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1 Introduction

Take Charge is a £1.38m Network Innovation Allowance (NIA) project that aims to develop a new
Compact Connection Solution (CCS) to supply large power capacity required for new rapid Electric
Vehicle (EV) chargers at Motorway Service Areas (MSASs). The project will help support the transition
from petrol and diesel vehicles to EVs by providing a more cost-effective and faster solution to connect
multiple rapid chargers compared with traditional solutions.

MSAs have been identified as important locations where rapid EV charging would need to be
implemented on a large scale to allow simultaneous charging by multiple customers when undertaking
journeys on the Strategic Road Network (SRN). Western Power Distribution (WPD) has been in
discussions with Moto (the largest MSA operator in Great Britain) and Ecotricity (who provide EV
charging facilities at a number of MSAs) to partner on Take Charge and help trial this new solution.

The first stage of the project involved producing a methodology to select the most suitable MSA for

conducting the project trials. The 6 Si t e Sel ect i @portWwhs finliged io Juoe®®206 and

assessed each of the Moto MSAs wi t HocationWBimdéfs 1| i cence ar
Connection (PoC), available network capacity, visitor numbers and space on the site. The report

concluded that Exeter MSA, located on the M5 in Devon, was the most suitable trial location due to its

close proximity to a 33kV PoC with sufficient capacity, large visitor numbers and ample space within the

MSA.

This report captures the next stage of Take Charge and will analyse EV uptake, charging behaviours,
traffic information and infrastructure to determine the optimum capacity for the new CCS at the trial
location. Given the increasing uptake of EVs and Net Zero 2050 target, there is a need for Distribution
Network Operators (DNOs) and MSA operators to prepare these strategic sites to ready for future
demand associated with rapid EV charging infrastructure. Therefore, this report will detail how to
calculate the optimum capacity of the CCS to ensure that the substation is designed to meet the charging
requirements over the next 30 years.

The report details the approach that has been derived to calculate the capacity based on data made
available by Moto, Ecotricity and other external data sources. A capacity assessment of Exeter MSA, the
chosen trial site, is then carried out using the approach.

WPD Innovation



2 Approach

2.1 Overview

Access to rapid charging points is a major consideration for many EV drivers when undertaking long

journeys to ensure they can charge their vehicles efficiently en-route. This report considers the required

power capacity of the CCS (peak MW) to provide for the needs of customers for charging at MSA

locations in the future. The time horizon for the assessment is up to 2050, which corresponds to a period

of significant anticipated change for transport in the UK (in particular, increasing uptake of EVSs). As

stated in our EV Strategy document, we believe that the solution developed in this project will be

essential bearing in mind that electrical plant has a service life of fifty years that all criteria are taken into
consideration and that it follows the Committee for ClI

The location of charging infrastructure has an impact on drivers due to both the frequency of charging
eventsand t he chosen route for journeys. The 6Site Selecti
locations for the implementation and trial of the CCS.

Through our research and investigations we have identified a number of other factors that could
influence the required capacity of the CCS, resulting from the behaviour of customers relating to EV
charging and other aspects.

The following subsections provide an overview of the research that has been carried out. The
assessment has been carried out through consideration of each of the categories shown in Figure 2-1,
summarised as follows:

1 EV uptake to determine the projected number of vehicles that require to be charged (at MSAs or
other locations);

1 Forecast of road traffic to determine the projected changes in the number and length of journeys,
which relates to the overall energy consumption and need for recharging (at MSAs or other
locations);

1 Customer behaviour, comprising rapid charging habits that dictate the frequency of charging
events at MSA locations, the overall number of customers visiting MSAs and the average dwell
time at MSAs to determine the expected usage of MSA rapid charging points;

1 Charging demand corresponding to the electrical power demand profile for public rapid charging
and the distribution of charging events throughout the day, to inform the assessment of the
capacity requirement at the peak time;

1 Network demand, considering the local network demand and whether there is potential
complementarity to enable demand profile smoothing to reduce the capacity requirement through
sharing of infrastructure;

1 MSA infrastructure, comprising a summary of existing refuelling points and associated
infrastructure, providing the basis for expected developments in future; and

1 Hardware, comprising research of the capacity of EV batteries and power ratings of individual
charging points, which define the duration of charging and, therefore, the behaviour of customers
in view of potential disruption during journeys. In addition, this section presents practical
considerations about the installation of the charging point infrastructure.

Take Charge Project i System Capacity Optimisation Report
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Figure 2-1 Factors influencing CCS capacity requirement

The research of the above factors has been carried out based on the principal sources selected for the

assessment that are identified in Figure 2-2.
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Figure 2-2 Selection of information sources used in the assessment
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2.2 EVuptake

EV uptake is a key consideration when determining the required capacity of the CCS to support drivers in
making journeys in the context of the future plans for sustainable transport. Several publications detail
projections of EV uptake to meet 2050 net zero objectives, as well as other related policy objectives. The
policy direction is principally shared between the following UK Government bodies: Department for
Transport (DfT), Department for Business, Energy & Industrial Strategy (BEIS) and Office for Low
Emission Vehicles (OLEV). Publications by these departments and other organisations, notably the
Future Energy Scenarios (FES) prepared by National Grid ESO, strive to ensure future levels of EVs are
feasible and sustainable over the next 30 years as well as meeting ambitious targets.

The planned uptake of EVs in the UK is largely governed by the plan set out by the UK government in
the 'Road to Z e r doaument [1], which determines that all new cars and vans should effectively have
'zero emissions' by 2040. The National Grid 2019 FES document [2] states that by 2050 the main options
for powering vehicles will be either battery or hydrogen. To enable the predicted levels of uptake,
significant steps will need to be implemented in terms of EV charging and battery capacity to provide
consumers the confidence to transition from petrol and diesel vehicles to EVs.

2.2.1 Determining factors

There are several determining factors that will affect the uptake of EVs within the UK. The first of these to
be considered is the cost of ownership of EVs. The scale at which this factor will change is uncertain,
however, the Road to Zero [1] document suggests that there will be a ban on all sales of conventional
vehicles by 2040 and a subsequent Government consultation is looking at bringing this forward to 2035
[3]. It is, therefore, expected that the market will almost certainly become saturated by EVs in the time
horizon up to 2050 due to the lack of alternative vehicles. The Road to Zero document provides
illustrative trajectories for the uptake of Ultra Low Emission Vehicle (ULEV) cars up to 2030, presented in
Figure 2-3.
100%

90%

80%

70%

60%
£50%

40%

30%

20%

Percentage of new car sales that are ULEVs

10%

0%
2018 2020 2022 2024 . 2026 2028 2030
High trajectory Low trajectory

Figure 2-3 lllustrative trajectories of ULEV uptake

Another determining factor to be considered is the implementation of EV charging points in MSAs.

Currently within the UK there are more than 1,300 rapid chargers out of a total of around 14,000 public

chargers, as stated in the Road to Zero report. It is unclear how many of these rapid chargers are

installed near to main roads, h o wteemnamberofaapidcharges doc umen
located near the major roads network needs to expand to 1,170 by 2030 (from 460 in 2016)6 The

numbers of EV public charging points should be compared with the number of conventional fuel station

WPD Innovation
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forecourts, which is approximately 8,400 according to the UK Petroleum Industry Association (UKPIA)
2019 Statistical Review document [4].

The decrease of the hybrid market will also become a determining factor. In 2018 the UK government
extended the Plug in Car grant (PICG) to help establish the plug-in hybrid market [5], however, during
this extension hybrid vehicles such as PHEVs were no longer eligible for the grant. There is currently a
consultation being undertaken by the DfT investigating the feasibility of moving the end of sales date of
petrol and diesel from 2035 to 2030 [6, 7], and for this to include hybrid cars. This consultation would
suggest that the use of PHEVs is purely as an intermediary step between petrol and diesel vehicles to
Battery Electric Vehicles (BEVS).

If the consultation mentioned is successful, the uptake of BEVs within the UK will shift with a quicker than
anticipated uptake as a result of the EV being possibly the only vehicle type available for purchase.

2.2.2 Uptake forecasts

Projections published by National Grid in their FES [2] suggest that the uptake of EVs in 2050 would be
between 88-98% of around 41.0m vehicles [7], compared with approximately 0.5% of 38.2m vehicles on
the road in 2019. The figures for 2050 correspond to between 35.8-38.0m vehicles in total for the
different scenarios. The assumptions for the proportions of cars owned that are EVs in each of the FES
2019 scenarios are presented in Figure 2-4.

100%

90%

80%

70%

60%

50%

40%

30%

20%

Percentage of cars owned that are EVs (%)

10%

0%
2020 2025 2030 2035 2040 2045 2050
FES 2019 (GB): Consumer Evolution = FES 2019 (GB): Steady Progression
FES 2019 (GB): Two Degrees = FES 2019 (GB): Community Renewables

Figure 2-4 FES 2019 assumed proportions of cars owned that are EVs

In summary, the Road to Zero document is the principal policy paper that is driving the changes to
promote uptake of EVs and development of required infrastructure, including rapid charging points. The
annual National Grid FES publication strives to predict the impact of these policy changes on the supply
of energy, which is subsequently translated into predictions at a local level in the WPD DFES document
described in the following sub-section.

2.2.3 Forecast uptake in the South West region

Currently, the proportion of EV ownership in the South West region is low, consistent with the rest of the
UK. In our Distribution Future Energy Scenarios (DFES) document for the region [8] we estimated that

Take Charge Project i System Capacity Optimisation Report
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0.3% of all cars owned in the region were EVs in 2017 and that this would rise to between 7.1 and 31.7%
in 2032, as illustrated in Figure 2-5.

0.3% of all cars are electric 31.7% of all cars are electric

Gy Gy Gy Gy Gy Gy Gy Gy Gy G

Gy Gy Gy Gy 6> Gy Gy Gy Gy G
Gy Gy Gy Gy 6> Gy Gy Gy Gy G

Gy Gy Gy Gy Gy Gy Gy Gy Gy Gy
Gy Gy Gy Giny Gin> é
Gy Gy Giny Gy Giny

2017 2032

Figure 2-5 Level of EV ownership in 2017 and 2032 for WPD South West Region

Figure 2-6 presents a comparison of the percentages of cars that are EVs, showing percentages for the
South West region from the DFES (published in 2018) and the national percentages based on data from
FES 2019.

__100%
S
o 90%
>
W 80%
g
© 70%
g
= 60%
°
€ 50
; 0
o
» 40%
S
s 30%
S 20%
g
T 10%
o
£ 0%
2020 2025 2030 2035 2040 2045 2050
DFES 2018 (SW): Two Degrees
=—=DFES 2018 (SW): Consumer Power
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—DFES 2018 (SW): Steady State
==FES 2019 (GB): Community Renewables/Two Degrees
=—FES 2019 (GB): Steady Progression/ Consumer Evolution

Figure 2-6 Comparison of percentages of cars owned that are EVs

Figure 2-6 shows that it is expected that EV ownership in the South West region is expected to be
broadly in line with that in GB as a whole, albeit with the possibility of a slightly slower uptake in the
period up to 2032 than the highest FES scenarios.

WPD Innovation
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2.3 Road Traffic

This area considers future-looking road traffic forecast data, comprising the projected total number of
vehicle miles travelled in each region in England and Wales up to 2050. The traffic forecast data are
considered in the assessment of the capacity of the CCS since they correspond to the number and
length of journeys, which relate in turn to the overall energy consumption and need for recharging (at
MSAs or other locations).

The DfT published its latest Road Traffic Forecasts in 2018 [9]. This document presents results of the
forecast modelling for traffic in England and Wales up to 2050. The forecast data comprises projected
total vehicle miles travelled in each region. The traffic forecast data are considered in the assessment of
the capacity of the CCS since they correspond to the length (and number) of journeys, which relate in
turn to the overall energy consumption and need for recharging (at MSAs or other locations).

The DFT forecast results, determined using the National Transport Model (NTM), are presented in a
disaggregated form showing: road type (motorway, principal A, trunk A, and minor roads); vehicle type
(car, HGV, LGV and PSV); and UK region.

The DfT analyses comprise forecasts for 7 scenarios, which, in addition to the reference case, represent
combinations of high/low gross domestic product (GDP) and fuel cost projections, high/low migration
levels, a trend of declining trip rates and the shift to zero emissions vehicles (ZEVs). The projection
considered in this report corresponds to scenario 7 (shift to ZEVs).

Figure 2-7 presents the projection of the total traffic on motorways and principal A roads in the South
West, compound annual growth rates (CAGRS) covering each 5 year period, and the corresponding
projection for England and Wales for comparison. The projections of traffic on motorways and principal A
roads have been selected since they correlate to the passing traffic that will be observed by MSAs. The
units of the projections prepared by the DfT correspond to the sum of all of the journey lengths, in billion
vehicle miles (bvm). The CAGR is a constant growth rate corresponding to geometric progression across
multiple periods. It is a valuable measure for comparison of growth rates on a consistent basis.

300 1.8%

200 1.2%
100 | 0.6%
0 0.0%

2015 2020 2025 2030 2035 2040 2045 2050

Traffic - Billion Vehicle miles (bvm)
CAGR

South West B Fngland and Wales ~ =—e=South West CAGR

Figure 2-7 Comparison of total motorway and principal A road traffic projections for South West and England & Wales
(DfT Scenario 7, all vehicle types)

Figure 2-7 shows that traffic, or total journey length, is projected to increase in the South West and
across England and Wales by 2050. The average CAGR over the 2015-2050 period is 1.25%, which
corresponds to growth from 15.6 bvm in the South West region in 2015 to 24.1 bvm in 2050. The CAGR

Take Charge Project i System Capacity Optimisation Report
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is positive in each of the 5-year periods considered, and declines towards the end of the forecast period.
This is deemed to be a reasonable approach, which results in significant growth over 30 years, but
avoids unmitigated growth in this period of greater uncertainty.

This CAGR figure of 1.25% for the projected increase in traffic in the South West region has been carried
forward to the specific analysis of traffic at Exeter MSA (and impact on EV charging demand), which is
presented in section 3.2.2.

2.4 Customer behaviour

Customer behaviour has an impact on when, why and how long drivers will charge their vehicles. In turn,
this also has an impact on the required charging capacity since it allows us to understand how the total
number of EVs, and journeys completed by EVs, translate into use of rapid charging facilities at MSAs.

The following sub-sections present the assessment of charging behaviour of EV owners in three sub-
categories: number of MSA customers; charging habits; and time spent at MSAs (average dwell time).

2.4.1 Number of MSA customers

The total number of customers visiting an MSA, and the percentage of those customers that are EV
drivers that may need to charge their vehicles, are important considerations in determining the required
capacity of the CCS at the MSA.

Annual footfall for MSAs across the UK varies between 1.0 and 5.7 million [10], corresponding to
averages of 2,700 to 15,600 visitors per day. Figure 2-8 presents the reasons provided by survey
participants for stopping at MSAs, according to the Motorway User Survey 2019 [11].

To get some food/drink 37%
To take a break from driving 28%
To use the toilet 25%
Other 3%
To have a meeting here 2%
To refuel or charge the car 2%

To stay at the hotel here 1%
To buy something 1%
Driving hours were nearly complete 1%

0% 5% 10% 15% 20% 25% 30% 35% 40%

Figure 2-8 Reasons for visiting MSA from Motorway User Survey

Figure 2-8 shows that only 2% of survey participants declared that they visit MSAs to refuel or charge
their vehicles. The most popular reasons for customers visiting MSAs are to get food/drinks, take a break
from driving or to use the toilet.

It is important to note that the South West region is principally a rural area, which is likely to be reflected
in the nature of charging infrastructure available in the region at present (further apart than in urban
settings, located at convenient centres on major routes). In addition, the region is a well known tourist
destination and, as such, EVs owned in other regions undertaking long journeys to visit the region will
need to be charged in addition to EVs owned locally. As such, it is expected that the number of EVs
visiting MSAs in areas such as the South West, would increase in the future in line with the trends in
uptake, supporting the need to provide reliable rapid charging infrastructure for future EV owners.

WPD Innovation
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2.4.2 Charging habits

Charging habits were investigated with a particular focus on rapid charging points, which are available in
MSAs to provide a fast and convenient service to increase the state of charge (SOC) of batteries during
long journeys. According to the National Grid ESO [12] only 5% of charging demand is currently satisfied
by using rapid charging points. This figure is likely to be influenced by the limited experience from:

1 The small population of EVs on the road at present;

1 Possible limits on the availability of rapid chargers in suitable locations (more than 1,300 rapid
chargers out of a total of around 14,000 public chargers, as stated in the Road to Zero report [1]);
and

1 Limited use cases of existing EVs, i.e. relatively low frequency of long-distance journeys in EVs
linked to ownership of EVs as a second vehicle.

The Charger Use Study report [13], prepared as part of the UK Power Networks (UKPN) Recharge the
Future project, provides a good overview of the behaviour of drivers in relation to different charging
methods (home, on-street residential, work, slow/fast public and rapid public charge points). This study
draws on data from many other sources, principally:

1 My Electric Avenue (MEA) project undertaken by Scottish and Southern Electricity Networks
(SSEN) [14];

1 Plugged-in Places programme operated by OLEV [15];
I ESB ecars programme operated by ESB in NI and ROI [16];

T Interimout puts from WPD6és Electric Nation trial
and

, which

1T Detailed data on usage of the UKO6és pubiMapxe charging

In summary, the study found that the profiles of rapid public charging events were broadly consistent
between weekdays and weekend days. The profile typically corresponds to a consistent number of
charging events occurring through the day between about 10:00 and 20:00. The profiles are shown to
align across three different data sources (MEA, ESB and Zap). It should be noted that the Charger Use
Study report also statest hat t he 6ésame pattern is found for
whether they are located near motorways/A-r o a d s  dhe represenfative weighted average profile of
daily charging events per hour, based on the Zap data, is presented in Figure 2-11 as part of the
discussion about charging demand in section 2.5.

A paper published by Zero Carbon Futures [17]i n December 2017 c lethodalogyta o
determine the number of rapid chargers needed for electric vehiclesinthe UK6 . Thi s paper
capability of cars to receive power and average power delivery, as well as supporting information

relevant to this analysis. It includes a reference to a 2015 Rapid Charge Network (RCN) study report

i (1 NEA, [InRo@afioh and Networks Executive Agency], which is no longer available. However,
some of the details have been reproduced from that report, which was developed under the European-
funded pr o] eAccelerdtimgdhk introductiantof Efectric Vehicle Rapid Charging by studying
adoption and use along PP axes 13 and 26 [Priority Projects corresponding to defined major road routes]
inthe UK and Irelandd  ( p r2061R-EW:-13066-S). The project was carried out between January 2013
and December 2015, wi thainstallasoo af p4enulti-dtaadard rapiccchatgdrein 63
sitesd[18].

Figure 2-9 shows the percentage of daily plug-in events for rapid charging that occurred in each 2-hour
period to show diurnal charging behaviour, based on data presented in the 2015 report from the 2012-
EU-13066-S project. This profile appears to align with those presented in the Charger Use Study report,
with the bulk of the plug-in events occurring between 10:00-20:00, during which period there is a
reasonably consistent spread of events. It could be suggested that the rise in the number of events in the
morning is attributed to charging before longer trips. The number subsequently persists during the day as
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drivers make ad hoc stops for breaks during journeys, mealtimes, and during the return portion of a
single excursions.

18%
16%
14%
12%
10%
8%
6%
4%
2%

0%

Percentage of daily plug-in events during period (%)

Figure 2-9 Percentage of chargers within day using rapid chargers according to [17]

In addition, whilst the Electric Nation project focused on home charging (and the impact of smart

charging on local networks), the interim survey data from the project references in the Charger Use

Studyreporti ndi cated that O6BEV drivers use rapid charge poi |
which is a similar frequency to sl ow/tdhdingthatther bl i ¢ charg
majority of charging is done at home.

However, the survey results also indicated that this pattern of behaviour may be changing for some
users. Experience to date has been that BEVs are in many cases second cars used for short journeys
close to home, primarily charged at home and not used for longer journeys for which a conventional

vehicle is used. However, it was foundt hat o6unl i ke sl ow/ fast charging, char
increase with battery capacity. It is proposed that this is because the BEVs with large batteries, such as
the Tesla Model S, are more suitabl e f orindicatesthatdi st ance

drivers are purchasing EVs with larger capacity batteries in order to use them for long distance journeys
with the expectation of using rapid chargers. This reliance on BEVs for longer journeys will be required to
achieve the objectives of the Road to Zero report whilst supporting current journey length behaviour.

It is expected that the majority of charging events will continue to take place at home and that most EVs
would probably leave a house with a fully charged battery [19]. However, it is anticipated that range
anxiety [20] will remain a feature of journey planning for EV drivers, albeit mitigated by larger battery
capacities and a greater amount of charging infrastructure. The Charger Use Study report states that
@nly one PHEV, the Mitsubishi Outlander, is currently compatible with rapid public charge points,

although its small battery means that the actual rat e
addition, the report states that O0since PHEVs are not
it is unlikely thatanyfur t her PHEV model s wi l | be releaséd with rapi

such, drivers are expected to rely more heavily on BEVs to complete all journeys that they want to make
in future.

It is important to consider what battery level is considered to be low by EV drivers in order to determine
how often they would charge their cars. According to the MEA project, most participants in the study
declared that they considered an SOC level between 11-30% to be low, which would necessitate
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charging [21]. However, it was also mentioned in the study that concern over the battery charge level
could be reduced with higher availability of rapid charging points.

2.4.3 Average dwell time

The average dwell time at MSAs is 20 minutes, according to the Motorway User Survey [11]. The main
aim of rapid charging is to increase the battery SOC in as short a period of time as possible in order to
avoid unnecessary disruption to journeys.

Figure 2-10 shows the range of charging durations based on the data from MEA, ESB ecars and Zap-
Map considered in the study.
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Weekday ® Weekend

Figure 2-10 Average time of charging using rapid chargers according to [13]

It should be noted that the charging duration is highly dependent on the charge power rating and battery
capacity. However, Figure 2-10 shows an average charge time close to 30 minutes, which is consistent
with EV manufacturersé specifications for r ajppbd
23, 24]. I n addition, the Char g dhisisdmnparaBld tottey30 mirufeothat
Ecotricity recommends it takes to charge a Nissan Leaf from 0-80%, and so suggests that BEV drivers
will not leave their vehicles plugged in longer than necessary. This supports the idea that rapid charging
isdoneas quickly as possible to avoid unnecessary

Currently there are several EVs which have large battery capacities and can, therefore, travel long
distances on a single charge (in excess of 250 miles). For example, the Tesla S has a battery capacity of
100kWh can travel 379-mile distance on a single charge [25]. The highest capacity rapid charging point
currently in use is 150kW, but the trend towards higher capacity charging points is envisaged to support
truly rapid charging of EVs with large battery capacities (with charge durations in the region of 10-15
minutes).

In light of reduced charge durations resulting from higher capacity chargers (up to 350kW), it is
envisaged that the duration of MSA visits for EV drivers would remain approximately the same in the
range 20-30 minutes. As such, further development of rapid charging points at MSA locations would
appear to suit existing customer behaviours and dwell times.

2.5 Charging demand/profile

In this section, the power demand characteristics of rapid charging are investigated as charging profiles
have a direct influence on the peak capacity required for the CCS. To estimate average and maximum
power demand on a rapid charger, attention should be paid to the shape of the daily charging demand
profile.
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Figure 2-11 presents the weighted average share of rapid charging plug-in events per hour (as a
percentage of the daily total), based on data from weekday and weekend profiles presented in the
Charger Use Study report [13]. This representative profile is based on data from Zap-Map. It should be
noted that a similar trend is observed in the raw data for weekdays and weekend days.
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Percentage of charges during hour
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Hour

Zap

Figure 2-11 Weighted average share of daily charging events per hour ( [13])

The profile presented in Figure 2-11 appears to correspond to a standard normal distribution, and align
with the profile presented in section 2.4.2 based on data from the Zero Carbon Futures paper [17].

Figure 2-12 below presents the average public charging point power demand profile for a typical week,
as presented in the National Grid 2019 FES document [2].
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Figure 2-12 Average public charging point power demand profile for a typical week [2]

Figure 2-12 shows that the public charging demand during weekdays is significantly higher than during
the weekend, and the weekday profile has an exaggerated morning peak in the 06:00-12:00 period. This
morning peak is not present in the weekend day profile, but in both cases the bulk of the public charging
occurs during the daytime hours of 06:00-21:00. It should be noted that this profile covers a range of
public settings, including those near shopping and workplace areas. It could be that the exaggerated
peak on weekday mornings reflects use of public charging close to workplaces. In addition, this may
reflect a greater number of professional trips taking place during the week, which may be more likely to
require rapid charging than recreational trips due to longer journeys. It should be noted that the charging
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profile for MSAs in the future could differ from those shown in Figure 2-12 primarily due to changing
volumes of traffic during busy times such as bank holidays.

In view of the limitations of the FES public charging demand profile, which covers all public charging
locations, it is anticipated that the demand profile for rapid charging will align more closely with the
profiles of charging plug-in events taken from the Charger Use Study report. These latter profiles, shown
in Figure 2-11, have been developed through consideration of rapid charging in isolation and validated
against those presented in the Zero Carbon Futures paper, which were taken from the 2015 Rapid
Charge Network Study (RCN) study report from the 2012-EU-13066-S project of rapid charging on
defined major routes.

2.6 Network demand

The electricity demand on the network varies continuously throughout each day and according to
seasonal variations observed. System operators act to balance the supply and demand of electricity in
real time, since it cannot generally be stored (except in limited quantities in batteries). In managing their
networks, network operators prepare plans to install new network reinforcement schemes (to support
system developments) and to replace existing equipment to meet capacity requirements. These plans
are typically developed based on the annual instantaneous peak demand, which means that
infrastructure is not fully utilised throughout the year. Consideration of demand profiles, and possible
measures to smooth them, may enable infrastructure development (such as the CCS) to be optimised to
install lower capacity equipment and achieve greater utilisation at all times.

Figure 2-13 illustrates the mean and peak-day normalised half-hourly demand for the GB system, using

data taken from El exon Portal and26f etrieved from the 0
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UK system mean (normalised) = UK system peak (normalised)

Figure 2-13 UK system demand profile

The profile presented in Figure 2-13 indicates a daily peak for the GB system in the early evening (18:00-
19:00), with a relatively flat profile during the day and a slight secondary peak observed in the morning
(08:00-09:00).

The total system profile shown above reflects the combination of different types of demand on the
system, which have different characteristics. Elexon prepare typical profiles for different groups,
categorised as OProfil e Clilemed eksuatioGsHd supply companiesarsle i n t he
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generators. Figure 2-14 presents a comparison of the typical profiles for two such PCs: PC1 1 domestic
unrestricted customers; and PC3 non-domestic unrestricted customers.
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Figure 2-14 Comparison of normalised demand and spread of charging events

Figure 2-14 indicates that the domestic peak demand is typically observed in the early evening (18:00-
19:00) and the non-domestic peak demand is typically observed in the middle of the day (11:00-12:00).
In addition, the chart shows that the spread of charging events, taken from the research presented in
section 2.5, appears to align more closely with the non-domestic profile of a bell-type curve during the
day.

As such, if the particular section of network supplied by a primary substation is dominated by domestic
consumption rather than non-domestic, then this may provide an opportunity to optimise plans for the
development of the network in this area. It should be noted that specific demand management measures
may be needed to address constraints that may arise. In particular, there may be a substantial number of
EV charging events that coincide with the domestic evening peak period, albeit with the number
expected to decline through the evening.

2.7 MSA infrastructure

There are fundamental requirements for rapid EV charging points in order to meet statutory obligations

and meet the requirements of local authorities planning rules. In addition to these, there is a requirement

for a commercial business case based on accurate costs and benefits for the particular location in

guestion. The | atter el ements have been considered as
document and earlier work.

Whilst it is not appropriate to discuss the other requirements in this document, it is noted that many
charging points are currently installed at conventional fuelling stations and MSAs, since these locations
enable operators to meet the needs of their customers and other stakeholders.

Fundamentally, in order to implement EV rapid charging there is a requirement to have parking spaces
available to be set aside for EVs to use for the duration of their charging. It is generally the case that
MSAs have large parking areas for different types of vehicles in order to provide easy access to the other
services that they provide. In addition, all MSAs are required to provide access to a conventional fuelling
station, and these tend to be relatively large with approximately 18 sets of pumps offering petrol and
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diesel fuels. Currently, MSAs also have a number of EV charging points, generally in the range of 2 to 6
nos.

In addition, according to the guidance note in [27, 28], there is a requirement for 10% of parking spaces
associated with new commercial/residential developments to be equipped with an EV charging point in
the short term. This provides an indication of the amount of infrastructure that is expected to be needed
in future, in light of the significant projected uptake of EVs discussed in section 2.2. It is likely that the
majority of parking spaces at MSAs will be replaced for charging bays in the time horizon up to 2050.

2.8 Hardware

This section looks to build on the material presented in our 2020 EV Strategy [29], which provides an
overview of the considerations relating to network planning and provision of connections, including
connector types and charging unit capacities. That document covers use of existing network capacity
and new infrastructure to support home charging, as well as street side and public charging. It also
describes stakeholder engagement plans relating to provision of capacity for EV charging at public
locations operated by EV charge point operators, motorway services and other refuelling and service
locations. Take Charge is also referenced in the strategy to prove there is a smart solution to meet the
OLEYV capacity requirements at 33kV (7 MVA on average for each MSA). We believe that the solution
developed in this project will be 6 e s s ebearirig & Imind that electrical plant has a service life of fifty
years that all criteria are taken into consideration and that it follows the Committee for Climate Change
view of Atouchd it once till 20500

In order to progress the development of a smart solution to provide the required capacity, we have
considered each major element in the typical charging installation and associated distribution network
equipment. It is clear that the capacity of the CCS will depend on the number and type of chargers at
each individual charging point, as well as the total number of them.

It is well established that EV charging infrastructure introduces an additional load on the network and
uncontrolled charging can cause significant issues on the electricity network. Hence, to reduce this risk,
an early planning assessment of predicted EV charging demand has been carried out to ensure the
suitability of network infrastructure.

2.8.1 Early planning assessment of predicted EV charging demand

The following assessment of EV demand considers the battery capacity and charging durations of EVs .
The charging duration is critical to provision of rapid charging with minimal disruption to journeys, and is
determined by the power rating of the EV supply equipment (EVSE) and, ultimately, the CCS that
provides the supply to each unit.

At present, battery capacity for EVs varies between 35kWh (for small capacity cars, e.g. VW eGolf) and
100kWh (e.g. Tesla Model S/ X), which have longer ranges over 300 miles [25, 30]. In recent years, the
evolution of Lithium-ion technologies for EV batteries has accelerated the reduction in EV costs and
increases in battery capacity.

The trend of increasing battery capacities (along with increasing uptake of EVs) means that there is a
critical need for higher capacity rapid charging technology in the future in order to ensure that drivers can
fully charge their EVs in a suitable period of time to avoid disruption to their journeys. The most powerful
chargers currently available commercially are the 350kW DC chargers. Table 2-1 outlines the main
characteristics of three models of 350kW DC chargers currently on the market.
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Table 2-1 Characteristics of three models for 350kW rapid chargers [31, 32, 33]

A

Feature =5 y
aYa) » - a » .

Package 2 x 175kW power cabinets 2 x 175 kW power cabinets | 2 x 175kW power cabinet

1 x charging post 1 x charging post 1 x charging post

2 x charger outputs 2 x charger outputs 2 x charger outputs
Input 2 x 480Vac 3ph 2 X 400Vac 3ph 2 x 400Vac 3ph
Efficiency | >98% >95% >95%
Output 2 x 950Vvdc 350kwW 150V-920Vdc 350kW 920Vdc 350kW

Although no EVs are currently capable of fully benefiting from 350kW high power charging rate, the next
generation of EVs (for example Porsche Taycan) are likely to take advantage of charging times as low as
20 minutes by using 350kW chargers [34].

2.8.2 Configuration and flexibility of EVSE installation

Presently, EVs have their power input limited by their on-board DC chargers. For example, the Hyundai
Kona with a 64 kWh battery has its charging capacity limited to 100kW and it would take 54 minutes for
the battery to achieve 80% SOC [35]. Even though the current EVs have limited power input, a 350kW
charger offers flexibility in charging arrangements through use of dynamic sharing of the power delivered
as shown in Table 2-2. For instance, ABB Terra HP 350kW charger can be connected to charge one
vehicle at up to 350kW or two vehicles simultaneously at up to 175kW.

Max charging dedicated to Shared power delivery for Shared delivery tailored to
premium EV at up to 350kw premium EV utilization at up varied EV model demands.
on either charge post. to 175 kW to each vehicle.

Figure 2-15 Dynamic DC power-sharing capabilities illustrated for ABB Terra HP 350kW charger [31]

This architecture enables higher utilisation of charging installation [31]. It should be noted that 350kW
charging technology has already been implemented by the IONITY charging network in the UK.

As presented in Table 2-1, the Tritium Veefil PK charger requires a 480V input supply. Therefore, this
charger would require the installation of an isolation transformer (400V/480V) to provide sufficient
incoming supply, as presented in Figure 2-16. Isolation transformers also provide galvanic isolation and
are used to protect against electric shock and to suppress electrical noise in sensitive devices like EV
chargers.
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Figure 2-16 Example of system components for installation of Veefil PK 350kW chargers.

Moving forward, the maximum number of charging units connected to the distribution network system
depends on the rated capacity of the distribution transformers (11kV/400V). To fully utilise the connection
it is desirable to install the greatest possible number of chargers. However, there are also practical
considerations that mean that there is a strong preference for using standardised transformer types and
sizes to ensure that costs, spares-holdings and maintenance time are minimised. At present, the highest
capacity distribution transformer that is typically installed on the 11kV network is 1 MVA (primarily to
meet the Class A demand in Engineering Recommendation P2/7). Therefore, the total number of
charging units that it is possible to connect without overloading is 2. However, by limiting power input and
output to a little under 95% of the peak rating, it is possible to fully utilise the electrical equipment and
safely provide 3 chargers. Details of the possible arrangement are shown in Figure 2-17.
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Figure 2-17 lllustration of different EV infrastructure arrangement

The brochure for the Tritium Veefil-PK high power charging system provides details of such a scheme
using Dynamic Site Power Management [36].

2.8.3 High voltage supplies

A cluster of rapid chargers would require to have a dedicated connection from the high voltage
distribution network. Depending on the size of the dedicated feed, several 3-charger installations could
be installed on the LV side of a distribution substation and connected to the 11kV circuit with Ring Main
Unit (RMU). The 11kV circuit would be supplied from local BSP via a dedicated primary transformer
(33kV/11kV).

FROM SOWTON BSP

TRV PRIARY
TRANSFORVER

TO 3R EY
CHARGERS
I DISTRIBUTION
SFORMER

TRANSFORME j

TO 35w £V
CHARGERS

Figure 2-18 Example of network connection diagram for EV charging station

When the charging infrastructure is connected via a single primary transformer, the security of supply
standards may not be fulfilled. As a DNO we have to comply with P2/7 Security of Supply Engineering
Recommendation and the only option for charging infrastructure to be supplied by a single transformer
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above 1MW is to gain consent from the customer or obtain the site exemption approved by utility
regulatory body - Ofgem. Table 2-2 provides the extract from P2/7 Security of Supply Engineering
Recommendation document with minimum demand and time of repair requirements.

Table 2-2 Extract from ENA Engineering Recommendation P2 Issue 7 2019 Table 1

Class of Range o oup
supply Demana Outage econa
Outage
A Up to IMW In repair time: Group Demand Nil
B Over 1MW and (a) Within 3 hours: Group Demand minus 1MW il
i
up to 12MW (b) In repair time: Group Demand

(a) Within 15 minutes: Smaller of (Group
Over 12MW and | Demand minus 12MW); and 2/3 of Group

c up to 60MW Demand
(b) Within 3 hours: Group Demand

Nil

In order to comply with the Security of Supply standards for supply classes B and C, a second supply
would need to be installed to share load during normal operation or to pick up the load during the outage
of the normal incoming supply.. An example of the connection arrangement is presented in Figure 5-1 (in
Appendix A). In this scenario a second CCS is installed at the site and is interconnected via the 11kV
network to provide security of supply.

A second option to satisfy the security of supply standard is to provide a link to the local 11kV network
via a hormally open point as presented in Figure 5-2 (in Appendix A). During the potential outage of the
transformer, a proportion of the charging load could be supplied from the 11kV local network. In this
case, a fraction of the charging units would be out of service, which would impact EV charging customers
negatively, but some level of supply would be maintained.

2.8.4 Potential combination with solar PV

There appears to be a strong move towards installing EV charging stations combined with solar PV that
can provide clean electricity to charge the vehicle batteries. Significant cost reductions in solar PV
technologies and improvement in solar efficiency, as well as the focus on EVs, appears to have
prompted recent attention in the industry. Solar PV has been integrated into residential buildings
extensively, including to support EV charging at home [37]. Usually, the domestic installations also
include a home battery, which is charged during sunny hours and discharged as needed to smooth the
variable output from the solar PV.

In the case of rapid charging infrastructure, the American vehicle manufacturer Tesla uses solar panels

at their supercharging stations to offset energy use. Solar panels are installed in canopies above

charging bays and, hence, provide shade and shelter against rain [38]. In the U K , Gri EWer veobs
charging station aims to supply the majority of power from roof-mounted solar panels, along with a

separate ground-mounted solar farm and integrated battery energy storage system (BESS) [39].

However, to supply rapid charging points with a rated output of 350kW, roof-mounted solar panels would
not be sufficient to support a reasonable fraction of the charging load. For example, a typical solar PV
module (1.68m?2 panel) has a rating 400W [40]. To charge a single 100kWh battery, such as those in the
Tesla X model, from 20% to 80% SOC using a 100kW rapid charger would require more than 300 panels
to charge the battery in 30 minutes on a sunny afternoon. 300 solar panels correspond to 506 m? of solar
PV surface (assuming 1.68m?2 per one panel), which could be compared to 44 standard parking spaces
on the carpark (4.8 x 2.4m). This represents a significant investment, including in civil works associated
with canopies over car parking spaces. In addition, weather conditions should also be considered. The
full output from the panels will not be achieved at all times in view of the seasonal variations in the UK
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and, therefore, it is not deemed to be viable to combine solar PV technology with EV rapid charging at
MSA locations.

2.8.5 Potential combination with battery storage

With regard to the possible combination of EV rapid charging with battery storage technologies, it is
theoretically possible for batteries to be used to smooth the demand profile throughout the day or
between seasons of the year. In either case, the ability to smooth the demand depends on the nature of
the demand profile. As seen in section 2.5, the diurnal profile of EV rapid charging demand corresponds
to a standard normal distribution covering most of the daytime hours.

In addition, the power demand for EV rapid charging is significant compared with the capacity of
available battery energy storage solutions. An example of a large grid-scale battery connected to the
distribution network is in Leighton Buzzard in Bedfordshire. The battery was installed by UKPN as part of
its Smarter Network Storage project in 2014. The battery has a capacity of 6MW/10MWh, and
represented a considerable capital investment. Based on the capacity of this battery, it could supply
power to 17 nos. 350kW rapid chargers at a time, for a duration of 100 minutes. Installing battery storage
solution of this magnitude would take considerable investment, and it is unclear whether sufficient
benefits could be demonstrated to make a viable business case.

As such, it is deemed that there is no realistic prospect of storing sufficient energy to smooth the diurnal
or seasonal profiles for EV rapid charging demand.
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2.9 Summary

Table 2-3 Summary of the key factors in the assessment

Category of factors

EV uptake

Projections from the National Grid 2019 FES suggest that the uptake
of EVs in 2050 would be between 88-98% of around 40m vehicles,
compared with approximately 0.5% of 36m vehicles on the road in
2019. The figures for 2050 correspond to between 35.8-38.0m
vehicles in total for the different scenarios.

Traffic

Traffic, or total journey length, is projected to increase in the South
West and across England and Wales. The average CAGR over the
2015-2050 period is 1.25%, which corresponds to growth from 15.6
bvm in the South West region in 2015 to 24.1 bvm in 2050. This is
deemed to be a reasonable forecast, which results in significant
growth over 30 years, but avoids unmitigated growth in the period of
greater uncertainty towards the end of analysis.

@

Customer
behaviour

Number of customers: Annual footfall for MSAs across the UK varies
between 1.0 and 5.7 million, based on data provided by Moto. In
addition, the Motorway User Survey indicates that only 2% of survey
participants declared that they visit MSAs to refuel or charge their
vehicles.

EV ownership in the South West region is expected to be broadly in
line with that in GB as a whole. In addition, the region is a well known
tourist destination and, as such, EVs owned in other regions
undertaking long journeys to visit the region will need to be charged in
addition to EVs owned locally. As such, it is expected that the number
of EVs visiting MSAs would increase in the future in line with the
trends in uptake, supporting the need to provide reliable rapid
charging infrastructure for future EV owners.

Charging habits: according to National Grid, 5% of charging demand
is currently satisfied by rapid charging points. According to both the
UKPN Charger Use Study report and the Zero Carbon Futures paper,
the profile for EV rapid charging typically corresponds to a consistent
number of charging events occurring through the day between about
10:00 and 20:00. This profile is consistent between weekdays and
weekend days.

The UKPN Charger Use Study report also indicates that charging
habits are being observed that indicate greater reliance on BEVs with
larger battery capacities for longer journeys.

Average dwell time: At the moment, the average dwell time at MSAs
is 20 minutes, according to Motorway User Survey [11]. According to
the UKPN Char ger Us-+nd8dtianslay 50 kW amdr
public charge points are found to be on average 35-4 0 mi nut e
However, the trend towards higher capacity charging points (up to
350kW) is envisaged to support truly rapid charging of EVs with large
battery capacities (with charge durations in the region of 10-15
minutes).
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Category of factors

Charging
demand/profile

The profile of plug-in events for rapid charging (with the bulk of events
occurring evenly between 10:00-20:00) is deemed to provide a better
representation of the power demand profile than the FES public
charging demand profile, which covers all public charging locations.

e Network
T demand

With regard to diurnal profiles, a daily peak demand for the GB system
is observed in the early evening (18:00-19:00), with a relatively flat
profile during the day and a slight secondary peak observed in the
morning (08:00-09:00).

Furthermore, typical profiles prepared by Elexon for different customer
categories, indicate that the domestic peak demand is typically
observed in the early evening (18:00-19:00) and the non-domestic
peak demand is typically observed in the middle of the day (11:00-
12:00). The spread of charging events appears to align more closely
with the non-domestic profile of a bell-type curve during the day. As
such, if the particular section of network supplied by a primary
substation is dominated by domestic consumption rather than non-
domestic, then this may provide an opportunity to optimise plans for
the development of the network in this area.

MSA
infrastructure

Many charging points are currently installed at conventional fuelling
stations and MSAs, since these locations enable operators to meet
the needs of their customers and other stakeholders.

Fundamentally, in order to implement EV rapid charging there is a
requirement to have parking spaces available to be set aside for EVs
to use for the duration of their charging. This is the case at MSAs.

In addition, for commercial/residential new developments, building
regulations have been updated such that 10% of parking spaces must
be provided with an Electric Vehicle charge points. This provides an
indication of the amount of infrastructure that is expected to be
needed in future, in light of the significant projected uptake of EVs. Itis
likely that the majority of parking spaces at MSAs will be replaced for
charging bays in the time horizon up to 2050.
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Hardware

Early planning assessment of predicted EV charging demand: At
present, battery capacity for EVs varies between 35kWh (for small
capacity cars, e.g. VW eGolf) and 100kWh (e.g. Tesla Model S/ X),
which have longer ranges over 300 miles.

To charge such large batteries, the most powerful chargers currently
available commercially are 350kW DC chargers. Specifications for
such units from three manufacturers have been reviewed as part of
the project.

Although no EVs are currently capable of fully benefiting from the
350kW high power charging rate, the next generation of EVs may take
advantage of charging times as low as 10 minutes.

Configuration and flexibility of EVSE installation: Presently, EVs
have their power input limited by their on-board DC charger. However,
a 350kW charger offers flexibility in charging arrangements through
use of dynamic sharing of the power delivered, such that they can be
connected to charge one vehicle at up to 350kW or two vehicles
simultaneously at up to 175kW.

At present, the highest capacity standard distribution transformer that
is widely available is 1 MVA. Therefore, the total number of charging
units that it is possible to connect without overloading is 2. However,
by limiting power input and output to a little under 95% of the peak
rating (330kW), it is possible to fully utilise the electrical equipment
and safely provide 3 chargers.

High voltage supplies: A cluster of rapid chargers would require to
have a dedicated connection from the high voltage distribution
network. Depending on the size of the dedicated feed, several 3-
charger installations could be installed on the side and connected via
11kV circuit with Ring Main Units (RMUSs). The 11kV circuit would be
supplied from local BSP via a dedicated primary transformer
(33kV/11kV). When the charging infrastructure is connected via a
single primary transformer, the security of supply standards may not
be fulfilled, but other options should be considered.

Potential combination with solar PV: There appears to be a strong
move towards installing EV charging stations combined with solar PV
that can provide clean electricity to charge the vehicle batteries.

However, to supply rapid charging points with a rated output of
350kW, roof-mounted solar panels would not be sufficient to support a
reasonable fraction of the charging load. For example, to charge a
single 100kWh battery from 20% to 80% SOC using a 100kW rapid
charger would require more than 300 panels to charge the battery in
30 minutes on a sunny afternoon. As such, it is not deemed to be
viable to combine solar PV technology with EV rapid charging at MSA
locations.

Potential combination with battery storage: With regard to the
possible combination of EV rapid charging with battery storage
technologies, it is theoretically possible for batteries to be used to
smooth the demand profile throughout the day or between seasons of
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Category of factors

the year. The diurnal profile of EV rapid charging demand corresponds
to a standard normal distribution covering most of the daytime hours.

In addition, the power demand for EV rapid charging is significant
compared with the capacity of available battery energy storage
solutions. The largest grid-scale battery in the UK has a capacity of
6MW/10MWh, and represented a considerable capital investment.
Based on the capacity of this battery, it could supply power to 17 nos.
350kW rapid chargers at a time, for a duration of 100 minutes. As
such, it is deemed that there is no realistic prospect of storing
sufficient energy to smooth the diurnal or seasonal profiles for EV
rapid charging demand.
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Assessment for Exeter MSA

3.1 Overview

This section presents the supporting analysis as well as the capacity assessment for the EV rapid
charging system to be supplied via the CCS and installed at Exeter MSA.

Section 3.2 presents the analysis of the available data for the factors identified in the discussion of the
approach to the assessment in section 2. The range of factors comprises:

1 EV uptake as a proportion of vehicles on the road;

1 Traffic (historic count of vehicle flow past Exeter MSA; and regional and national projections of
total vehicle journey miles);

1 Customer behaviour (vehicle turn-ins at Exeter MSA; dwell time of vehicles stopped; proportion
of vehicles that stop to refuel);

1 Charging demand/profile (comparison of approximate EV rapid charging demand profile with
Exeter MSA demand to assess level of complementarity);

1 Network demand (comparison of approximate EV rapid charging demand profile with local
network demand profile to assess level of complementarity);

1 MSA infrastructure (numbers of existing conventional fuel pumps, EV fast charging units and car
parking spaces); and

1 Hardware (EV rapid charging units, 33/11kV transformer sizes, and potential for sharing of
electrical equipment between EV rapid charging and solar PV and/or battery storage
technologies).

Section 3.3 presents the capacity assessment for the CCS, comprising a summary table of the
assumptions and presentation of the assessment itself. The assessment uses two approaches to apply
factors representing the projected increases in the number of vehicles on the road, future EV uptake and
charging behaviour to:

1. The existing charging infrastructure; and
2. The number of conventional fuel filling pumps.

Figure 3-1 presents a step-by-step summary of the two assessment approaches.
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Figure 3-1 Approaches to assessment
3.2 Analysis
3.2.1 EV uptake

As stated in section2.2, based on the assumptions from National G
of EVs is assumed to increase from 0.5% of the 38.2 million vehicles in 2019 to 88.3% of the 41.0 million
vehicles in 2050. This cor rr e sqnario, dilich tepresdnts he ndostt eady pr ¢
conservative projection for the proportion of EVs. This updated national projection was shown to be

broadly consistent with the assumptions that were adopted in our DFES document for the South West

region, across the range of scenarios.

According to the National Grid projection, the number of vehicles on the road is assumed to increase by
7.5% over the 2019-2050 period. The proportion of EVs is assumed to increase by more than 17,200%
over the same period due to the low starting level and ambitious targets for electrification of transport,
which is expected to be a key component of the plan for decarbonisation of the UK economy.

In this analysis it is assumed that the growth rates associated with these national projections are
applicable to the number of vehicles travelling in the vicinity of Exeter MSA. The assumptions relating to
the traffic and customer behaviour relating to EV charging are described in sections 3.2.2 and 3.2.3,
respectively.
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3.2.2 Traffic

As shown in section 2.3, journeys on motorways and principal A roads in the South West region are
forecast to increase from 15.6 bvm in 2015 to 24.1 bvm in 2050, according to the DfT Road Traffic
Forecasts 2018 (scenario 7 1 shift to ZEVs). This corresponds to an average CAGR of 1.25%, and an
estimated 16.4 bvm in 2019.

In addition, DfT traffic count data for manual count point 16023 (M5 J29-30 1 immediately adjacent to
Exeter MSA) [41] have been consulted. This annual average daily flow data presents a combination of
actual count data (taken to represent a typical day) and estimated count data for traffic travelling in each
direction. The data is recorded for each year in the period 2000-2018. Figure 3-2 presents the annual
average daily flow of traffic on the M5 in either direction past the Exeter MSA.
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Figure 3-2 Annual average daily flow through M5 J29-30 (total of N- and S-bound traffic)

Figure 3-2 shows an overall trend of modest growth in traffic flow past the Exeter MSA. It should be
noted that actual count data are presented for the following years: 2000-2001, 2005-2008, 2010, 2012
and 2017. The increase from 57,739 vehicles in a typical day in 2000 to 102,886 in 2018 corresponds to
a CAGR of 3.26%. This is higher than the projected CAGR of 1.25% for the 2015-2050 period for
scenario 7 in the DfT road traffic forecasts.

The lower CAGR figure of 1.25%, taken from the DfT traffic forecast, is used in the subsequent analysis
to represent future growth at a more modest level than that observed since 2000. This corresponds to an
increase of approximately 45% in traffic over the 30 year period to 2050. As such, an increase of 45% is
applied to the existing refuelling capacity to account for the increased energy consumption for longer
journeys.

As such, the estimated average daily traffic flow in the 2019 reference year for this analysis is 104,000,
which corresponds to 38.0 million vehicles in the year.

In conjunction with the above data for traffic in the South West region generally and travelling on the M5
past Exeter MSA, further data are needed to support assumptions about the numbers of vehicles that
turn-in to Exeter MSA and, ultimately, engage in rapid charging of an EV. Detailed data for anonymised
vehicle visits, provided by Moto, are presented in section 3.2.3 to support this further analysis.

3.2.3 Customer behaviour

Vehicle turn-in data for Exeter MSA have been provided by Moto for the 2019 calendar year, which is
considered as the base year for this analysis. Where necessary for comparison other figures have been
adjusted to provide estimated equivalent figures for 2019 by application of the appropriate CAGR.
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The data provided by Moto for turn-ins to Exeter MSA comprises detailed anonymised automatic number

plate recognition (ANPR) data showing matched vehicle entry and exit timestamps for each individual

visit. The data provided corresponded to a total of 1.68 million vehicle turn-ins during 2019, compared

with annual footfall of 4.2 million visitors in 2018 based on data provided by Moto. The vehicles are
categorised as O6rmrymepanmi,t ®vidguwstdd, @mgcount hol der 6,
O6mi sreadd.

Based on the data provided by Moto, along with the traffic flow of 38.0 million vehicles estimated from the

DfT count data in section 3.2.2, it is calculated that approximately 4.4% of vehicles that travelled past

Exeter MSA in 2019 turned in to the service station.

Figure 3-3 presents the breakdown of the total number of vehicles that arrived at Exeter MSA during
2019 by vehicle type category, based on anonymised detailed ANPR data provided by Moto.

2.0% 0.7% 0.7%

96.6%

No Permit
= Guest
= Payment
B Other (visitor, account holder, staff, multivisit, coach, misread)

Figure 3-3 Moto 2019 breakdown of Exeter MSA arrivals by vehicle type, based on anonymised detailed ANPR data

Figure 3-3 shows that a significant majority (96.6%) of the vehicles turning-in were those with no permit,
and thus eligible for up to 2 hours of free parking.

Figure 3-4 presents the total number of daily turn-ins and average number of turn-ins per week for Exeter
MSA in 2019, based on the data provided by Moto. It also highlights the number of turn-ins on public
holidays during the year.
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Figure 3-4 Moto 2019 daily turn-in data

Figure 3-4 shows a strong correlation between the number of turn-ins and the public holiday and school
holiday periods. This indicates that the Exeter MSA principally serves leisure travel to and from the South
West region. In addition, Exeter is located in mid-Devon near to the end of the M5 motorway. The A30
and A38 provide routes from M5 junction 31 (south of Exeter) to Cornwall and other parts of Devon to the
west. Junction 29 of the M5 joins to the A30 eastbound, and in turn provides routes to Somerset to the
north east and Dorset along the coast to the east via the A303 and A35, respectively.

To provide an indication, Figure 3-5i |  ustrates the | imit of 100 mi
Exeter.

Plymeuth
S

Guernsgs

Google Earth

COpernicus:

Figure 3-5 lllustration of 100 miles range from Exeter
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Figure 3-5 shows that a range of approximately 100 miles from Exeter will enable travellers to complete a
one-way journey to Penzance near the western point of Cornwall, to Gloucester, Swindon in Wiltshire,
Winchester or Southampton in Hampshire.

The following figures have been prepared from the assessment of the detailed anonymised ANPR data
provided by Moto for the Exeter MSA site. Figure 3-6 presents a comparison of the average number of
turn-ins per hour on weekday and weekend days.
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Figure 3-6 Exeter MSA average hourly turn-ins for weekday and weekenddays ( 6 no per mi t &6 category)

Figure 3-7 presents a comparison of the number of turn ins per hour on the peak day and the yearly
average for each hour.
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Figure 3-7 Exeter MSA hourly turn-ins on the peak day and yearly average (all categories)

Figure 3-8 presents the average number of turn-ins and corresponding average dwell times for vehicles
arriving in each hour.
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Figure 3-8 Exeter MSA average hourly turn-ins and hourly average dwell times for vehicles arriving( 6 no per mi t &8 categ:

Based on the above figures from the detailed anonymised ANPR data for turn-ins at Exeter MSA in 2019,
the following observations are made:

91 Figure 3-6 shows that the profiles for the average number of turn-ins per hour are broadly the
same for weekday and weekend days. Weekend days have a marginally higher average number
of turn-ins per hour in all hours except 05:00-09:00. On both weekday and weekend days, the
peak number of turn-ins per hour is observed during the 12:00-13:00 period;

1 Figure3-7i |l lustrates that -nhie23%,li.eo thedavefagechoudyrndmbérsr t ur n
23% of the peak hourly number of turn-ins, which corresponds to a relatively sharp drop off in the
number of visits either side of the lunchtime peak;

91 Figure 3-8 shows that average dwelltimefor6 no p er mi vebicles & wed getow the 2
hours of free car parking. The average dwell time for vehicles arriving at any time throughout the
year is 31.5 minutes. It can be seen that the modest number of cars arriving between 04:00-
07:00 and 22:00-23:00 appear to have a longer average dwell time in the range of 45-65
minutes. The average dwell time is consistent with the amount of time required to charge an EV
battery to 80% using a rapid charger at present. As a result of this, it is assumed that each EV
charging point is occupied for 40 minutes per charging event, which includes 25-30 minutes
charging time plus buffer time to account for delays in returning to vehicles.

In addition to the turn-in data provided by Moto, they also shared an information pack from February
2017 [42], which provides an overview of its operating model, locations, brands and assessment of
behaviour and drivers based on current market segmentation and key user groups (KUGS). This
document provides the following statistics:

1 Estimated annual footfall for Exeter MSA of 4.20 million visitors (assumed to relate to 2016).
Based on application of the CAGR of 1.25%, this corresponds to a footfall of 4.36 million visitors
in 2019;

1 Refuelling the vehicle is a driver of guest visits for 35% of guests, compared with other key
drivers such as using the toilet (72%), taking a break from driving (55%), eating/drinking in a
café/restaurant (46%), buying food to eat on-the-go (37%) and buying a drink to have on-the-go
(35%). These survey responses are illustrated in Figure 3-9.
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Figure 3-9 Drivers for guest visits to Moto MSAs

Based on a total number of 1.68m vehicle turn-ins in 2019, the average number of passengers per
vehicle is calculated to be 2.59. Furthermore, taking the assumption of 35% of vehicles wishing to refuel,
the number of vehicles that stopped to refuel in 2019 is estimated to be 0.59 million vehicles (an average
of 1,600 per day).

The independent watchdog for transport users, Transport Focus, published a Motorway Services User
Survey 2019 document and accompanying research agency report [43] in July 2019. This research
agency report presents research of users of all MSAs in England, and states that the median journey
characteristics from its sample are as follows:

9 Time on road prior to stop: 90 minutes;
i Dwell time at service station: 20 minutes; and
I Total journey time (excluding MSA visit): 210 minutes.

In addition, the transport agency report states that only 2% of respondents said that their reason for

visiting was 6vehicle needed fuel, el e c tsignificantlg har g e, C
lower than the percentage recorded in the Moto information pack provided. The precise reasons for the

difference are unclear, however, the results of such surveys are likely to have been impacted by the:

formulation of survey questions; and locations at which surveys were carried out (MSAs selected and

locations of surveyors within MSA sites).

The figure from the transport agency report of 2% of respondents visiting MSAs to refuel or recharge

appears to be consistent with the finding that 78% of respondents felt that the cost of fuel at motorway

services was less than 3 on a scale of 1 to 5 (where 1 is unreasonable and 5 is reasonable). With regard

to current provision for electric vehicle charging, the agency report states that of the 1% of visitors who

engaged in charging 58% felt that the numberofchar gi ng bays avail able was 0goo
felt that the charging speed was 06goodd or Overy gooc
was O6goodd or Overy goodbd.

Taking the revised assumption that 1% of vehicles engaged in charging, the number of vehicles that
stopped to charge in 2019 is estimated to be 16,800 vehicles (an average of 46 vehicles per day). These
figures have not been used directly in the assessment of the required capacity. However, they are used
to contribute to the discussion of validation of the capacity requirements in section 3.3.5.

3.2.4 Charging demand/profile

Initial discussions with Ecotricity have revealed that existing charging patterns for EVs will not be
reflective of future rapid charging. This is because most EV users charge their vehicles at home before
embarking on a journey and hence doné6t wvergfequenihyblhi ¢ c ha
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addition, behaviour of users at MSAs may change as rapid charging will allow them to charge their
vehicles in a fraction of the time compared with standard chargers. This could mean that users are more
inclined to charge their vehicles whilst they use the facilities at MSAs.

In view of the above, a cautious approach has been adopted for consideration of rapid charging profiles.
An approximate EV rapid charging hourly demand profile has been obtained from a confidential source to
reflect current experience of rapid charging demand at service stations and similar locations. This means
that the analysis does not rely on a profile for fast charging at a variety of public locations, which would
not be representative of the specific profile of rapid charging at MSAs.

Figure 3-10 presents a comparison of the approximate EV rapid charging hourly demand profile with the
Exeter MSA 2019 average half-hourly demand and charging events from the Zap project. The Exeter
MSA 2019 half-hourly demand data have been retrieved from the WPD systems. The charging events
data from the Zap project has been derived from data presented in the UKPN Recharge the Future
project, described in section 2.5, and appears to align with the approximate demand profile adopted. All
of the quantities in Figure 3-10 are presented on a normalised basis such that the sum of the hourly
guantities corresponds to 100%, i.e. the total daily amount in each case.
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Figure 3-10 Comparison of normalised Exeter MSA demand, approximate EV rapid charging demand and charging events

Figure 3-10 is presented to enable a comparison to be made between Exeter MSA demand and the
possible impact of charging events and associated EV rapid charging demand. The normalisation of the
data means that the approximate EV rapid charging hourly demand profile is greater in peak magnitude
than the 2019 Exeter MSA demand in the figure. However, this is not the case at present.

The figure shows that the approximate EV rapid charging hourly demand profile broadly correlates with
the current Exeter MSA demand profile, i.e. the EV charging peak is likely to coincide with the MSA
demand peak in the period 12:00-13:00. As the number of EV charging points increases to serve greater
numbers of EVs in future, the peak magnitude of the EV charging demand will dominate the overall
consumption of the site, and cause the peak period to be prolonged through the afternoon (11:00-18:00).

3.2.5 Network demand

The above comparison of the approximate EV rapid charging demand profile with the existing demand of
the Exeter MSA site shows that new dedicated equipment will be needed to support the additional
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demand, which is likely to coincide with the peak demand of the site and exacerbate constraints that
arise due to load growth on the existing supply connection.

As discussed in section 2.8, one or more dedicated primary transformers could be used to supply an
11KkV ring circuit that serves clusters of EV rapid charging units. There are considerations relating to
security of supply standards that have been discussed in that section, which include provision of a
backup connection from a nearby 11kV circuit. In addition to the security of supply benefits, there is
potential for the new EV rapid charging demand to have a profile that is complementary with that of the
local network demand. In such a case, use of a permanent or intermittent/backup connection to the local
11kV network to supply the combined demand may have benefits in reducing the capacity of equipment
required. This approach could be attractive if the demand profiles are observed to have peaks at different
times, thus with potential to smooth the overall profile and make greater use of installed assets
throughout the day.

Figure 3-11 presents a comparison of the normalised approximate EV rapid charging hourly demand
profile and the normalised average half-hourly demand derived from measurements from Sowton BSP
(the anticipated connection point for the CCS) during 2019. The approximate EV rapid charging profile is
the same as that presented in section as presented in section 3.2.4, and the Sowton BSP average
demand figures have been normalised in the same way for comparison.
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Figure 3-11 Comparison of normalised approximate EV rapid charging profile with Sowton BSP 2019 average half-hourly
demand

Figure 3-11 shows that the Sowton BSP 2019 average demand has a notably flat profile, which
corresponds to a load factor of 59%. This means that there is not much variation between the demand
during the peak half-hour and that during the rest of the day, which is typical of an area that has a high
proportion of industrial and commercial demand that persists throughout the day.

Figure 3-12 presents a comparison of the Sowton BSP 2019 average half-hourly demand profile in
megawatts (MW) with the half-hourly demand on selected days. These selected days correspond to: the
maximum half-hour peak demand day (i.e. the day on which the overall peak occurred, 4 March 2019);
the maximum average half-hour demand day (i.e. the day when the demand was consistently high, 30
January 2019); and the minimum half-hour demand day (i.e. the overall minimum day, 13 April 2019).
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Figure 3-12 Comparison of Sowton BSP half-hourly demand for selected days

Figure 3-12 shows that the demand on the Sowton BSP varies through the year, but remains fairly flat.
This means that there is little opportunity to smooth the overall demand profile by combining the EV rapid
charge demand with that of the local network.

For comparison, Figure 3-13 presents a comparison of the normalised demand profiles presented earlier

in Figure 3-11 along with the normalised demand profile that is used by Elexon in its settlement
calculations relating to 'Profile CI| amesticinfestricttdCl) cust
customers (singlerate). The dat a i sDefadtlPeriod PfofileoOlasstChefficieditd t abl e under
the Market Domain Data (MDD) section of the Elexon Portal website [44]. Supporting material about

application of demand profiles by Elexon in the settlement process is also provided on the website [45].
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Figure 3-13 Comparison of normalised approximate EV rapid charging profile with Sowton BSP 2019 average half-hourly
demand and Elexon PC1 profile

Figure 3-13 shows that if the profile of the local network demand aligned more closely with the domestic
unrestricted profile (which has a load factor of 40%) then there might be opportunity to provide shared
equipment to meet the combined demand, with a requirement for demand management during the
17:00-19:00 period when the peak demands coincide.

3.2.6 MSA infrastructure

Like other MSAs, Exeter MSA provides a maintained parking area for customers to access a range of
services offered. According to parkopedia, Exeter MSA has 480 car parking spaces [46]. Currently, 5 of
these appear to be adjacent to three existing EV fast charging units, as described in section 3.2.7.

In addition, Exeter MSA has a fuel forecourt operated by BP with 18 sets of pumps offering unleaded,
diesel, O6UlItimate unl eltastassdnied thahabnventibhat fuels pumps cahisesvice | 6 .
6 users per hour at peak time (i.e. each user occupies the pump for 10 minutes, which includes pumping
and payment).

Whilst the MSA is not subject to the regulations for a new development, in order to establish the
reputation of being amsumEdhatahleast §OPbfghe Gahparkindg spates willshe a s
provided with an EV charge point in the medium-term in order to serve the demand that is anticipated by
planning authorities. Furthermore, as for MSAs generally, it is likely that the majority of parking spaces at
Exeter MSA will be replaced for charging bays in the time horizon up to 2050. This corresponds to 48

parking spaces and, assuming that each charging unit can support charging of two cars simultaneously,

24 EV rapid charging units.

3.2.7 Hardware

Ecotricity has three fast charging units installed at Exeter MSA, as shown in Figure 3-14. It is understood
from Ecotricity that its current units each have a capacity of 50kW, and at Exeter there are five
connectors available across the three units as indicated in Figure 3-15, which is taken from the Ecotricity
website [47].

Figure 3-14 Exeter MSA existing EV fast charging infrastructure
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