical
supply requirement exceeding 2500 kWh per year. The tariffs for this class are considerably higher than
those for R-1 (6.312 cents per kWh)

G-1: General Service ¢ Small Commercial & Industrial: This sector, as its name suggests, meets the
requirements of small-scale industrial and commercial establishments. The distribution charge per kwWh
for this class is 4.017 cents (note that this is higher than R-1 but lower than R-4 charge)

G-2: General Service ¢ Demand: This sector caters to the electricity demand of large scale industries and
commercial establishments. The distribution charge per kwWh for this class is $6.21.

G-3: Time-of-Use: This sector meets the requirements of large scale industries that do not have
continuous large electrical demand. Rather, their electrical demand is abrupt and very high. To prevent a
payment of excess costs by such organizations during times of low electrical demand, this class has a
tariff that only applies when their electrical demand is exceeds 25 MVA. The average distribution charge
per kWh for this class is thus $3.80.

In the analysis, overall electricity demand in conjunction with the individual demand curves will
primarily be used for the regular and high income residential sectors. The Regular Residentiakctor, R-
1, factors in the average residential customer who consumes no more than 2500 kwWh per month, and
Timeof-Use ResidentiaR-4, takes into account residencies which consume greater than 2500 kWh per
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month. It is a simplifying assumption that the demand for PHEVs will be within these two sectors. For
more information on the rates tariff for each class/sector, refer to Appendix D.
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Figure3-1 Total Industrial DemandAverage from July 2004 June 2007

The overall demand for electricity has a peak around midday, while creating troughs during the
night hours. During the areas of high demand, it is important that the distribution company is able to
supply the required amount of electricity to meet this demand. Because of this additional infrastructure
needed for this increased capacity to accommodate the peaks, the resources are not being maximized
during off peak hours.
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For the residential sectors (R-1 and R-4), it is important to take into account the increase in
demand over its peaks. Although the overall demand profile in Massachusetts produces a trough at
night, the residential sectors are experiencing peaks during the night hours. However, for the purpose of
modeling, an assumption has been made that all the substations in Massachusetts are inter-connected.
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This means that the additional load generated by hybrids is equally distributed amongst all, not just
residential. Also, each substation is assumed to be subject to loads largely influenced by the industrial
sector and hence none are focused at looking at a primarily residential supply.

With these underlying assumptions, the conclusion was developed that the advent of hybrid
cars will not have a major impact of the life of the transformers in the substations and hence they will
continue to function as expected.™

3.3. Charging Technologies

3.3.1. The Compressed Air Possibility

Energy is obtained by the sudden expansion of compressed air. The use of compressed air for
storing energy is a method that is not only efficient and clean, but also economical. In 1973 CAES
(Compressed Air Energy Storage) installed their first compressed air energy storage plant in Germany,
making use of natural underground caves for compressed air storage, taking advantage of the surplus
energy produced by the generating plants. Later, similar plants were installed in the United States
(Alabama and Ohio).

These plants are designed to operate 24 hours a day; they charge during the night and they
discharge during the day. The advantage of these kinds of plants is that they make use of the surplus of
electricity (at low cost) by turning it into compressed air stored underground. Later on this energy is
used in a turbine generator to help the electricity network during periods of high demand.

CAES was developed in the early 1970s. It uses compressed air to turn a turbine, which in turn,
produces electricity. The concept is simple, efficient and clean. Air is forced into an underground cave or
mine during off peak hours using a compressor. When electricity is in higher demand, it is released,
rotating a turbine and generating electricity. In 1973, the first CAES power plant was built in Germany.
The United States would soon follow suite, building similar plants in the years to follow.

On a domestic scale, CAES can be used as an alternative fuel that can be used to power vehicles.
This idea can be potentially useful due to a number of reasons. The costs involved to compress the air to
be used in a vehicle are less than those involved with a normal combustion engine. As a fuel, air is also
vastly more abundant, economical, transportable, storable and nonpolluting. The technology involved
with compressed air reduces the production costs of vehicles by 20% because it is not necessary to
assemble a refrigeration system, fuel tank, spark plugs or silencers. In comparison to purely battery
operated vehicles, which after a while suffer from a reduction in performance from the batteries, the
tanks used in a compressed air motor have a longer lifespan.

' These assumptions also form the crux of the recommendations to National Grid. Please see Section 6 for more
information.
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Figure3-4 Tata Motor inconjunction with MDI Air Car

Nevertheless, there are some disadvantages associated with this technology which have held it
back from leading the pack of alternative fuel technology vehicles. For one, there is a limited range due
to the current technology available in the market. The air engine suffers from similar problems to
hydrogen vehicles in this regard. From an energy standpoint, the compression of air is less efficient than
charging a battery with that same energy. Also, while the air engine reduces greenhouse gas emissions
from the vehicle, the energy used to compress the air may not come from clean sources. For this reason,
the assumption that air cars produce no harmful environmental emissions is not valid. Looking at the
entire process, the overall efficiency is approximately one third of that of a comparable electric car.*

Currently, there is some sort of experimentation taking place with this technology. Presently, in
India, Tata Motors and Motor Development International are completing a joint venture to build a CAES
car. The car requires electricity to compress the air and then this compressed air is released to drive the
engine of the car. The compression of the air, as mentioned, is driven by on an-board battery. Details of
the air-car peg the top-speed at 68 mph, and a range of 200-300 kilometers (up to 186 miles). These
tanks containing the compressed air can be refilled at special stations, or using the on-board electric
compressor in 3-4 hours.

3.3.2. Pneumatic -Hybrid Electric Vehicle

The idea of using compressed air as an energy vector can, for example, also be applied to a
hybrid vehicles. In this case, however, the cylinders function on compressed air and an additional
battery which uses electricity to create a vehicle powered solely on electrical-pneumatic propulsion.

A Korean Company, Energine, is currently testing and producing such vehicles. The car uses
compressed air when the car needs a significant amount of power, in situations such as starting up the
car and acceleration. The electric motor comes to life once the car has gained normal cruising speed (12-
15 mph).

'2 (Electricity Storage Association)
'3 (PES Network)
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3.3.3. The Fuel Cell Possibility

3.3.3.1 Usage in Cars

Although they are not expected to reach the mass market before 2010, fuel cell vehicles (FCVs)
may someday revolutionize on-road transportation. They represent a radical departure from vehicles
with conventional internal combustion engines. Like battery-electric vehicles, FCVs are propelled by
electric motors. While battery electric vehicles use electricity from an external source (and store it in a
battery), FCVs create their own electricity. Hydrogen fuel cells onboard the vehicle creates electricity
through a chemical process in which the hydrogen fuel reacts with oxygen from the air.

FCVs can be fueled with pure hydrogen gas stored in high-pressure tanks. They also can be
fueled with hydrogen-rich fuels such as methanol, natural gas, or even gasoline, but these fuels must
first be converted into hydrogen gas by an onboard device called a "reformer."

FCVs fueled with pure hydrogen do not directly emit any pollutants, only water and heat, while
those using hydrogen-rich fuels and a reformer produce a significant amount of the greenhouse gas
carbon dioxide. In addition, FCVs can be twice as efficient as similarly sized conventional vehicles and
may also incorporate other advanced technologies to increase efficiency.**

3.3.3.2 Efficiency

The efficiency of a fuel cell is dependent on the amount of power drawn from it. Drawing more
power means drawing more current, which increases the losses in the fuel cell. As a general rule, the
more power (current) drawn, the lower the efficiency. Most losses manifest themselves as a voltage
drop in the cell, so the efficiency of a cell is almost proportional to its voltage. For this reason, it is
common to show graphs of voltage versus current (so-called polarization curves) for fuel cells. A typical
cell running at 0.7 V has an efficiency of about 50%, meaning that 50% of the energy content of the
hydrogen is converted into electrical energy; the remaining 50% will be converted into heat.

For a fuel cell operated on air (rather than bottled oxygen), losses due to the air supply system
must also be taken into account. This refers to the pressurization of the air and adding moisture to it.
This reduces the efficiency significantly and brings it near to the efficiency of a compression ignition
engine. Furthermore fuel cells have lower efficiencies at higher loads. The tank-to-wheel efficiency of a
fuel cell vehicle is about 45% at low loads

3.3.3.3 Cost

Chief among the problems associated with fuel cells is how expensive they are. Many of the
component pieces of a fuel cell are costly in of themselves. In order to be competitively priced
(compared to gasoline-powered vehicles), fuel cell systems must cost $35 per kilowatt. Currently, the
projected high-volume production price is $110 per kilowatt.

“ (Today)
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3.3.4. The Norwegian HyNor Solution

The Norway HyNor Project is developing rapidly between the cities of Oslo and Stavanger. This
project will provide a sensible means of providing hydrogen transportation along a test strip some 350
miles in length from the years 2005 to 2008. The project will also be quite challenging because of wide
variations in climate and topology including very cold seasonal temperatures, not conducive to many
fuel cell vehicles.™

The project is working with both governmental agencies and the private sector to produce this
hydrogen corridor. The plans include the commercial feasibility of large-scale hydrogen fuel based
vehicles such as cars, taxis, trucks and buses. Private vehicles will also be used in this globally anticipated
study and fueling stations are to be completed so that a real-world test case can provide the evidence
needed for a shift in the world's fuel dependence.

3.3.5. Plug-in Hybrid battery technology

The question that challenges the plug-in investors is whether hybrid plug-ins will be successful
or not. This question arises because these cars and more expensive than the conventional vehicles and
hence they must provide some sort of benefit to reduce costs in the long run. One of the major factors
which will determine whether this result will be observed is the battery. To better understand the
factors involved with this brought category, a deeper look into the current battery technologies and the
issues corresponding to it is necessary.

3.3.5.2.Issues with battery technology

A chief issue with PHEV battery technology is the range of travel allowed for by the batteries.
PHEVs range about 40 miles per charge and the car usually takes about 4 hours to fully recharge, making
this investment questionable.

Currently Nickel metal hydride batteries are being used. Like other batteries, those that use
lithium work by shuttling ions (electrically charged atoms or groups of atoms) between their electrodes.
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The most widely used have a positive electrode made from cobalt or manganese oxide and a negative
electrode made from graphite. The electrolyte (the material through which the ions pass from one
electrode to the other) is a lithium-based gel or polymer. These types of batteries are mainly used in
laptops, and are not well-suited for the automotive environment, where they are subject to rapid
discharging and recharging and much higher power demands and extremes of heat and cold. The
problem is that the chemistry is not stable enough, so batteries suffer from overheatingt and that can
have an explosive effect.

3.4. Environmental Impact

With so much hype about the depleting ozone layer, it is also important to analyze the
environmental impact associated with the implementation of PHEVSs. It will also be important to develop

' (HydrogenCarsNow)
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a better understanding of other ways in which these vehicles directly and indirectly affect the
environment such as the emissions of other harmful contaminants into the atmosphere.

The major threat to the environment is the commonly known greenhouse gas, carbon dioxide
(CO,). In the context of this report, CO, will be considered to be the sole greenhouse gas related to the
operation and production of the PHEVs. The emissions of the gas are directly attributed to the
combustion of carbon fuels (such as gasoline, natural gas, coal and other petroleum based fuels) in the
following manner:

Gasoline and diesel vehicles all undergo a combustion reaction, in which carbon dioxide is
produced as a byproduct along with water and heat. In this case, the actual emissions can be directly
calculated (in kg) from the chemical structure of fuel and the amount consumed per year. For the
situation associated with the plug-in hybrids, however, the emissions are somewhat concealed. The
daily operation does not directly output any form of green house gas. Instead, it indirectly contributes to
the problem when the electricity used to power the vehicle was obtained from a carbon emitting power
plant. *®

In Massachusetts, the top four methods for electric energy generation are natural gas, coal,
nuclear and petroleum, respectively. Each means produces some form of harmful effect. For natural gas,
coal and petroleum, the main pollutant is carbon dioxide, with small amounts of carbon monoxide and
NOx gasses. Nuclear, unlike the other hydrocarbons, does not directly emit carbon dioxide or other
chemicals typical of a combustion process. Instead, it produces hazardous nuclear waste which must be
disposed of under strict safety regulations. Of the top four, nuclear is the only source that can be
considered carbon neutral. Coal is the dirtiest burn (produces the most CO, per unit energy generated),
followed by petroleum and the natural gas.

Strictly speaking in terms of units of energy, the large scale electricity production process more
efficiently creates energy than the ICEs can. In Massachusetts, this process also produces less CO, per
unit energy. It is important to note that this is true in large because of the presence of cleaner burning
fuels such as natural gas as opposed to coal which is more widely used in other parts of the nation.*’

Aside from the widely analyzed greenhouse gases, other common pollutants are associated with
the operation of both gasoline and electric powered vehicles. Nitrogen monoxides and nitrogen dioxide,
commonly abbreviated as NO, gases, are often associated with the combustion process. These
pollutants are generated when nitrogen (the most abundant element in air), reacts with the oxygen in
any combustion process. The reaction is unfavorable at low temperatures, which becomes a
troublesome contaminant at higher temperatures. These gases, along with other volatile organic
compounds (VOCs), combine to form the common phenomenon known as smog. Currently, the NOy
gasses associated with ICEs are far greater than that of the electric generation processes in
Massachusetts.'®

These differences diminish the carbon footprint left by the transportation industry and decrease
the harmful effects of VOCs associated with the daily operation of vehicles. This result is what ultimately

1 (Xie)
'” (Net Generation by State by Sector)
'® (Reay)
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serves as the driving force behind the government incentive programs that will promote the onset of the
vehicles in the future.

3.5. Incentives for Going Green

Various organizations and governments offer incentives to their citizens and customers for
reducing their environmental impact, in other words, for W3 2 A y D 3 NG\ Siyiillor&e Ay butligey
the various incentives offered by National Grid, EPA, the US Department of Energy, and various State
Governments.

3.5.1. National Grid Incentives

For small businesses (customers with an average demand use of 200 kilowatts or less, or 40,300
kilowatt-hours or less, per month), National Grid offers a combined rebate and loan program®® for the
installation of energy efficient equipment. National Grid provides a free energy audit and report of
recommended energy efficiency improvements. If the client decides to implement the recommended
improvements, National Grid will pay 80% of the cost of the installation of energy efficient equipment.
The remaining 20% can be paid off in the form of a zero interest loan over a maximum period of 24
months. Eligible energy efficient equipment includes: lighting upgrades, energy efficient time clocks,
photo cells for outdoor lighting, occupancy sensors, programmable thermostats, and walk-in cooler
measures.

Energy Staris a joint program of the US Environmental Protection Agency and the US
Department of Energy that facilitates both money savings and environment protection through energy
efficient products and practices. Results are already adding up ¢ Americans, with the help of Energy Star,
saved enough energy in 2007 alone to avoid greenhouse gas emissions equivalent to those from 27
million cars, all while saving $16 billion on their utility bills. The program provides, for example, the
opportunity to purchase Energy Star light bulbs and fixtures at a discounted price. These lighting
products consume an average of 75% less energy and last up to 10 times longer than traditional light
bulbs. The National Grid (Mass Electric) New Construction program offers incentives and technical
support to help their customers who are building an Energy Star certified home. In addition, the Energy
Star Rebate program offers various rebates to National Grid's residential customers for the purchase
and/or installation of certain Energy Star certified equipment. Eligible equipment includes lights,
washers, room air conditioners, refrigerators, central air conditioners, heat pumps, and ECM motors
installed in gas furnaces, and rebates range from two dollars to three hundred dollars.

3.5.2. Massachusetts Government Incentives

State Income Tax CreditMassachusetts provides an income tax credit for individuals who install
renewable energy systems (solar or wind-powered) in their residences. The credit is 15% of the net
expenditure (including installation) for the system, or $1,000, whichever is less.

' (National Grid)
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State Sales Tax ExemptioState law exempts the user from the state sales tax for the sale of
equipment directly relating to any solar, wind, or heat pump system to be used as a primary or auxiliary
power system for heating or otherwise supplying the energy needs of a person’s principal residence in
the state.

Corporate Income Tax Deductiord business which purchases a qualifying solar or wind-powered
climatic control unitor water heating unitis allowed to deduct from its net income, for state tax
purposes, any costs incurred from installing the unit, provided the installation is located in
Massachusetts and is used exclusively in the trade or business of the corporation

3.5.3. Federal Incentives

The US Department of Energy has decided to provide around $20 million® for further
development of advanced batteries for PHEVs. The primary concern for developers is a reduction in
battery size and weight and a simultaneous increase in the capacity and efficiency of the battery. The
research fund will be utilized for achieving this goal.

Connecticut Senator Joseph Lieberman believes that 10 percent of all the new cars sold in the
U.S. ought to be hybrids within two years, no matter how much they cost and states that he will
introduce a bill that would make the hybrid quota the law, in part to reduce global warming. Lieberman
predicts that plug-in hybrids could use alcohol-enhanced fuel to achieve up to 500 miles per gallon and
contribute to the reduction in hydrocarbon pollution. By 2014, Lieberman would require 50 percent of
the new cars sold in America to be hybrid electric or based on some other gasoline-saving technology.
Lieberman and Senator John McCain, a Republican from Arizona, introduced a similar bill last year but it
was defeated 60-38.

A tax deduction reduces the amount of income for which one is taxed. For example, if the
Odza ( 2 ¥éHeneome was $50,000, a $2,000 deduction would reduce it to $48,000. So, the
customer would pay taxes on an income of $48,000 instead of $50,000. This means his actual savings
would be a fraction of the $2,000 deduction. If the customer falls into the 28% tax bracket, he will save
just $560 from the $2,000 hybrid tax deduction.

A tax credit reduces the total amount of income tax one owes. So, if a person owed $10,000 in
federal income tax, a $2,000 credit would reduce the amount he owed to $8,000. With a credit, his
actual savings would be $2,000.

For the 2006 tax year, hybrid vehicles, when purchased new, were allocated upwards of a
$3,150 tax credit to help offset some of the hybrid automobile expense premium. During the 2006
legislative session, the Minnesota legislature established a plug-in hybrid electric vehicle (PHEV) task
force. This task force was assigned the responsibility to look into plug-in hybrid vehicles and identify
barriers to their adoption and discuss strategies to overcome these barriers. The final report proposed
the following incentives for owners of hybrid plug-in hybrid vehicles:

20 (US Department of Energy)
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Acquisition Incentives

Federal PHEV Tax Credihe federal tax credit that was directed at influencing purchase of hybrid
vehicles was originally set at $3000. That credit decreased as the demand for hybrids increased. It is
currently at $1575.

State sales tax exemptiofor PHEVs (6.5%).
Reduced priceor freelicense plates

Feebates: Develop and implement a graduated fee-based system that penalized dirty technologies and
reward clean technologies. Fee-bates are tax neutral fee incentive combinations.

Plugin-partners type coalition Collecting shadow orders for PHEVs to influence production.

G¢NB . ST2NB | :2odaer ordhdre termInaBe Pprddraivis for potential PHEV buyers to gain
experience and confidence in the technology before purchase,

Small demo opportunity RSLJ 2@ Ay 3 Ay &l h! w/LIFwWND L2NER AN Sy
0dz2¢ F2N) O2y adzySNa ®

Assessment of externality value of Twin Cities air qualitge as a guide to value of state support for
avoidance.

Use Incentives

1. Free parkingn publicly owned garages.

2. Free battery recharging ipublicly owned garages or parking lots.
3. Gas Taxedree or reduced for PHEVs.

4. Reduced electric ratedor transportation/state purchased electricity for transportation (free to
user).

5. Free access to commuter lanes

6. Fee for acces® non-attainment or congested urban areas. This fee is waived for PHEVs: The fee for
access concept is used in London. Transponder technology could be used to track trips and record
access.

7. Require University of Minnesotavehiclesand other state university vehicles (on campus) to be
renewably powered.

8. Lottery for a PHEV givaway:. to attract attention and provide publicity.
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9. Create a spedal designationfor clean transportation and recognize communitie$or public service
fleets that meet criteria; could be modeled after the ENERGY STAR rating for appliances.

10. Insurance poal develop and finance an insurance pool that would reduce or offer free insurance
rates for PHEVs.

11. Freepublic transitfor owners of PHEV.

12. Packaging a number of incentives togeth&n create enough value to buy down PHEV payback
time.
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4. A System Dynamics Model of PHEVs Growth

4.1. Reference Modes

It is necessary to establish a set of reference modes before beginning any modeling of the
system under study. The reference modes define expected behavior of the major variable in the system.
In the model, one such variable is the growth of PHEVs, which can be matched to the reference modes
2F WYhei kN WYhOSNEKR2YR W{ydRAW I26(KE oLIAtSEQTI ENI A4 20 OA 2 dza
reference mode that should be established by the model. The next section will briefly discuss each of
the three reference modes and how they occur.

4.1.1. No growth

This reference mode is witnessed when the model demonstrates little or no growth in the major
variable of the system under study, namely PHEVs. This type of behavior is clearly undesirable because it
would imply that the policies implemented in the model are not effective. In this case, another set of
policies will have to be introduced into the model to account for the lack of growth.
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Figure4-1 Curve shape for no growth reference mode

There are several possible scenarios that produce this behavior. Firstly, if the appeal for PHEVs
does not increase, there will not be a significant number of manufacturers and potential buyers of
PHEVs within the observed system. Consequently, the number of PHEVs on the road will not take off.
Secondly, if the government and National Grid do not offer incentives to potential buyers of PHEVs, the
cost of the vehicles will not decrease. As a result, they will have a lower appeal and the number of
PHEVs on the road will not increase.

These are just a few examples of what possible situations might foster little or no growth of
PHEVs. A detailed study of each factor will follow in the section 4.3, Feedback Loops
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4.1.2. Overshoot and coll apse

The potential for an overshot is another reference mode that may occur during the simulation of
the model. It is produced when the major variable (PHEVs) grows very rapidly; reaches a peak, and then
collapses. This type of behavior occurs when several strong causal loops influence the change in PHEVSs,
and one of them (resulting in a decline in PHEVs) becomes dominant over the others after some period
of time. %

No. of Hybrid Plug-ins

- '
Time f years

Figure4-2 Curve shape for Overshoot and Collapse reference mode

For example, the appeal for PHEVs may increase their growth significantly. If adequate measures
and policies are not implemented by National Grid in advance, the demand of electricity may exceed its
maximum supply capabilities on the distribution side, as a result of which National Grid will have to
increase their electricity tariffs. This will eventually increase the cost of operating and maintaining PHEVs
which decreases their appeal and thus the number of PHEVs on the road.

4.1.3. Sz Shaped growth

The third and final reference mode is the most desirable behavior, since it shows that the major
system variable (PHEVSs) will increase in an s-shaped curve. This implies that the number of PHEVS over a
period of time shall be influenced by a number of factors and causal loop? relationships. The dominance
of some of these factors over others results in s-shaped growth.

2l dzalf 2213 YEeé 0SS GSN¥YSR WaAlGNRY3IQ 2N WSl 1Qs RSLISYR
system variable, which is hybrids on the road in this case
%2 For more information on causal/feedback loops, please see Section 2.4.
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No. of Hybrid Plug-ins

Time f years

Figure4-3 SShaped growth curve

An initial exponential increase in the PHEV appeal, for example, will result in a similar increase in
the number of PHEVs. When the number of PHEVs on the road reaches a certain point, the growth in
appeal of PHEVs will decrease, so that it attains a final steady value. This is because a greater number of
PHEVs on the road shall imply greater electric demand and consequently higher operational costs for
PHEVSs. As the hybrid appeal reaches a steady value, PHEVs on the road will follow similar behavior.

S¢Shaped growth is used for sustainability in several applications, including the world
population growth model. The initial exponential shape and final attainment of a steady value (due to
limits to growth) is a very desirable reference mode that the model will attempt to reproduce.

4.2. Dynamic Hypothesis

The dynamic hypothesis is a set of feedback loops that shows the overall behavior of the major
variables in a system. For the model, the dynamic hypothesis outlines the various positive and negative
feedback loops that influence the change in PHEVs on the road. (Please see next page for dynamic
hypothecs. Various feedback loops have been explained in the next section)
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Dynamic Hypothesis
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4.3. Feedback Loops

The major variable that drives the model is the demand for hybrids. Therefore, the explanations
of the feedback loops that follow will assume a change, particularly an increase, in the demand for
hybrids. This will allow for an understanding of whether the feedback loop is either positive or negative.
If a change in Demand for Hybrids causes a series of effects through a loop that finally causes the same
change back to it, then it is a positive feedback loop. If the change causes an eventual opposite change
back into the Demand for Hybrids it is a negative feedback loop. This report will investigate each of the
pathways starting from and leading back to the demand for Hybrids and classify them as either positive
or negative feedback based on the abovementioned criterion.

43.1. Loopl

As the Demand for Hybrids increases, the number of PHEVs will increase. The increase in PHEVs
causes an increase in Trough kWh sold since more PHEV battery charging will occur during trough
periods. This increase in Trough kWh sold will cause a decrease in Delivery Cost for National Grid
because more electricity is sold in bulk. Lower Delivery Cost means a reduction in Expenses which in turn
causes an increase in Profits. An increase in Profits will allow National Grid to afford giving out incentives
to customers who are buying PHEVs since they will sell even more electricity. Finally, if there are more
incentives for customers to purchase PHEVs there will be an increase in Demand for PHEVS, thus, it is a
positive feedback loop.

4.3.2. Loop 2

As the Demand for Hybrids increases, the number of PHEVs will increase. The increase in PHEVs
causes an increase in Trough kWh sold since more PHEV battery charging will occur during trough
periods. This increase in Trough kWh sold will cause a decrease in Delivery Cost for National Grid
because, once again, more electricity is sold in bulk. A lower delivery cost to National Grid would mean a
lower delivery price to the customers as well. Customers will then be using more electricity and
revenues will increase. This would in turn mean an increase in profits and consequently, an increase in
National Grid Incentives as well. Finally, an increase in incentives for PHEVs will mean the demand for
PHEVs will increase; hence, it is a positive feedback loop.

4.3.3. Loop3

In the third loop, as the demand for PHEVs increase, there will be an increase in the number of
PHEVs on the road. This will allow National Grid to sell more electricity for charging and therefore there
will be more Trough kWh sold from their daily load profiles. The more trough kWh sold, the flatter this
daily load profile is. When there is a flatter demand profile, electricity generators will provide National
Grid with competitive prices since they see a constant stable demand from their load profiles. A more
competitive vendor bid means a lower energy cost to National Grid and therefore, they can make more
profit. Again, this increase in profit will allow them to have more incentives for customers to purchase
PHEVs. Again, the demand for PHEVs will increase and hence, it is a positive feedback loop.
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434. Loop4

The mechanism in loop 3 will also cause a reduction in energy cost for National Grid. A lower
energy cost means a lower operating cost of PHEVs to the customer, since electricity for charging is
being bought for cheaper. A lower operational cost thus causes an increase in the demand for PHEVSs,
and so it is a positive feedback loop.

435. Loop5

As the demand for PHEVs increase, this will lead to more PHEVs on the road and more trough
kWh electricity sold by National Grid. This will equate to an increase in revenues for National Grid as
more electricity is sold. More revenues will mean more profits, and more profits will allow National Grid
to give out more incentives for purchasing PHEVs. This will finally cause the demand for PHEVs to
increase and thus, this is a positive feedback loop as well.

44. Model

The model for this system incorporates several sectors, reflecting the different parts of this
project. The model includes the following sectors: Hybrids, National Grid Finances, Electric Distribution,
PHEV batter, Appeal for Hybrids and Transformer Life. Each of these sectors models a specific aspect of
the problem. When interlinking all sectors together and running them as one large unit, the final result
is the system dynamics model.

4.4.1. Hybrid Sector

The Hybrid sector of the model includes all factors that will affect the population of PHEV cars
on the road from production to scraping and the number of current ICE cars in Massachusetts. The
stocks for this sector are Hybrids on the Roadnd New Hybrids and Gas Cafée flows are Hybrid
Production Sales of Hybrid$lybrids Scrappeas Car Salesid Gas Cars Scrapped

Hybrids on the Roadrhis stock represents the number of PHEVs on the road. It is increased by the flow
Sales of Hybridand decreased by Hybrids Scrappe&ales of Hybridasre the number of new PHEVs that
are sold by car dealers and Hybrids Scrappedepresent the number of hybrids that are lost due to
accidents and other causes that force the car to be a complete loss. To increase this stock to a
sustainable number was key to this modelQ & & dEddihG theicorrect number of these cars would
allow the system to bring more profit in, reduce gas cars and help reduce emissions.

New HybridsThA & & (201 NBLINB&aSyda GKS ydzyo SN 2They arel
new cars that are waiting to be sold. The inflow is the number of PHEVs that are produced by the
manufacturer, Hybrid ProductionThe out flow is Sale of Hybridghe number of PHEVs sold by dealers
that are taken by the consumer.

Gas CarsThis stock represents the number of traditional gas cars that are on the road. It is increased by
the number of cars bought, Gas Car SaleH is then decreases by the number of gas cars that are lost,
Gas Car Scrappedue to accidents and other reasons amounting to a total loss of the car. The goal is to
reduce this as much as possible.
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manufacturers. It is influenced by the inventory control system of dealers and the aggressiveness of
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a major system variable in the model. Similar to Hybrid Production, it is influenced by the policies of
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Gas Car Saleghis is an inflow into the stock of Gas Cars which is directly influenced by the number of
hybrids produced. All demand for cars that has not been met by hybrid production is met by the sale of

Gas Cars.
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Figure4-5 Hybrids Sector
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Gas Car Scrappedimilar to Hybrids Scrapped, this ensures that all gas cars reaching their scrap value
are removed from the system.

Replacement RateSince the total number of cars in the system has been assumed to be constant, the
all cars scrapped have to be eventually replaced. Replacement Rate is simply a parameter ensuring that
replacement of cars takes place every year.

Total Demand for CarsThis is a parameter that ensures that the need for replacement of cars
translates into their demand with a delay.

Ratio of Hybrid Cars to Total GarAs its name suggests, this parameter evaluates the percentage of
total cars that are hybrids. It is an important parameter since it drives the appeal for hybrids.

Hybrid Car Useful Lif&his is the maximum life of a PHEV after which it becomes dysfunctional and may
need a major overhauling.

Gas Car Useful Lif8imilar to the previous parameter, this defines the life of a traditional car.

Sale TimeThis parameter defines the average time taken for automobile dealers to make a successful
artsS 2F t19+xQao

Fractional Demand met by Hybrid3his parameter defines the fractional demand of cars that will be

met by hybrids in the model. It is an important parameter as it represents the aggressiveness of
YIydzFl OGdzNBNE T2 NJ AtheimbkRidd@ldo viries ieSeventual lgrovth@EF Ayl 9 + Q&
in the system.

Inventory Adjustment TimeThis parameter outlines the time taken by dealers for adjusting their
inventory to the desired level.

Desired InventoryThisisthe average A Y @Sy G2 NB 2F t19+Qa GKFd RSIFfSNAR |

Inventory CoverageThis is parameter that determines the fraction of the desired inventory that shall
be met by the PHEV dealers. It shows the aggressiveness of the dealers for having an efficient inventory
control of their business.

Sock-flow structure of Hybrid Cars

1. New_Hybrids(t) = New_Hybrids(t - dt) + (Hybrid__Production - Sales_of _Hybrids) * dt
2. INIT New_Hybrids=0

INFLOWS:

3. Hybrid__Production =
Total_Demand__for_Cars*Fractional_Demand_met_by Hybrids+(Desired_Inventory-
New_Hybrids)/Inventory_Adjustment_Time

OUTFLOWS:
4. Sales_of Hybrids = (New_Hybrids*(Hybrid_Appeal))/Sale_Time
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5. Hybrids_on_the_Road(t) = Hybrids_on_the_Road(t - dt) + (Sales_of __Hybrids - Hybrids__Scrapped)
*dt
6. INIT Hybrids_on_the Road =0

INFLOWS:
7. Sales_of__Hybrids = (New_Hybrids*(Hybrid_Appeal))/Sale_Time

OUTFLOWS:
8. Hybrids__Scrapped = Hybrids_on_the_Road/Hybrid_Car_Useful_Life

9. Inventory_Adjustment_Time =.5

10. Hybrid_Car_Useful_Life = 20

11. Sale_Time=.5

12. Fractional_Demand_met_by Hybrids=.5

Description

The above equations describe the change in hybrid cars. Two stocks are included for hybrids:
firstly, the stock of new hybrids that have to be sold; secondly, the stock of hybrids on the road. These
are time-depended differential equations where the value of t=50 years. The initial value of both hybrids
on the road and new hybrids is taken to be nil initially. Two inflows are also included: one for production
of hybrids and the other for their sales.

The equation for hybrid production (equation 3) is related to the total demand for cars and the
fractional demand met by hybrids. Fractional demand for hybrids is a graphical function directly related
to the ratio of hybrid cars to total cars. Its value ranges from 0-1 and is a powerful parameter for growth
in the model. For example, if its value is 0.5, it implies that 50% of the demand for cars shall be met by
hybrids. Hybrid Production is also dependent on the inventory desired by car dealers, and this
relationship has been included in the Sljdzl GA2Yy Desiredalnventoty-
New_Hybrids)/Inventory_Adjustment_TimeQ ® ¢ éfaff pra@iugtion equation is a sum of the two
relationships described above.

The equation for hybrid sales acts simultaneously as an inflow for the stock of hybrids and an
outflow for the stock of new hybrids, which is why it appears twice in the equation description above
(equation 4 and 7). Hybrid sales are logically dependent on the number of new hybrids available in the
market and the hybrid appeal. The latter is a normalized ratio ranging from 0 to 2. The equation for
hybrid sales is also inversely proportional to the time taken to sell a hybrid, since a smaller sale time
produces a higher number of hybrids on the road in the same modeling time.

9ljdzr A2y y RSAONAROSAa (KS 2dziTt26 FNRBY KeoNARS
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This depreciation occurs over a period of time defined by the hybrid car useful life, a parameter with a
value of 20 years for the model (equation 12).
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Sock-flow structure of Gas Cars

13. Gas_Cars(t) = Gas_Cars(t - dt) + (Gas_Car_Sales - Gas_Car_Scrapped) * dt
14. INIT Gas_Cars = 330000

INFLOWS:
15. Gas_Car_Sales = (Total_Demand__for_Cars-Sales_of __Hybrids)

OUTFLOWS:
16. Gas_Car_Scrapped = Gas_Cars/Gas_Car_Useful_Life

17. Gas_Car_Useful_Life =15
Description

The above equations describe the change in the stock of gas cars. Equation 13 is a time
dependent differential equation for the stock of gas cars where the value of t=50 years. The initial value
of gas cars is defined by equation 14, and is taken to be 330,000% since this is the current approximate
number of cars in Massachusetts.

Equation 15 defines the inflow of gas cars into the model, and is equal to the difference
between the total demand for cars and the hybrid sales. This implies that the leftover demand for cars
required after hybrid demand has been satisfied is met by the sales of gas cars. According to equation
16, the outflow for the stock of gas cars is modeled similarly to the outflow from hybrids on the road.
Thus, gas cars suffer depreciation and eventually have to be scrapped over a period of time described by
Y3l a O Wodze KBdzd | ff dABS 2 F K thémoddl (dgdathdriS1d)S NI A & wmp

Parameters in Hybrid Sector

18. Desired_Inventory = SMTH1(Sales_of _Hybrids,.5)*Inventory_Coverage

19. Inventory_Coverage =.25

20. Ratio_of Hybrid_Cars__to_Total_Cars = Hybrids_on_the Road/(Gas_Cars+Hybrids_on_the_Road)
21. Replacement_Rate = Gas_Car_Scrapped+Hybrids__Scrapped

22. Total Demand__ for_Cars = SMTH1(Replacement_Rate,1)

Description

The above equations are important parameters that drive the dynamic behavior of cars in the
hybrid sector. Equation 18 defines the desired inventory of hybrids as an average of the sales of hybrids.
This implies that car dealers would desire an inventory that is equal to the number of cars sold. This
equation is also depended on the inventory coverage, which is a parameter defining the fraction of
desired inventory that is achieved by the car dealers.

2% (National Automobile Developers Association)
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Equation 20 is an important ratio of the number of hybrid cars to the total number of cars in the

model. This ratio drives the growth of K& o0 NA R&
increase in the popularity of hybrids) into the appeal for hybrids.

-

68 Ay NR R dzObhfrEuth |

The 21 equation is a fundamental assumption for the model stating that the total number of
cars in Massachusetts is constant, due to which the demand for new cars will be equal to total number
of cars scrapped. The 22™ equation simply takes an average of this replacement of old cars by new ones,

and equates the average to the total demand for cars.

4.4.2. National Grid Finances

Mational Grid Finances
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The finance sector of this model reflects the anticipated revenues that National Grid will receive
from their distribution of electricity. Because this project primarily concerned itself with PHEVs, it is
focused on the amount electricity supplied overall and the subsequent effect from the introduction of
PHEVs. Though there is a net accumulation of profit that National Grid obtains (Cash, they will also offer
rebate incentives for PHEV owners when they purchase the car which will be a negative flow from Cash
This will be part of the final model as one of the policies. The stock for this model is Cash The flows are
Revenueand Expenses

Cash represents the actual accumulation of profit that National Grid makes from the distribution
of electricity. As a regulated industry, their overall profit should be kept constant. The inflow is Revenue
and Expenses is an out flow. Initially, they are set as equivalent due to the regulated nature of the
industry, which assumes that National Grid was spending as much money as they were earning. But as
PHEVs are introduced, the model analyzes the increase in revenue versus the increase in expenses, thus
determining a net profit.

Normal unit energycost: This is the rate charged by companies generating the electricity to National
Grid. In simpler terms National Grid buys electricity at an average price of 13 cents from different
vendors that generate electricity.

Unit energycost: This is the cost of per KWh national grid ends up paying due to the effect of trough
filling. Trough FAf f Ay3a YStya GKFEG blraAaA2yl € DNAR A&
down the price per KWh of energy.

Unit energyprice: This is the unit energy price charged by National Grid to the customer.
Unit Delivey Price:This is the delivery price charged by National Grid to its customers.

NG IncentivesThese are incentives offered by National Grid to customers who are willing to buy and
dza S t Théyar@a&tdally modeled as a number which can be subtracted from the revenues.

RevenuesThis is simply the revenues collected by National Grid in exchange for its services.

Cash:This is the amount of liquidity that National Grid possesses as a particular time. This liquidity is
increased by Revenues and decreased by expenses.

ExpensesThe expenses incurred by National Grid in supplying the electricity to its customers. Also
includes the cost of electricity to National Grid and thus is a combination of both operating expenses
and cost of electricity sold.

Cash coverage timethis is the time in which National Grid aims to collect and analyze all its revenues
and expenses.

Desired cashThe cash that National Grid would like to acquire to cover all expenses and still remain
financially healthy.
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Cash AdequacyA ratio between desired cash and available cash which determines the incentives
National Grid will offer to its customers. A lower ratio would mean lesser incentives while a higher ratio
would mean more incentives.

Annual delivery costThe total annual cost incurred by National Grid in supplying the electricity from its
substations to the customers.

Unit Delivery CostThis is the price incurred by National Grid in delivering per unit of electricity to the
consumer.

Unit delivery priceThis is the price paid by the customer to National Grid for delivering the electricity.

Cost per TransformerThis is cost of one 40MVA transformer that National Grid buy and installs in its
substation.

Maximum transformer Capacit This is the rated load of the transformer. The transformer can handle
greater loads than this but that will have an adverse effect on its life. A load under this rated load is an
ideal load for the transformer.

Cost per kVA of Capacityhis is the cost incurred by National Grid for installing equipment to handle
additional loads (kVA) of electricity.

Stockflow structure of Cash

23. Cash(t) = Cash(t - dt) + (Revenues - Expenses) * dt
24. INIT Cash = Desired _Cash

INFLOWS:
25. Revenues = Total_Annual_KW_Supplied*(Unit_Delivery Price+Unit_Energy Price)

OUTFLOWS:
26. Expenses = Total_Annual_KW_Supplied*(Unit_Delivery_Cost+Unit_Energy_Cost)

27. Incentive_Adjustment_Time =4

28. Desired_Cash = SMTH1(Expenses,Cash_Coverage Time)

29. Cash_Coverage Time=1

30. Average_Total NG_Incentives(t) = Average_Total NG_Incentives(t - dt) +
(Change_in_NG_Incentives) * dt

31. INIT Average_Total NG _Incentives=0
INFLOWS:

32. Change_in_NG_Incentives = (Hybrids_on_the Road*NG__Incentive_per_Hybrid-
Average_Total NG_Incentives)/Incentive_Adjustment_Time
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33. NG__Incentive_per_Hybrid =
IF(Hybrids_on_the_Road=0)THEN(0)ELSE((Cash__Adequacy/Hybrids_on_the_Road)*Normal_Incenti
ve)

34. Normal_Incentive = 1000000

Description

The above equations describe the overall behavior of cash acquired by National Grid by
distributing electricity. Equation 23 is a time-dependent differential equation with t=50 years. The initial
value of cash defined in equation 24 equals the desired cash (since National Grid is a regulated industry
with zero economic profit). According to equation 28, this is an average of the net expenses of National
DNAR 2@SNJ I LISNA2R 2F (GAYS RSTAYSR o6& YalaakK 020S
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a stock and cash is the accumulation of profits over a long period of time in the model.

The inflow for cash (revenue) is outlined in equation 25. Revenue for National Grid simply equals
the net income received from the supply of electricity.

National Grid Incentives are possible discounts that it may offer to potential buyers of hybrids.
Since these incentives change dynamically in the model, an average of their value over a period of time
has been taken. This period of time is defined in the model as incentive adjustment time (equation 27).

Moreover, the discounts offered by National Grid are decided by analyzing the ratio of cash
adequacy to the number of hybrids on the road. The value of cash adequacy ranges from 0 to 1, and
since the mentioned ratio is Cash Adequacy / Number of Hybrids, its value also ranges between 0 and 1.
A higher value of National Grid Incentives per Hybrid implicitly states that National Grid would be more
willing to offer incentives since it has sufficient cash to cover its expenses and the number of hybrids on
the road will not be appreciable. In such a state, it would logically be more inclined towards offering
incentives to potential customers for buying hybrids. The maximum amount of discount National Grid
would normally offer is assumed to be $1 million (in total for all hybrids ¢ equation 34). Hence National
Grid Incentives per hybrid are defined by equation 33 as the product of the ratio of cash adequacy to
number of hybrids and the normal incentive.

The outflow for cash (expenses) is outlined in equation 26. Similar to revenue, expenses for
National Grid simply equal the net expense incurred for providing electricity supply and distribution.

National Grid as a Regulated Industry

35. Cash__Adequacy = Cash/Desired_Cash

36. Annual_Delivery Cost = 30000+Cost_of new_Building+Average_Total NG_Incentives

37. Unit_Delivery_Cost = Annual_Delivery Cost/SMTH1(Total_Annual_KW_Supplied,STOPTIME)

38. Normal__Adj Time=1

39. Unit_Delivery_Price = SMTH3(Unit_Delivery Cost,Effect on_Adjustment_Time*Normal__Adj_Time)
40. Unit_Energy Price = SMTH1(Unit_Energy Cost,Normal__Adj_Time*Effect on_Adjustment_Time)
41. Unit_Energy Cost=Normal_Unit_Energy Cost*Effect of Trough_Filling_on_Energy Cost
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42. Normal_Unit_Energy Cost=.13

43. Effect_on_Adjustment_Time = GRAPH(Cash__Adequacy)
(0.00, 3.96), (0.2, 3.08), (0.4, 2.52), (0.6, 1.92), (0.8, 1.44), (1.00, 1.00), (1.20, 0.74), (1.40, 0.54),
(1.60, 0.44), (1.80, 0.42), (2.00, 0.38)

Description

Since National Grid is a regulated industry, it has to maintain a minimal markup between the
unit electricity cost and price. The unit electricity cost can be further broken down into delivery cost and
energy cost. Delivery cost is the expense incurred by National Grid for distributing electricity to various
consumers, whereas the energy cost is a fixed rate at which National Grid buys electricity from its
suppliers to provide it to the end-user. Similarly, delivery and energy price are the amounts billed to
customers for electricity used by them. The fact that National grid is a regulated industry implies that
federal decision makers study the net profit acquired by National Grid and make decisions on raising or
lowering the energy/delivery price accordingly.

The unit energy cost according to equation 41 is the product of the normal unit energy cost
(0.13) and the effect of trough filling on energy cost. The latter is a graphical function that describes how
a utilization of surplus electricity capacity at low demand times translates into a reduced energy cost.
This is because at low demand times nuclear and hydro power plants generate electricity. These plants
have significantly lower maintenance costs than peak demand oil and coal fired power plants.

The unit energy price is an average of the unit energy cost over a period of time described by
the product of the normal adjustment time and the effect on adjustment time in the model. This is
another graphical function dependent on cash adequacy (mentioned previously in the same section).
The graphical function is defined by equation 43, and implies that federal decision makers catch up with
National Grid more quickly when it has a surplus of cash over expenses (Cash Adequacy >1), and lag
behind in making sure National Grid has zero economic profit when it has less cash than expenses (Cash
Adequacy <1)

Unit delivery cost is described in equation 37 as the ratio of the total annual cost of supplying
electricity to the total electricity supplied annually. An average of the annual electricity supplied has
been taken over the modeling time, to make the effect on cost less erratic (resistant to sudden/short
changes in total electricity supplied). The value of this ratio is expected to range between 0 and 15
cents. The annual delivery cost is assumed to be the sum of $30,000 (average expected delivery cost),
the cost of additional capacity upgrades, and the average incentives offered by National Grid. This is
evident from equation 36. Similar to unit energy price, the unit delivery price is an average of the unit
delivery cost over the period of time defined by the product of the normal adjustment time and the
effect on adjustment time, as observable in equation 40.

4.4.3. Electricity Distribution

This sector looked at the power delivery ability of National Grid. Like Hylrid Appeal this sector
has no stock or flows, only key converters. Using data that was gathered about the daily demand placed
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on National Grid, this sector was built to reflect how electricity is demanded then supplied. It took
several important characteristics of the demand into consideration including the demand curve and how
the demand for electricity varies over an entire day. The next major part to this sector is the effect that
the hybrids have on the demand. PHEVs need to be plugged-in to recharge, so this model looked at how
the charging of the vehicles would affect the overall daily demand curves.

Daily Hybrid DemandThis variable gives a value to the KW demand for all the hybrid cars on the road.
It is determined by multiplying the average KW used per hybrid with the number of hybrids on the road.
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Figure4-7 Electricity Distribution Sector

Daily TroughFilled Here, the total kW demanded by hybrids is converted into MVA. This is done by
dividing the above variable by 0.8 (the power factor). Since the demand curves are in MVA, this step is
essential in order to determine the change in the daily curves.

Effect of TroughFilling on Energy CosThis is a graphical function between 0.5 and 1 and is inversely
proportional to the above mention Daily Trough Filled. As the trough gets filled more and more, the cost
of energy should decrease since National Grid is making more money and hence is required to reduce
costs in order to maintain a regulated industry.
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Daily KW DemandThis variable adds the extra demand coming from hybrids to the normal daily curve
in order to determine the new daily load with hybrids on the hybrid. It is set up in such a way so that the
demand for hybrids only adds to the troughs.

Total Annual KW Suppliedd smooth function of the Daily KW Demand taken over a period of 1 yr in
order in obtain a macro view of how the coming of hybrid cars is affecting the load profiles.

Curve PeriodA numerical value of 1/365 since the load curve is daily but the model is running in years.
Thus a frequency of 1/365 for the curves makes them occur once a day.

Demand Amplitude This parameter is used to define the peaks and troughs of the load curve. The load
curve, which behaves like a sinusoidal wave, experiences a fluctuation of 20 MVA. This creates a
maximum load of 60MVA and minimum load of 20MVA per substation. Multiplying it by the number of
substations in Massachusetts gives total demand curve for Massachusetts.

Normal Daily DemandDA @S Q& G KS OS yldad tulseRk Each SiBtation egpdriendeskaS
centered level of 40 MVA every day. Multiplying that by the Number of Substations in Massachusetts
gives the centered level of the demand curve of Massachusetts, which is known as the Normal Daily
Demand.

Normal TroughCapacity This variable is used to define the space available in the trough of the demand
curve which can be filled by the additional load of hybrids. It is calculated by subtracting the demand
amplitude from the normal daily demand.

Number of SubstationsDefines the total number of Substations in Massachusetts, which was found to
be 500; based on the findings of previous project teams.

Daily Demand FluctuationThis function creates a sinusoidal load curve centered on a level of 40MVA
and having peaks and troughs of 60MVA and 20MVA. It is given by subtracting the cosine wave of
amplitude 20MVA from the Normal Daily Demand, which is the centered average value.

Percentage Troughrilled This gives a measure of the amount of trough that is filled by the additional

load2F t19+Qad LG Aa 3IAGSY o6& RAGDARAY JandiniCBplyibgr A f & ¢ N
the result by 100 to give a percentage. Through this parameter, the amount of trough left to be filled

can be determined.

Parametric Equations for Electricity Distribution

44. Curve_Period = 1/365

45. Daily_Demand_Fluctuation = Normal_Daily Demand-COSWAVE(Demand_Amplitude,Curve_Period)

46. Daily Hybrid Demand = Hybrids_on_the Road*KW_Daily _Usage per_Hybrid

47. Daily KW_Demand =
(IF(Daily_Demand_Fluctuation<Normal_Daily Demand)THEN(Daily_Trough_Filled+Daily Demand_FI
uctuation)ELSE(Daily_Demand_Fluctuation))

48. Daily_Trough_Filled = Daily_Hybrid_Demand/0.8

49. Demand_Amplitude = 20000*Number_of Substations
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50. Normal_Daily_Demand = 40000*Number_of_Substations

51. Normal_Trough_Capacity = Normal_Daily_Demand-Demand_Amplitude

52. Number_of_Substations = 500

53. Percentage_Trough_Filled = Daily_Trough_Filled/Demand_Amplitude*100

54. Total_Annual_KW_Supplied = SMTH3(Daily_KW_Demand*365,1)

55. Effect_of_Trough_Filling_on_Energy_Cost = GRAPH(Daily_Trough_Filled/Normal_Trough_Capacity)
(0.00, 1.00), (0.1, 0.995), (0.2, 0.99), (0.3, 0.985), (0.4, 0.95), (0.5, 0.895), (0.6, 0.79), (0.7, 0.615),
(0.8,0.525), (0.9, 0.5), (1, 0.495)

Description

The above equations describe the nature of the electricity distribution sector and the factors
that affect it. The Daily Hybrid Demand (Equation 46) is the extra load that comes in to the grid systems
with the coming of hybrid cars. As it can be seen, it is simply a combination of the number of Hybrids on
the Road with the KW Daily Usage per Hybrid. This is then converted to MVA in Equation 48 in order to
keep it consistent with the daily load curve characteristics. As more and more of this trough gets filled
the cost of energy should go down (Equation 55). It describes an inversely proportional relationship in
order to indicate that as National Grid makes more money when the trough rises, they are expected to
reduce costs in order to maintain a regulated industry.

The Normal Daily Demand gives an average base value of the KW used in all the substations in
MA (Equation 50). This is done by multiplying the average load on the substations (20000kW) with the
number of substations (Equation 52). Along with this base load, it is assumed that a cosine wave is
acting on the substations. The amplitude of this wave is given by Equation 44 so that it occurs once a
year and its amplitude is given by Equation 49; this multiplies the fluctuation amplitude of 20000kW
with the number of substations.

Finally, the extra capacity coming from hybrid cars is added to the overall daily load already
present. This is done in Equation 47 which is set up in such a way so that the extra demand on the
distribution sector from hybrid cars only adds to the trough and not to the peaks.

4.4.4. Trough Filling

This sector models the policy and decisions taken by National Grid for upgrading their
substations to ensure that the electricity supply matches demand. The daily trough filled increases due
G2 GKS AYyUNRBRdAOGAZ2Y 2F t19+Qa Ayid2 GKS aeaidsSy Iyl
The trough can be visualized as a reservoir of surplus capacity that can be filled by the charging of
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variation represents a time when there is low electric demand which is met by nuclear and hydro-
powered generators. These generators have lower maintenance costs and times, and are hence
preferred by National Grid over coal and oil fired power stations that are used during peak demand
times. As the trough fills up, the life of the equipment used by National Grid for electricity distribution
(transformers and substations) decreases. This sector therefore models the policies implemented by
National Grid for maintaining a nominal trough capacity. A detailed description of the dynamics
occurring in this model is presented below.
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TroughCapacity:This is a stock representing the capacity of troughs created due the daily variation of
electric demand. A change in the trough capacity implies OKF y3S Ay (GKS ydzYoSNI 27
charged during times of low electric demand. This is because one of the policies in the model is that the
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Figure4-8 Stock flow structure for Trough Capacity
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the local grid.

Decay RateThis is an outflow that determines the decrease in trough capacity due to the usage and
O2yasSljdsSyd OKINBAYy3 2priotls] 9+ Q& RdzZNAYy3d (GNRdzAK GAYS

Building Rate:This is an inflow that is directly related to the decay rate, since National Grid is expected
to make decisions and counter-measures to maintain a nominal trough capacity as the decay rate
increases.

Normal Life:This is a parameter defining the normal life of a transformer/substation

Average LifeThis is a parameter that determines the actual life of a transformer/substation based on
the an increase in electric demand during trough time-LJS NA 2 R4 RdzS (G2 GKS OKIF NHAy 3
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Effect of TrouglFilling on LifeThis is a graphical function that relates the amount of trough filled to the
life of a transformer/substation. For more information, please see the description of the equations that
follow.

Effect of TroughFilling on Building:Similar to the previous graphical function, this parameter relates
the amount of trough filled daily to the building rate for upgrading trough capacity. For more
information on this function, please see the description of the equations that follow.

Stockflow structure of TroughCapacity

56. Trough_Capacity(t) = Trough_Capacity(t - dt) + (Building_Rate - Decay_Rate) * dt
57. INIT Trough_Capacity = Demand_Amplitude

OUTFLOWS:
58. Building_Rate = SMTH1(Decay_Rate,1)*Effect_of Trough_Filling_on_Building

INFLOWS:
59. Decay_Rate = Trough_Capacity/Average_Life

60. Average_Life = Normal_Life*Effect_of _Trough_Filling_on_Life

61. Normal_Life =170

62. Effect_of _Trough_Filling_on_Life = GRAPH(Daily_Trough_Filled/Trough_Capacity)
(0.00, 1.56), (0.273, 1.47), (0.545, 1.34), (0.818, 1.17), (1.09, 0.98), (1.36, 0.81), (1.64, 0.59), (1.91,
0.39), (2.18, 0.22), (2.45, 0.12), (2.73, 0.07), (3.00, 0.06)

63. Effect_of Trough_Filling_on_Building = GRAPH(Daily_Trough_Filled/Trough_Capacity)
(0.00, 0.015), (0.2, 0.13), (0.4, 0.22), (0.6, 0.383), (0.8, 0.607), (1.00, 1.00), (1.20, 1.38), (1.40, 1.61),
(1.60, 1.79), (1.80, 1.90), (2.00, 1.98)

Description
The above list of equations describes the behavior of daily trough usage. Equation 56 defines

the change in trough usage. Since it is a stock, the equation is a time-dependent equation with the value
of t=50 years (equation 57). The initial value of daily trough usage is equal to the amplitude of the daily
demand curve. This is a sinusoidal function representing the typical variation of demand during a day.
For the model, the amplitude is taken to be 20 MVA, which is consequently also the initial value of the
daily trough usage.

Decay Rate as the inflow is defined to be related to the trough capacity. Equation 66 shows that
the structure of the inflow equation in this case is similar to the depreciation of cars incorporated in the
hybrid sector. As more and more trough capacity is used, the decay rate increases. Overall, the decay
rate is an average of the trough capacity over a period of time defined by Average Life (of a substation).
According to equation 60, this parameter is the product of the normal life of a substation operated by
National Grid (170 years) and the Effect of Trough Filling on Life. Since the modeling time is merely 50
years, no significant measures take place to upgrade the trough capacity.

The Effect of Trough Filling on Life is a graphical function related to the ratio of the daily trough
filled to the trough capacity. This ratio effectively defines the proportion of trough filled over the
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modeling period of time (50 years). A value of 1 for this ratio implies that the effect is non-existent (i.e.
the life does not change). At lower values of the ratio, the effect is positive and the life of a substation
increases above the normal life (170 years). On the other hand, at higher values of this ratio the effect is
negative. This implies that when excess demand for electricity (created due to the introduction of
t | 9 te@eds the trough of the daily load variation, the life of a substation decreases below the
normal life.

The outflow to trough capacity is termed the building rate. According to equation 58, this is a
product of an average of the decay rate over a year and the effect of trough filling on building. The latter
is also a graphical function dependent on the ratio of the daily trough filled to the trough capacity.
Similar to the previously mentioned graphical function, the effect is nil at the value of 1 of the ratio (no
0dzAf RAYy3a Aad NBIddZANBRO® ! & (K Scheh, thelefetl & dodbled TS A y
implies that decision makers become more aggressive towards building more substations to meet the
increasing demand. As the value of the ratio decreases below 1 and approaches 0, the effect decreases
since building (upgrading) trough capacity is no longer important.
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4.4.5. Hybrid Appeal
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Figure4-9 Appeal for Hybrids Sector

This sector represents the appeal of purchasing a hybrid car to the consumer. The sector is
calculated by comparing the cost of a traditional gas car to a PHEV car. This is done by looking at the
capital, purchase cost, of the different type of cars and the operational cost of the cars. Unlike all the
other sectors, there are no stocks or flows in this sector; this sector is made up completely of
converters. The two main groups are the operational cost and the capital cost. The capital cost
compares the capital cost of a PHEV to that of a gas car and operational cost compares the yearly
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operating cost of a PHEV to a gas car. The capital cost of the PHEVs is set at $30,000, the projected cost
for a production hybrid, and it is adjusted with a rebate from National Grid and also a rebate from the
Government for buying that type of car. Operational Cost combined the cost of charging along with a
constant, the amount spent on tires, wiper blades, driving lights and other services, that is added to
020K ALK& OFNBQ YR tl1 9+ OFNBRQ 2LISNIaGA2ylf Oz2aido

Equations for evaluating Appeal for Hybrids

64. Annual_Cost_of_Gas = Gallons_of_Gas_consumed_per_car*Gas_Price_Per_Gallon

65. Annual_Maintance_Cost = 700

66. Gallons_of Gas_consumed_per_car = 541

67. Gas_Car__Operating_cost = Annual_Cost_of_Gas+Annual_Maintance_Cost

68. Gas_Car_Capital_Cost = 17000Gas_Price_Per_Gallon =3.19

69. Gov't_Incentives = 3000-STEP(2000,10)*0

70. Hybrid_Appeal = Capital_Cost_Appeal*Operation_Cost_Appeal*Normal_appeal

71. Hybrid_Capital_Cost = 30000-(NG__Incentive_per_Hybrid+Gov't_Incentives)

72. Hybrid_Operating__Cost =
(Annual_Maintance_Cost+Average_Cost)*Effect_of Gas_Miles_on PHEV_Opearting_Cost

73. Normal_appeal = 1

74. Capital_Cost_Appeal = GRAPH(Hybrid_Capital_Cost/Gas_Car_Capital_Cost)

75. (0.00, 1.98), (0.5, 1.36), (1.00, 1.00), (1.50, 0.63), (2.00, 0.49), (2.50, 0.38), (3.00, 0.27), (3.50, 0.19),
(4.00, 0.13), (4.50, 0.08), (5.00, 0.03)

76. Effect_of Gas_Miles_on_PHEV_Opearting_Cost = GRAPH(Miles_covered_by Gas)

77. (0.00, 1.00), (10.0, 1.10), (20.0, 1.20), (30.0, 1.30), (40.0, 1.40), (50.0, 1.50), (60.0, 1.60), (70.0, 1.70),
(80.0, 1.80), (90.0, 1.90), (100, 2.00)

78. Fractional_Demand_met_by Hybrids = GRAPH(Ratio_of Hybrid_Cars_ to_Total Cars)

79. (0.00, 0.06), (0.1, 0.405), (0.2, 0.625), (0.3, 0.73), (0.4, 0.79), (0.5, 0.845), (0.6, 0.89), (0.7, 0.935),
(0.8,0.965), (0.9, 0.99), (1, 1.00)

80. Operation_Cost_Appeal = GRAPH(Gas_Car__Operating_cost/Hybrid_Operating__Cost)

81. (0.00, 0.00), (0.5, 0.53), (1.00, 1.00), (1.50, 1.21), (2.00, 1.41), (2.50, 1.60), (3.00, 1.71), (3.50, 1.81),
(4.00, 1.89), (4.50, 1.94), (5.00, 2.00)

Description

Annual_Cost_of Gaghis is the yearly total of gasoline for a gas car.

Annual_Maintance_CostThis is a predetermined yearly amount that was set to represent the cost of
universal car related maintained. This cost included basic car parts, like tires and wiper blades, and
general services like a car wash or the balancing of tiers. This was a constant applied to both hybrids and
gas cars.

Gallons_of Gas_consumed_per_cahis was the amount of gallons that the average car will use over
the course of a year. The number was found from the fact that the average distance traveled was
around 10,000 miles and that the average car had a rating of miles per gallon of a little less than 20
MPG. This was used to determine Annual_Cost_of Gas.

Gas_Car__Operating_casthis is the total yearly amount spent on operating a gas car.

Gas_Car_Capital_Codthis is the cost of a new gas car, this was the mid-range of prices $17,000.
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Gas_Price_Per_Galloihe cost of a gallon of gas, set at $3.19, slightly lower than the current national
average of $3.50 as of 21APRIL2008.%*

Gov't_IncentivesThese are government incentives that will be offered to consumers who purchase a
PHEV, they are set as tax breaks for the consumer, taking off at first $3,000, then the amount gradually
decreases as PHEVs become more common place.

Hybrid_Appeal:This represents how appealing a PHEV is compared to a normal gas car. This is a
function that takes into account a comparison of the operating cost of PHEVs and of gas cars. The ratio is
then scaled between 0 and 2, to show as the price difference changes, the appeal affect changes. A
higher PHEV cost results in a number closer to zero, low appeal, but a lower cost results in a higher
number, higher appeal.

Hybrid_Capital_CostThis is the price that the consumer pays for a new PHEV. The price was set at
$30,000 the MSRP of a Chevrolet Volt. The price is affected by Gov't_Incentives and
National_Grid_Incentives that reduce the cost.

Hybrid_Operating__ Cosfhis is the total yearly amount spent on operating a PHEV car.
Normal_appeal:This is a constant that is used to normalize the Hybrid_appeal parameter.

Capital_Cost_Appeal This is a graphical function that compares hybrid capital cost to
gas_car_captial_cost. The graph works on a scale of 0 to 2. The higher the ratio the more the greater the
hybrid appeal is, the lower the ratio the less.

Diffusion_Effect _of HybridsThis is a graphical function that is used to represent a word of mouth
function; as more hybrids are on the road, the more they are seen. The more hybrids results in a greater
appeal and drives the hybrid_appeal sector.

Effect of Gs_Miles_on_PHEV_Opearting_CaoBtis is a graphical function that is used simulates how
the hybrid uses an ICE. Depending on how the car is driven, the car can be driven by either the gasoline
engine or electric motor.

Operation_Cost_Appeal: This graphical function compares hybrid_operational_cost to
gas_car_operational_cost. The graph works on a scale of 0 to 2. The higher the ratio the more the
greater the hybrid appeal is, the lower the ratio the less.

4.4.6. PHEV Battery

This sector looks specifically at the batteries that the PHEVs use. Like the Hybrid Appeal sector,
there are no stocks in this sector, only converters. The main function of this sector is to model the
behavior of the battery technology and how it affects the PHEV in their appeal, their operation and their
sales.

?4 (Associated Press)

54



] PHEV Battery Sector N B
Average
Charging Current
Charging Voltage Average
in Mass Charging Time
Battery Technology
Factor
@ Effective Avg
Battery Cap per Hybrid
New Battery _
Averaging Capacity in kWh 'O
Time KW Daily
Unit Energy B Usage per Hybrid
Pri e -
rice Unit Delivery Annual Cost
Price of Charging Average Distance of
i Long Journe
Average Cost . per Hybrid g 4
Hybrids on
2 p N S the Road
¥
Change in < '—‘O KWH Hybrid
8 Average Daily Usage
Annual Cost OD o
of Charging v
per Hybrid Hybrid Average Miles covered by Gas
Miles on Electricity

Figure4-10 PHEV Battery Sector

82. Average_Cost(t) = Average_Cost(t - dt) + (Change_in_Average) * dt
83. INIT Average Cost =419

INFLOWS:
84. Change_in_Average = (Annual_Cost_of Charging_per_Hybrid-Average_ Cost)/Averaging_Time

85. Annual_Cost_of Charging_per_Hybrid =
365*Effective_Avg_Battery Cap_per_Hybrid*(Unit_Delivery Price+Unit_Energy Price)
86. Average__Charging_Current = 13
87. Average_Charging Time =4
88. Average_Distance_of Long_Journey = 80
89. Average kWh_per_mile = .4
90. Averaging_Time =1
91. Battery Technology Factor=1
92. Charging_Voltage_in_Mass =120
93. Effective_Avg_Battery Cap per Hybrid = New_Battery Capacity_in_kWh
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94, Hybrid_Average_Miles_on_Electricity =
Effective_Avg_Battery _Cap_per_Hybrid/Average_kWh_per_mile

95. KW _Daily __Usage_per_Hybrid =
Effective_Avg_Battery Cap_per_Hybrid/Average_Charging_Time

96. KWH_Hybrid_Daily _Usage = Hybrids_on_the_Road*Effective_Avg_Battery Cap_per_Hybrid

97. Miles_covered_by_Gas = Average_Distance_of_Long_Journey-
Hybrid_Average_Miles_on_Electricity

98. New_Battery _Capacity_in_kWh =
Average__Charging_Current*Average_Charging_Time*Charging_Voltage_in_Mass*Battery Tec
hnology_Factor/1000

Explanation of fuations

ChargingVoltage in MassThis is the voltage at which the battery of a PHEV will be charging at from the
wall outlet of a home. This parameter is necessary for calculating the electrical energy storing capacity
of the hybrid.

Average Chargingcurrent This is the average current drawn by the battery of the PHEV during charging
its battery. This current can be controlled by National Grid and therefore can be used a sensitivity
parameter in the System Dynamics model. Again, this parameter is used in calculating the electrical
energy storing capacity of the PHEV battery.

Average Chargingime:This is the time taken for the PHEV battery to charge to full power. It will be
instrumental in calculating the electrical energy storing capacity of the PHEV battery.

New Battery Capacity in kWh:This is the total electrical energy stored (or the amount that can be
stored after recharge) of a new PHEV battery.

New Battery CapacityThis the total energy in kWh stored in a new battery once it is fully charged. It
can be obtained from the equation:

Energy = Voltage x Current x Time
Therefore, the formula for this parameter is

Average__Charging_Current*Average_Charging_Time*Charging_Voltage in_Mass*Battery_Technology
_Factor

Effective Battery Capacitythis parameter could be used to account for the fact that as batteries are
used and recharged their capacity usually diminishes. Therefore, the new battery capacity is multiplied
by a constant less than 1 to give the effective battery capacity. Nominally it is equal to new battery
capacity. This parameter is made for sensitivity analysis.
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Annual Cosbf Charging per HybridFhis is the product of Battery Capacity and the sum of Unit Energy
cost and Unit Delivery Cost. This product is multiplied by 365 days to give the cost of energy used to
charge the battery of one PHEV in one year.

Battery Technology Factoifechnological advances can lead to more efficient batteries with higher
capacities. This factor will increase battery capacity and efficiency. It is a sensitivity parameter.

Miles Covered by Gashis is the number of miles of a long journey that is covered by gasoline in a
PHEV. When electricity in a battery is used up, the PHEV will switch to gasoline. However, if the miles
covered by using electricity stored in the battery exceed the distance of the journey, then this
parameter is zero. Therefore, the formula for this parameter is

IF(Hybrid_Average_Miles_on_Electricity>Average_Distance_of _Long_Journey) THEN (0)
ELSE (Average_Distance_of Long_Journey-Hybrid_Average Miles_on_Electricity)
Average kWh per MileThis is the average kWh used by a PHEV per one mile of distance travelled.”®

Hybrid Average Miles on Electricityhis is the average number of miles that the PHEV can travel solely
on electricity stored in the battery. This value is computed from

Effective_Avg_Battery Cap_per_Hybrid/Average__kWh_per_mile

This computation yields the number of miles travelled using a fully charged battery. The formula can be
verified with the units: kwh divided by kWh/mile = mile

Average Distance of Long Journdynis is an estimate of the distance of a long journey travelled by car
on average. Itis a sensitivity parameter.

kWh Daily Usage per Hybridhis is the total amount of energy used in kWh in charging the battery per
PHEV. The formula for this parameter is

Hybrids_on_the_Road*Effective_Avg_Battery Cap_per_Hybrid

The battery capacity is in kWh of energy. This is also the energy used per Hybrid. Multiplying this figure
with the total number of Hybrids gives the total amount of energy used daily per Hybrid for charging.

kW Daily UsageThis is the power consumed when charging the battery of PHEV. It is obtained by
dividing the total energy by the charging time, since power is the rate of change of energy. Hence, the
formulais

Effective_Avg_Battery Cap_per_Hybrid/Average _Charging_Time

% (Kintner-Meyer)

57



Average Cost, Change in Average and Averaging Tithe:Annual Cost of Charging per Hybrid cannot
be connected in another sector due to a circular link detected by the software and is not a permitted
operation. To overcome this problem, The Annual cost of charging is put into a stock called Average Cost
and the value is then carried over to the other sector. Now, the program does not recognize the circular
connection. The Averaging Time is set to 1, so the flow is equal to

Average_Cost-Average Cost/1=0

Hence the stock value will not change and remain constant at Annual Cost of Charging per Hybrid
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5. Results

5.1. Sensitivity Analysis

This section targets various policies that can be implemented in the model to test their effect on
the number of PHEVs on the road. In order to do this, various parameters will be changed within the
model and simulate the change in PHEVs over a set period of time as a result of these changes. Each
change shall hereby be referred to as an experiment, and a considerable number of experiments shall be
documented in this section of the report.

For example, in an experiment, the cost of PHEVs is drastically decreased, the appeal for PHEVs
will increase, which will drive the growth of PHEVs on the road. Similar experiments will be documented
in the next section.

5.1.1. Experiment 1 z Sale Time of PHEVsS
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Figure5-1 Hybrids Sector

The growth of PHEVs on the road is directly related to the sale time of PHEVs available in
showrooms. Since the model includes a stock of new PHEVs that are stored in showrooms, a shorter
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selling time implies that each car entering the showrooms is getting processed quickly. Therefore, for a
reduced sale time, the number of PHEVs on the road is expected to increase (in inverse proportion) to a
decrease in sale time of PHEVs. The initial value of sale time was 0.5 years (6 months). This implies that
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Figure5-2 Hybrids onthe Road- Experiment 1

it takes an average of 6 months to sell one PHEV car. It was decided that this time was too long and it
should take an average of 3 months to sell each PHEV car, therefore the value was changed to 0.25
years (3 months). The following results were produced from this experiment.

It is evident from the results of this experiment that the hybrids on the road attain a value of
around 310,000 cars within 50 year when the sale time is 0.25 years (test value). In contrast, the number
of hybrids on the road within 50 years is around 200,000 when the sale time is 0.5 years (initial value).
Since the total number of cars in Massachusetts has been kept constant at 330,000 in the model for
simplicity, a value of 310,000 for hybrids within 50 years is ideal as it shows that the PHEVs have
successfully taken off in that period of time. To conclude, the value of sale time will be reset equal to
this test value, since it is more adequate and produces the more desirable result.

5.1.2 Experiment 2z Battery Technology Factor

New battery technologies are investigated today in many applications, including PHEVs.
Research groups are working to find ways to increase battery capacity and life so that PHEVs require less
frequent charging meaning less electricity will be used. The model has accounted for the fact that there
may be improvements in battery design for PHEVs using a variable called Battery Technology Factor
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The battery technology factor is nominally set to 1. Any improvements in battery capacity will
cause changes in the cost of operating a hybrid as well as the number of miles that can be travelled on
average without gas. To see the effect that a change in battery technology has, Hybrid Appealvill be
observed for changes. This is because changes in costs and electricity mileage will only affect the
attractiveness of a PHEV. The graph below show's how Hybrid Appeabehaves with a nominal value of 1
for Battery Technology Factor

The parameter Battery Technology Factor was created to model the behavior of the system
when technological advances bring battery capacities up and therefore Hybrids can run longer on
Electricity. In the model an increase in the battery technology factor leads to an increase in electrical
capacity of the battery and a decrease in operating cost as well, since the batteries would become more
efficient. The following experiment was conducted: the model was simulated using three values for
battery technology 1, 2, and 0.5. 1 represents a nominal value that depicts the behavior when new
batteries are just put to the market. 2 Represents the behavior when battery technology improves and
causes the electrical capacity of the battery to increase. However, this is accompanied by a decrease in
operating cost since the battery is more efficient and needs less charging. 0.5 represents the scenario
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when battery performance slowly starts to diminish. For example, batteries might fail. All of these
scenarios are simulated and the results are shown below.
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Figureb-4 Graph showing Behavior of PHEV numbers when Battery penfince changes

The blue line represents the behavior due to the nominal value. The red line represents the
behavior due to Battery Technology at 0.5. The pink line represents the behavior when battery
technology is increased to 2.

As can be seen an increase from the nominal value brings about an increase of the number of
PHEVs. This is because the capacity of the battery increases and simultaneously the cost of operating
decreases due to increase in efficiency.

The red line shows that if the Battery Technology Factor decreases to half the nominal value,
PHEV numbers are almost halved as well in 50 years. The growth rate is also much slower. This is
because costs increase and the electrical capacity decreases.

5.1.3. Experiment 3 z Changing Hybrid Operating Cost

In this section, an experiment of changing Hybrid Operating Cost and observing its effects will be
conducted. The formula for Hybrid Operating Cost is

(Annual_Maintance_Cost+Average_Cost)*Effect_of Gas_Miles_on PHEV_Opearting_Cost

With initial values for the parameters noted above the results are as follows.
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Figureb-5 Hybrids on the Road Experiment &

As can be seen, the number of Hybrids increases at a decreasing rate. The tendency of the
growth is to level off to a certain value. Next it is to observe what happens when the operating cost is
doubled.

2*(Annual_Maintance_Cost+Average_Cost)*Effect_of Gas_Miles_on PHEV_ Opearting_Cost
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Figure5-6 Hybrids on the Road Experimert 3b
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As can be seen there is very little change when the operating cost is doubled. It slows down the
growth of hybrids but this decrease is not very significant. The following graph shows the result when
the Operating Cost is increased drastically by a factor of 10.
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Figure5-7 Hybrids on the Road Experiment3c

The multiplication of Hybrid Operating Cost by a factor of 10 brings about a significant change in
the number of Hybrids. The growth is slowed down significantly and also comes to a steady level that is
lower than before.

Hybrid Operating Cost will not affect the growth of Hybrids significantly unless the change is a
drastic one. Thus, the effect weighting is not very high for this parameter.

5.1.4. Experiment 4 z Changing Average Charging Current

The current at which the PHEV batteries get charged is one that is regulated by National Grid.
Only a certain amount of maximum current can be supplied. However, it is worthwhile to see what
would happen if the charging current were increased.

The graph below shows nominal PHEV growth with nominal charging current.
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Figure 5-8 Hybrids on the Road Experiment 4a

The graph below shows what would happen if the charging current levels were increased if the
battery specifications were changed. The Average Charging Current is now increased to 20A.
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Figure5-9 Hybrids on the Road Experiment 4

It can be deduced from the above graphs that changing the charging current will not affect the
growth of hybrids very significantly.
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5.1.5. Experiment 5z Changing Average Charging Time

Average charging time is the time taken to recharge the PHEV battery fully. This charging time
may change depending on many factors such as manufacturers and technological advances.

The following graph shows what behavior is produced with nominal charging time.
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Figure5-10 Hybrids on the Road Experiment &

The figure below shows the number of PHEVs on the road when the Charging Time is increased
from 4 to 8 hours.

66



.;Q Hy brids on the Road: 1 - 2 -
1: 200000 =ttt

1: 1000009

1: 1
1.00 13.25 25.50 37.75 50.00
Page 1 Years 8:59 PM Mon, Apr 21, 2008
a @f 2 Untitled
u

Figureb5-11 Hybrids on the Road Experimentsh

The red line which denotes the new behavior superimposes the nominal behavior. This means
that Charge Time will not have such a great effect on the number of PHEVs on the road. Therefore, if any
battery changes occur, it will not cause any significant change in the way people feel about PHEVSs,
although there will be a higher load on electricity distribution companies such as National Grid.
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5.1.6. Experiment 6 z Normal National Grid Incentive
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Figure5-12 Cash Experiment6

According to the model structure, National Grid presents cash discounts and rebates to
O2yadzYSNAR GKFG YIFe& 0dz2 2N KIFE@S 02dAKG t19+Qad ¢KS
offer is a parameter that can be subjected to some sensitivity analysis. It can be seen in the figure that
simply halving the normal incentive offered by National Grid in total (from $1 million to $.5 million)
slightly increases the cash acquired, so that it attains a final value of around $476.4 million, which is less
than the normal value of $476 million normally attained in the modeling period of 50 years . The value
of $1 million will be kept for normal incentives offered by National Grid, since there is not a significant
impact of this doubling cost on the overall cash acquired.

5.1.7. Experiment 7 z Variation of Car Life: PHEV and Gas Cars

This experiment looks at the average useful life of the cars and if changing the life will affect the
model. The average life of a gas car (Gas_Car_Useful_Life) is set to be 15 years and the average life of a
PHEV (Hybrid_Car_Useful_Life) car is set as 20 years. This number is an average and took into account
normal wear and tear on a car that was constantly used. The value for gas cars is lower because it was
FdadzySR GKIFG 3Ira OFNRa SyaayS g2dAZ R RAS 2dzi G (K
gas engine of the PHEVs. In the first round of experiments, the life of hybrids is changed to see if more
would sell. For the second round, the life of gas cars was changed, observing how the system reacted
and how it affected hybrid sales. The variation will be as follows: the standard life in the model, then
double life and finally half life. An analysis will be performed to see how the model behaves and how
each stock of car changes in response to the variation and ensure that the system behaves as predicted.
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Gas Car Life:
Trial 1: Normal 15 year life, 33,000 cars on the road now, hybrids set at 20 years
Trial 2: Double Life 30 years, 33,000 cars on the road now, hybrids set at 20 Years

Trial 3: Half-life 7.5 years, 33,000 cars on the road now, hybrids set at 20 years
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Figure5-13 Gas CarsExperiment7a

The results show that the speed at which gas cars are replaced depends on their useful life. A
higher life means a longer use period and they are not as quickly replaced as observed in trial 2.
Reducingthe 3 I & O Nife by halzaeSulsdafgas cars being replaced at a rapid pace. Trial 3 starts
with 33,000 on the road at year 0 and ends with around 12,000 at year 50. Compare this with Trial 1,
where at year 50 there are an estimated 18,000 gas cars. There is a decrease of nearly 6,000 cars over
the same time frame signifying that the decrease in life will affect the replacement rate. The growth of
hybrids correlates to the life of gas cars, as their life increases, the growth declines. Trial 2 has a useful
life of 30 years; the model shows that the growth of hybrids is reduced from 750, hybrids sold at its
peak, to 250 hybrids sold at its peak. That is a significant decrease in the amount of hybrids that are
sold.
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Figure5-14 Annual HybridGrown

Hybrid Car Life:

Trial 1: Normal 20 year life, gas cars set at 15 years
Trial 2: Double Life 40 years, gas cars set at 15 years

Trial 3: Half-life 10 years, gas cars set at 15 years
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Figureb-15Hylrids on the Road Experinent 7¢

The hybrids on the road increase with the average useful life. The model shows how the system
will behave if the life of cars is similar to these values. The shorter life means that there will be less sales
and less growth. The consumer base is reluctantly chose a car that has a lower useful life than a gas car,
but will do so as the time continues
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Figure5-16 Annual Hybrid Growth Experiment7d

When an experiment was performed with the useful life of the cars, the affect on the growth of
hybrids was noted for the change in certain parameters. The main concern with this experiment was to
ensure that hybrids would continue to grow even if the life of the cars was changed. Another concern
was if the useful hybrid life was too short, the system will not function properly and continue its growth.
The testing showed that if the average life of a hybrid car was kept between 20 to 40 years that these
cars would be chosen over the gas cars with their average life of 15 years. This life span also allows the
system to reach it sustainability. Having a useful life of less than 10 years would not be ideal and hybrid
cars will not grow in the same manner nor be as successful.

5.1.8. Experiment 8 z Variation of Diffusion Effect:

The diffusion effect (diffusion_effect_on_hybrids) is the graphical parameter that is used to
represent word of mouth amongst consumers. This series of experiments will change the graphical
function of this parameter and demonstrate if and how this parameter will affect the overall appeal of
the hybrids. The trials will be as follows: trial 1 shall be the control with all parameters left with the
original values, the second will be to inverse the graphical function to simulate the opposite and the
final will be expanding the values from 0-2 instead of 0-1.

Trial 1: normal graphical function
Trial 2: inverse of normal function simulates hesitation amongst consumer

Trial 3: enlarged normal version, simulates great interest by the consumer in PHEVs
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Figure5-17 Hybrid Appeal Experiment8a

The model was run three times, the two experiment sections show the contrast of the model.
Trial 2 shows what would happen if word-of-mouth failed to catch on. People saw the PHEV cars but
were not really drawn to them. The model simulates minimal hybrid appeal from this experiment and
hybrids are not as easily sold to consumers. Trial 3 shows the opposite of trial 2 where there is great
buzz stirred by the PHEVs. They are extremely popular among the consumers and this helps boost the
number of hybrids on the road fairly quickly.

73



yg Hy brids on the Road: 1 -2 - 3 -

s

2707070010 L IaRRRE R R R L RCRLEERTRER

alg 1000009

1 o+ T
1.00 13.25 25.50 37.75 50.00
Page 1 Y ears 12:40 AM  Tue, Apr 22, 2008
a @-f 2 Untitled
-

Figure5-18 Hybrids on the Road Experiment8b

The Diffusion effect represents word of mouth among consumers. To achieve the optimal result,
the test shows that this is a key factor in getting PHEVs to succeed. The manufacture of the PHEVs must
put the right resources into advertising the PHEVs and target the correct group. If done correctly, these
experiments show that targeting the right group can boost sales, but failure to capture the right group
will cause a delay in the sales.

5.1.9. Experiment 9 z Variation of Operational Cost of Gas Cars

In this experiment, the operational cost was changed for gas cars. Doing so demonstrates how
the system would react to an outside stimulus such as change in oil prices. The operational cost for gas
cars (Gas_Car_Operational_Cost) were affected by the price of gas, the average amount of gas used
(Annual_Cost_of Gas) and then a constant operational cost (Annual_Maintance_Cost) that applied to
both types of cars; this included normal car maintenance, tires wiper blades and other items generic to a
car. This experiment was to change the total operational cost for gas cars by changing the price of gas
and the mileage. By looking at the hybrid appeal and then the number of each type of car, observations
can be made on how the model reacts. This shows that if there was a change in how appealing the
hybrids would be compared to the gas cars given these changing variables.

These were the trials that were set:

Trial 1: Initial value, all values held constant

Trial 2: Gas prices doubled, other sectors constant
Trial 3: Gas prices tripled, others constant

Trial 4: Double efficiency of gas cars
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Trial 5: Triple the efficiency of gas cars
Trial 6: Gas is free

Trials 2 and 3 showed what would happen if gas prices increased first double the current $3.19
then triple the amount. These trials represent the current economic and social state that Americans are
currently in. There is the possibility that gas prices could double or triple at a given point. Trial 2 and 3
show how the system would respond in regards to the purchase of gas cars.

At $6.38, the appeal for hybrids is noticeably greater than at the set rate. The appeal goes from
1.5 to just over 2.5 for this price range. When the gas price is tripled, the change is not as noticeable as
when doubling, but there is an increase in the hybrid's appeal. Trials 2 and 3 show the direct connection
between the gas prices and the appeal of hybrids. As the gas prices increase the hybrid cars will become
more appealing to the population.
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Figure5-19 Hybrid Appeal Experiment9a
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Trials 4 and 5 represent the possibility that newer gas cars are more efficient, that use less gas
to achieve the same mileage. An assumption is made that the new cars would be twice and then three
times as efficient as the current cars on the road. Instead of using an average of 541 gallons per year,
the cars would use 270 gallons per year and then 180 gallons per year. Trial 4 represents cars that are
twice as efficient. The model shows that the hybrid appeal does not rise as quickly as it did before
ranging from about 1.5 to 2.2 for the time frame. This tells that the gas cars still maintain some
attraction and some consumers are still buying those cars. For trial 5, hybrid appeal is the lowest of all
trials. The appeal goes from1.5 to just above 2. At this point, gas cars still maintain a limited hold on the
car market; however they are still being replaced by hybrid cars.
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Figure5-20 Gas CarsExperiment9b

Variations in gas prices and efficiency of gas cars directly affect the hybrid appeal. As the
operation of gas cars becomes more expensive, the hybrid appeal goes up and as the efficiency of these
cars increase, the appeal goes down. The experiment shows that gas cars still have a limited appeal
depending on gas prices and the mileage of the car. Hybrids will still have a high appeal due to their
overall lower operational cost.

5.1.10. Experiment 10 z Variation of Hybrid capital Cost

The Hybrid capital cost (Hybrid_Capital_cost) parameter is the cost that a consumer pays out of
pocket to buy a brand new PHEV. The initial value for this parameter is set at $30,000, the current
estimated MSRP of a Chevrolet Volt. This parameter is effected by two factors, Government Incentives

6D2@QGYLYOSYiAPBSEa0 | YR bl (i ATHesé Fadtors Betiide Bne capjfadcBsyoll A @S &

the hybrids; the government will offer a tax break and National Grid will offer a discount based on the
money that is earned from the charging of these hybrids. This experiment focused on the capital cost of
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the cars. By changing the capital cost, observations can be made on how this impacted the ownership
(Hybrids_on_the_Road), appeal (Hybrid_appeal) and the profits for National Grid (Cash).
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Figure5-21 Appeal d Hybrids Sector Experiment 1@

To test consumer reaction to changes in price, the price is set to these values: $0, $15,000,
$60,000 and $300,000 (ten times the MSRP). The model ran for the standard time of 50 years, with the
cost being fixed at those rates.

Trial 1 was the control cost, $30,000.

Trial 2 was set at $0 to see if the model would collapse.
Trial 3 was $15,000, half the MSRP.

Trial 4 was $60,000, double the MSRP.

Trial 5 was $300,000, ten times the MSRP.

The first graph represents the effect on hybrids of the different prices. The first trial
demonstrates the overall predicted outcome. At $30,000 the hybrids will grow and eventually replace all
the gas cars. For the next trials, 2 and 3, there is rapid growth that surpasses the growth of trial 1. For
trial 4, there is growth but it is decreased greatly, at year 50, there are less than half as many hybrids on
the road then compared to trial 1 (77,000 versus 230,000). For trial 5 the growth rate is extremely
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decreased, by year 50, there are just under 6,000 cars compared to nearly 230,000 in trial 1.
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Figureb5-22 Hylrids on the Road Experiment 1®

The second graph shows the cash of National Grid for each of the trials. Their cash directly
corresponds to the number of hybrids on the road, more hybrids means more hours spent charging
meaning more electricity sold. During most of the trials, this behavior is seen, however during trials 4
and 5 there is a change. Trial 4 shows almost no growth while trial 5 shows an actual decrease in the
cash. For trial 4 the price was at &60,000, the cash was 90 billion compared to 160 billion for trial 1. Trial
5 there was actually a decrease in cash, ending with 94 billion compared to 95 billion. Both these trials
show that with the prices at such high levels, hybrids do not sell well and the result is that the electric
company does not sell as much electricity and will not gain if the prices are so high.
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Figureb-23 Cash Experiment Dc

The experiment shows that the model is sensitive to the price of the cars. Set the price too high
and very few will be bought and there will be less cash for the electric companies. Trial 1 was a control,
the MSRP, with a gradual increase. Trial 2 and 3 the price was set lower, there is more rapid growth and
a larger cash amount for National Grid. Trials 4 and 5, the price was set higher, there was noticeable
decline in the growth of hybrids cars and the cash that National Grid received. With higher capital cost
for hybrids, a dramatic change from how trial 1 behaved is seen. The capital cost of hybrid cars must not
be set too high or the system risk becoming a failure with no/limited growth of hybrids.

5.1.11. Experiment 1 1 7 Variation of G as Car capital Cost

PHEVs offer an alternative to the traditional gas car because they are cleaner and cheaper to
run. However, gas cars at the beginning of the model are still the favorite among the populous.
Modifying the price of gas cars would show how the system beK | @Sa A F (KS iteA SF
changed. A key outcome to test is whether or not lowering the price would still attract people to hybrids
and if raising the price would push people to buy hybrids faster. To test this, the following experiment is
performed.

1) Trial 1 was the control cost, $17,000.

2) Trial 2 was set at $1 to see if the model would collapse.
3) Trial 3 was $8,500, half the MSRP.

4) Trial 4 was $34,000, double the MSRP.

5) Trial 5 was $170,000, ten times the MSRP.
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The amount of gas cars is direct relationship to the capital cost of the gas cars. Trial 2 and 3 the
price was at $1 and $8,500 respectfully; for both the rate at which the gas cars declined was
dramatically lower than the control rate. With trial 2 ($1), there was almost no decline, only very slowly,
although this is very unrealistic and used only to test if the model would collapse. Trial 3 ($8,500) the
decline was slower but more prominent than trial 2. This is more realistic, car companies and retailer
may lower prices in order to sell off the remaining gas cars as they transition to an alternative energy
car. The model shows that this will still draw consumers to purchase gas cars over hybrids, but
eventually consumers will transition to the hybrids.
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Figure5-24 Gas CarsExperiment 14

Trials 4 and 5 show what happen if the prices increased. This is under a different assumption
about the model. Assuming that gas cars have become more of a commodity and they are not as vital as
they were in the years past. This allows producers and retailers to charge a greater price. The end result
Ad  FLadSNI RSOtAYyS Ay GKS ydzyoSNI 2F (K2a&as$s
vast majority has been taken off the road. Trial 4, the price was double the current one ($14,000) the
rate at which cars were replaced was greater. Then in trial 5 this was even faster with the price set at
$170,000.

The gas car will eventually be replaced, at which rate, depends on the price of the gas cars. This
experiment shows how the model responds to different price settings of gas cars. A drop in price shows
the manufactures wish to reduce their stocks and remove gas cars completely. The opposite is raising
thepricessa A Iy AFeAy3d GGKIFIG GKS 3+ a OFNI KFa 6S02YS
have. Both are logical possibilities and both are modeled in the simulations.
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Figure 5-25 Hybrids on the Road - Experiment 11b

5.2. Overall Results

This section documents the outcomes of the system dynamics model developed to forecast the
change in PHEV's in Massachusetts over a long period of time. It also reviews the impact of the
consequent growth of PHEV's on the daily electric demand. More importantly, it will answer the primary
question stated in the problem definition (section 1.1.).

The results of various modeling, research, and sensitivity exercises conducted during the course
2F GKAA LINRP2SOG aK2¢ GKIG tl19+Qa R2 GI1F1S 2FF |yR
The impact on National Grid is minimal and the daily electric demand variation does not change
significantly. On the finance side, the costsk SELISy 8848 Ay @2t SR T2NJ | dzy OKA Y
upfront and long-term) are minimal. However, this will only occur if the right policies and procedures are
followed by National Grid, the government, and the consumers.

Although the model has achieved its desired result and forecasts optimistic prospects for all
GK24S AyUiSNBaAaGSR Ay t19+QaxX AG YdzAadG o6S &alAR GKI
significantly alter its behavior. For instance, battery technology limitations, such as potential hazards,
decrease in capacity, or reduction in efficiency have not been taken into account. External factors such
as the introduction of new technologies for replacing traditional gas cars may reduce the appeal for
hybrids significantly, which will eventually hamper their growth. The next few pages shall present and
explain the overall results shown by the model.
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5.2.1. Hybrids on the Road vs. Cash

The time-variation of cash and hybrids on the road are two very important results that have been shown here. As can be observed,
hybrids on the road increase with a slightly exponential trend in the first one or two years. This behavior eventually changes to a sustainable
growthOdzNIIS > ¢ KSNB (KS ydzYyo Sathi &Ffina vhl® af réundAL30000ckrsa Theltideskiape $ofiCash represents the
variation in accumulation of annual profits over the given period of time. Since National Grid is a regulated industry, it should have zero
economic profit annually, and the model structure for finances sector has been developed on the basis of this fact. Therefore, the time-shape for
Cash should attain a sustainable growth, which implies that the goal of zero economic profit has been reached after some time. As can be
observed, the cash available to National Grid indeed increases with a slowly decreasing trend in 50 years (approximate figures). Cash decreases
initially for a small period of time since a certain amount of investment is offered from National Grid in the form of incentives for buying hybrids.
The figures for cash are very large since an enormous amount of electricity is sold by National Grid every year.

o Hybrids on the Road 2. Cash
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Figure5-26 Hybrids on the Road vs. Cash
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5.2.2. Electricity Distri bution

The time-shapes shown beloware A YLI2 NI F yi AYyRAOF G62NAR 2F K2¢g (GKS AY(iINRBRdzOGA2Y YR
0S aSSy GKIFIG 2yteée or 2F GKS G2aGFf GNRBdJZAK OF LJ Ockablenuntbérof udhtals SR o0& (1 K¢
have been introduced into the system during this time (~135,000). The additional electric demand on National Grid during trough time-periods is
also visible as the daily trough filled. This parameter attains an approximate value of 200 kVA in 50 years. Since the trough capacity is 20,000

12! Al Aa SOARSY(G OGKIFIG GKAA FAECEAY3I 2F (GNRJzZIKAE edtdcdemenSvaration. NAA Yy I 2 7
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Figure5-27 Percentage and Dailyrough Filled
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5.2.3. Unit Energy Cost vs. Price

The time variation of unit energy cost and price can be seen in the figure below. Unit energy price is an important parameter that directly affects
the amount billed to consumers for electricity. Since National Grid is a regulated industry, the difference between unit energy price and unit
energy cost should ideally be nil. Although the values of each parameter do not change significantly, it can be observed that the difference
between the two approaches zero towards the end of the modeling time period (50 years).
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Figure5-28 Energy Cost vs. Price
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5.2.4. Unit Delivery Cost vs. Price

The time-shapes of unit delivery cost and price can be seen below. At first glance, they appear very similar to unit energy cost and price.
However, since the sources that drive the fundamental costs of delivering and generating electricity are different, they have been defined
differently in the model and hence have slightly different time-shapes. The desired difference (of zero) between cost and price is attained more
slowly, since the unit delivery cost is directly related to annual electricity supplied by National Grid. As the electricity supplied increases very
gradually, the cost of supplying (delivering) electricity decreases at a similar rate.
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Figure5-29 Delivery Cost vs. Price
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5.2.5. National Grid Reve

nues and Expenses

The annual expense incurred and revenue generated are important variables that offer an insight into how the introducti2 y

into the system affects National Grid. It can be observed in the figure below that both revenues and expenses increase very rapidly for the first
couple of years and then stabilize to very high values. Although at first glance it seems that revenues exceed expenses, a closer look at the scales
will show that expenses are much lower than revenues at all times (except initially), which is the primary reason for the overall increase in cash
according to the model structure. This is also observed by assessing the time shape of annual profits for National Grid over 50 years, as shown in

2. Rewenues

3. Annual Profit

the figure.

® Expenses

1 1.05e+009=
2

2 150000
5 750000000 |
o) -100000
1

2 450000000
o) -350000
Fage 1
SiaEs 7

1.00 13.25 2550
Years

I ntitled

Figure5-30 RevenuesExpensesand Annual Profit

86

3775 50.00
232 PM Wed, Apr 30, 2008

t

9

+

Q

a



5.2.6. Trough Usageand Upgrades

The time-shapes below outline the proposed upgrade policies/counter-measures that National Grid should adopt for maintaining a nominal
trough capacity. An important part in this process is the development/upgrade of capacity for transformers and substations. These upgrades
usually happen discreetly, which implies that after the nominal life of 170 years for a transformer/substation has been achieved, immediate
measures are taken to replace it. However, the model structure has developed such upgrades as a continuous process because it is more
efficient and cost effective for both decision makers in National Grid and consumers. The units for building rate are kVA/yr.
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Figure5-31 Trough Usagand Upgrades
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5.2.7. Appeal for Hybrids

The appeal for hybrids is an important driving force in the growth 2 ¥ t Jd@e#oQvhich the factors influencing are of considerable interest.
The figure below shows time-variations of hybrid appeal as a function of operational cost, capital cost, and general popularity (diffusion effect).
The variables 1,2, and 3 in the figure are all graphical functions. Operational Cost Appeal increases rapidly and attains a sustainable value of
around 1 in a short period of 5 years (due to rising gas prices and lower hybrid operating costs with the development of technology). Capital Cost
Appeal actually goes down since incentives provided by National Grid for reducing PHEV cost are very high initially and decrease to a very small
Gl fdzS FFAGSNI a2YS GAYS® ¢KS RAFFdAzaA2Yy STFFSOG 27F Ke oNR Ra&f-mduth
propogation. The overall hybrid appeal as a product of all these factors predictably produces a sustainability curve with a maximum value of
around 1.5 (cannot be observed due to scaling constraints).
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Figure5-32 Appeal for Hybrids
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5.2.8. PHEV Production and Sales

These variables drive the growthof PHO + Q& | YR KSy OS T 2 bhrdisdusgion Thé haadivdioh ayidisalek df Mytirids 2 F
almost match each other initially, since automobile dealers want to maintain a minimum inventory as well as meet the increasing demand for
hybrids that occurs in the model. As the PHEVs on the road grow to very large values, the mismatch between production and sales is evident.
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Figure5-33 PHEV Production vs Sales

89



6. Possible Proposals

Based on the modeling and the assumptions associated with it, the project team has identified
some areas where certain policies would be beneficial to both the introduction of Hybrid cars and
National Grid. These are thus mentioned below:

1. It is recommended that charging for Hybrid cars should be done only during the

times when the daily load is at its trough. This would translate to a charging period
ranging from about 10t a Ay (GKS S@SyAy3a (2 cla Ay (KS Y2N]
about 4 hours to charge, this could possibly mean splitting the charging into 2 cycles of 4

hrs each for different cars. The team has modeled this scenario and has come to the
conclusion that the introduction of hybrid cars will not affect the filling of the troughs to

a large extent. Hence, the transformers will not be subject to loads that would reduce its

life and hence will not require frequent upgrades. Also, since the energy usually
delivered during these trough periods comes from renewable sources, it is
environmentally safe as well. This is extremely important as this could help address the
jdzSaitAz2y 27F ¢ KS{K JWNihcreate 2miQidns ag 2 wsultRof thed G dzt
charging (as the electricity being generated is generally perceived as being supplied by

fossil fuel powered stations).

2. The team would also recommend that an ideal scenario of having all transformers

inter-connected would be beneficial. Although this may not be practical and possible,

having some sort of connection between transformers could be of value as well. The

model has shown that if transformers were to be inter-connected, their lives would not

be adversely affected with 1 KS O2YAy3a 2F t19+xQad {AyOS G(GKS f
distributed, the addition on the troughs would be minimal and hence the substations

will continue to function exactly the way they have been. This means that with no extra

cost or no physical changes, the load from hybrid cars can be easily handled to provide

benefit to all.

Although recommendations can be ideal in nature and not completely capable of being
observed in practice, they are always a starting point to look at places where changes can be made in
order to provide benefit to all. Thus, the team feels that the above mentioned proposals are of extreme
AYLERNIFYOS yR O2dzZ R 6S RSOAAAOS Ay (KS TFdzidz2NB 2°F
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7. Conclusion

Through the modeling done in this project, the authors have obtained a much greater
understanding of the real-world situation and of the factors affecting the advent of plug-in hybrids cars
on the electricity distribution section and on National Grid as a whole. To sum it up, it has been seen
that hybrid cars will be successful and manage to attain a significant number at which they settle. It has
also been seen that National Grid is working more or less as regulated industry as the changes in cash
remain relatively small. Also, the effect on the electricity distribution sector and the change in life of the
consequent transformers is minimal; this may be due to the underlying assumptions which have been
mentioned earlier in section 3.2.

Although the outcomes have been many and extremely insightful, a lot of further expertise can
be achieved with this current frame-work as a base. The authors have stated various assumptions all
throughout this document and are at a position where they can be challenged in order to achieve more
insightful results. In order to be more specific, some insight on the questions to be addressed in future
work will now be provided.

The team hopes to provide further insight into the electricity distribution sector by questioning
the current assumption of having all transformers to be interconnected. The team wishes to address
how exactly a substation could be affected if it serves primarily residential loads.

Also, the team aims at analyzing the environmental impact related to the coming of hybrid cars.
Currently, there is a lot of skepticism in regards to whSNB G KS St SOGNAOAGE F2NJ 0
would come from and hence whether the reduction of gasoline cars and the coming of hybrids cars
would actually reduce harmful emissions or not.

Theteamg Af £ | f a2 GNB (2 f 221 orsdcietyl K&quektidrathakvallf S A Y LI
be addressed will possibly include how the entire auto-industry will be affected; possible impacts on the
SO2y2Yé AT tl 9+x0a OKe yiway@NdEnk jGbS Lagths some @ndré iasigh? diJthéi |
other alternativS O NJ 6 SOKy2f 23ASa FyR K2¢g GKSe& O02dA# R I FFS
industry as a whole could be provided.
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10. Appendices

Appendix A. Glossary of technical terms

1. Amplitude: The difference between the peak and normal value of a sinusoidal function.

Amplitude

n..‘
ad r‘

Wavelength

2. CAESCompressed Air Energy Storage, or CAES, is an emerging alternative technology for propulsion
in vehicles that may replace the current system used in traditional internal combustion engines. Briefly,
CAES utilizes the potential energy of stored compressed air for driving pistons in a car engine.

3. Capacity Specifically for this document, capacity refers to the nominal electric supply that can be
provided by transformers at the distribution side.

4. Carbon footprint The amount of carbon dioxide that an individual, society, or organization adds to
the atmosphere, consequently contributing to global warming.

5. Carbon neutral A device, product, or utility that does not add carbon dioxide to the atmosphere
due to its use or adequate disposal.

6. Casual Loopdg-eedback loops that form the basic structure of a dynamic hypothesis and outline the
dynamic relationship between variables in a system

7. CeterisParibuss [l GAY GSNY YSIyAy3a W SSLAy3 Fff 2

8. Demand Profile The time variation of electricity demanded by consumers from the local grid. For
this document, it is an hour-by-hour variation of electric demand over a period of 24 hours.

9. Dynamic hypothesisA diagram of the various relationships between major system variables that
facilitates a better understanding of dynamics of the system under study.

10. Efficiency The ratio of power or energy that can be delivered from a device to the power/energy
required to operate it.

11. FCVFuel Cell Vehicle, or FCV for short, is an innovative technology intended to replace traditional
gasoline vehicles that utilizes electricity generated from the combination of hydrogen and oxygen for
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providing kinetic energy.

12. Feedback Loops$’lease se6. Causal Loops

13. Flows They are periodic or regular inputs/outputs to and from stocks that consequently alter their
behavior

14. Forecast modelA system dynamics model that predicts the change in major system variables over a
given period of time

15. ICE Internal Combustion Engine, or ICE for short, is the traditional method of driving vehicles that
has remained popular for over 8 decades.

16. Incentives For this project, incentives refer to cash discounts or rebates by the federal/state
government and National Grid to encourage the growth of PHEVs

17. System DynamicModel: A structure comprising stocks, flows, and parameters that is used to study
the change in major system variables. The model itself is usually a forecast model that is used to predict
possible changes in a system after a long period of time (such as 100 years)

18. Peak:¢ KS LR NIA2Yy 2F | aAydzZh2ARIf FdzyOuAz2y @K
a curve f(t) = (cos(t) + 10), the normal value will be 10. Peaks are denoted by A in the illustration below.
Amplitude
A A
B B
——p
Wavelength

19. PHEVPIug-in Hybrid Electric Vehicles, or PHEVs for short as they have been used throughout this
document, are modern vehicles which utilize on-site electrical energy storage in batteries to increase
their efficiency and function in harmony with traditional International Combustion Engines

20. Policies:Rules and regulations set down by the government, National Grid, or students working for
this project. For this report specifically, policies refer to additional functionalities in the system dynamics
model that are added to facilitate the growth of PHEVs

21. Reference modeA set of time variation graphs of the major system variable that establish its
expected behavior.

22. Regulated IndustryAn organization that has limited net profits and aims to achieve zero economic

98




LINEFAOGDP ¢KS FSRSNIE 2N adFrdS 320SNYyYSyGoao
minimal profit is obtained. Such organizations usually belong to the services/utilities sector (such as
National Grid and NStar)

23. Sector An area of a system dynamics model that deals with a specific portion of the system under
study.

24. Sensitivity analysisA method of conducting experiments with a system dynamics model to observe
the effect of altering various parameters on the major system variable(s).

25. Simulatiort A computer based run of a dynamic system that facilitates a study of the change in
major system variables as well as sensitivity analysis

26. Stocks A reservoir of some quantity (such as cars, profits) that accumulates every year. Stocks can
be used to show the growth in major system variables over a long period of time.

27. Substation A venue owned and maintained by the local electric grid that contains transformers
used for stepping down voltage before distributing it to various customers

28. Sustainability The ability of a system to function under various conditions and circumstances
without any significant change. For this report, sustainability is the desired reference mode.

29. System dynamicsSystem dynamics is an approach to understanding the behavior of complex
systems over time. It deals with internal feedback loops and time delays that affect the behavior of the
entire system.

30. System variablesMajor items in a system that may change dynamically with time or influence other
changes.

31. Tax CreditPossible discounts/incentives for consumers to go green and/or purchase PHEVs

32. Tax DeductionCountermeasures that the federal/state governments have initiated to curb the
widespread usage of low mileage gasoline cars.

33. Tax ExemptionAn exemption from various state/federal taxes that offers an incentive for
consumers to purchase PHEVs and generally reduce their carbon footprint

99



http://en.wikipedia.org/wiki/Complex_system
http://en.wikipedia.org/wiki/Complex_system
http://en.wikipedia.org/wiki/Complex_system

34. Trough:The portion of a sinusoidal function that is below its normal value. Troughs are denoted by
B in the illustration below.

Amplitude A \ A
B B

...‘
i r‘

Wavelength

35. VOCsVolatile Organic Compounds, or VOCs in short, are chemicals released during the combustion
of gasoline. They form a part of the exhaust gases from a traditional ICE car, and are believed to be
harmful to the environment
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Appendix B. Background Research

B.1 Air cars in India

Tata has come up with a venture with MDI (Motor Development International), to launch air
cars in India. Since electricity would be used to compress the air, the cars essentially run on electricity -
so they are almost as clean as electric cars. Where they score above electric cars is that the energy is not
stored in batteries but in a rather simple tank, hence they are cheaper and have a greater range.

The core of the compressed air engine would be a single-piston engine powered by the
expansion of compressed air. MDI's single fuel engines will run purely on compressed air and cars with
these engines will top out at 35 mph. The dual fuel engine cars will have the capability to switch to a
combustible fuel at speeds above 35 mph, and when on this mode the compressed air tank gets
refueled too.

The compressed air can be refilled at special facilities at petrol stations in quick time (2-3
minutes), or in 3-4 fours plugging in the car's electric compressor to the mains. So the car will essentially
run on electric power converted into compressed air. Once filled up, the car should run for 150 to 230
miles. Each commerecial refill should cost about $3. Recharging from the mains at home however should
cost far less. The car is expected to cost about $7500.

B.2 The Fuel Cell Possibility

A fuel cellis an electrochemical energy conversion device. It produces electricity from various
external quantities of fuel (on the anode side) and oxidant (on the cathode side). These react in the
presence of an electrolyte. Fuel cells can operate virtually continuously as long as the necessary flows
are maintained.

Fuel cells are different from batteries in that they consume reactant, which must be
replenished, while batteries store electrical energy chemically in a closed system. Additionally, while the
electrodes within a battery react and change as a battery is charged or discharged, a fuel cell's
electrodes are catalytic and relatively stable.

Many combinations of fuel and oxidant are possible. A hydrogen cell uses hydrogen as fuel and
oxygen as oxidant. Other fuels include hydrocarbons and alcohols. Other oxidants include air, chlorine
and chlorine dioxide.

¢tKS S5SLINIYSyld 2F 9y SNHeE Qaatestt!Otkeyalr Cdmpressarf |y F 2
technologies currently available are not suitable for vehicle use, which makes designing hydrogen fuel
delivery system problematic.

In order for PEMFC vehicles to become a viable alternative for consumers, there must be a
hydrogen generation and delivery infrastructure. This infrastructure might include pipelines, truck
transport, fueling stations and hydrogen generation plants. The DOE hopes that development of a
marketable vehicle model will drive the development of an infrastructure to support it.

101


http://en.wikipedia.org/wiki/Cathode
http://en.wikipedia.org/wiki/Battery_%28electricity%29
http://en.wikipedia.org/wiki/Catalytic
http://en.wikipedia.org/wiki/Hydrogen
http://en.wikipedia.org/wiki/Oxygen
http://en.wikipedia.org/wiki/Hydrocarbon
http://en.wikipedia.org/wiki/Alcohol

Three hundred miles is a conventional driving range (the distance one can drive in a car with a
full tank of gas). In order to create a comparable result with a fuel cell vehicle, researchers must
overcome hydrogen storage considerations, vehicle weight and volume, cost, and safety.

There is also safety concerns related to fuel cell use. Legislators will have to create new
processes for first responders to follow when they must handle an incident involving a fuel cell vehicle
or generator. Engineers will have to design safe, reliable hydrogen delivery systems.

B.3 Battery research at MIT
Anne Trafton, News Office

February 16, 2006

Researchers at MIT have developed a new type of lithium battery that could become a cheaper
alternative to the batteries that now power hybrid electric cars.

Until now, lithium batteries have not had the rapid charging capability or safety level needed for
use in cars. Hybrid cars now run on nickel metal hydride batteries, which power an electric motor and
can rapidly recharge while the car is decelerating or standing still.

But lithium nickel manganese oxide, described in a paper to be published in Science on Feb. 17,
could revolutionize the hybrid car industry.

The new material is more stable (and thus safer) than lithium cobalt oxide batteries, which are
used to power small electronic devices like cell phones, laptop computers, rechargeable personal digital
assistants (PDAs) and such medical devices as pacemakers.

The small safety risk posed by lithium cobalt oxide is manageable in small devices but makes the
material not viable for the larger batteries needed to run hybrid cars, Ceder said. Cobalt is also fairly
expensive, he said.

The MIT team's new lithium battery contains manganese and nickel, which are cheaper than
cobalt. Scientists already knew that lithium nickel manganese oxide could store a lot of energy, but the
material took too long to charge to be commercially useful. The MIT researchers set out to modify the
material's structure to make it capable of charging and discharging more quickly.

Lithium nickel manganese oxide consists of layers of metal (nickel and manganese) separated
from lithium layers by oxygen. The major problem with the compound was that the crystalline structure
was too "disordered," meaning that the nickel and lithium were drawn to each other, interfering with
the flow of lithium ions and slowing down the charging rate.

Lithium ions carry the battery's charge, so to maximize the speed at which the battery can
charge and discharge, the researchers designed and synthesized a material with a very ordered
crystalline structure, allowing lithium ions to freely flow between the metal layers.
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A battery made from the new material can charge or discharge in about 10 minutes -- about 10
times faster than the unmodified lithium nickel manganese oxide. That brings it much closer to the
timeframe needed for hybrid car batteries.

B.4 Incentives for going green

Renewable Power Production Tax Credit: Recently extended through 2004, residential and
business generators of renewable power may be entitled to a credit of 1.5 cents per kWh of energy
produced by qualified sources, including new wind, closed-loop biomass, and poultry waste facilities.

The U.S. Department of Energy (DOE) today announced that DOE will invest up to $13.7 million,
over three years (Fiscal Years 2008 ¢ 2010), for 11 university-led projects that will focus on developing
advanced solar photovoltaic (PV) technology manufacturing processes and products. These projects are
AYyGiSaNIt (2 t NBAARSY (G . dzaiksiéimake fofarleddgy! cost@axipettive
with conventional forms of electricity by 2015. Increasing the use of solar energy is also critical to
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dependence on foreign oil. Combined with a minimum university and industry cost share of 20%, up to
$17.4 million will be invested in these projects.

DOE to Provide Nearly $20 Million to Further Development of Advanced Batteries for-ilitybrid
Electric \¢hicles U.S. Department of Energy (DOE) Assistant Secretary for Electricity Delivery and
Energy Reliability Kevin M. Kolevar today announced DOE will invest nearly $20 million in plug-in hybrid
vehicle (PHEV) research. Five projects have been selected for negotiation of awards under DOE's
collaboration with the United States Advanced Battery Consortium (USABC) for $17.2 million in DOE
funding for PHEV battery development projects and; DOE will provide nearly $2 million to the University
of Michigan (U-M) to spearhead a study exploring the future of PHEVs.

Out of this: A123Systems of Watertown, M#& selected for an award of up to $6.25 million from DOE
(total DOE/industry cost share: $12.5 million) over three years for a project to develop batteries based
on nanophase iron-phosphate chemistry for 10- and 40-mile range PHEVSs.
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Appendix C. Figures and Tables

C.1 How fuel cells work

Hydrogen fuel is channeled through field flow
plates {o the anode on one side of the fuel cell,
while oxygen from the air is channeled to the
cathode on the other side of the cell.

Hiyi I. e Backing
Hydrogen e e
Flow Fiald r”fﬂxﬁﬁ‘ﬂ

At the anode, a
platinum catalyst
causes the

hydrogen to split
into positive
hydrogen ions
(protons) and
negafively charged
electrons.

Hor s \Water

" Anode | Cathode
PEM
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air
[oEygen)

COxygen
Flow Field

The Polymer Electrolyie
Membrane {FEM) allows
only the positively
charged ions to pass
through it to the cathode.
The negatively charged
electrons must travel
along an external circuit
to the cathode, creating
an electrical current.

At the cathode, the elecirons
and positively charged
hydrogen ions combine with
oxygen to form water, which
flows out of the cell.




C.2 CAES usage at the largescale

Norton Energy Storage
The CAES Cycle

338 MMct Limesione Gavern

o -
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C.3 Energy efficiency comparison of Electric and Fuel Cell vehicles

Electricity Well 86% Grid-to-Motor Efficiency

Battery Electric Car

Charger Li-ion Battery
93% Efficiency 93% Efficiency

25% Grid-to-Motor Efficiency
Hydrogen Production Fuel-Cell Car

H20 Electrolysis H2 Compressor H2 Fuel Cell
70% Efficiency 90% Efficiency 40% Efficiency
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C.4 Advantages and Disadvantages of Compressed Air Propulsion Technology

Advantages

Disadvantages

e The costs involved to compress the air to be
used in a vehicle are inferior to the costs involved
with a normal combustion engine.

e Air is abundant, economical, transportable,
storable and, most importantly, nonpolluting.

e The technology involved with compressed air
reduces the production costs of vehicles with 20%
because it is not necessary to assemble a
refrigeration system, a fuel tank, spark plugs or
silencers.

e Airitself is not flammable

e The mechanical design of the motor is simple
and robust

e It does not suffer from corrosion damage
resulting from the battery.

¢ | ess manufacturing and maintenance costs.

e The tanks used in an air compressed motor can
be discarded or recycled with less contamination
than batteries

e The tanks used in a compressed air motor have a
longer lifespan in comparison with batteries,
which, after a while suffer from a reduction in
performance.

e Limited range due to available tank technology.
The air engine suffers from similar problems to
hydrogen vehicles in this regard.

e Using energy to compress air is less efficient
than charging a battery with that same energy.

e |ess efficient than electric motors.

e While the air engine reduces greenhouse gas
emissions from the vehicle, the energy used to
compress the air may not come from clean
sources.

e Overall efficiency is approximately one third of a
comparable electric car.
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C.5 Proposals for Norwegian HyNor solution

H2 from electrolysis,

H2 from electrolysis, el from hydroel. power

El from waste incineration
L, L yry v

H2 waste gas

reform., CO2-
capture
Yo A gy T H2 byproduct from
A 0daF  fGrimstag ' one production
H2 from NG- " ARl Y™
reforming,
CO2 capture
H2 electrolysis,
El from photovoltaic

Trucked hydrogen panels
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C.6 Characteristics comparison z PHEV conversion kits for Toyota Prius

[hide] Comparison tablePHE\conversion and kit options for th@ oyota Prius

# EV PHE\ Charge DOD
Conv. Conv. done range range time Added Spare Pack energy
Organization:Location service kit Status so [mi] [mi] AC [hours] Safety weight Tire Cost Typeenergy [KWh] Bat
Websites (Products) @ b B g 2 power - kgl & [uss] B [kKwh] B type
b b L T T N T A b b b L N T MM
2.4-3.8
PriusPlusCA™ CalCars 4+
—(Pb - 10-12 20+ 130 $3- Hvb 48 +0.3 ppA
o yes DeV 5 100 to Flame Spill onr 5K czn stock (i,
Doc 4 240 Vac proof Pt labor v Li)
5 [12] [13]
. 20-25 40+ 100 6.5
NiMH) H
5
. . Hyb PbA
PiPriusWA Manzanita 90 to . $10K y .

: L Dev 4 0.4-3+ Flame Spill 4+0.3 (Ni,
Micro, PiPrius, AVI, No Yes [14] 10 20-30 300 Vac [1514] 150 no +Labor 4.7 )
- Doc proof ng GV stock  Li)

Green Car Co. Vdc n7 18]

Flame Spill 9 Li
EnergyCSA EnergyCS  Yes No Prod 11 30 50 120Vac 9.0 P 83 no $40K New [19] 8 120]
proof

AmberjacUK . .

. 110to Flame Spill 9 Li
Amberjac Yes No Prod 7 30 60-70 9.0 P 83 yes $40K New |y 8 23]
21 230 Vac proof
EnergyCS partner
EDriveCA EDrive ? ? Dev. 0 322 607 190t0 90 yiacell sep ? yes ? New 35 857
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Appendix D . National Grid Class Tariffs

D.1 R-1 Residential Regular

MMASSACHUSETTS ELECTEIC COMPANY

Fasidential Ragular B-1
MD.TE. No.1105

Admzted By:

Transition Cost Adustoent

Transmussion Service Cost Adjustment

Drefault Sernce Adjustment

Fesidential Azsistance Adjustment

Default Service Cost Eeclassification Admstment

Ionthly Charge as Adjusted

Eates for Retail Delivery Sarace

Customer Charze

Distnbufion Charse per EWh (1)

Transmussion Charze per KWh

Tranzition Charse per EWh

T o o = T

Eenswables Charze per KW

Eates for Supplier Servics

Default Service Charge per kKWh

Intenruptible Cradits

56.10
2.520¢
1.238¢
0.350¢
0.250¢

0.050¢

per Tanff for Default Service

1C-1 £5.78
IC-2 1783
IC-2 {(billng menths of Tuly, Aug., Sept., Oct. only) £6.00
IC4 (billing meouths of Tuly, Aug., Sapt., Oet. anly) 16,50

Minimmm Charge
The mouthly Customar Charge.

(ither Fate Clanses apply as usual.

Effective

March I, 2007

March 1,
March 1,
March 1,
March 1,

Tovember 1,

2007
2007
2007
2007
2007

effactrve Jamary 1, 2003

effactrve Jamuary 1, 2003

(13 Includas Default Service Adjustment Factor of 0.003¢ per kWh, Residential A=istance Admstment Factor of
0.014¢ per kWh, Default Service Cost Reclassification Admstment Factor of (0.127¢) per KWh
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D.2 R-2 Residential Low Income

MASSACHUSETTS ELECTEIC COMPANTY

Fesidential Low Income E-2 Effactrve
MDTE. Ho. 1106 March 1, 2007
Adjusted By
Trznzition Cost Adyostment March 1, 2007
Tranzmmssion Service Cost Adjusmoent vlarch 1, 2007
Diafanlt Service Admstmeent March 1, 2007
Fesidential Assiztance Adjustment March 1, 2007
Diafanlt Service Cost Feclassification Adjustment Mevember 1, 2007

Monthly Charse as Admsted
Fates for Betall Delivery Service
Customer Charge $3.96

Distbution Charze per KWh (1) 0.376¢

Under Individual Customer Protection Provizion

Customer Charze $0.91
Distribution Charge per kW (1) [.498¢
Transmizsion Charge per KWh 1.238¢
Transition Charze per EWh 0.381¢
Demand Side Manasement Charse per EWh 0.250¢ effective Januwary 1, 2003
Elenewablas Charze per KWh 0.050¢ effective January 1, 2003

Fates for Suppher Service

Default Serice Charge per KWh per Tanff for Default Service
Intermuptible Credit

IC-1 $5.78

IC-2 $7.88

Mo Chargs
The meonthly Custonzer Charge.
(CHhier Fate Clanses apply as nsual.

(1) Includes Default Service Adjustment Factor of 00028 per k'Wh, Eesidentizl Aszsistance Adjustment Factor of
0.014¢ per kWh, and Default Service Cost Feclassification Adjustment Factor of {(0.127¢) per K'Wh
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D.3 R-3 Residential Time -of-use

MASSACHUSETTS ELECTRIC CORMPATTY

Fesidential - Time-of-Use (Optional) B-4
MDTE No.1107

Transition Cost Adustmant

Transmission Sarvice Cost Adjustment

Defanlt Serice Adjustment

Fesidential Assistance Adjustment

Defanlt Sarvice Cost Eeclazsification Admstment

P M T

Eates for Retzil Delivery Sarvice

Customser Charze
Meterms Charzs

s2 per KW (1)
Pezk Hours Uzs
Off-Paak Howrs Use
Transmussion Charze par KWh
Transition Charse per KWh
Pezk Hours Uzs
Off-Paak Howrs Use

Demand Side Manazement Charze per K'Wh

Fenswzbles Charze per EWh

Fates for Supplier Service

Default Service Charge per KWh

Wi Charse

Admstad b

$20.13

If applicable

6.312¢
0.320¢

1.033¢

1344¢
0.056¢

per Tand for Default Semce

The meonthlv Costomer Charge plus the applicabls Metermz Charge, 1f amy.

Other rate clauses apply as wsual.

Effective
March 1, 2007

Mareh 1, 2007
Mareh 1, 2007
Mareh 1, 2007
Mareh 1, 2007
Movember 1, 2007

effactive Jammary 1, 2003

effectrve JTamuary 1, 2003

(1) Inchudas Defanlt Service Admstment Factor of 0.003¢ per kWh, Fesidential Assistance Adustment Factor of
0.014¢ per KWh, and Default Service Cost Beclassification Admstment Factor of (0.127¢) par KWh.
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D.4 G1 General Service z Small Commercial and Industrial

MMASSACHUSETTS ELECTRIC COMPANTY

General Service-5mall Conmercial & Industiial G-1 Effective
MDTE Mo 1108 March 1, 2007

Adjusted By:

Tramzition Cost Adjustment March 1, 2007
Tramzmussion Service Cost Adjustment areh 1, 2007
Defanlt Service Adpsmment varch 1, 2007
Fesidantial Assistance Adjustment arch 1, 2007
Dafanlt Service Cost Reclassification Adjustment Novernber 1, 2007

Fates for Betail Delivery Service

Customer Charge 74

Location Sernee Charzs - For allowed wmmeterad samice 16 80

Distribution Chazze per KW (1) 4017

Transmizsion Charge per KWh 1.14%¢

Transition Charge per EWh 0373¢

Demand Side Manazement Charse per kWh 0.250¢ effective January 1, 2003
Eenewables Charge per KTWh 0.050¢ effective January 1, 2003

Fates for Suppler Sarvice

Default Service Chargs per k'Wh Per Tariff for Default Sarvice
M Charge - The applicable monthly Customer Charge or Location

Service Charge, pronaded, however if the KVA
transformer capacity needed to serve a customer
exceeds 253 KVA the munimmmm charge will be
mereasad by $1.33 for each KEVA in excess of 25

EVA
(Othier Fate Clanses apply 25 usual.

(1) Includes Default Semice Adjustment Factor of 00024 per kWh, Eesidentizl Asastance Adpustment Factor of
0.014¢ per KWh, and Defanlt Service Cost Reclassification Adjustment Factor of (0.040¢) per KWh
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D.5 G2 General Service z Demand

MASSACHUSETTS ELECTEIC COMPANTY

General Servics - Demand &-2 Effactrve
MDTE MNo. 1109 March 1, 2007
Adystad by
Transition Cost Adjustment March 1, 2007
Transouszion Service Cost Adjustment March 1, 2007
Defanlt Service Adjustment March 1, 2007
BElesidential Assistance Adjustment March 1, 2007
Defanlt Service Cost Beclazsification Adpstment November 1, 2007
r 1 A
Eates for Fetal Delivery Service
Customer Charze §16.01
Dustnbution Demand Charee per KW 5621
Distnbution Energy Charzs per KWh (1) 0.147¢
pansition Demand Charge per KW (2) 044
Transition Charse per EWh (3 0.262¢
Transmussion Charze per KiWh 1.132¢
Demand Side Manazament Charzs par K'Wh 0.250¢ effectrve Jammary 1, 2003
Fenswzbles Charse per KWh 0.050¢ effectrve JTamuary 1, 2003
Elates for Supplier Service
Default Service Charge per KWh per Tariff for Defanlt Sarvice

Lininmm Charge
The Custommer Charge phus the Demand Charge.

Other Rate Clanzes apply as usual.

(13 Includas Default Service Admstment Factor of 0.003¢ per KWh, Fezidential Assiztance Admusmoent Factor of
0.014¢ per KWh, and Default Service Cost Beclassification Adjustment Factor of (0.014¢) par KWh.

2) Inchudas Contract Temunation Charge mitigation of (32.69) per KW,

(31 Includes Contract Temunaton Charge mitization of {1.550¢) per kWh and Transition Charge Adjustment

Factor of (0.007¢) par KWh.
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D.6 G3 Time -of-use

MASSACHUSETTS ELECTRIC COMPANTY

Tmme-of-Use - &-3 Effective
MDTE Mo. 1110 March 1, 2007
Adjusted By

Tramzition Cost Adjestment March 1, 2007
Tramzrmission Service Cost Adjustment March 1, 2007
Default Service Admsmment March 1, 2007
Fesidantial Assistance Adjustment March 1, 2007
Defanlt Service Cost Reclassification Adjustment Movember 1, 2007
Mongilv Char o
Bates for Betail Delivery Service

Customer Charse §570.72

Distribution Demand Charge per KW $3.80

Distyibation Energy Charge per kWh (1)

Paak Houws Use 1.2409¢

Off-Peak Hours Uze 0017

Transition Charze per KW (2) $0.75

Transition Charse per KWh (3) 0.140¢

Transmizsion Charge per EWh 1.032¢

Demand Side Manazement Charse per kWh 0250 effective Januwary 1, 2003

Eenewables Charze per KWh 0050 effective January 1, 2003
Bates for Supplisr Service

Default Serice Chargs per kWh per Tauiff for Default Service
Mmoo Chargs

The monthly Customsar Charge plus the Demand Charge.
(her Fate Clanses apply as usual.

(1) Includes Default Service Adjustment Factor of 0.003 ¢ per KW, Eandentizl Assistance Admestment Factor of
0.014¢ per KWh, and Default Sernce Cost Reclasaficatton Admstment Factor of (0.011¢) per on-peak KWhe

(2 Includes Contract Termination Charge mitigation of ($4.51) per KW,

(3 Includes Contract Termunation Charge mutigation of (1 360¢) per KWh and Transition Charge Admstment
Factor of (0.036¢) per KWh.
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Appendix E. Additional Experiments

E.1 Transformer life

[ fOdzg  GA2ya aKz2g GKI G §KSe sty af NEsRotizSettsiwa
have almost no change on the life of the transformer. To compute these calculations two basic
assumptions were made. The first was that all substations are connected together and that the load can
be shared between all substations equally. Secondly, it was assumed that charging would only take place
at night, when the load curve is in a trough period. The following calculations were made:

Voltage required to charge a car = 120V
Current required to charge a car = 13A
Chargingime = 4hrs
Power consumed by each car per hour = (220 x 13 x 4)/4 = 1560 W = 1.56 kW
Power consumed by 150,000 cars = 1560 x 150,000 = 234 MW
Power consumed by 150,008rsin MVA = 2.34MW/0.8= 292.5 MVA
Number of transformers in Massachusetts = 500
Additional load per transformer = 292.5 / 500 = 0.585 MVA

This additional load is very small and is added during the trough period, which further subdues
its effect on transformer life. The model reflected the mathematical derivations and showed no change
in the life of the transformer, which stood at 170 years. When number of cars was doubled to 300000,
the life of the transformer came down to 169 years, reinforcing the assumption that the number of cars
has little effect on the life of the transformer.
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