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FOREWORD

This report was a product of the Federal Highway Administration’s Automated Highway System
(AHS) Precursor Systems Analyses (PSA) studies. The AHS Program is part of the larger
Department of Transportation (DOT) Intelligent Transportation Systems (ITS) Program and is a
multi-year, multi-phase effort to develop the next major upgrade of our nation’ s vehicle-highway
system.

The PSA studies were part of an initial Analysis Phase of the AHS Program and were initiated to identify
the high level issues and risks associated with automated highway systems. Fifteen interdisciplinary
contractor teams were selected to conduct these studies. The studies were structured around the
following 16 activity areas:

(A) Urban and Rural AHS Comparison, (B) Automated Check-In, (C) Automated Check-Out,
(D) Lateral and Longitudinal Control Analysis, (E) Malfunction Management and Analysis, (F)
Commercia and Transit AHS Analysis, (G) Comparable Systems Analysis, (H) AHS Roadway
Deployment Analysis, (I) Impact of AHS on Surrounding Non-AHS Roadways, (J) AHS
Entry/Exit Implementation, (K) AHS Roadway Operational Analysis, (L) Vehicle Operational
Analysis, (M) Alternative Propulsion Systems Impact, (N) AHS Safety Issues, (O) Institutional
and Societal Aspects, and (P) Preliminary Cost/Benefit Factors Analysis.

To provide diverse perspectives, each of these 16 activity areas was studied by at least three of the
contractor teams. Also, two of the contractor teams studied all 16 activity areas to provide a synergistic
approach to their analyses. The combination of the individual activity studies and additional study topics
resulted in atotal of 69 studies. Individua reports, such as this one, have been prepared for each of these
studies. In addition, each of the eight contractor teams that studied more than one activity area produced
areport that summarized all their findings.

Lyle Saxton
Director, Office of Safety and Traffic Operations Research
and Development

NOTICE
This document is disseminated under the sponsorship of the Department of Transportation in the interest
of information exchange. The United States Government assumes no liability for its contents or use

thereof. Thisreport does not constitute a standard, specification, or regulation.

The United States Government does not endorse products or manufacturers. Trade and manufacturers
names appear in this report only because they are considered essential to the object of the document.
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EXECUTIVE SUMMARY

This study was conducted under contract to the Federal Highway Administration for the Intelligent
Vehicle/Highway Systems Research Division. The purpose of the study was to assess the Impact of
Alternative Propulsion Systems (APS) on Automated Highways (AHS).

Research Overview

The study was based on the assertion that concepts for automated highways and initial
implementations will be influenced, primarily, by the design characteristics and limitations of modern
vehicles. The study assumed a possible AHS design evolution, then using the functional and
performance requirements for these AHSs, constructed a list of APS operational conditions whichin
turn, constrain the design of APSs. The reasonable APS vehicle will 'look’ similar to today's
automobile in terms of size, passenger area, storage space, weight, maneuverability and complexity of
operation. The study examined these reasonable vehicles in terms of their operability and impact on a
set of likely AHSs, over arange of operational scenarios. Subsequently, the research assessed
infrastructure impacts of APSs and speculated on alternative AHS configurations that would be
necessary to explicitly support APS traffic.

Research Activities

The research defined a set of representative system configurations (RSCs) for automated highway
systems (AHS), then parameterized those configurations to provide arange of variability within each
RSC, and finally established an evolutionary timeline for automated highways. The timeline was
used in the consideration of a possible scenario for the concurrent evolution of AHSs and APSs, and
to assess the dynamic interaction between these devel oping systems.

In parallel with the definition and specification of RSCs, the research into alternative propulsion
systems identified and evaluated candidate APS technologies. A set of technology and performance
baselines for APSs were established using APS vehicles that are currently in existence and
undergoing evaluation. This baseline provided arealistic point of divergence for the analysis. The
study then focused on applying the results of the research into enabling technologies, in conjunction
with an assessment of market forces, to synthesize, from that baseline, the evolution of APSs over a
time frame comparable to that defined for the RSC evolutionary scenario.

M ethodol ogy

The following is a description of the research approach taken for the AHS definition and APS
analysis activities:

a. Several current, and well-researched AHS concepts were chosen for evaluation. Models were
constructed for several AHS RSCs. These models were expressed in terms of vehicle
performance requirements related to the vehicle operation and interaction with the roadway.
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AHS configuration and performance parameters considered in the study included: vehicle control
concept, typical acceleration ramp lengths, roadway speeds, inter-vehicle spacing, roadway
grades and grade lengths, inter-vehicle spacing, urban and rural travel, guideway configurations,
and vehicle restrictions. This portion of the research activity made use of the RSCs defined for a
concurrent PSA study®, by extracting data that was most relevant to APS/AHS interaction.

b. The modern internal combustion engine was used as a baseline from which to measure the
relative performance and function of advanced APS vehicles considered in the study. Each APS
concept was modeled to provide numerical estimates of power and energy requirements for every
reasonable combination of APS vehicle and AHS concept considered in the study.

The modeling approach was central to our research methodology for the quantitative assessment of
the interaction between the APS vehicle and the roadway. APS vehicle performance envelopes were
developed to allow impacts to be evaluated for arange of AHS and APS configurations and
parameters. Vehicle parameters considered in this analysis were: vehicle chassis and subsystem
weights and volumes, type of fuel, fuel or energy storage capacity and weight, vehicle shape (drag
coefficient), accessory load, cruising speed, acceleration capacity, power train configuration, engine
or power source efficiency, and transmission efficiency, and, in the case of hybrid vehicles, vehicle
operating mode.

Summary of Key Results

Most of the key analytical results from the study are summarized in figures ES-1 and ES-2. Figure
ES-1 illustrates the relationships between the different types of driving missions and the power and
energy envelopes required of the primary power and energy source(s). The example shown isfor a
1814 kg (4000 Ib) vehicle. The power and energy capacities for current and potential vehicle
batteries are also plotted and include some of the most advanced battery concepts currently being
investigated. The batteries were sized for the vehicle, based on measured or estimated battery
specific power and energy and estimates of the vehicle weight and volume which could be allocated
to battery storage. The driving missions that a particular battery can perform are represented by the
mission descriptions falling below and to the left of the dot representing that battery.

Figure ES-2 focuses on the bottom line for the EV, illustrating the primary battery characteristics
required for non-stop rural travel (241 km/150 mi) at nominal freeway speeds. The figure clearly
shows that even the most advanced battery technologies fall short of meeting the specific energy
(energy per unit weight of the battery) requirements. Obviously, the demand for battery performance
can be reduced by sacrificing more of the vehicle payload for batteries or reducing the performance
expectation of EV's, or a combination of the two approaches.

The PATH PSA for Activity Area A, Urban and Rural Comparison.
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Comparison of Battery Capacities to EV Requirements
for a 1814 Kg (4000 Ib) Vehicle

500
450 "- ~::\: ..
400 ’ ~ T
Sy e
300 ~ [
Watts/Kg 250 % '. 5:: : [ =.
Watt-hrs/Kg 200 ' |.‘ ~ —_— ...
t) MRS R
100 '
5% !I‘ 1' V7 ] =f..
ul‘li ' ma
o N w‘!"!’ll /'I/.II.,’ Specific Power
N E R S L /i
£l L &L B £ < L.l Specific Energy
sl = = £ £ 2 B o
) — — — m zZ I & =]
: 3 £ 2 i
g £ 3 z
z -
2
- Batteries

Figure ES-2. Comparison of Battery Capacitiesto EV Requirements for 1814 Kg Vehicle

These results, along with analyses of other types of fuels, analyses of other propulsion system
concepts and more qualitative analyses pointed to the following conclusions:

The EV will be limited to urban travel for the foreseeable future.

The EV is not expected to significantly influence AHS in the next 20 years. The EV is expected
to be a minority player into the year 2015, where we project that EVswill represent, at most 7%
of the total vehicle population in the United States.

« EVsrequire high performance, high efficiency components. EV performanceis very sensitive to
the efficiency of vehicle power management and power train. In some of the driving scenarios
examined, the energy requirements varied as much as 35-37% between high and low efficiency
vehicle systems.
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AFVsand hybrid vehicles are inherently better suited for high-speed cruising and long haul
scenarios than EV's.

Research into current battery technology suggests that the most advanced battery technologies
will yield only two to seven times the power of today's conventional |ead-acid battery and two to
five times the specific energy. Intheinitial analysis, several of these battery technologies
appeared suitable for moderate rural travel, on level roadways, at today's highway speeds.
However, in the final analysis these conditions are ideal and not representative of typical travel;
none of the battery technologies provided the sustained power necessary to meet today's typical
on-ramp accelerations demands or the power and energy to maintain high speeds over grades
during rural travel.

The results suggest that vehicles with limited on-board power and energy sources would benefit
from platooning, provided station keeping maneuvers were designed for power and energy
conservation. Station keeping within platoons can have a measurable cost in terms of added
power required and energy consumption. The added energy consumption for typical 150 mile
(241 km) trip can be on the order of 33-38%. Drafting effects within the platoon can benefit
vehicles and nearly offset the added energy required for station keeping.

Hybrid vehicles will not be feasible until advanced batteries are available with sufficient power to
get the battery weight down to within 15-25% of the total vehicle weight. Hybrid vehicles with
combustion engines (CEs) as primary power sources and contemporary technology batteries as
secondary power boost sources were found to be impractical due to the added weight of batteries
required. However, Ni/Cd, Na/S and lithium batteries promise power densities that will meet the
weight and volume constraints of the hybrid.

Flywheel batteries could provide the power densities necessary for certain hybrid vehicle designs.

Alternative fueled vehicles (AFVs) are expected to be amore significant factor after 1998, as a
result vehicle fleet purchases due to the federal Clean Air Act Amendment (CAAA) and the
Energy Policy Act (EPACT) of 1992, with itstax incentives. Their performance, handling and
controllability are similar enough to those of gasoline powered vehicles so that they do not pose
special AHS operation or control issues. They do, however, impact the infrastructure in terms of
availability of refueling stations, fuel production, handling and, to a lesser extent, vehicle
maintenance.

APSs pose special check-in problems due to their reliance on power and energy sources that are
less predictable than conventional combustion engines. This factor has the potential for further
reducing the EV range on automated highways, due the necessity for the AHS to apply some
safety factor to the information extracted from the vehicle.

AFVsand EVswill not provide gasoline fuel taxes. Thiswill cause a proportionate drop in tax
revenues from gasoline taxes and the public and/or commercial operations shift to alternative
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propulsion systems. There will need to be a means established for including these vehiclesin the
road tax revenue structure.

Document Organization

Section 1.0, Introduction, provides a background and states the objectives of the study.
Section 2.0, Study Scope, describes the technical scope and rationale.

Section 3.0, APS Impact Analysis Approach, provides a discussion of the structure of the study and a
description of the specific research and analysis tasks.

Section 4.0, Research Activities, discusses the research activities performed and results, focusing on
the quantitative analyses of the roadway, vehicle and roadway vehicle interaction.

Section 5.0, APS Impacts, provides a qualitative discussion of the impacts of APSs in terms of
issues, concerns and risks that were inferred from the quantitative analyses, surfaced during study
team interaction. These results are organized into the following categories:

Section 5.1, Population Projections for APS-Powered V ehicles, discusses the market penetration of
APS over the next twenty years.

Section 5.2, Impacts of APS Vehicles, discusses the potential impacts of APS vehicle introduction
from the standpoints of the environment, utility infrastructure, AHS interaction, vehicle design and
administrative issues.
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1.0 INTRODUCTION
1.1 Background

Alternative propulsion systems cover the spectrum of automotive technologies, from conventional
internal combustion engines to alternative fuels, electric propulsion, fuel cells and electrified
guideways. The focus of our concern in this study is the dynamic interaction of evolving vehicle
propulsion systems and Automated Highway Systems (AHSs). The target technology for the time
frame considered in this study is the electric vehicle (EV). The EV is assumed to have limited
introduction as a passenger vehicle over the next 10 to 25 years.

As vehicle propulsion systems transition from conventional power to the EV, requirements will be
imposed on AHSs to support them. Each new generation of vehicle will most likely have some
operational, performance and safety characteristics which will be unique to that class of vehicle and
propulsion system. Therefore, AHS planning must not only take into account the evolution of
enabling AHS technologies, but must also consider the evolution of the vehiclesthe AHS will be
supporting.

1.2 Objectives

The primary objectives of this activity were to assess the impact of Alternative Propulsion Systems
on the deployment of automated highway systems in terms of issues and risks, including; cost/benefit
tradeoffs, operational and performance issues and requirements, infrastructure impacts and
associated risks. The assessment of risks included the analysis of factorsin selected APS
technologies, their implementation, deployment and operation that may impose risksin the AHS
environments considered in the study.

A secondary objective was to identify and evaluate alternative AHS configurations which would
support the APSs defined in the study.
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2.0 STUDY SCOPE

The study consists of amultidimensional, parametric analysis of the impact of selected alternative
propulsion systems on automated highway systems. The primary dimensions defining the study
environment were technology, time and competing configurations for AHSs and APSs. Within this
environment the study assessed the impact of APSs on the deployment, operation and safety of
AHSs. The study identified some risks and requirements imposed on AHSs by APSs over several
evolutionary time frames (1990's, 2000-2009, 2010 and out). Thistime period was selected because
it is considered likely to span much of the continuing evolution of EV battery technology. The last
time frame, 2010 and out, is expected to mark the beginning of the introduction more advanced
propulsion systems into the public fleet.

The study considered the characteristics and deployment of four AHS concepts and evaluated the
impact of a probable APS evolutionary scenario on those concepts. These AHS approaches follow a
four-step evolutionary process consisting of an initial vehicle-centered concept that is evolved in
three stages to a platooning concept with intelligence distributed between the vehicle and the
roadway. Thiscombination of AHS concepts was selected for the following reasons:

(a) Each AHS concept has been researched and documented;

(b) The combination offers a broad spectrum of infrastructure impacts by considering varying degrees
of vehicle control, differing performance characteristics, varied distributions of system
instrumentation and complexity, from enhanced on-board intelligence to an enhanced intelligent
guideway, and varying degrees of intelligence centralization, and

(c) This approach promised to surface a wide range of useful results related to system performance,
deployment and safety impacts.
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3.0 APSIMPACT ANALYSISAPPROACH

The study was comprised of four distinct research and analysistasks. The tasks were to:

Evaluate and Assess Alternative Propulsion Systems;
Define Representative AHS Configurations;

Perform Impact Analysis of APS on AHS;

Postulate on Alternative AHS Configurations.

The tasks and their relationships are illustrated in figure 3-1, and are discussed in sections 3.1 through
3.4. One of the important features of the study approach wasthat parallel, but somewhat
independent activities of APS and AHS definition, characterization and evaluation were conducted
during the initial stages of the effort. Thiswasdonein an effort to maintain the objectivity of the
study, and avoid the possibility of tailoring an AHS concept to a specific APS evolutionary scenario.
As part of the impact analyses, the APSs and AHSs were be played together in a scenario of multiple
APSs which were deployed and operated in multiple AHS environments, which were analyzed over
several discrete deployment time frames.

3 1a CHARACTERIZE

. PROPULSION SYSTEM AND
RELEVANT SUBSYSTEMS

EVALUATE AND ASSESS
JALTERNATIVE PROPULSION .
SYSTEMS + Order of Technology Evolution
eful Life of
Veh echnology 1993 - 1999
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3 1b PS Tecyology
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FacToR [ — . .
EVALUATE IMPACT OF POSTULATE ON ALTERNATIVE
APS ON AUTOMATED AUTOMATED
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RESULTS
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ENVIRONMENTS

APS Impact Analyses

* AHS Performance
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Figure 3-1. APS Impact Analysis Methodology
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3.1 Evaluate and Assess Alternative Propulsion Systems

This activity consisted of alimited research of APS technologies, assessing their levels of maturity
and projecting the evolution of APS technologies over the time frame established for the study. The
results of this activity were used to assess the impact of APSs on AHSs (section 3.3) and to define
potential alternative AHS configurations for the activity described in section 3.4. The most likely
APS technologies for commercial and private vehicles were selected based on a limited research of
commercia and government data and in-house research.

This portion of the study considered alternative fuels, alternative fuel vehicles, current battery
technology and expected battery developments, as well as vehicle technologies and developments,
such as ultra light composite body materials, regenerative braking, air conditioning and power
steering. An evolutionary deployment scenario was established for the EV and battery technologies
in order to examine the impact of EVson evolving AHS capabilities.

Each of the APSs selected has been described in parametric and quantitative terms. The study
defined APS characteristics, identifying likely subsystems, system efficiencies, power consumption,
and energy storage requirements. These were subsequently used to evaluate system performance and
function of the AHS Representative System Configurations (RSCs) defined in the activity described
in section 3.2. The study has also identified malfunctions, types of failures, and provided qualitative
estimates of the reliability of each APS as they were likely to impact an AHS. Performance factors
such as maximum speed, acceleration and range were assessed and AHS infrastructure requirements
imposed by each APS were identified.

3.2 Define Representative AHS Configurations

The study defined amix of AHS Representative System Configurations (RSCs) which offer arange
of vehicle and roadway complexities, and operational variables such as capacity, safety and speed.
These are discussed in detail in section 4.1.1 and approach the definition of AHS configurationsin a
logical progression from an initial vehicle-centered approach and continuing with progressively more
enhanced vehicle intelligence. In parallel, the guideway begins a phased development, starting with
passive support features and progressing through four stages of increasing guideway intelligence into
an active guideway supporting high-speed platooning.

Evolutionary timelines have been estimated for each of the representative AHS configurations, which
overlap those of the APS analysisin described in section 3.1. Each of the representative AHSs was
configured to meet the eight Baseline Assumptions for AHS function, operation, performance defined
in the original PSA Studies request for proposal.

3.3 Perform Impact Analysisof APSon AHS
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This phase of the study conducted a comparative analysis of the results of the APS and AHS
definition efforts described in sections 3.1 and 3.2. The activity assessed the impacts and risks to the
deployment and operation of AHSs imposed by APS vehicles. In order to provide some insight into
APS-AHS interaction, as both technologies evolve, the analyses was conducted for the time
intervals, 1993-1999 and 2000-2009. Additionally, the activity attempts to provide some insight into
the impacts of APSs for the years 2010 and out.

AHS variables considered in the APS impact analyses included:

AHS Check-in and Check-out configuration and procedures

Lane configurations

V ehicle headway

Instrumentation and intelligence allocations among vehicles and roadway
Driver training and ability

State of the infrastructure

Speeds, flows and capacities

Urban and rural travel

Road grade

System safety assumptions and requirements

State of development of AHSs and APSs at each time frame

V ehicle mix, including conventional, low emission vehicles (LEVS), ultra-low emission
vehicles (ULEVs) and zero emission vehicles (ZEVs).

3.4 Postulate on Alternative AHS Configurations

The study determined which of those issues and requirements identified in the impact analyses
(section 3.3) would be essential to an AHS that both (a) supports evolving APS vehicles and (b)
meets the Baseline Assumptions for an AHS stated in the RFP. These results were then used to
suggest and evaluate alternative AHS configurations, deployment approaches and operational
considerations necessary to support APSs.

Subsequently, several more detailed assessments were made. One analysis attempted to identify and
evaluate, the AHS requirements and configuration alternatives necessary to mitigate the risks
associated with individual APS technologies, and a second identified alternatives necessary for AHS
operation with mixed propulsion system vehicles. The feasibility, maturity and cost/benefits of
alternative AHS configurations was assessed.
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4.0 RESEARCH ACTIVITIES

4.1 AHS Representative System Configurations

Asdiscussed in the project objectives, one of initial tasks in this research activity was to develop
specifications/descriptions of competing AHS configurations, or Representative System
Configurations (RSCs).  For consistency, the AHS Operating Mode Input Matrix?, table 4.1-1, was
used to define combinations of AHS configurations and vehicle operation and demand variables. The
matrix in the figure relates RSCs to vehicle operating and demand variables. The RSCs defined in
this matrix are consistent with those defined by Calspan for the PSA studies.

The matrix precludes certain combinations, such as mixed manual and AHS instrumented vehicles
operating highly automated roadways. Additionally, some of the configurations identified in the
matrix were considered either unsafe or unreasonable and were discarded from consideration; for
example high-speed platooning with mixed heavy and single passenger vehicles, at moderate spacing
was disallowed (modes 79, 87 and 95). Shaded areas in the matrix represent those cells excluded
from consideration.

It was found that vehicle propulsion systems were sensitive to only one of the primary operating
variables: speed. However, secondary variable considerations, such as road grade, trip length, peak
acceleration requirements and on-ramp configurations have a significant impact on the evaluation of
APS-AHS interaction.

4.1.1 AHS Concept Definitions

Several operating mode alternatives were developed for analysis by assessing combinations of RSCs
with different operating concept variables and selecting the most likely combinations. The methods
for defining the RSCs, operating and demand variables are described in this section.

Representative system configurations were specified/described in terms of the following
distinguishing characteristics:

(1) Alternative Guideway Configurations. There are two concepts, one for mixed manual
and AHS equipped vehicles (G1) and separate AHS lanes (G2).

(2) Alternative Instrumentation, Authority/Intelligence Distribution. Four successive stages
of AHS progression were considered, each building on the earlier stage:

I1: Vehicle based system, AICC available (longitudinal control - similar to "autobrake +
autogap”, minor guideway sensor instrumentation. Guideway provides routing advice
and emergency support.

*The AHS Operating Mode Input Matrix was developed at the Transportation Research Group at California
Polytechnic State University at San Luis Obispo.
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12: Same as |1 plus guideway passive support for lateral vehicle guidance, advisories on
road surface conditions and hazards, increased possible continuous video monitoring
of right of way.

I3: Same as 12 plus AHS support of lane change maneuvers and overall flow
coordination at alocal and network level, limits to operator/driver intervention
capabilities appear at this stage, entry-exit responsibility/activities increase, system
steady state operation designed for AHS traffic only.

14: Same as |4 plus platooning®, extremely complex and critical activities in entry/exit,
operator/driver intervention at the panic button level, only, very powerful guideway
instrumentation, possible powered roadway and EVs.

(3) Heavy Vehicle Strategy. Another variable considered important is the possible inclusion
of heavy vehicles. Two heavy vehicle strategies were added for consideration, one for mixed
passenger and heavy vehicle traffic (M) and one for separate lanes for heavy vehicles (S).
This combination of vehicle and instrumentation/intelligence, guideway configuration and
heavy vehicle strategies yielded eight RSCs for consideration.

The four concepts for vehicle and roadway intelligence, 11 through 14, were combined with guideway
concepts for lanes having mixed AHS-equipped and manual vehicles (G1) and for separate lanes for
AHS-equipped vehicles, only. The mixed traffic concept, G1, was not considered in combination
with the more complex AHS configurations of 13 and 14.

The Operating V ariables selected were speed, vehicle spacing and travel demand. These were
defined as follows:
(1) Maximum operating speed. This Operating Variable is coupled with average vehicle
spacing. Two maximum operating speed options were examined, 100 and 150 kph.

(2) Vehicle spacing. Two average "spacing" alternatives were examined. The "moderate
spacing” alternative is compatible with the recent longitudinal control demonstration by
PATH in San Diego, which yielded an average separation of 10 meters at 34 meters/second.
A "long" spacing alternative was examined which was, on the average, twice the distance of
"moderate spacing"”.

(3) Travel demand. Three alternative travel demand scenarios were considered for each
speed-spacing pair. These were"low", "moderate” and "high", representing approximately
3000 vph, 6,000 vph and 12,000 vph respectively.

3Platooning was unofficially defined at the PSA Interim Results Workshop (IRW) as "very close" spacing, on
the order of afew feet, requiring inter-vehicle communications and some form of mechanical, electromagnetic
or "other" entrainment to keep the vehiclesin a stable formation. This definition is different from just "closer
than today" vehicle spacing which can/will be achieved safely through the reduction of the reaction times and
standardization of vehicle braking ability. Both have the potential to increase throughput and overall network
capacity with platooning creating more dramatic changes but requiring significantly more complex system
structure. Initial estimation shows that "close spacing” can achieve throughput of 3,000 to 6,000 vehicles per
lane per hour, while "platooning” can achieve throughputs of over 12,000 vehicles per hour. However, both
alternatives will have only moderate impact to the overall network capacity without special arrangements and
modification in the entry/exit facilities. The latter is more critical as the throughput reaches several multiples of
today's system lane carrying abilities.
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Table4.1.1-1. AHS Operating Mode Input Matrix

> Guidew ay Configuration
Representative System (Mixed with Manual) | G2 (Separate Lanes for AHS)
Configurations Instrumentation, Authority/Intelligence Distribution
(RSCs) | 12 | 13 14
Operating & Heavy Vehicle Strategy
Demand Variables M S M S M
4 5
Long 9 12 13
Moderate 20 21
28 29
Moderate 36 37
44 45
52 53
60 61
68 69
76 77
Moderate 84 85
92 93
L egend:
Guideway Configuration (G) Instrumentation, Authority/Intelligence Distribution (1)
Gl= mixed manual and AHS equipped vehicles 11= vehicle based system, AICC for longitudinal control,
G2= separate lanes for AHS equipped vehicle minor guideway instrumentaion
12= 11 plus Guideway passive support for lateral guidance
Heavy Vehicle Strategy (M & S) 13= 12 plus AHS lane change support,
S= separate lanes for heavy vehicles (large trucks & local and network supported flow control,
buses) limited driver intervention,
M= mixed heavy and passenger vehicles increased entry/exit control/support,
automated lanes restricted to AHS equipped vehicles
14= 13 plus platooning, complex entry/exit,
driver intervention restricted to panic/emergency mode, powerful
guideway instrumentation, possible roadway power
Speed Demand per lane (D)
M oderate= 100 kph D1= 3,000 vph
High= 150 kph D2= 6,000 vph
Spacing D3= 12,000 vph
M oderate= 10 meters
Long= 20 meters
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4.1.2 AHS Operating M ode Descriptions

A single AHS Operating Modes is defined by a specific RSC and Operating Variable pair, which is
designated by a numbered cell in the Operating Mode Input Matrix. A set of secondary variables was
defined for each Operating M ode selected for analysis. These variables appear to have the most
impact on APS operations.

Nineteen operating modes were selected for final evaluation. The choice of secondary variables and
the alternative values they can assume (degrees of freedom for the AHS operating mode
development) was guided by APS evaluation requirements, as well as the need to consider a variety
of AHS concepts. Operating mode descriptions will also include the following additional elements
addressing specific APS evaluation needs:

Configurations/Rules for Mixed (with non-AHS traffic) Operation
Vehicle Size/Weight Strategy

AHS Lane Availability

Maximum Grades by Grade Length

Check-in/out Times

Averages and Distributions of Trip Lengths

Refueling Station Availability

AHS Market Penetration

On/Off Ramp Configurations

Daily/Seasonal AHS Traffic Demand Variations

The Operating Mode Input Matrix presents the AHS in progressively more complex, advanced, and
effective stages as we move from left to right and from top to bottom of the matrix. As mentioned in
the Instrumentation, Authority/Intelligence Distribution (I1x) descriptions, the introduction of separate
AHS lanes almost coincides with the introduction of 13. What is certain, however is that manual
traffic will be highly unlikely to be allowed in stage 14. Four areas of AHS progress were evaluated,
one for each Ix instrumentation stage. The exclusion/inclusion of heavy vehicles introduces an added
complexity that was examined separately for each Ix. The two alternative vehicle speeds also created
some variability within the same instrumentation group that was evaluated. The following four
subsections describe the characteristics of the Operating M ode Groups for each stage of AHS
instrumentation®:

Group Under 11

Operating Mode Group Oq)4: Cells#1,9,25,33
Operating Mode Group Oqg: Cells#10,18,34,42

*Numbers in the subscript show the "I" stage to which the operating mode belongs. Subscript M denotes heavy
vehicles mixed with light duty vehiclesin the same traffic stream. S denotes AHS activitiesin lanes where
heavy vehicles are not allowed. For stages |1 and 12, where manual and AHS traffic are mixed, the separation
of heavy vehicles occurs through prohibition of the use of the one or two left lanes in facilities with more than
two lanesin one direction. In the case of only one lane in each direction it will not be feasible to separate heavy
vehicles. Thislimitation islikely to reduce the likelihood of high speed capabilitiesin rural cases where high
speed is desirable. Subscript F denotes high speed (150 KPH). Spacing and demand are not shown in subscript
form.
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Operating Mode Group Oqgf: Cells #50,58,82,90

This Operating M ode Group contains configurations similar to the highway system today plus
automation of the longitudinal control of the vehicle. Longitudinal control featuresinclude systems
such as autobrake and autogap and/or AICC. The longitudinal control systems provide the capability
to reduce the headway between vehicles and relieve the driver of tactical activities in the control of
the throttle and brakes for position keeping.

Several scenarios for the staging of implementations are discussed. The most likely one supported by
the latest industry developments calls for the introduction of ICC first. The ICC will be able to
follow avehicle at afixed time or space headway with a certain maximum speed restriction and only
"soft braking" capabilities. Soft braking denotes that the driver will be responsible for hard
deceleration maneuvers if needed.

In the future, ICC is expected to be enhanced with a collision avoidance capability where the trail
vehicle will perform the hard deceleration maneuver automatically when needed. There are some
additional implicit assumptions that need to go into the calculation of the "safe" autogap.
Assumptions include the vehicle speed differential and the braking capability differential between the
lead and trail vehicles. System reaction time is amost universally accepted to be a few tenths of a
second (0.1 to 0.3 sec.). Uncertainty in this areais the overhead that the malfunction analysis teams
will include to compensate for backup system reaction time. Initial indications are that it will not be
more than two tenths of a second. However, the initial question on the absolute value as well as the
differential of braking capabilities between the lead and trail carsin the absence of inter-vehicle
communicationsis amajor one. Detailed analyses are needed to assess the safety boundaries for
each combination of speed and braking capability in terms of minimum space or time headway. The
time headway, in turn, defines the theoretically maximum system throughput capacity. The driver is
still responsible for lateral control (steering) of the vehicle.

Group Under 12

Operating Mode Group Ogp\y: Cells#11,19,35
Operating Mode Group Ogg: Cells#20,44
Operating Mode Group Opgp: Cells #52,60,92

This operating mode group includes the addition of vehicle lateral control capabilities. It is expected
that initially thiswill be performed through tracking of markers on or within the pavement.
Alternatives include magnetic and/or visual markers or reference points. Several test and working
installations (for transit systems) at this stage show that lateral control is technically feasible and
provides a smoother ride with more accurate tracking than manual steering. Difficulties and
uncertainties arise when automatic lateral control is combined with automatic longitudinal control,
even for steady state operations. Such uncertainties include the impacts of automation activity on the
other; like braking and acceleration initiatives while on a turn or tracking correction; or the other way
around. Another issueis that this combination of longitudinal and lateral control will be the first time
that the driver isableto "retire” from all driving duties, while being required to remain alert. Such
concerns gave birth to the idea of prohibiting the ability to use both longitudinal and lateral control at
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the sametime. Thisinitial design will permit study of both systems and their potential interaction as
well as human factors assessments on the ways to ensure driver alertness. This stage isinitially
expected to share lanes with manual driving, which adds another level of uncertainty requiring driver
alertness. Vehicle to roadway communication capabilities are recommended, but not required in this
phase, and inter-vehicle communications would help reduce the traffic stream instabilities and
braking capability uncertainty.

Group Under 13

Operating Mode Group O3)4: Cells#13, 37
Operating Mode Group Ogg: Cells#22, 46
Operating Mode Group Ozgp: Cells#62, 70, 94

This operating mode group introduces the integration of longitudinal and lateral control systems to
the point where complete maneuvers like lane changing and merging and weaving can be performed.
It is possible that by this stage the market penetration of AHS will be able to justify separation of
manual and automated traffic lanes. However, the system should be able to accommodate the
occasional manual vehicle introduced by error or intention. Driver ability to take control of the
vehicle will begin to be restricted and reactions will be limited to standardized emergency procedures
or "panic button” level alternatives. Substantial infrastructure changes will be required including the
addition and/or conversion of lanes, the development of special entry/exit configurations and
considerable roadside instrumentation. Roadway to vehicle communications are required and inter-
vehicle communications are also highly recommend and probable at this stage for maneuver
coordination.

Group Under 14

Operating Mode Group Ogy,: Cells#15, 39
Operating Mode Group O4p E: Cell #63
Operating Mode Group Oy4s: Cells#24, 48
Operating Mode Group O4gp: Cells #64, 72, 96

This operating mode group introduces a more advanced AHS design. Although the exact system
characteristics fade in the distant implementation horizon, it appears that in cases of only one AHS
dedicated lane, platoons need to be formed at the entry/exit facilities and formations kept constant
during the en-route sections in the presence of high demand. At this stage high demand is assumed to
be the reason for the switch from I3 to 14. In cases of more than one AHS lane, platoon switching
and formation could be achieved en-route as well. Platoon joining and braking will be performed
through lateral merge of vehicles rather than longitudinal control maneuvers. Presently this appears
to be a"safer" design. The driver reaction alternatives at this configuration will be at the "emergency
button” level only. Alternative designs call for AHS-only lanes to be designed in pairs for each
direction.

The "average trip" for the "urban" AHS system is a home-to-work trip of 15 miles each way,
requiring approximately 30 minutes. Such trips are responsible for about half the vehicle milesin
most urban environments and represent about one fourth to one third of the total number of trips.
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Non-home-to-work trips are greater in number but are usually shorter and unlikely to be impacted by
the introduction of AHS, at least in the initial stages. A high end (approximately 90th percentile)
home-to-work trip of 30 miles was also considered. The "average" rural trip today is assumed to be
inter-city travel of 150 miles at an average speed similar to "moderate” AHS speed (100 KPH). In
the G1 configurations of mixed traffic, entry/exit facilities are assume to be similar to what the
freeway system hastoday. Inthe G2 configurations entry/exit facilities are assumed to be spaced
every two milesin the urban areas and every ten milesin the rural areas.

4.1.2.1 AHS Operating Mode Inputsto APS Analyses

A shorthand notation is used to characterize the operating modes. Trips are either urban (U) or rura
(R). Urban trips are either of average length (Ug = 15 miles or 24 kilometers) or long (U = 30 miles
or 48 kilometers). Rural trips are 150 miles (241 km) in length. Grades (G) are described in terms of
their slope and length. Grades are either long (G| = 6% grade for 2 miles, or 3.2 kilometers) or short
(Gg= 3% for 1 mile or 1.6 kilometers).

1. Operating M ode #9U QQI_

This operating mode has all of the above mentioned characteristics for the 11 group. Longitudinal
accelerations and decel erations for position keeping are on the order of a maximum of 0.2g at 100
KPH (mixing with trucks and manual traffic), with average accelerations are on the order of 0.05g.
Position keeping accelerations at higher speeds are on the order of .1g, with average accelerations of
0.025g. A grade of six percent grade and two miles long was considered. The average speed over
the grade was assumed to be 60 KPH, although the average speed for level travel is 100 KPH. Trip
length was assumed to be 15 miles (Ug). Check-in/out time at the ends of the ramps was assumed to
be on the order of 30 seconds. On-ramp profiles were in accordance with current profiles measured
on different California freeways during the recent project by Cal Poly.

System entries and exits were assumed to be spaced at two mile (3.2 km) intervals.

2. Operating Mode #9UGg. Same as above, but grade is 1 mile (1.6 km) at 3 percent.

3. Operating Mode #9U|Gg. Same as above but trip is 30 miles long (4.8 km).

4. Operating Mode #9U|G|. Same as above but grade is 2 miles (3.2 km) at 6 percent.

5. Operating Mode #10U|G|. Same as above but speeds do not drop over grade.

6. Operating Mode #10U5GI. Same as above, but trip is 15 miles (24 km).

7. Operating Mode #20RG;. This group iswithin AHS stage 12. All baseline inputs are the same as
above, but this mode considers arural trip of 150 miles (241.4 km) and assumes refueling availability
every 50 miles (80.5 km).

8. Operating Mode #11RG). Same as above, but speed over grade is 60 kph (37.3 mph)



TRW Task M Page 24

9. Operating Mode #60RG|. Same as above but speeds over grade are at 100 kph (62 mph) and top
speed is 150 kph (93 mph).

10. Operating Mode #60RGg. Same as above but grade is 1 mile (1.6 km) at 3 percent.

11. Operating Mode #52RGg. Same as above but speeds are not reduced over grades.

12. Operating Mode #46U G|. The remaining operating modes all have 13 AHS characteristics.
Longitudinal accelerations and decelerations for position keeping will be in accordance with the
values observed during the San Diego test performed by PATH and will be on the order of 0.1g. A
grade of 6 percent and 2 miles (3.2 km) in length should be considered part of the trip (G - long,
mode indicator). Trip length should be assumed to be 15 miles (24.1 km) (U - average, indicator
after the mode number). Check-in/out time at the ends of the ramps should be assumed to be on the
order of 30 seconds. On-ramp speed profiles should be in accordance with current profiles measured
in different California Freeway during a recent project by Cal Poly. System entries and exits will be
spaced at 2 miles (3.2 km) intervals.

13. Operating Mode #46U4Gg. Same as above but grade is 3 percent and one mile (1.6 km) long.

14. Operating Mode #46U|Gs. Same as above but trip length is 30 miles (48.3 km).

15. Operating Mode #46U|G). Same as above but grade is 6 percent and two miles (3.2 km) long.

16. Operating Mode #94U|Gg. Same as above but speed is high at 150 kph (92 mph), and grade is 3
percent and one mile (1.6 km) long.

17. Operating Mode #94RGg. Same as above but trip is 150 miles (241.4 km) long, with refueling
availability every 50 miles (80.5 km).

18. Operating Mode #46RGg. Same as above but speed is moderate at 100 kph (62 mph).

19. Operating Mode #46RG|. Same as above but grade is at 6 percent and 2 miles (3.2 km) long.

Note: Stage 14 is expected to be very similar to 13 as far as characteristics that influence propulsion
systems. One possible influence could be that because of the increased capital required to move from
I3 to 14 it could become feasible to provide an electrified guideway which would solve the energy
starvation problems that this analysisis highlighting.

In section 4.3 we evaluate APS performance in the AHS environment using the operating modes
described above. However, in order to effectively assess APS sensitivities to individual roadway and
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driving mission factors, additional operating modes have been added which are subsets to those
defined above. Thisresulted in atotal of thirty-eight individual modes that were analyzed. Each of
the modes in 7 through 11 above were separated into two modes, one with no refueling and a second
with refueling stations at designated intervals. Similarly, each of the modes 12 through 19, above,
have been partitioned into four modes; one mode with the vehicle operating independently with no
refueling, a second independent operating mode, but with refueling, a third mode with platooning and
no refueling, and a final mode that combines refueling and platooning.

4.1.3 Possible Evolutionary Concept for AHS

One possible evolutionary AHS growth model isillustrated Table 4.1.3-1. This approach reflects a
likely economic scenario in which much of theinitial burden of AHS cost will be placed on the
individual user, through added vehicle costs incurred by AHS-related functions and features.
However, as the infrastructure builds up and usage increases, the cost of AHS is shifted to the public
sector. This concept is also consistent with public safety objectives, in that safety of automated
highway travel becomes increasingly more observable and controllable through the centralization of
vehicle monitoring and control.

1993 - 2004. The timeline begins with implementation of a vehicle-based system featuring
longitudinal control based on an AICC concept and minor guideway sensor instrumentation. The
guideway also provides advanced traveler information, such as routing advice and emergency
support. This concept allows for a mixture of AHS-equipped and non-equipped vehicles. Thereis no
supporting highway infrastructure in place at this point. It is expected that, during this period, the
emphasis of AHS implementations would be on vehicle on-board systems which allow mixed traffic.

2005-2014. The assumptions made for this stage of AHS development are even more subjective
than those for the prior phase, and were made in order to construct an environment in which for the
assessment the impact of mixed AHS and non-AHS vehicles on automated highways. During this
stage it is assumed that as the infrastructure begins to build up, additional roadway intelligence is
added to allow mixed AHS and non-AHS equipped vehicles to operate on the same AHS roadway.
The guideway is providing lateral guidance support to equipped vehicles. It isanticipated in this
scenario that there would be a spacing penalty for the AHS-equipped vehicles, due to the combination
of added lateral control feature in the presence of non-instrumented vehicles. At the present time, the
combination of longitudinal and lateral control are considered technical challenges. An additional
penalty in allowing non-AHS vehicles on the AHS is that there is no increase in average vehicle
speed at this stage of AHS evolution.

During this time frame the goal of further infrastructure development is to enhance system
performance, in terms of speed and capacity. The infrastructure becomes more mature with
proliferation of instrumented roadways and AHS equipped vehicles.

During the latter part of this period it is assumed that the number of AHS-equipped vehicles beginsto
grow significantly, justifying increased investment in guideway intelligence. This scenario calls for
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increased infrastructure support of lane change maneuvers, flow coordination and entry/exit
responsibilities.

2015 - 2024. During this stage the volume of demand for AHS access becomes sufficient to
economically justify separate right-of-ways for AHS vehicles. With the latter comes improved
vehicle speed the capability for closer vehicle spacing and the advent of platooning. Non-AHS
vehicles, including large commercial vehicles operate on lanes and roadways dedicated to mixed
vehicles, which may include AHS-capable vehicles. The evolutionary model allows for the co-
existence of several AHS concepts, including an enhanced platooning concept with enhanced
roadway intelligence.

The likelihood of two AHS system configurations existing concurrently, and in use by the same
driving population is arguable, however, the concept isincluded for its potential to cause greater
variability in the APS impact analyses. Another reason for including both conceptsisthat oneis
better suited for urban environments, while the other makes sense for inter-city travel where
platooning is either unnecessary or undesirable.

The study makes some assumptions about the interoperability between I3 and 14; (a) Vehicles
instrumented to operate in an 14 environment will be capable of operating in 13, however (b) vehicles
instrumented solely for 13 will not be capable of operating in an 14 environment. The premise for (a)
is the assumption that both concepts include intelligent roadways with vehicle-to-roadway
communications and that inclusion of I3 functionsin 14 equipment is a reasonable and cost-effective
extension. The premise for (b) isthat vehiclesinstrumented only for I3 do not have the inter-vehicle
communications necessary for |4 operation.

It is expected that, during this period, the AHS infrastructure would begin to build to a point at which
some AHS facilities would incorporate enhancements to roadway intelligence that would:

() Provide the capacity to sense the presence and location of a vehicle on the roadway,

(b) Discriminate between instrumented vehicles and non-AHS traffic vehicles, and

(c) Reduce the complexity of on-vehicle AHS systems.

4.2 APSVehicle Research

APS Research and Analysis Approach

The process used to conduct APS research and analysisisillustrated in Figure 4.2-1. This process
starts with development of AHS-dependent vehicle performance requirements which are derived
from PATH studies. These requirements define the average trip distance, road grade, hill climb and
in the case of platooning, vehicle station keeping. The latter would be required of the APS operating
on an automated highway. These vehicle requirements are subsequently converted to wheel power
and energy requirements which are expressed as functions of vehicle weight and aerodynamic drag
and rolling friction.
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The vehicle road power and energy data, together with selected APS power train concepts and
subsystem characteristics, were used to estimate peak engine power and fuel capacity for each vehicle
concept. Thiswas accomplished by means of a process that traced the power flow and estimates
power losses through the vehicle power train subsystem, from the driving wheels back up to the
primary propulsion energy source. Subsequently, APS subsystem performance requirements, such as
peak power levels and required power-level durations were derived for each APS-AHS concept
combination. The study carried through with these same analyses for conventional internal
combustion-powered vehicles to provide a comparative baseline.

Performance requirements were used to estimate vehicle subsystem physical characteristics, such as
weight and packaging volume. A complete vehicle was synthesized for each APS concept, taking
into account vehicle factors, such as structure, occupancy and cargo capacity. The resultant APS
vehicle is then compared to the baselined conventional vehicle that it would be replacing to assess the
viability of the APS. This analysis includes penalties of the APS in terms of: loss in performance due
to increased vehicle weight, and reduced passenger or cargo capacity.

The viability analysis then addresses three APS impact areas; operability, technology and
infrastructure. Operability relates to how the APS fits within the driver's and AHS modes of
operation, such as check-in requirements, road handling, and instrumentation and displays.
Technology needs refers to the prioritized improvement in subsystem performance that is needed to
bring the APS vehicle up to acceptable conventional vehicle performance. Infrastructure impacts and
requirements addresses APS-specific issues, in particular, the support infrastructure required to fuel
and service the APS vehicles.

4.2.1 APSVehicle Selection

Potential APS Power Systems

Figures 4.2.1-1 illustrates the family of possible power systems for vehicle propulsion. Vehicular
primary energy sources can be classified into those in which the energy source is stored on board the
vehicle and those in which primary energy is supplied from an external source, without the need for
storage. The latter category includes all systemsin which energy is transferred from some fixed
guideway transmitter installation to the vehicle. Generally, these external energy transfers are made
through direct contact, asin a "third rail”, or non-contact transfer, such as inductive coupling.
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AHS Concept Variables Automated Highway System
Evolutionary Concept
Evolutionary Time
frame
_ 1993-1999 2000-2004 2005-2009 2010-2014 2015-2019 2020-2024 2025-?
Variable Value
Authority/Intelligence Distribution
I Vehicle-based System/Minor|
Guideway Sensor | nstrumentation
|2 Guideway Passive Support for
Lateral Maneuvers|
|3 Enhanced Guideway Support of
Lane Change, Flow Coordination,
Entry/Exit Control
I4 Enhanced Guideway
Intelligence/Platooning
Vehicle Speed
S 100 Kilometers/Hour
52 150 Kilometers/Hour
Inter-Vehicle Spacing
Mod 10 Meters
Long 20 Meters
Guideway Configuration
Gq Mixed with non AHS Traffic
(32 Separate AHS right-of-way/|
Evolutionary Time frame 1993-1999 2000-2004 2005-2009 2010-2014 2015-2019 2020-2024 2025-?

Figure 4.1.3-1. Possible AHS Evolutionary Timeline
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APS
POWER AND
ENERGY
REQUIREMENT

AHS
OPERATIONAL
REQUIREMENTS

APS SUBSYSTEMS
PERFORMANCE

REQUIREMENTS
APS POWER
TRAIN CONCEPTS

VIABILITY OF APS APS
CONCEPT FOR la@——| SUBSYSTEM SIZES
AHS SERVICE AND RATINGS
OPERABILITY TECHNOLOGY INFRASTRUCTURE
IMPACTS NEEDS IMPACTS AND
REQUIREMENTS

Figure4.2-1. APS Research and Analysis Approach

Heat Engines. On-board energy sources include systems in which the primary energy is stored as
chemical potential and then is transformed into thermal energy for subsequent usein a

thermodynamic heat engine cycle. The thermal energy can be added "externally"”, asin quasi-Carnot

(Stirling) or vapor expansion (Rankine) engines, or "internally", asin spark ignition (Otto),

compression ignition (Diesel), or turbine (Brayton) engines. The fuel of choice for each of these heat
enginesis variable, and depends on considerations of flammability and combustion characteristics, as
well as factors such as fuel storability, cost and availability. Historically, liquid petroleum products

have been the fuel of choice for internal combustion engines, while external combustion engines,

with their broader tolerance to combustion characteristics have been and are fueled with a wide range

of materials ranging from wood and peat, through coal and bunker grade boiler oils and other

distillates.



TRW Task M Page 30

EXTERNAL ENERGY SOURCES ON-BOARD ENERGY SOURCES
CENTRAL
PETROLEUM- OTHER
GENERATING
STATION BASED FUELS FUELS
NATURAL  |PETROLEUM DIESEL COAL- BIOMASS

GAS GAS GASOLINE FUEL HYDROGEN DERIVED | (ETHANOL)
(METHANOL)

ROADWAY N FUEL
HYBRID BATTERY HYBRID

POWER \ CELL

THIRD INDUCTIVE MICROWAVE AQUEOUS ORGANIC MOLTEN SALT SOLID SOLID AQUEOUS MOLTEN SALT
RAIL COUPLING COUPLING ELECTROLYTE |ELECTROLYTE ELECTROLYTE ELECTROLYTE ELECTROLYTE ELECTROLYTE | ELECTROLYTE

METAL MECHANICAL \
AR RECHARGE
HYBRID I I HYBRID \

HEAT
STORAGE HYBRID ENGINE

CHEMICAL THERMAL MECHANICAL INTERNAL EXTERNAL
REACTIONS STORAGE STORAGE COMBUSTION COMBUSTION
HEAT OF SPARK STIRLING RANKINE BRAYTON
SENSIBLE COMPRESSION CYCLE
FUSION HEAT FLYWHEEL IGNITION IGNITION CYCLE CYCLE

Figure4.2.1-1. Family of Possible V ehicle Propulsion Systems

Fuel cells. Fuel cells and batteries represent systems wherein the primary energy is stored as
chemical energy, but is transformed into thermodynamic work through electrochemical processes.
The transformation does not generally impose high temperatures and pressures; factors which lead to
the materials and emission problems associated with many heat engines. Fuel cells differ from
batteriesin that they are rechargeable through the addition of fresh fuels, and in most cases, require
the removal of spent chemical products. Since recharging is accomplished through fuel
replenishment, the "charging range" is limited only by the transfer rate of fresh reactants into the fuel
cell. Most contemporary fuel cells require hydrogen, and complex hydrocarbon reformers are
needed to create that fuel on board.

Batteries. Batteries are generally regarded as being rechargeable by reversal of the electrochemical
conversion process, that is, electrical energy is used to transform reaction products back into fresh
reactants. These types of systems are called secondary batteries. (Primary batteries are those in
which the battery reactants are not electrically recharged, and the re-conversion of products back into
reactants is done by other means, such as physical replacement of materials). Discharging and
charging electrochemical reactions almost always involves undesirable side reactions, such as
corrosion or poor specie distributions (dendrite formation) leading to finite battery cycle life.
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A primary driver for consideration of secondary batteries as vehicle energy sourcesis that the base
energy source, that is, the supplier of electrical energy for recharging, liesin the electrical power
generating station, be it founded on petroleum, natural gas, coal, hydropower, nuclear, geothermal,
wind or solar sources. Thiswide range of central generating sources reduces the consumption of
petroleum for transportation purposes, and offers environmental pollution reduction through the
substitution of non-polluting transportation energy sources and/or more readily controlled centralized
stationary emission sources.

Hybrid Systems. There are hybrid electrochemical systems possessing both battery and fuel cell
characteristics. For example, a hybrid system could be composed of an electrochemical system using
oxygen from the air as the fuel cell oxidant, coupled with areducing fuel, such as areactive metal like
magnesium.

Energy may also be stored as mechanical energy, through the use of flywheels and compressed gas,
or asthermal energy in the form of sensible heat, or change of phase heat. Mechanical systems have
the advantages of extremely high cycle life and charge/discharge rates. Thermal systems typically
have low energy densities and suffer Carnot inefficiencies when transformed into mechanical work.

Figures 4.2.1-1 also shows that numerous hybrid systems are possible, with various combinations of
onboard and external energy sources. In each case the conceptual hybrid system seeksto avoid the
problems associated with a single energy source by augmenting it with beneficial characteristics of
other energy systems. For example, combining fuel cells with batteries gives the high energy density
and thus extended vehicle range associated with the chemical potential of fuel cell reactants, coupled
with the benefit of rapid refueling. Batteries offer the high power-density needed for vehicle
acceleration that islacking in fuel cells. Similarly, heat engine-based hybrids relax many of the
demands on heat engine drivability which tend to contribute to reduced fuel economy and increased
emissions, while retaining the range and convenience of operation of contemporary vehicles. The
secondary energy source, be it electrochemical or mechanical, provides power boost.

APS Selection Rationale

The research team conducted areview of possible APS combinations, as well as the most likely
embodiments within the time frame of this study. Subsequently, due to the large number of possible
combinations and specific implementations, it chose to focus the AHS impact analyses on areduced
set of APS configurations. This subset of possible APS configurations was selected based their of
appraisal of the development status APSs and an assessment of the probability of new successesin
the future.

It was recognized that the introduction and acceptance of any APS will be evolutionary, rather than
revolutionary, and that the number of APS vehicles which might appear to have an impact on AHS,
will be limited to those having, in the judgment of the researchers, the highest probability of near-
term introduction. Sections 4.2.2 and 4.2.3 present analyses of candidate APSs which are based upon
thisline of reasoning. Subsequent analyses, presented later in this report, return to examine some of
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the other APS configurations and embodiments to provide an understanding of what technical and
infrastructure hurdles would have to be overcome for their introduction.

One of the research team's early findings was that, through the next 30 year period, the reciprocating,
internal combustion engine (ICE) most likely will continue to dominate the passenger and light
weight fleet vehicle market. The ICE will continue to be refined, driven by increased pressure to
reduce emissions and fuel consumption. Part of these objectives will be satisfied through refinements
in other portions of the vehicle through the use of better aerodynamic design, higher specific strength
materials, and general downsizing of the vehicles themselves.

Fuel substitution and emission reduction goals will cause moderate shifts toward natural gas, and
coal- and bio-mass-derived fuels, such as methanol and ethanol. The rates of their introduction will
ultimately be driven by geo-political issues and the realization that a petroleum-based transportation
system is an unwise use of alimited natural resource.

While contemporary battery systems do not possess the necessary range for contemporary
conventional vehicle substitution, it was assumed that over the period considered for this analyses,
advancements will be made sufficient to overcome that short coming. However, the rate of
introduction will be small in comparison with the total vehicle population.

Hybrid systemsinvolving heat engines and mechanical or chemical storage subsystems appear to be
an attractive pathway toward eventual transition to transportation energy supplied by central electrical
generating stations, as discussed earlier. Hybrids allow the development of the major electrical
subsystems which eventually would be incorporated into pure electrically propelled vehicles, and
would pave the way for much of the support and service infrastructure that electric vehicles will
require. In most cases hybrids would derive benefits from progress in ICE technology, as well.

For the above reasons, the study team chose to focus the research on three categories of APSs.

(1) ICE with non-petroleum fuels. Thisfirst category examines conventional internal combustion
engine vehicles that are modified to operate with non-petroleum-derived fuels. In particular, we are
attracted to natural gas as a substitution fuel, since a major portion of the fuel distribution
infrastructure isin place, and the engine systems conversion technology from gasoline is well-
understood. Natural gas also has advantages in cleaner combustion products, and reduced engine
wear. On board storage of natural gasis the drawback, due to the reduced energy per unit volume
when compared to gasoline, and the weight and packaging considerations for natural gas tankage.

(2) APSs with on-board batteries. The second category is an electric APS with on-board batteries
supplying motive power and energy. For this study, we have established near-term lead acid batteries
as the baseline for an electric APS. We recognize that this electrochemical system may not provide
the total solution for aviable electric vehicle, however the other power train subsystems for this
vehicle would change little with the further advancement of battery technology. Furthermore, there
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have been sufficient lead acid battery vehicle demonstrations to form a good baseline for evaluating
future battery technology improvements.

(3) ICE/battery hybrid APS. In this type of system the heat engine provides energy for vehicle range
and the battery provides peak power for acceleration.

Asavariant of the electrochemical energy storage, we believe the use of aflywheel for energy
storage is worth considering, since the flywheel, by itself, eliminates much of the power and cyclelife
limitations near-term batteries might suffer in hybrid use.

4.2.2 APS Vehicle Analysis

APS Vehicle Baseline.

Asdiscussed earlier, today's internal combustion engine powered vehicle was the baseline for APS
comparative analysis. It was also assumed that the | CE vehicle would dominate the nation's roads
well into the next century. Using the evolutionary history of the |CE-powered vehicle over the last
25-50 years as the model for the future, it was reasonable to assume that | CE technology progress
will continue, and that the ICE will be steadily refined toward lighter weight, higher efficiency, lower
emissions, and multi-fuel capability. It isobvious that any of the APS systems which incorporate
ICEs will benefit from that progress, and that analyses of the substitution of any APS for today's ICE
must recognize that the substitution will be done against the more technologically advanced, and
better performing I CEs of the future.

Trends in vehicle design include lighter weight, higher strength structures and suspensions systems.
There will be continuous improvement in vehicle systems: in occupant protection through better crash
management and passenger safety systems, and in crash prevention through more sophisticated driver
warning and collision avoidance systems. All of these improvements will be incorporated into APS-
powered vehicles.

For the purposes of thisresearch, several categories of vehicles were considered. The broadest was
the passenger vehicle. The research team chose three curb weight passenger vehicles - 2000, 3000
and 4000 pounds, which span the range of weights for contemporary vehicles. A lower-end weight,
light-duty commercial vehicle, around 6000 pounds curb weight, was also examined in order to
provide representation for today's van and light delivery vehicles. In addition, this category was
included because it is highly likely that APS vehicles will find initial acceptance among fleet
operators, such as the gas and electric utilities, postal service, and vehicles serving homes and small
businesses.

The weight budgets for contemporary automobiles is shown in figure 4.2.2-1°. The weights are
shown for three weight classes of cars which correspond to a compact, a sedan and aluxury sedan
respectively. The table presents component weight profiles for contemporary vehicles. These

*These allocations were made following discussions with members of TRW's Automotive staff and their
contacts at several U.S. automobile manufacturers.
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Table 4.2.2-1. Contemporary Vehicle Weight Budgets

Weight Allowances for

vehicles
Vehicle 907 kg (2000 Ib) | 1360 kg (3000 Ib) | 1814 kg (4000 Ib)
Subsystem Vehicle Vehicle Vehicle
Weight | % Total | Weight | % Total | Weight | % Total
inkg | Weight |inkg (Ib)| Weight |in kg (Ib)| Weight
(1b)
Suspension Suspension = 15% to 17.5%
Front Suspension 90.7 10.0% 136.1f 10.0% 181.4| 10.0%
Rear Suspension 45.4 5.0% 90.7 6.7% 136.1 7.5%
Body Body = 40% to
50%
Stripped Body 226.8 25.0% 2721 20.0% 3175 17.5%
Doors & Fenders 90.7 10.0% 136.1] 10.0% 181.4| 10.0%
Interior & Trim 136.1 15.0% 181.4] 13.3% 226.8| 12.5%
Power Train Power Train =28.3% to 35.8%
Transmission 45.4 5.0% 68.0 5.0% 1134 6.3%
Drive Axles 22.7 2.5% 22.7 1.7% 36.3 2.0%
Engine 188.2 20.8% 3629 26.7%| 499.0 27.5%
Other Systems Other Systems = 3.63% to 3.75%
Exhaust System 9.1 1.0% 13.6 1.0% 18.1 1.0%
Cooling System 6.8 0.7% 9.1 0.7% 11.3 0.6%
Fuel Tank 9.1 1.0% 13.6 1.0% 18.1 1.0%
Wiring Harnesses 9.1 1.0% 13.6 1.0% 18.1 1.0%
Fluids Fluids = 3.00% to 3.13%
Fluids 27.2 3.0% 40.8 3.0% 56.7 3.1%
Totals 907.3 100.0% 1,360.9 100.0% 1,814.2 100.0%
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figures were subsequently used to determine specific components and weights that could be swapped
out for APS components.
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The contemporary vehicle is getting lighter. The power train and the body, however, are not expected
get any lighter in the near future. The power train has been lightened as much as possible and the
body will continue to be made of steel for safety reasons. Steel absorbs more energy than either
plastics or aluminum. The above weights will be used to determine the maximum allowable weight
that can be used for alternative propulsion systems and alternative fuels for combustion engines.

The portions of the contemporary vehicle that can be removed for alternative propulsion systems and
the corresponding weight are shown in table 4.2.2-2.

Table 4.2.2-2. Replaceable Components and Weights for Contemporary Vehicles

2000 Ib. Vehicle 3000 Ib. Vehicle 4000 Ib. Vehicle
Weightin % Total Weightin % Total  Weightin % Total
kgs Weight kgs Weight kgs Weight
Transmission 45.35 5.00% 68.03 5.00% 113.38 6.25%
Drive Axles 18.14 2.00% 22.68 1.67% 36.28 2.00%
Engine 181.41 20.00% 340.14 25.01% 453.51 25.00%
Exhaust System 9.07 1.00% 13.61 1.00% 18.14 1.00%
Cooling System 6.80 0.75% 9.07 0.67% 11.34 0.63%
Fuel Tank 9.07 1.00% 13.61 1.00% 18.14 1.00%
Wiring Harnesses ~ 6.80 0.75% 13.61 1.00% 18.14 1.00%
Fluids 40.82 4.50% 63.49 4.67% 102.04 5.63%
Totals 292.52 32.25% 507.94 37.35% 716.55 39.50%
Alternate Propulsion Systems can make use of 32.3% to 39.5% of car
weight currently used by ICE-related components
Shaded portions may be replaced by alternative propulsion system
components

The shaded areas in the table highlight the portions of contemporary vehicles in several weight
classes that can be removed and replaced with another propulsion system. The remaining portions of
the vehicle must remain the same for passenger comfort and to provide storage space. These data,
along with APS component statistics for different vehicle weight classes were used later in the APS
requirements analyses to establish propulsion system and energy storage device weight and volume
sizing budgets for each weight class, for each APS concept.
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V ehicle Performance M odels

All road vehicles consume energy in order to overcome aerodynamic drag and rolling drag associated
with tire flexure, to accelerate, and to climb grades. Aerodynamic resistance is a function of vehicle
frontal area and the vehicle drag coefficient. The latter is dependent on the shape factor of the vehicle
and the smoothness by which air passes about the vehicle. Road power required to overcome
aerodynamic drag varies as the cube of vehicle speed.

Rolling drag is primarily dependent on tire design, construction and inflation pressure. Lower tire
profile and radial construction, both introduced during the last decades, have reduced this form of
drag. To afirst order approximation, rolling drag power is directly proportional to vehicle weight and
speed. (Note that tire flexure patterns vary with road speed, introducing second order power
corrections. Also, steering forces distort the tire contact area and load distribution resulting in
changesto tire rolling drag coefficients. It was assumed that these corrections to the basic tire drag
model are sufficiently small to be neglected, particularly in view of the more coarse power train
performance characteristics used in analyzing the APSs.)

Acceleration power isthe rate at which a vehicle's kinetic energy increases. It isdirectly proportional
to vehicle mass, acceleration rate and vehicle velocity. Hill climb power is that required to move the
vehicle against gravity. It is proportional to the weight of the vehicle, the sine of the grade angle, and
the speed on the grade. The resulting road load power for any vehicle may be approximated by the
relationship shown in figure 4.2.2-1.

RdHp = 6.85x10°6(C4A)V3 + 4x109VW + 8.27x107°VaW + 2.67x10-3VWsing
(aerodynamic drag) (tire & rolling friction) (acceleration) (hill climb)

RdHp = road horsepower

CgA = product of the aerodynamic drag and frontal area (square feet) of the vehicle.
\% = velocity of the vehicle (mph)

W = weight of the vehicle in pounds

a = acceleration of the vehicle in ft/sec?

a = grade angle

Figure4.2.2-1. Simplified Vehicle Power Requirements

The energy required for a specific AHS scenario is computed as the sum of the energies required for
each leg of the scenario, where aleg represents a distance traveled at constant power. Thisis shown
in the relationship below:

n
Energy Required = a RdHp;j - Tj wherei representstheith leg traveled at constant power
i=1 RdHp;, Tj isthe time to complete the ith leg, and nis the
number of distinct legs traveled.

o
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V ehicle Power Train Models

For this study, three APS power trains were selected for analysis:

1. A heat engine ICE, driving through an automatic transmission representative of the Figure
4.2.2-2 paths from On Board Energy Sources to Heat Engine;

2. A battery powered electric vehicle. Figure 4.2.2-3 represents the Central Generating Station to
Batteries path;

3. Battery - Heat Engine Hybrid. Two models for hybrids areillustrated in figures 4.2.2-4 and
4.2.2-5.

The study has not included fuel cells since their near-term technology involves relatively bulky
hydrocarbon reformer and post-reformer treatment equipment to produce on board hydrogen for use
in the fuel cells themselves. The attendant weight and volume penalties suggest fuel cell technology
is more appropriate to larger buses and trucks, in which the fuel cell might compete more favorably
with large diesel engines. (Cryogenic hydrogen or metallic hydride hydrogen storage also appears to
place avery heavy burden on the fuel distribution infrastructure and on-vehicle storage.)

We also carry consideration of flywheel energy storage within the context of both heat engine-
flywheel hybrids, and battery-flywheel hybrids. Flywheels have attraction in their potential for
extremely high rates of charge and discharge, and very high cycle lifetimes.

The study includes guideway powered systems. The guideway powered vehicle behavesin the same
manner as a hybrid on the guideway. A secondary source of energy, heat engine or battery, would be
needed for off-guideway operation. While on the guideway, the propulsion system will resemble
much of a pure battery-powered vehicle, or a heat engine hybrid with the hybrid's engine-driven
generator replacing the guideway pick-up source.

Systems employing thermal storage were rejected due to their inherently low, Carnot-limited heat
conversion efficiency. External combustion engines were also rejected. Rankine systems require
volume-consuming vapor generators and radiators; Stirling machines, while possessing high
conversion efficiency, are large, heavy and have yet to demonstrate viable service lifetimes.

Brayton (gas turbine) systems might be attractive some time in the future when used within a hybrid
system. Their multi-fuel capabilities are attractive, but NOx control is difficult. Hybridization would
reduce much of the part load/part speed fuel and emission penalties of gas turbines. However, given
the choice of arational pathway to an all-electric transportation system in the future, it appears more
realistic to stay with the ICE, rather than introduce another system which, in our view, may have
limited usefulness for the class of vehicles being considered for AHS operation.
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Combustion Engine (CE)
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Figure 4.2.2-2. Combustion Engine M odel
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Electric Vehicle (EV)

Battery

'

Guideway Power
Power Control |—|Accessories
Unit

'

Electric | Transmission Road Horsepower
Motor (RdHp)

Figure 4.2.2-3. Electric Vehicle Power Train Models

The power train model in the figure above was constructed to assess the power and energy
requirements for several electric vehicle concepts, including:

Battery powered vehicle.

Guideway powered vehicle.

Guideway powered vehicle with the guideway supplying battery charging power, as well as
vehicle power.

Electric Vehicle Power Train Models:

RdHp = Road Horsepower.

Access = Accessory power load.

Em = Motor efficiency.

Empcu = Motor power control unit efficiency.

Et = Transmission efficiency.

Ebat-chg= Battery discharge efficiency.

Ebat-dis= Battery charging efficiency.

Lbat = Battery charging load

Battery Powered RdHp = Pbat * Ebat-dis* Epcu * Em * Et - Access/Epcu
Guideway Power RdHp= Guideway Power * Epcu * Em * Et - (Access/Epcu)

Guideway Power with Battery Charging
RdHp= Guideway Power * Epcu* Em * Et - Access/Epcu - Lbat/(Epcu * Ebat-chg)
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Hybrid Concept A: Series Configuration

Fuel t—p CE  —»| Generator
Generator m Motor -
Traction
Power Control—m Power Control [—# Motor
Unit Unit i
— | Battery Transmission
Accessories Road Horsepower (RdHp)

Figure 4.2.2-4. Hybrid Vehicle A - Series Configuration Power Train M odel

Hybrid A Power Train Model:

RdHp
Pcem

Road Horsepower.

Fraction of the generator power control unit going directly to the motor power
control unit, where m can assume values from zero to one.
Motor efficiency.

Motor power control unit efficiency.

Generator efficiency.

Generator power control unit efficiency.

Transmission efficiency.

Battery power output.

Battery discharge efficiency.

Battery charging efficiency.

Accessory power load.

Empcu * Em* Et * {Pce * Eg * Egpcu *
[m+ (1-m)* (Ebat-chg * Ebat-dis)] -
(1 - m) * (Access/Ebat-dis)}
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Fuel

Hybrid Concept B: Parallel Configuration

Generator
— CE —p| Generator —mt Power Control
Unit
m |
Y
Motor
Power Controlje—— Battery |l-a—
n Unit ‘
Traction .
Accessories |[-—
Motor
Y
Transmission —® Road Horsepower (RdHp)

Figure 4.2.2-5. Hybrid Vehicle B - Parallel Configuration Power Train Model

RdHp
Pce

m

=)
1

Hybrid B Power Train Model:

Road Horsepower.
Combustion engine power output.

Fraction of the generator power control unit going directly to the motor power
control unit, where m can assume values from zero to one.

Fraction of the combustion engine power output going directly to the transmission,
where n can assume values from zero to one.

Motor efficiency.

Motor power control unit efficiency.

Generator efficiency.

Generator power control unit efficiency.

Transmission efficiency.

Battery power output.

Battery discharge efficiency.

Battery charging efficiency.

Accessory power load.

{n* Pce* Et+(1-n)* [(Pce* Eg* Egpcu* m* (Empcu* Em* Et)] +
(1 - m) * Ebat-chg * Ebat-dis - Access/Ebat-dis) +
(Pbat * Ebat-dis* Empcu * Em * Et)}
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The parallel concept for a hybrid vehicle is an interesting approach because of the combinations of
operating modes possible. When n = 1, the vehicle can operate as either a conventional combustion
engine (CE) vehicle, or as a combustion engine with a battery power assist.

When n = 0, and the engine is running, all of the engine power is going to the generator and the
vehicle isdriven electrically with m controlling the amount of battery or generator power going to the
wheels. However, if the engine is off, then the vehicle appears to operate asa EV.

4.2.3 Assessment of On-Board Storage Technology
4.2.3.1 Battery Technology

The study researched advanced battery developments to provide a technology baseline for the
performance estimates of our baseline and projected EV configurations. Many of the automobile
manufacturers have EV development programs. There are five major battery technologies being
pursued under various development programs. These are: Sodium/Sulfur (N&/S), Lead/Acid (Pb-
Acid),Nickel/Cadmium (Ni/Cd), Sodium/Nickel Chloride (Na/NiCl), and Nickel/lron (Ni/Fe). These
batteries are favored because the technologies for their development and evaluation are available
today. These batteries are expected to provide 2 to 3 times the power of Lead/Acid batteries.
However, even with this performance multiple over lead-acid batteries, these new technologies still
present limitation in vehicle range and top speed when compared to those of today's conventional
vehicles.

Table 4.2.3-1, below shows the development of advanced batteries in the near future and how they
compare with Lead/Acid batteries. When they become commercially available, even the most
advanced batteries will provide only 3 to 5 times the power of |ead/acid batteries.

Table 4.2.3-2 provides estimates of the current and projected performance of these batteries. These
figures suggest that lithium-polymer is the most promising technology that is likely to go through
engineering and product development within the next 10 years. Lithium-polymer batteries are
expected to provide 5 times the power of conventional lead-acid batteries of about the same physical
volume. Thisimpliesthat the battery pack could be limited in size and weight but provide 5 times the
power of current battery packs. Thiswill make the EV feasible, but it will be limited in range and top
speed.

One of the drawbacks of batteriesis that the penalty for continued deep discharging is a shorter
battery life. Figure 4.2.3-1 illustrates the relationship between battery cycle life and the average
depth of discharge.

The depth of discharge and the cycle life issue could be mitigated with an electro-mechanical
(flywheel) battery. Thistype of battery does not have the same cycle-life problem because the energy
is stored in amechanical device and not a chemical one. The electro-mechanical battery energy
performance is comparable to that of batteries in the range from nickel iron batteries to lithium-iron
monosulfide batteries. However, electro-mechanical batteries will not resolve the energy storage
problem for electric vehicles cycle life.

Table 4.2.3-1. Comparison of Advanced Battery Technologies to Lead-Acid Batteries
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Advanced Technology Batteries compared with Lead-Acid*

Relative Energy Relative Peak

Capacity(range) Power Availability
Lead Acid 1.0 1.0 Now
Nickel-iron 1.5x 1.3x Now
Sodium-sulfur 2-3x 2.5x 1995-2000
Lithium-iron monosulfide 2-3x 1.8x 1995-2000
Lithium-iron disulfide 3-5x 6-7x 2000+
Lithium-polymer 3-5x 3-4x 2000+

*Source: The Push for Advanced Batteries, EPRI Journal, April/May 1991

Table 4.2.3-2. Performance Estimates for Advanced Battery Technologies

Performance Status of EV Batteries*
. Adv. 4 Flywheel| Na/S  |LiAUFes | LIAVFeS, | | i polymer
Pb-Acid| NilFe | oy aciq:| NifCd Battery (Bipolar) Y
. H.Q./ERL/
Manufacturer/Developer Various | ABB/ ANL/ ANL
CMP | EPI | HTBI | SAFT CSPL SAFT Harwell
Specific Energy (Wh/kg) 34 50 45 57 60 85 83 200+ -
@ci3 105 95 160 180
Energy Density(Wh/l) 82 | 113 | 90 115 89 110 610 -
@ci3 120 140 480 250
Specific Peak Power 60 80 300 160 266 145/85 90 600* -
(W/kg)@80% DOD 150 110 480 200
Cycles 750 | 650" | 900 | 1500* | 10000+ | 1000/ 115% | 500%* -
1000 | 1100 2000 300* 600 600+ 700
600
000 = Achieved 10/90 ~ In-vehicle testing to date(10/90) *Bench testing
000 = Projected **Achieved at cell level
** Could increase 1000+ if molybdenum is used as the current collector in positive electrode
Sources: *Battery Development for Electric Vehicles, EPRI, 12/92
*Electrosource HBTI Technical Summary
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Battery

Cycle Flywheel battery

Life

Electrochemical
battery

Average Depth 100%
of Discharge (DOD)

Figure 4.2.3-1. Relationship Between Battery Cycle Life and Depth of Discharge

4.2.3.2 Flywheel Technology

A flywheel is essentially a mechanical energy storage device. Maodern flywheel batteries are electro-
mechanical devices that store energy with awheel spinning at speeds up to 100,000 RPM. The
battery is charged by electrical energy through a frequency controlled brushless motor and stored
energy is retrieved when the motor is reversed and used as a variable frequency generator. As energy
isdrawn from the flywheel its slows down rapidly. If the flywheel energy is not being used and
energy is not added to the flywheel, the wheel eventually stops spinning due bearing and
aerodynamic drag.

The power of aflywheel is dictated by its rate of change of angular momentum and therefore is
limited only by the torque capability of the rotating electrical machine to which it islinked. The state
of charge of aflywheel can be determined by the speed of the wheel. Its behavior is predictable
because it is determined by the physical properties of the wheel, the coil and the rotational speed of
the flywheel.



TRW Task M Page 45

Alternative Fuels and
Low Performance
Electric Vehicles

50 - 100 Miles/Charge

Increasing Numbers of
All Electric Vehicles
100 - 200 Miles/Charge

All Electric Vehicles
Capable of
>200 Miles/Charge

BATTERY TECHNOLOGY

« Improved lead acid batteries
« Advanced nickel/zinc batteries
BATTERY TECHNOLOGY
CANDIDATE ALTERNATIVE FUELS

Development of more

+ Compressed natural gas exotic electric batteries: BATTERY TECHNOLOGY
« Liquified natural gas « Sodium/Sulfur
* Ethanol « High-temp reactants & « Nickel metal hydride
* Methanol electrolytes « Nickel/lron
* Zinc-air

VEHICLE TECHNOLOGY + Lithium
« Energy conserving designs « Advanced ultra-light composites
« Bilateral power control
« Regenerative Braking ELECTRIC VEHICLE SAFETY IMPROVEMENTS
« EMI Control
« Electrical Power Steering + Battery crash management

- Operator Interfaces * Electrical hazards control NEW TECHNOLOGIES

« Ultra-light composites * Explosive gasses control
« Caustic materials control

; - » Advanced fuel cell development
« Reactions with water & oxygen

« Electrified Guideways
ENHANCED EV SERVICEABILITY & INCREASED INFRASTRUCTURE SUPPORT
A

1990 ‘s 2000 - 2009 2010 and beyond

Figure 4.2.3-2. Possible Evolutionary Scenario for Battery Technology

The shaft of the wheel must be connected to the casing by some form of mechanical bearings or
magnetic bearings. Mechanical bearings cause higher drag losses. Magnetic bearings do not have
lower power losses, but are sensitive to road vibration.

Flywheels produce gyroscopic reactions to coupled movements and these reactions must be
considered with any vehicle implementation. This precession can be compensated for in a number of
ways, including; (a) the placement additional flywheel batteries along axes that will provide equal and
opposite reactive forces or (b) the incorporation of aflywheel gimbal mechanism.

Flywheel batteries are promising replacements for chemical batteries, due to their power and energy
densities. With present design and packaging technologies, flywheel energy densities on the order of
60 Wh/kg can be expected. Thisis equivalent to today's Ni/Cd battery energy densities. Power
densities (taking all flywheel battery components into consideration) are estimated at 270 W/kg at
80% depth of discharge, which is close to that projected for Li-Polymer battery technology.
Approximately half of the flywheel battery weight can be taken up by components external to the
flywheel, including control electronics, motor, cooling hardware, bearings, and support and
containment structures.
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A typical performance profile for a flywheel battery might be:

Peak Power 75 - 100 Kw
Energy Storage -2.5 Kw-hrs
Total weight - approximately 60 Kg.

Some of the technological hurdles to be overcome before their large scale introduction include: the
gyroscopic reaction forces described above, materials engineering and design to achieve a high
energy system that is light weight and able to achieve high rotational rates, the ultra-low friction
bearing technology, and system safety standards.

4.3 APS Performance Requirementsfor AHS Operating M odes

The AHS Operating M odes, described earlier, defined operational and performance requirements that
must be met by any vehicle in order to successfully complete a specific driving scenario within a
specific AHS configuration. APS vehicle performance requirements were derived from these data
and were expressed in terms of primary fuel storage requirements and horsepower output of the
primary energy/power conversion source. These values represent the power necessary to meet the
performance requirements imposed by the AHS, and the on-board energy needed to meet the
endurance requirements of the AHS operational scenarios.

The AHS variables representing different Operating M odes are shown in tables 4.3-1a and 4.3-1b.
The nineteen modes described in section 4.1 have been increased to 38 by adding more variability.
This was accomplished by allowing and disallowing fueling stops for the scenarios of AHS Groups
12, and by considering platooning and non-platooning scenarios for Group 13 in combination with
allowing and disallowing refueling stops. Note that the Operating M ode identification numbers (1
through 38) in the tables corresponding to the Operating M ode numbers shown later in the power and
energy plots.

Translation of AHS Reguirements into APS Reguirements

The process for translating AHS operational and performance requirements into APS performance
requirements consists of the following steps:

(a) Apply the quantified Operating M ode data for Modes 1 through 19 to the Simplified Vehicle
Power Requirements model for each APS vehicle weight category and for the trip length and terrain
defined for that mode, then,

(b) Apply the resultant road horsepower number to the appropriate APS power train model in a
reverse computational process that considers power dissipation and energy conversion efficiencies.
The computation is carried back up through the power train to the APS primary power source and the
primary on-board energy storage component.
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Trip Length | Average Grade Station | Entry | Check- | Refueling
Speed1 Characteristics Keeping | /Exit | in/out Facilities
Accel. times
Opera- Interval
tional (km, mi) (km/hr, | Slope | Length max/avg | Dist. (sec) Between
Mode mi/hr) % (km, mi) g's (km, (km, mi)
mi)
Mixed AHS & Manual Traffic
# AHS
Group 11
1 241,15 100, 62 6 32,2 0.2/0.05 | 3.2,2 30 No refuel
Note 2
2 241,15 100, 62 3 161 0.2/0.05 | 3.2,2 30 No refuel
Note 2
3 48.3, 30 100, 62 3 161 0.2/0.05 | 3.2,2 30 No refuel
Note 2
4 48.3, 30 100, 62 6 32,2 0.2/0.05 | 3.2,2 30 No refuel
Note 2
5 48.3, 30 100, 62 6 32,2 0.2/0.05 | 3.2,2 30 No refuel
6 241,15 100, 62 6 32,2 0.2/0.05 | 3.2,2 30 No refuel
AHS
Group 12
7 241.4, 150 100, 62 6 32,2 0.2/0.05 | 16,10 30 No refuel
8 241.4, 150 100, 62 6 32,2 0.2/0.05 | 16,10 30 80.5, 50
9 241.4, 150 100, 62 6 32,2 0.2/0.05 | 16,10 30 No refuel
Note 2
10 241.4, 150 100, 62 6 32,2 0.2/0.05 | 16,10 30 80.5, 50
Note 2
11 241.4,150 | 150, 93.2 6 32,2 0.1/0.05 | 16,10 30 No refuel
Note 3
12 241.4,150 | 150, 93.2 6 32,2 0.1/0.05 | 16,10 30 80.5, 50
Note 3
13 241.4,150 | 150, 93.2 3 16,1 0.1/0.05 | 16,10 30 No refuel
Note 3
14 241.4,150 | 150, 93.2 3 16,1 0.1/0.05 | 16,10 30 80.5, 50
Note 3
15 241.4,150 | 150, 93.2 3 16,1 0.1/0.05 | 16,10 30 No refuel
16 241.4,150 | 150, 93.2 3 16,1 0.1/0.05 | 16,10 30 80.5, 50
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Table 4.3-1b. AHS Operating Modes for APS Analyses
Trip Length | Average Grade Station Entry/ Refueling | Platoonin
Speed1 Characteristics Keeping Exit Facilities g
Accel.
Opera- Check- Interval
tional (km, mi) (km/hr, Slope Length max/avg Dist. in/out Between Yes/No
Mode mi/hr) % (km, mi) g's (km, times (km, mi)
mi) (sec)
AHS-only L anes
# AHS Group I3
17 24.1,15 100, 62 6 3.2,2 0.1/0.025 3.2,2 30 No refuel No
18 24.1,15 100, 62 6 32,2 0.1/0.025 32,2 30 No refuel Yes
19 24.1,15 100, 62 3 16,1 0.1/0.025 3.2,2 30 No refuel No
20 24.1,15 100, 62 3 16,1 0.1/0.025 32,2 30 No refuel Yes
21 48.2, 30 100, 62 3 16,1 0.1/0.025 3.2,2 30 No refuel No
22 48.2, 30 100, 62 3 16,1 0.1/0.025 32,2 30 No refuel Yes
23 48.2, 30 100, 62 6 32,2 0.1/0.025 32,2 30 No refuel No
24 48.2, 30 100, 62 6 32,2 0.1/0.025 32,2 30 No refuel Yes
25 48.2, 30 150, 93.2 3 16,1 0.1/0.025 32,2 30 No refuel No
26 48.2, 30 150, 93.2 3 16,1 0.1/0.025 32,2 30 No refuel Yes
27 241.4,150 | 150, 93.2 3 16,1 0.1/0.025 16,10 30 No refuel No
28 241.4,150 | 150, 93.2 3 16,1 0.1/0.025 16,10 30 80.5,50 No
29 241.4,150 | 150, 93.2 3 16,1 0.1/0.025 16,10 30 No refuel Yes
30 241.4,150 | 150, 93.2 3 16,1 0.1/0.025 16,10 30 80.5,50 Yes
31 241.4, 150 100, 62 3 16,1 0.1/0.025 16,10 30 No refuel No
32 241.4, 150 100, 62 3 16,1 0.1/0.025 16,10 30 80.5,50 No
33 241.4, 150 100, 62 3 16,1 0.1/0.025 16,10 30 No refuel Yes
34 241.4, 150 100, 62 3 16,1 0.1/0.025 16,10 30 80.5,50 Yes
35 241.4, 150 100, 62 6 32,2 0.1/0.025 16,10 30 No refuel No
36 241.4, 150 100, 62 6 32,2 0.1/0.025 16,10 30 80.5,50 No
37 241.4, 150 100, 62 6 32,2 0.1/0.025 16,10 30 No refuel Yes
38 241.4, 150 100, 62 6 32,2 0.1/0.025 16,10 30 80.5,50 Yes
Notes:
1 Maintain maximum speed over grade unless indicated otherwise.
2 Maintain speed of 60 kph (37.3 mph) on grade.
3 Maintain speed of 100 kph, (62 mph) on grade.
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The resulting numbers represent the output of the vehicle primary power source and the energy
storage requirements necessary to meet the performance and operational requirements of a particular
AHS configuration. Specific APS vehicle performance requirements for each of the AHS Operating
M odes are discussed in sections 4.2.3.1 through 4.2.3.5.

Vehicle issues resulting from this quantitative analysis, as well as qualitative results, and an analysis
of the impact of APSs on Automated Highways are summarized in Section 5.

Performance Factors Affecting All Vehicles.

Prior to discussing the performance of specific APS vehicle configurations, it is useful to examine
some of the major factors affecting the performance of all vehicles, regardless of the propulsion
system. These factors include vehicle weight, aerodynamic drag, road grade, grade length and speed
over grade and trip length.

Aerodynamic Drag. Figure 4.3-1 illustrates the sensitivity of the road horsepower requirements for a
typical 3000 Ib (1360 kg) vehicle as afunction of speed. Note that, for a speed of 100 kph (63 mph),
the road horsepower consumed by drag is almost 19 horsepower (14 kilowatts). Thisfigure
increases dramatically ( as the cube of velocity) to 50 road horsepower at 150 kph (93 mph). This
figure impliesthat for atypical gasoline engine or aternative fuel vehicle approximately 65
horsepower at the engine output is needed just to overcome aerodynamic drag.
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Figure 4.3-1. Road Horsepower Sensitivity to Drag for a Typical 3000 Ib Vehicle

Vehicle Drag Coefficient and Frontal Area. Figure 4.3-2 illustrates the sensitivity of road

horsepower to the product of drag coefficient and frontal area. Horsepower values are given for a

range of vehicle weights at a constant speed of 100 kph (63 mph). The approximate drag factors are
considered for two popular vehicle models, alight weight and heavier vehicle. Thisfactor points to

the approximate 20 horsepower differential between a smaller or more streamlined vehicle and a
larger, less aerodynamic vehicle. Streamlining to reduce the drag coefficient (Cd) and a smaller

frontal areawill contribute to better power and energy efficiencies

in APSsand EVs. Thisis particularly important to EVswhich have limited power and energy

capacities.
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Road Horsepower vs. Vehicle Weight @ 63mph
for arange of Cd x Frontal Area values
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Figure 4.3-2. Road Horsepower Sensitivity to Aerodynamic Drag @ 100 kph (63 mph)

Grade and Speed on Grade impacts on Horsepower Consumption. Figure 4.3-3 illustrates the
relationship among vehicle weight, speed and road grade, assuming a constant drag factor. The plots
for the two production vehicles are used to illustrate where today's vehicles fall and were produced
using the vehicle test weights and approximate drag figures. The figure shows that a light weight
vehicle requires double the road horse power to go from level driving at 100 kph (63 mph) to a 6%
grade at that speed. The figure also suggests that the light weight vehicle will not be able to achieve
150 kph on a 6% grade.
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Road Horsepower versus Weight, Speed & Grade
for Cd x Area=6.5
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Figure 4.3-3. Road Horsepower Sensitivity to Road Grade

On-Ramps and Acceleration Lanes. Figure 4.3-4 illustrates the relationship between on-ramp length
and the road horsepower required to achieve a 50 mph entry speed for several weight classes of
vehicles. On-ramp length (and grade) will be a critical factor for lower powered vehicles. The
exampleisfor an existing on-ramp of 152.4 meters (500 feet). Asthe on-ramp length is decreased
the road horsepower required to accelerate to a particular terminal or merging speed is increased.

To put on-ramp power requirements in another perspective, the peak road horsepower required to
accelerate a 3000 |b vehicle to 50 mph by the time it reaches the end of the 500 ft ramp is
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approximately equivalent to the amount of power required to maintain the same weight vehicle at a

speed of 100 kph (63 mph) on a 6% grade.

Typical Road Horsepower Profile
for On-Ramp Acceleration*
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Figure 4.3-4. Typical On-Ramp Road Horsepower Requirements for Different V ehicle Weights

4.3.1 AHS Operating M ode Power and Energy Requirements

Operating M ode Power Reguirements

The AHS Operating M odes describe driving missions for vehicles on different AHS configurations
and operating conditions. These descriptions include distance traveled, speed, acceleration used for
station keeping, and hill grades and distances. For scenarios that indicated that platooning was being

used, the coefficient of drag on the following vehicle was reduced by approximately 25%. This
figure is consistent with recent measurements and was used to estimate the reduction in power

requirements for following vehicles in platoons.
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Since there are refueling stations every 50 miles for the nine of the rural operating modes?, the energy
and power requirements for those modes were computed for 50 miles of the rural operating modes.
Refueling was assumed to have no direct impact on power for these analyses. The AHS parameter
values for the various operating modes were used to determine the maximum energy and total power
required to successfully complete the driving mission specified for those modes.

Figure 4.3.1-1 shows the maximum amount of energy required to propel the vehicle for each
operating mode, for each of the three vehicle weight classes. The prime mover in the vehicle must be
able to provide sufficient power at the drive shaft to compensate for drive train losses and provide the
required horsepower to the road. The figure allows the comparison of the relative power
requirements platooning and non-platooning scenarios’.

Maximum Road Horsepower Required versus Operating Modes
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Figure 4.3.1-1. Maximum Power required for each Operating Mode
Energy Storage Requirements for Electric Vehicles on the AHS

The energy storage systems for Electric V ehicles and Hybrid V ehicles must be adequate for the
vehicles to meet the peak power and energy requirements for each of the operating modes. Figure
4.3.1-2 shows the amount of energy required by a 907 Kg (2000 Ib) electric vehicle to accomplish
each operating mode.

The plots suggest that platooning could have a significant energy savingsimpact. It is estimated that
for a241 km trip at a speed of 100 kph, the 907 kg vehicle could save on the order of 12% over the
energy required for the same trip without platooning. The same vehicle could save up to 30% for that

6Refueling is allowed for Operating Modes 8, 10, 14, 16, 28, 32, 36 and 38.
"Platooning scenarios with no refueling are operating mode numbers 18, 20, 22, 24, 26, 29, 33, 37. Non-
platooning, non-refueling scenarios are 17, 19, 21, 23, 25, 27, 31, and 35.
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same trip taken at a speed of 150 kph. These values are rough figures, but the physics and recent
testing suggest that the drafting affect can have significant power and energy savings benefits.

Figure 4.3.1-3 shows the amount of energy required by a 1360 Kg electric vehicle to accomplish each
operating mode.

Figure 4.3.1-4 shows the amount of energy required by a 1814 Kg electric vehicle to accomplish each
operating mode.
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Energy Requirements for 907 kg (2000 Ib.) Vehicle
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Figure 4.3.1-2. Energy Storage Requirements for 907 Kg Electric Vehicle
Energy Requirements for 1360 kg (3000 Ib) Vehicle
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Figure 4.3.1-3. Energy Storage Requirements for 1360 Kg Electric Vehicle
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Energy Requirements for 1814 kg (4000 Ib.) Vehicle
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Figure 4.3.1-4. Energy Storage Requirement for 1814 Kg Electric Vehicle

The energy requirement differences are caused primarily by the weight of the vehicle and the
efficiency of the propulsion system. There is a difference between the following car and the lead car
in aplatoon. These figuresillustrate the obvious fact that larger cars will need more batteries. An
analysis of available vehicle weight and volume budgets shows that larger vehicles have an advantage
over smaller vehicles for battery capacity. Thisisduein part to the fact that there is a certain amount
of fixed weight and volume overhead for EV s that is independent of vehicle size. This overhead has
more impact on the smaller vehicle.

The figure also shows that platooning can have a dramatic effect on the range of electric cars,
reducing energy losses due to aerodynamic drag by as much as 15-20% for long haul scenarios.

Energy Storage and Power Requirements for Hybrid Vehicles

The energy storage requirements for hybrid vehicles are different than those of the electric vehicle or
the alternative fueled vehicle. The energy storage requirement is determined by the energy
management algorithm that is developed for the vehicle.

The electric motor will provide 10% of the acceleration that is used for station keeping on level
portions of the operating mode and the electric motor will provide the power difference between the
level power and the hill climb power. (Note: In hill climb, the combustion engine provides the
acceleration for station keeping.)
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The combustion engine (CE) can produce sufficient power to maintain the vehicle at a constant speed
on all level portions of the operating modes. In Hybrid A, the electric motor draws needed boosting
power it needs from the battery. In Hybrid B, the electric motor is activated to provide the initial
boost during acceleration and for hill climbs. All of the operating modes were analyzed and the one
that placed the maximum demand on battery power and energy was selected as the battery
requirement for our hybrids. The maximum amount of battery energy required for Hybrids A and B
are shown in Table 4.3.1-1 for low and high power train efficiencies. The figures are identical for the
two hybrids due to the use of similar power and energy control strategies. The most stringent
operating mode was used to determine the battery and combustion engine requirements.8

Table 4.3.1-1. Hybrid Vehicle Battery Power and Energy Requirements

Hybrids 907 Kg 1360 Kg 1814 Kg

A and B Vehicle Vehicle Vehicle
Kw Kw-hr Kw Kw-hr Kw Kw-hr

Low Efficiency | 25.7 .8 38.6 1.2 51.4 1.6

High Efficiency | 19.1 .6 28.6 .9 38.1 1.3

The hybrid vehicle has a more stringent specific peak power requirement, than it has a specific energy
requirement. Thisis because the battery recharges from an engine-driven generator. However, the
battery sizing must meet the minimum boost power requirements for vehicle hill climbing. The
battery power requirements for these vehicles is the dominating requirement for battery sizing,
suggesting conventional lead-acid battery weights on the order 380, 570 and 760 kilograms, for the
970, 1360 and 1814 Kg vehicles, respectively. These are not practical battery weights when
compared to the total weight of the vehicle, in that they make up approximately 40% of the total
vehicle weight.

These results suggest that the hybrid vehicle will not be feasible until advanced batteries are available
with sufficient specific power to get the battery weight down to the 15-25% of the total vehicle
weight. The Ni/Cd, advanced Pb-acid, N&/S, LiAl/FeS2 and Li-Polymer batteries discussed earlier
have sufficient specific power to meet these requirements. The flywheel promises to meet this peak
power requirement as well as the advanced batteries, however it has low energy storage capacity.
These features suggest that the flywheel battery is a good candidate as the secondary power source
for hybrid vehicles.

8The most demanding operating mode is a high speed (150 kph) rural travel (150 km) with no refueling and one
6% grade that is two milesin length.
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Table 4.3.1-2. Hybrid Vehicle Combustion Engine Power Requirements

907 Kg 1360 Kg 1814 Kg
Vehicle Vehicle Vehicle
Kw Hp Kw Hp Kw Hp
Hybrid A
Low Efficiency | 82 110 1194 160 149 200
High Efficiency | 59.7 80 82 110 109.7 147
Hybrid B
Low Efficiency | 56 75 79.8 107 108 145
High Efficiency | 59.7 80 78.3 105 104.4 140

The CE power requirements above suggest that hybrid A is more sensitive to the efficienciesin
power conversion and transmission. However for high component efficiencies, the two hybrids have
similar engine power requirements.

4.3.2 Gasoline and Alternative Fuel Vehicle Performance

Gasoline and Alternative Fuel Vehicles (AFVs) over the next ten to fifteen years are expected to
retain the range that gasoline powered vehicles have today, since the bulk of these AFVs are expected
to consist of converted Gasoline Fueled Vehicles. Automobile manufacturers can be expected to
ensure that the AFV s carry sufficient fuel for the range requirements for all of the operating modes
discussed in thisanalysis. The on-board energy storage system provides the energy for the vehicle to
accomplish the mission. The energy from gasoline and alternative fuels were determined to high
enough for these vehicles to successfully complete all modes®.

Figure 4.3.2-1 provides the power requirements for the internal combustion engines for gasoline and
alternative fueled vehicles. It also shows the typical power for engines that are provided for each
weight class of vehicle. For engines that do not provide enough power to accomplish a mode, the
mode power will appear above the line for the engine power in the figure. For example, 907 Kg
vehicle with the specified engine cannot reach the speed of 150 kph so all of the modes that require
150 Kph are above the engine power line for the 907 Kg vehicle. The power of the engine for the
907 Kg Vehicleis 92 hp. The power for the 1360 Kg Vehicle is 190 hp and the power for the 1814
Kg Vehicleis 270 hp.

9This means that the volume and weight requirements associated with alternative fuel storage, management and
propulsions systems fall within allowable limits for each weight class of vehicle, for each AHS scenario
considered in this study.
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Figure 4.3.2-1. Combustion Engine Requirements and Capabilities

The primary difference between a gasoline powered vehicle and an alternative fueled vehicle is the
fuel and the fuel tanks. Many alternative fuels are in a gaseous state rather than aliquid state like
gasoline; one that is available and familiar to consumersis natural gas. The performance of natural
gas-fueled vehiclesis similar to that of gasoline powered vehicles. Natural gas powered vehicles may
have lowered public acceptance due to the storage volume taken up by natural gas cylinders. Itis
estimated that approximately 30-50% of the trunk space is taken up for cylinder placement. The
natural gas vehicle is also about 5% heavier than an equivalent gasoline powered vehicle for the same
on-board energy storage capacity. Natural gas-fueled vehicles will aso have to overcome the
"Hindenberg complex."

A 907 kg vehicle would have to have 2 natural gas cylinders to have the equivalent energy of a 32
liter gasoline tank. The difference in weight between the gasoline with its fuel tank and the natural
gas with its heavy cylindersis 18.85 kg added to the weight of the 907 kg natural gas powered
vehicle. The cylinders would occupy 109 more liters of space than the fuel tank. This additional
space is available in the vehicle storage compartment.

The 1360 kg vehicle would have to have 3 natural gas cylinders to have the equivalent energy of a 48
liter gasoline tank. The difference in weight between the gasoline with its fuel tank and the natural
gas with its heavy cylindersis 28.3 kg of weight added to the 1360 kg. natural gas powered vehicle.
The cylinders occupy 164 liters more space than the fuel tank and additional space is availablein the
storage compartment of the vehicle that can be used by the cylinders.

Page 60
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The 1814 kg vehicle would have to have 4 natural gas cylinders to have the equivalent energy of a 64
liter gasoline tank and the difference in weight between the gasoline with its fuel tank and the natural
gas with its heavy cylindersis 37.73 kg of weight added to the 1814 kg vehicle. The cylinders occupy
218 liters more space than the fuel tank and additional space is available in the storage compartment
of the vehicle that can be used by the cylinders.

AFV market influences. The federal Clean Air Act Amendment (CAAA) of 1990 iswritten to
influence fleet purchases of "clean fuel" passenger vehicles, trucks and vans, and heavy duty vehicles
beginning in 199810, Clean fuels are defined by the CAAA to include natural gas, ethanol, methanol
or other alcohols; mixtures of 85% or more methanol, ethanol or other alcohols; reformulated
gasoline and diesel; propane, electricity and hydrogen. This law, coupled with the Energy Policy Act
(EPACT) of 1992, with its tax incentives, is designed to encourage the availability of alternative fuels
and reduce the United States' dependency on foreign oil, promises to influence the number of AFV's
on the road.

4.3.3 Electric Vehicle Performance

This section provides a summary of the results of the performance analysis conducted for Electric
Vehicles followed by a discussion of the analysis and data.

4.3.3.1 Summary of EV Performance Results

Current battery technology provides insufficient acceleration power for many of today's on-ramps.
Today's lead-acid batteries provide only 25 to 30% of the power necessary to accelerate a vehicle
from rolling speed to 80 kph (50 mph) on a 152 meter (500 feet) on-ramp. Equivalent weights of
lithium polymer batteries almost meet the requirement, while Li/FeS batteries promise more than
adeguate power to meet most power requirements. The practicability of Li/FeS batteries for private
vehiclesis another issue.

Advanced battery technologies accommodate more Operating Modes. However, advanced battery
technologies such as Lithium Polymer and bipolar LiAl/FeS can meet some moderate speed (100
kph), rural driving (241 km) scenarios where speeds over grade requirements are relaxed. This
makes the assumption that rapid refueling can be practicably accomplished during thetrip. The
scenarios assumed refueling stations spaced at 80.5 km (50 mi) intervals. However, no assumptions
are made as to the cost or safety of such batteries.

The study imposes a certain realism in vehicle design, which constrains the amount of vehicle weight
and volume which may be allocated for batteries and the electric power train. However, the range
and performance of the EV can be greatly extended if the private or commercial user iswilling to
sacrifice greater vehicle weight and volume payloads for more battery.

10The CAA of 1990 required AFV purchases as follows:

30% of new fleet purchases of passenger cars, light trucks and vans by model year 1998;

50% of new fleet purchases of passenger cars, light trucks and vans by model year 1999;

70% of new fleet purchases of passenger cars, light trucks and vans by model year 2000 and thereafter;
50% of new purchases of heavy-duty vehicles, including urban buses and delivery vans, beginning with
model-year 1998.
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EV power train and electric components efficiencies critical to power and range. The limited power
and energy storage capacity of current batteries compared to most useful driving scenarios suggest
that super efficient, light-weight electrical components will be required to maximize the amount of
power delivered to the wheels. The study results suggest that EV s with efficient electrical
components and power trains can require up to 40% less peak power than less efficient systems.

Braking regeneration capability for EVs. The benefit of regenerative braking for increasing vehicle
range is marginal for AHS operation, since the opportunities for braking per mile should be very low
for awell-controlled AHS. Typically, for stop and go urban driving, no more than 25% of the total
tractive energy required at the wheelsis available for conversion back into useful work through
regenerative braking. Taking into account electrical braking inefficiencies and the inability of the on-
board storage system to fully absorb the energy, it is estimated that no more than 15% of the total
expended tractive energy could be recovered and re-used. Regenerative and less complicated
dynamic braking can, however, reduce brake wear and, of course, are amenable to independent wheel
braking effort and anti-skid braking.

Approaches to compensating for lower powered vehicles may include longer acceleration or merging
lanes and different metering strategies than for higher powered vehicles.

Headway control in platooning can have a negative impact on EV range. Analyses indicate that
attempting to maintain the same tight station keeping at high speed as at lower speeds can consume as
much as 40% more energy for inter-city travel.

Current EV technology imposes operational limitations. Current battery technology limits EV
operations to short-haul scenarios with limited hill climbing.

The results suggest that there is a certain economy of scale in favor of the larger EVs over the
smaller, lighter weight EV. The projected battery energy capacities for each weight class vehicle for
each battery technology show that the larger vehicles with more battery capacity can meet more of the
AHS operating modes than smaller vehicles. This limits the smaller vehicles to short haul, local

travel on the order of 24 to 48 Km (15 to 30 miles.)

4.3.3.2 EV Performance Analysis

This analysis examined the performance of several weight classes of EVs against a representative set
of AHS operational scenarios, ranging from short hop urban driving missions to high-speed, inter-
city travel A basic premise for the analysis was the assumption that Electric Vehicles would have the
same physical volume and weight budgets for energy storage, electronics and power train as today's
ICE vehicles in the same weight class. Individual vehicle component weight and volume budgets
were established for 907, 1360 and 1814 kilogram vehicles based on a combination of published data
and physical measurements. These figures were used determine the components weights and
volumes of the | CE vehicle that could be removed and used for batteries, motor controller, electric
motor and transmission. These figures were then used to size the power train and battery.
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With the battery volume and weight limits determined for each vehicle weight class, it was then
possible to determine the maximum battery power and energy output capacities for each weight class
vehicle configured with different battery technologies. These capacities were subsequently compared
with the power and energy demands of the AHS to determine which vehicle-weight/battery
combinations met the demands of which AHS scenarios. The analysis considered both high and low
power transfer efficiencies to identify those cases where marginal efficiency could affect the success
or failure in aparticular AHS scenario.

Typical weights for components for Electric Vehicle subsystems are shown in table 4.3.3-1 and are
based on the vehicle weight allocations discussed in section 4.2.2. The power of the electric motors
are 74.6 Kw (100 hp), 149.2 Kw (200 hp) and 186.5 Kw (250 hp) respectively. The power is
adequate for most of the operating modes. However, a 74.6 Kw motor will not pull a907 Kg vehicle
up a hill at 150 Kph, but it will perform all other modes.

Table 4.3.3-1. Weights for Electric V ehicle Components

EV Component Weightsin Kilograms (pounds)

Electric Vehicle 907 kg (2000 Ib) 1360 kg (3000 Ib) 1814 kg (4000 Ib)
Weight Class
M otor 454 90.7 136.1
Motor Controller 34.0 34.0 34.0
Transmission 11.3 11.3 11.3
Batteries 202.0 408.0 603.0

Table 4.3.3-2 provides the battery energy and volume for each battery type in each weight class of
vehicle. The significance of this chart is that of the two battery constraints, battery weight and battery
volume allocation, battery weight is the limiting parameter for the size of the battery for all of the

battery types considered.

The battery weights in the above table 4.3.3-2 were used to compute the power and energy available
to each weight-class of vehicle for each of the battery technologies. The battery power and energies
were then compared to the power and energy demands for each of the operating modes in order to
determine the operating modes that can be performed by the different battery technologies. Figures
4.3.3-1, 3 and 5 illustrate the vehicle power requirements and battery power capacities for 907, 1360
and 1814 kilogram vehicles. Figures4.3.3-2,4 and 6 illustrate the vehicle energy requirements and
battery energy capacities for the same weight classes.
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Table 4.3.3-2. Battery Power and Volume Allocations for Different Vehicle Weight Classes
Figures 4.3.3-1 through 4.3.3-6 illustrate that existing batteries, aswell as those planned for
Vehicle 907 Kg (2000 Ib) 1360 kg (3000 Ib) 1814 kg (4000 Ib)
Weight Class Vehicle Vehicle Vehicle
Allocated
Battery 202 373 536
Weight
(kg)
Allocated!?
Capacity 331 600 890
(liters)
Peak Total Battery | Peak Total Battery | Peak Total Battery
Power | Stored | Volume | Power | Stored | Volume| Power | Stored | Volume
Battery Type| (Kw) | Energy | (liters) (Kw) | Energy | (liters) | (Kw) | Energy | (liters)
(Kw-hr) (Kw-hr) (Kw-hr)
Pb-Acid 12.1] 6.9 83.7 22.4 12.7 154.6 32.2 18.2 222.4
Advanced 60.6 9.1 101.1] 111.8 16.8 186.7] 160.9 24.1 267.8
Pb-Acid
Ni/Fe 16.2 10.1 89.3 29.8 18.6 164.9 26.8 237.3
Ni/Cd 32.3 115 100.0 59.6 21.3 184.7 42.9 30.6 265.9
Flywheel 53.7 12.1] N/A 99.2 22.4] N/A 142.7 32.2] N/A
Battery
Na/S 29.3 17.2 192.8 54.1 31.7 355.9 77.8 45.9 512.3
LiAl/FeS 18.2 16.8 152.3 33.6 30.9 281.2 48.3 44.5 404.7
LiAl/FeS 121.1 40.4 66.2] 223.6 74.6 122.2] 321.8 107.3 175.9
(bipolar)
Lithium 40.4 36.3 145.3 74.6 67.1 268.4] 107.3 96.6 386.2
Polymer

development within the next 20 years, will not provide sufficient specific power and energy for
electric vehicles applications requiring demanding inter-city travel at high-speeds, with steep road
grades and sparse refueling stations. The space and weight for batteries will have be increased to
have electric vehicles which will meet the operating modes. The figures also show that vehicle range
can be increased by platooning and by carefully managing the accelerations needed for stations

keeping.

The energy requirements shown do not consider reserve for depth of discharge. The greater the
average depth of discharge, the shorter the cycle life of the battery. Therefore, areserve must added

11Based on average physical measurments for variety of contemporary vehicles.
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to the energy storage requirement for in order to provide areasonable life-span. However, the added
energy storage requirement carries the added penalty of increased weight and reduced vehicle range

Figures 4.3.3-1 and 4.3.3-2 illustrate the power and energy requirements and battery capacities for a
907 Kg (2000 Ib) vehicle. A comparison of these charts reveals that the LiAl/FeS2 battery would
just meet the peak power requirements for the demanding conditions of operating mode 15, which
feature a 3% grade with no speed relaxation and tightly controlled inter-vehicle spacing. However,
the LiAl/FeS2 does not meet the energy requirements (figure 4.3.3-2). None of the battery

technol ogies meets both the energy and power requirements for rural travel. Some operating modes
were at lower speeds (100 kph) and provided for refueling at 80.5 Km (50 mi) intervals, relaxed
speed on grades, and included platooning in order to reduce the battery energy storage requirement
and allow consideration of batteries with lower specific energies. However, none of the batteries that
met even the lower energy requirement could provide the specific power to meet power demands of
those lower energy modes.

Some of the more advanced battery technologies were close to meeting some of the more demanding
urban operating modes examined. For example the Li-Polymer battery come close to being able to
provide sufficient power and energy for urban travel at freeway speeds and steep grades.

Note that the flywheel battery is shown only as a point of reference because of its relatively high
specific power. The flywheel battery has insufficient specific energy to be considered for a primary
on-board energy source. A discussion of the flywheel battery as a secondary power source is
contained in the section on hybrid vehicles.

Vehicle weight factors. Figures 4.3.3-3 through 4.3.3-6 illustrate the fact that vehicle weight is an
important factor in determining the viability of a battery powered vehicle. Asthe vehicle weight
increases, the battery payload weight to vehicle weight factor increases. Thisisdueto a
disproportionate increase in the available weight budget for batteries as the vehicle weight increases.
The analysis assumed the weight and volume constraints of modern passenger vehicles. It was
shown that battery volume is not the limiting factor and that battery weight is primary determinant for
how much on board power and energy is available. If consumers and manufacturers are willing to
settle for a compromise among such factors as added vehicle weight, reduced storage space and
increased vehicle cost, then the LiAl/FeS2 and Li/Polymer batteries become candidates for most
urban travel.

Platooning. EVsare particularly sensitive to constant station keeping maneuvers at high speeds.
Reducing the accelerations required for station keeping by one-half can reduce the energy required
for long haul, high-speed scenarios by as much as 40%, or between 40 and 70 Kw-hr, depending on
the weight of the vehicle.
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4.3.4 Hybrid Vehicle Performance
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4.3.4.1 Summary of Hybrid Vehicle Performance Results

Present-day battery technology does not offer the sufficient specific power required for hybrids
designed for battery-powered boosts. Ni/Cd, advanced Pb-acid, Na/S, LiAl/FeS2 and Li-Polymer
batteries are expected to meet the power boost needs of the hybrid.

M oderate to heavy hybrid vehicles offer performance similar to that of gasoline and other AFVs.
Hybrids with advanced technology batteries as the secondary power source will perform better than
light weight vehicles (907 Kg or 2000 Ibs) given the weight and volume constraints of those vehicles.

Light weight hybrid vehicles may benefit from emerging flywheel technology. The specific power
for flywheelsis comparable to that of advanced battery technologies.

Hybrid performance sensitivity. The series design of Hybrid A makes it more sensitive to power
train efficiencies, than Hybrid B, which has a parallel architecture that is less sensitive to those
factors.

Hybrid vehicle is an excellent application for emerging flywheel technology. The high power, low
energy requirements of certain hybrid designs makes the flywheel a promising candidate in terms of
the specific power offered. Thistechnology has an inherently greater cycle life than that of the
chemical battery and eliminates the material handling, storage, disposal and crash hazard problems
that are characteristic of chemical batteries. Flywheel battery cost factors were not evaluated as part
of this study.

Hybrid vehicles can impact the AHS check-in procedure. The hybrid vehicle, because it has a
primary, aswell as a secondary power source, poses a more complex check-in problem. The AHS
check-in system must assess a number of interrelated parameters to determine if the vehicleis AHS.
These parameters include; the distance of the trip, speed(s), terrain, overall capabilities and
performance of the vehicle, primary power capacity and fuel supply, and secondary power source
capacity and state. For example, since the vehicle has the capacity to re-energize the secondary
power source, a depleted secondary source may not necessarily be the basis for deciding to exclude
the hybrid from entering the AHS. The hybrid would be allowed on the guideway in those cases
where it islow on secondary energy, but has sufficient on-board primary fuel and is capable of
restoring sufficient energy to the secondary energy source in time to meet the greater demands of
terrain down the road.

4.3.4.2 Hybrid Vehicle Performance Analysis

The performance of the hybrid is constrained by the peak power of the battery. The energy
requirements shown in Figure 4.3.4-1 suggest small batteries, requiring between .6 and .8 Kw-hr for
the 907 Kg vehicle. Thiswould be a conventional |ead-acid battery of around 20 Kg, however, the
power requirements for battery boost of 20-25 Kw would require a battery weight of nearly 400 Kg.
The greatest demands on vehicle peak power are acceleration onto the roadway and high-speed hill
climbing. For the hybrid vehicle, the peak battery power that is required to boost the vehicle on a
grade is greater than the power needed to boost the vehicle during on-ramp acceleration onto the
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freeway. Thisisdue to the fact that the combustion engine is providing most of the power for on-
ramp acceleration. The hybrid will meet all of the operating mode performance requirementsiif the
battery is sized to meet the demands of the hill climb. Otherwise, the hybrid will have sufficient
energy to climb the hill, but at a reduced speed.

The more advanced batteries, as well as flywheel batteries, can be used in the medium and heavy
vehicles to produce a hybrid with sufficient power to accelerate onto the freeway and to provide the
boost needed for the hill climb in all modes. However, the flywheel battery isthe lightest battery
that meets the peak power requirements to boost the vehicle on the hill climb. Some flywheel designs
are expected to provide approximately 80 Kw of power flywheel which can be sustained for .03 hrs,
which is sufficient power to boost the vehicle over the hill. When considering flywheels, the lightest
vehicles will have aweight penalty and will have to sacrifice storage space for the battery. Light
weight flywheel hybrids be capable of successfully performing in all operating modes. This factor
does not rule out hybrids, since some of the modes feature 6% grades at 150 kph, which represent
more of an extreme.

Hybrid Energy Storage Requirements
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The roadway powered electric vehicle (RPEV) is actually an EV with a guideway pickup.12 Off the
guideway, the vehicle operation isidentical to that of a battery powered EV, having the same power
and energy requirements and performance envelope asthe EV. A close parallel may be drawn
between Hybrid A and the RPEV operating on the guideway, in that the | CE/generator combination
in the hybrid serves the same function as the guideway for the RPEV. Thisisasignificant
comparison when estimating the power requirements for the RPEV, since the CE/generator
combination for the hybrid must provide the same power to the hybrid on-board power control unit
that guideway must provide to the RPEV.

However, when operating on the guideway, the RPEV road horsepower capacity is only limited by
the amount of power provided by the guideway, the guideway to vehicle transmission efficiencies,
vehicle power transmission efficiencies and the power rating of the vehicle electric motor. These
factors will determine the vehicle maximum speed for a given roadway condition. The energy
available to the vehicle is not alimiting factor for powered guideway operation, assuming roadway
power is available for the total driving mission.

In order meet the most stringent AHS operational scenarios, the roadway must be able to meet the
power requirements for all classes of RPEV s allowed on the roadway. The power demand of the
vehicle will depend on the driving mission (vehicle speed, grade, platooning) and the weight and
internal efficiencies of the RPEV.

Power estimates for electrified guideways. The numerical results of the study indicate that an
electrified guideway would require 3-5 M egawatts of power to be delivered by the roadway per
kilometer per lane for a modest vehicle scenario - (40 to 50 vehicles per kilometer) and no more than
a 3% grade at a nominal driving speed of 100 kph. For electromagnetic coupling, i.e., induction
between the road and the vehicle, gap losses may be as high as 50% depending on the precision of
gap control.

The RPEV performance on the guideway is limited, primarily, by the power that the vehicle electric
motor can deliver to the roadway. This factor could influence the design of EV/RPEV s in that
smaller vehicles with insufficient battery power and energy for high performance and long hauls,
could be designed with oversized electric motors to take advantage of the higher power and energy of
electrified guideways.

The electrified guideway can extend the off-guideway range of EVs. The electrified guideway could
simultaneously provide charging power to RPEV batteries, as well as driving power to the RPEV
power train.

12The guideway powered vehicle model described in section 4.2 does not consider energy transfer efficiencies
between the guideway and the vehicle.
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5.0 APSIMPACTS

5.1 Population Projectionsfor APS-Powered Vehicles

Proposed AHS concepts are influenced by the performance, design and population mix of
contemporary vehicles, all powered by combustion engines, and in particular the spark ignition,
gasoline fueled internal combustion engine. It is our belief that AHS concepts which may evolve over
the next several decades will also be influenced by conventional vehicles existent in the time frame.
A primary driver to that belief isthe number of internal combustion engine vehicles in existence
today, and postulates of slowly a major change to vehicle power could be introduced and thus
influence AHS concepts.

We also believe that only electrically powered vehicles will have performance levels below that of
contemporary vehicles. Alternatively fueled vehicles using gaseous - natural gas, petroleum-derived
gas - or liquid fuels such as ethanol or methanol, will have similar performance capabilities to present
vehicles and thus cannot be expected to influence AHS development to any measurable degree.

Therefore estimates of only electric vehicle sales and population were made for a twenty-five year
period in order to gain insight into the potential market penetration of EV's during that same time
frame.

V ehicle population projections were made using U.S. Department of Transportation and the Federal
Highway Administration 1991 figures!3 for registered vehicles per capita and high, low and expected
population projections provided by the Bureau of the Census!“. The vehicle per capitavalueis
assumed to be constant over the period of interest and is multiplied by the high, low and expected
population projections through the year 2015 to yield an approximation high, low and expected
vehicle populations. Assuming a constant vehicle/person figure to compute vehicle population
projections is a more realistic approach than integrating vehicle sales over time, since the former
allows for vehicle retirement.

131994 World Almanac
141990 Census
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Theresults areillustrated in Figure 5.1-1, which suggests that there will be at least 200 million
registered vehiclesin the USA by 2015.

Estimated V ehicle Population in USA*
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Figure 5.1-1. Vehicle Population Projections for the U.S.A.

Estimates for the annual EV sales were made using the percentages of zero pollution vehiclesto be
sold in California starting in 1998. Similar mandatory sales requirements are being considered for the
northeast states. We applied these sales requirements on a national scale for high, low and median
population growth. Figure 5.1-2 shows the results of this analysis.
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Figure 5.1-2. Estimated Sales Projections for ICE and EVsinthe U.S.A.

The number of vehicles sold each year is not expected to vary much from 10 million vehicles per
year. This number implies that non-1CE vehicles of any type could require at least 20 years to replace
those vehicles that are on the road today. The figures also imply that EV s will continue to be in the
minority beyond 2015, with less than 15 million EV's on the road, representing at most less than 7%
of the total vehicle population.

If the EV population growth is close to the projections shown in the chart, the figures would suggest
that, in general, there will be little market stimulus for utilities to invest in increased production

capacity.

This analysis suggests that little can be done to shift the balance of influence away from the ICE and
toward some LEV or ZEV concept, short of; (a) avery stringent, but probably unacceptable Federal
mandate, or (b) major technological and cost breakthroughsin LEV/ZEV technology which would
make those vehicles attractive.

5.2 Impacts of APS Vehicles
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We have segmented potential impacts of APS vehiclesinto five categories: environmental impacts,
impacts on the transportation energy market, particularly the electric utility market, vehicle design
impacts, cross impacts between APS and AHS concepts, and administrative impacts.

5.2.1 Environmental Impacts

APS vehicles environmental impacts are twofold: impacts on vehicle and/or tail pipe emissions, and
impacts on transportation energy sources.

Emission shifts. Widespread acceptance of AFV s and EVswill result in shiftsin the type and level

of emissions from vehicles. For example, it has been readily demonstrated that gaseous hydrocarbon
fuels exhibit lower levels of carbon monoxide and total unburned hydrocarbons than gasoline fueled
vehicles. Substitute liquid fuels may reduce the levels of carbon monoxide, but also may, under some
circumstances introduce additional photochemically reactive pollutants. At best, given the small
market share of AFVsin the next decades, we can expect very modest improvementsin air quality.
With an increasing number of combustion powered vehicles on the road, the ultimate question may
liein longer range issues of possible effects of carbon dioxide, i.e. green house effects.

A shift from on board stored energy to on board electric energy suggests a complete elimination of
tailpipe emissions with a growth in emissions from central generating plants. The net effect on
national air quality depends on a complex set of future scenarios which include air, water, thermal,
and solid hazardous and radioactive wastes from generating plants, generating mixes - percentage of
generation from coal, oil, nuclear, etc., generating plant geographical distributions, and time of day,
week, and season of generating capacity devoted to vehicle propulsion.

Hazardous wastes and emissions from EVs. On board electrical energy storage suggests new forms
of hazardous wastes may occur from non-complete recycling of spent batteries, hazardous chemical
releases from road accidents and normal handling and operations. Electric propulsion will generate
electromagnetic radiation which, if not properly controlled, can interfere with surrounding electronic
systems.The net result of APS vehicles on anational basisis still a matter of considerable
speculation: however within the time horizon of this study, and given the expected relatively low
level of APS vehicle introduction in the market, the near term environmental impacts should be small.

EV batteries create materials demands. The large scale production of alternative liquid and gaseous
fuels and their storage facilities will create a demand for raw materials such as lead, sulfur, chlorine,
lithium and specialized steels. Such demand could have an adverse affect on the availability of those
materials.
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5.2.2 Utility Impacts

A shift to electrically powered vehicles will influence electrical utility generation in several ways.

First, the demand for electric propulsion power will tend to coincide with the beginning and end of
normal work day industrial and commercial electric loads. If the transportation component had to be
supplied on demand, it would add to problems of load matching and result in added peak capacity.
For example, neglecting electric distribution losses and roadway to vehicle transmission losses, an
electrified guideway would require 3-5 M egawatts of power to be delivered by the roadway to the
vehicle per kilometer per lane for a modest vehicle scenario such as Operating Mode 3. Utilities
would prefer that batteries be charged during of peak, night time periods and level their generating
loads for more efficient baseload utilization.

Weather can affect the availability of electric power for battery charging and for guideway power.
Thisissueis of particular concern in severe climates where extreme temperatures can require that
central station electric power to be diverted for heating and cooling, or where weather can disrupt
power service. Power generation, distribution, storage and backup power requirements will need to
be addressed in the design and support of EVs and powered guideways.

During extreme weather conditions electric utilities may have to prioritize their services, and trade off
among serving residential, industrial/commercial, and transportation segments.

5.2.3 AHS Cross I mpacts

Drafting affects in platoons reduce power requirements for following vehicles. Following vehiclesin
platoons can benefit from the drafting affect of the lead vehicle and can result in as much as a 50%
reduction in the aerodynamic component of drag. This translates into an energy savings of up to 20%
for the high speed, long haul AHS scenarios. The lead vehicle may gain as much as 25% reduction in
aerodynamic drag.

Roadway controlled power scheduling. All APS vehicles having more than one power source, i.e.
hybrids, could greatly benefit from roadway controlled power scheduling. This feature would be
essential for scenarios in which hybrid vehicles are operating in platoons. For conventional vehicles,
on-board fuel supply and vehicle destination can be passed to roadside equipment during check-in,
allowing the AHS to determine if the vehicle has sufficient fuel and power to reach a specified
destination while operating in a high-speed, short headway AHS mode.

However, thisis not sufficient information when considering certain hybrid vehicle designs, where
the secondary power source is needed for acceleration and hill climb boosts. For such vehiclesto
operate in high-speed, short headway modes, the roadway must be more sophisticated and would
require additional information and intelligence in order to ascertain the ability of the vehicle to reach
its destination under particular AHS operating mode conditions. Other parameters required by the
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roadway might include: the vehicle destination, knowledge of terrain en-route to the vehicle
destination, the vehicle primary power source capability, fuel on-board, the power boost capability of
the secondary power source and the current energy state of the secondary power source.

Check-In Requirements. An AHS would need to have the ability, at check-in, to determine the
overall capacity of an electric vehicle to meet the distance and peak power requirements of the
proposed trip. Thiswould include the ability to determine whether the vehicle had sufficient time and
capacity to charge battery enroute, prior to any peak power battery load required by the road terrain.

AFV and EV refueling needs. An infrastructure to service APSs and EVswill need to grow and keep
pace with the acceptance of those vehicles. At-home charging systems may require extensive
electrical system distribution modifications. It is essential that industry-accepted, common
charging/fueling system interfaces be developed.

Guideway power. Extensive and costly capital modifications will be required to roadways and power
distribution systems to handle guideway propulsion power.

5.2.4 Vehicle Design Impacts

Passenger comfort requirements impacts. The ambient temperature determines passenger heating and
cooling requirements both of which must be served by energy stored in EV batteries. The power
requirements for typical on-board accessories may be as high as 9.4 Kw. Our study suggests that
accessories consuming such high power levels would be incompatible with the limited battery
capacity of many of the vehicles.

Braking regeneration capability for EVs. The benefits of regenerative braking for increasing vehicle
range is marginal for AHS operation. Regenerative and dynamic braking can, however, reduce brake
wear and braking effort, and provide independent wheel braking.

Temperature versus performance of EV Batteries. Special consideration will have to be given if EVs
are to operate in particularly cold weather. Decreasing the ambient temperature generally reduces the
stored energy effectiveness in conventional batteries, resulting in the loss of power and vehicle range.

Increased gross vehicle weight decreases range of EVs. Electric vehicles, because of their low power
and energy, are very sensitive to vehicle gross weight. An increase of ten percent in gross vehicle
weight can impose as much as a6% penalty in vehicle energy, decreasing range accordingly.
Interestingly our studies showed that given the allocation rules for contemporary vehicles, larger
vehicles may be allocated a proportionally higher percentage to batteries and thus might compensate
for the diminished range penalty.

Battery crash worthiness. Battery crash hazards are a concern for conventional batteries and an even
greater concern for some of the more exotic battery concepts being evaluated today.
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Thisis an added design concern for vehicle designers where the release of reactive agents or super
heated materials could pose a greater danger than the initiating crash. Current preventive measures
may add undesirable weight and volume that may compromise some of the advanced battery benefits.

Driving mission dependencies. AFVsand hybrid vehicles are inherently better suited for cruising
and long haul scenarios than EV's, due primarily to inherently greater energy storage capacity of
former. Even with promising battery technologies the EV is expected to be relegated to the urban
driving mission. The availability of charging stations and the time required to charge are further
limits to range and endurance.

Vehicle Handling and Feel. Since APS vehicleswill have their propulsion subsystem weights and
locations allocated differently than contemporary vehicles, designer must account for the change
vehicle handling and feel due to changes in weight distributions. Further, electrically powered
vehicles may have brake and throttle “feels” that are substantially different from contemporary
vehicles. Both of these design impacts will require extensive engineering design effort to mitigate.

5.2.5 Administrative Impacts

Emergency responseto AFV and EV incidents. Thisisasafety concern affecting the viability and
public acceptance of AFV s and EV's. The existing police and fires services must be trained to respond
to accidents involving these vehicles. Emergency road services must augmented with training and
equipment to handle AFV - and EV-specific breakdowns. Hazardous material response teams must
be created and trained for such incidences. This added level of infrastructure and service will need to
be integrated into existing and planned traffic management centers.

Public education and training The public must be made aware, trained and qualified in the hazards
presented by AFVs and EVs after an accident., as well as during normal operation and maintenance.
Safety of home charging systems must be considered.

M aintenance and upkeep of AFVsand EVs. Training of technicians and mechanics will be required.
M aintenance support systems will be required to cope with the problems associated with gaseous
fuels, reactive materials, high voltages, and power electronics.

Road taxes. AFVsand EVswill not provide gasoline fuel taxes. Thiswill cause a proportionate drop
in tax revenues from gasoline taxes and the public and/or commercial operations shift to alternative
propulsion systems. There will need to be a means established for including these vehiclesin the
road tax revenue structure.
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