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SUMMARY
As alternatives to conventional vehicles, Plug-in Hybrid Electric Vehicles (PHEVs)
running off electricity stored in batteries could decrease oil consumption and
reduce carbon emissions. By using electricity derived from clean energy sources,
even greater environmental benefits are obtainable. This study examines the
potential benefits arising from the widespread adoption of PHEVs in light of
Alberta’s growing interest in wind power. It also investigates PHEVs’ capacity to
mitigate natural fluctuations in wind power generation.
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I. INTRODUCTION
Rising concerns about volatile oil prices and greenhouse gas emissions (GHGs) have
strengthened the search for cleaner, more efficient energy resources. PHEVs are one promising
solution — they use less gasoline and produce fewer emissions. They also benefit electrical
grids by providing regulation and spinning reserve, using their batteries as a distributed storage
network accessible to system operators.1, 2, 3 This ability allows PHEVs to mitigate imbalances
in electricity supplies arising from wind-based generation.
As the share of wind generation increases in power systems, the need to match the system’s
load to the intermittent nature of wind becomes more acute. Through the controlled charging
and discharging of PHEV batteries, grid operators can overcome this difficulty.4
Building on previous work by the authors,5 this study investigates the environmental impact of
large-scale PHEV adoption in Alberta. Given the dominance of thermal generators and the
growing integration of wind-powered generators in the province, we examine how electricity
from wind can further improve PHEVs’ environmental impact by lowering GHG emissions
associated with power generation. The energy required for charging PHEVs is calculated and
compared to the expected growth in Alberta’s wind power capacity between 2008 and 2025,
which could exceed 11 GW.6 PHEVs are considered as a controllable storage system that can
absorb the power generated by wind farms. The results are presented in terms of the
environmental benefits of such a scheme and PHEVs’ capability to assist in integrating more
wind generation in the province. This study only considers the emission reductions associated
with PHEVs versus conventional vehicles.
Section II contains a brief overview of PHEVs, an outline of how they store energy and an
overview of wind generation. Section III sets out the environmental benefits of PHEVs for
Alberta’s power systems. Section IV details PHEVs’ ability to absorb energy generated by
wind farms. Section V sums up our findings.
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II. BACKGROUND
A. Plug-in Hybrid Electric Vehicles

In a PHEV, grid electricity stored in a battery pack is the main power source. In charge
depleting/charge sustaining mode (CD/CS) design, the vehicle uses electricity (CD mode) until
the battery reaches a certain charging level. At this point, the combustion engine starts up (CS
mode). Please note that when considering PHEVs, this study refers to the Chevrolet Volt, the
first commercially available PHEV. The Volt features a 16 kW lithium-ion battery pack, 56-km
all-electric range, 0.225 kwh/km electricity consumption in CD mode and fuel efficiency
around 3.9 L/100 km in CS mode.7
B. Controlled Charging of PHEVs

The widespread adoption of PHEVs would require a lot of electricity, creating operational
issues for Alberta’s electrical grid if this increased demand is uncontrolled (e.g., during
evenings when most PHEVs would be parked and plugged in). However, if the power required
to recharge PHEVs is controlled and shifted to off-peak periods, a large number of PHEVs
could be supplied without as much need to expand generation and transmission infrastructure.8
With a “smart charging system”9 in place, when a PHEV is plugged in, the system operator
has control over its charging and the PHEV’s battery can even be discharged to provide power
back to the grid. In such a case, PHEV owners could realize some benefits in return for
supplying power to the grid.10, 11 Although a smart charging system requires an initial
investment in communication infrastructure and incentive plans to encourage owners to
participate, it would bring with it several advantages. One is the possibility of employing
PHEVs to balance out variations in power output from wind farms. Pairing PHEVs’ needs with
wind generation can also produce significant environmental benefits.
C. Wind Generation

In the last five years, the world’s total installed capacity in wind power has tripled, rising from
47,600 MW in 2004 to 152,000 MW in 2009.12 However, due to wind’s intermittent nature,
regulating the amount of power available to consumers on the grid has proven difficult.
Alberta’s electricity system currently has an installed capacity of 12,500 MW — 47.56 percent
from coal, 40.56 percent from gas, 6.96 percent from hydro and 5.03 percent from wind.
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Increased interest in wind power could add over 11 GW more, presenting the Alberta Electric
System Operator (AESO) with a considerable challenge due to the limited ﬂexibility of its
thermal-dominated system. By using PHEVs as a distributed storage system amenable to
controlled charging, AESO would be able to smooth out variations in the available power
supply arising from wind’s irregular nature. This would permit more wind power to be
incorporated into the system and dramatically increase the environmental benefits of PHEVs
by ensuring they run off clean electricity.

III. METHODOLOGY
In this study, we focus on the issue of charging PHEVs and link it to wind energy production
in Alberta between 2008 and 2025. Our system models were developed based on data from
AESO for three different load profiles from 2008 (low, medium and high) for all four seasons.
Our forecast of the system’s load to 2025 was determined using Appendix C of AESO’s LongTerm Transmission System Plan. Our forecast of new generation capacity was based on the
AESO effective reserve margin (ERM). The ERM is calculated as the ratio of the sum of the
installed thermal generation capacity, 20 percent of the installed wind and irrigation hydro
capacity, 33 percent of the legacy hydro and 50 percent of new hydro capacity to the annual
peak load. AESO maintains an ERM of 10 percent for Alberta and new capacity is added using
this criterion. New capacity includes developments under construction and the expected wind
farms. This study assumes that the new generating infrastructure Alberta requires includes
supercritical pulverized coal generators located in the north and combined-cycle gas generators
in the Calgary area. The assumption of coal in the north is based on the availability of coal
resources in this part of the province.
The yields from different modes of generating power are dispatched in the order of ascending
offer price, given the deregulated energy market in Alberta. The Generation Stacking Order
(GSO) is developed based on the variable costs of different methods of power generation and is
calculated from the lowest variable cost. The estimated variable cost of each type of generation is
given by AESO in the Long-Term Transmission Plan as part of their Levelized Unit Electricity
Costs (LUEC).13 More detail on the electrical model used in this paper can be found in
Transmission Policy in Alberta and Bill 50, the Electric Statutes Amendment Act, 2009.14
The number of light vehicles in Alberta is estimated to be 2.5 million, with around 50 percent
being sedans.15 Estimates of PHEVs’ eventual penetration into this market vary from 10
percent to 50 percent. When considering the possibility of charging PHEVs at home or work,
four different charging scenarios are examined:
1) PHEVs are charged during the day,
2) PHEVs are charged at night,
3) PHEVs are charged over all 24 hours,
4) PHEVs are charged during the night without any control over charging.
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With a smart charging system in place, PHEVs’ ability to recharge is controlled in the first
three scenarios. The system operator monitors the output from wind farms at all times. If
power is available, PHEVs receive a signal telling them to start charging, ensuring that the
demand for power matches the available supply. In the fourth scenario, PHEVs begin charging
as soon as they get home. If wind farms are unable to meet demand, other power sources take
over. The exact mix of usable generating capacity is determined based on the corresponding
GSO as mentioned above.
It is assumed that all PHEVs are available for charging when not commuting. According to
statistical surveys,16 commuters’ departure time can be modeled via a normal distribution.
Based on a normal distribution function, the fraction of the vehicles on roads is assumed to be
15 percent, 35 percent, 35 percent and 15 percent for the hourly commuting blocks from 6:00
to 10:00 in the morning and 16:00 to 20:00 in the evening. An average commuting distance of
40 km for Albertans is based on the Canadian Vehicle Survey 2008.
In the first scenario, vehicles’ charging time starts at 8:00 when the first fraction of PHEVs
arrives at work and ends at 18:00 when the last fraction leaves work. In the nighttime charging
scenario, vehicles are charged starting at 17:00 with those fractions that are plugged in at
home. The charging period ends at 9:00 the following day when the last fraction of vehicles at
home starts commuting. In the 24-hour charging scenario, PHEVs can be charged both at home
and at work with the exception of the commuting times described in the beginning of this
section. In the uncontrolled charging scenario, vehicles start charging at 17:00 with those
fractions that are plugged in at home, i.e., 35 percent of PHEVs.

IV. ENVIROMENTAL BENEFITS OF PHEVS
The 2008 profile of wind generation in Alberta is used as a starting point with a total energy
production of 1.53 TWh. The average normalized hourly wind profile in 2008 is presented in
Figure 1. As the graph shows, wind farms produce the most electrical energy during the
evening, when most vehicles are parked.
FIGURE 1. NORMALIZED AVERAGE HOURLY OUTPUT OF WIND FARMS IN ALBERTA.
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For this study, PHEVs are modeled to represent varying percentages of the sedan market,
which represents approximately 50 percent of light vehicles in Canada.17 Emissions were
calculated based on the percentage of PHEV sedans and the type of generation used in a
particular hour. The total generating capacity used in each hour is based on the GSO. During
the daytime in Alberta there is relatively low availability of wind energy compared to the
evening. Therefore, in the daytime only charging scenario PHEVs utilized a small portion of
the total wind-based energy (18 percent for a 10 percent PHEV market share and 36 percent for
a 50 percent PHEV market share). During the nighttime charging scenario, wind energy usage
is between 32 percent and 63 percent. The percentages increase to 36 percent and 89 percent in
the 24-hour charging scenario due to the relatively high availability of PHEVs for charging.
In the uncontrolled charging scenario, PHEVs are all plugged in starting at 20:00 with peak
demand reaching 1125 MW, assuming PHEVs capture 50 percent of the light vehicle market.
This peak demand contributed to about 10 percent of the province’s installed generating
capacity in 2008. Note that peak demand is limited by the maximum capacity of available
electrical outlets. Larger outlet capacity results in higher peak demand. For example, if owners
choose 6.6 kW outlets, which correspond to the rating of high-demand appliances such as
washers and dryers, peak demand would be as high as 1970 MW, 17 percent of the province’s
installed capacity. Since PHEV owners mostly recharge their vehicles at night, a fairly
reasonable amount of wind energy, 18 percent to 33 percent, can be absorbed.
Figure 2 illustrates the emissions produced by conventional vehicles versus the extra emissions
from PHEVs in the four charging scenarios. The difference between the emissions of
conventional vehicles and PHEVs can be interpreted as an overall reduction in emissions
arising from cleaner technology used in transportation and generation systems. Generally,
emission levels in each scenario are significantly less than in the case of conventional vehicles.
This difference will grow as PHEVs become more popular. In addition, due to the higher
availability of wind energy during the night, emissions in the uncontrolled charging scenario
will remain relatively close to those of the daytime charging scenario. The lowest emission
level is achieved in the 24-hour scenario, which allows the system operator to control PHEV
demand at all times.
Figure 3 demonstrates the additional emissions resulting from PHEVs not being supplied with
wind power under the 24-hour charging scenario up to 2025. The corresponding emissions of
conventional vehicles for different penetration levels are similar to the one shown in Figure 2.
More wind generation in Alberta’s power system will mean fewer emissions due to demand
from PHEVs.
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FIGURE 2. COMPARING CO2 EMISSIONS IN DIFFERENT PHEV SCENARIOS AND CONVENTIONAL VEHICLES.
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FIGURE 3. CO2 EMISSIONS OF PHEVS IN THE 24-HOUR CHARGING SCENARIO TILL 2025.
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IV. PHEVS’ ABILITY TO UTILIZE WIND ENERGY
PHEVs can be used as a controllable storage network to aid in incorporating more wind
generation in power systems. Due to a relatively high amount of wind generation in the
province, it is impractical to rely solely on PHEVs to soak up all the excess energy. However,
a portion of wind generation could be devoted to charging PHEVs. If PHEVs comprise
20 percent of sedans in Alberta and travel 40 km a day, annual demand for energy would
amount to 0.82 TWh. This is approximately half the wind energy produced in Alberta in 2008.

7

However in some instances the available wind energy might be too high or too low to meet
PHEVs’ energy requirements. Therefore, wind power can’t be exclusively relied upon for
charging PHEVs and the cars themselves can’t always absorb the excess capacity produced by
wind farms.
For this analysis, the wind profile is modeled by scaling the normalized 2008 hourly wind
profile by a reduced installed wind-generation capacity of 260 MW. The amount of wind
energy PHEVs exclusively can use, under this assumption, is shown in Figure 4. At this level,
PHEVs can use about 76 percent of the total wind energy produced. If PHEVs become more
popular, they will be able to use more wind power. However, due to the intermittent nature of
wind, the amount used will not grow in a linear fashion. Rather, it will decline as PHEV power
requirements outstrip increases in wind-fueled generating capacity.
FIGURE 4. THE PERCENTAGE OF WIND POWER USED BY PHEVS.
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V. ECONOMIC ANALYSIS OF CARBON REDUCTION WITH PHEVS
On sticker price alone, PHEVs are more expensive than comparable conventional vehicles.
However, consumers could still save money over the long term by relying on electricity rather
than gasoline for fuel. Governments could also lower PHEV purchase prices via tax breaks and
financial incentives to encourage quicker uptake.
The capital cost of a PHEV (the Chevy Volt) is expected to be $41,545 in Canada while the
cost of a comparable conventional vehicle in Canada (the Chevy Malibu) is $23,995. With a
lifespan of 14 years, and a five percent annual depreciation rate, the annual premium for a
PHEV will be $1,773. However, this doesn’t take fuel savings into account. Albertans’ average
daily commute amounts to 40 km, which translates into 3.285 MWhr annual energy demand by
a PHEV. The average electricity price in Alberta over the last five years is $67.28/MWhr
resulting in an annual electricity cost of $222 for a PHEV. The fuel economy of a Chevy
Malibu is 7.9 litres/100 km while the average price of gasoline in Alberta was $0.93/liter in
8

2010. The annual gasoline cost of a comparable conventional sedan is $1073. Therefore, by
switching from a conventional vehicle to a PHEV, Albertans could save an additional $851
annually from reduced fuel costs. In total, the relative cost of a PHEV over a conventional
sedan can be estimated at $922. The incremental cost of an onboard charger and grid interface
is around $200 per vehicle.18 Spreading the incremental costs out over the expected lifetime of
a PHEV amounts to $942 per year with smart charging.
According to Figure 2, the amount of CO2 reduction achievable by adopting PHEVs could be
estimated at approximately 0.74 million tons per vehicle and 0.54 million tons per vehicle for
the controlled 24-hour and uncontrolled scenario, respectively. Therefore, the average CO2
reduction cost using this framework will range from $1265/tons under the controlled 24-hour
charging scenario to $1721/tons under the uncontrolled charging scenario. These figures are
calculated based on dividing the relative cost to purchase and operate the PHEV vehicles with
the reduction of the CO2 emissions between PHEV and conventional sedans. The PHEV
emissions include CO2 from non-wind electrical generation. This analysis does not include the
cost of battery replacement.

VI. CONCLUSION
This paper has attempted to investigate PHEVs as a potential investment in light of Alberta’s
growing wind power capacity, increasingly volatile oil prices and growing pressure to cut CO2
emissions. Grid operators’ ability to control PHEV recharging could help the province to
further reduce its emissions and encourage greater use of wind power. In this study, wind
generation and PHEVs are paired together. The reason this study focused on pairing PHEVs
and wind generation is because the easy controllability of PHEV charging provides a
mechanism to mitigate variations in wind power. We also presented a cost analysis to show the
cost of carbon reduction associated with PHEVs. The cost analysis implies that the reduction in
CO2 emissions attained by pairing wind generation with PHEVs does not justify the expense if
PHEVs were to be adopted solely because of government incentives aimed at emission
reduction. The expense is mainly attributable to the higher purchase price of PHEVs compared
to similar conventional vehicles. On the other hand, with automakers’ increasing interest in
PHEVs, it is likely that the cost of PHEVs will become more competitive with conventional
vehicles. Lower capital costs would also encourage more people to buy PHEVs, bringing up
the need to control the resulting rise in demand for power. Therefore, policies such as
developing smart charging infrastructure to efficiently control that demand or placing extra
tariffs on charging during peak times must be created.

ACKNOWLEDGMENT

The authors would like to sincerely thank Mr. John MacCormack for helping us improve the
paper by providing data and valuable feedback.

18

9

T. B. Gage, Development and Evaluation of a Plug-in HEV with Vehicle-to-Grid Power Flow, Tech. rep., AC
Propulsion, Inc., 2003

About the Authors
Mahdi Hajian received BSc. and MSc. degrees in electrical engineering from Isfahan University of Technology, and Sharif University
of Technology in 2004 and 2007, respectively. Mr. Hajian entered into PhD. program in electrical engineering at the University of
Calgary in September 2008. He is working on stability analysis and stochastic optimizations of power systems.

Monishaa Manickavasagam is a B.E ( Electrical and Electronics) final year student at College of Engineering Guindy, Anna
University, Chennai, India. She served as a Research Assistant at the University of Calgary from May 2011 - July 2011 through
MITACS globalink programme. Her field of interest is smart grids and optimal operation of power systems.

William D. Rosehart is a Professor and the Head of the Schulich School of Engineering’s Department of Electrical and Computer
Engineering. Bill’s current research projects focus on examining the impacts of smart-grids in power system planning and operation,
integration of wind-generation, and the role of Plug-in Hybrid Electric Vehicles in future power systems

Hamidreza Zareipour received his Ph.D. in electrical engineering from the University of Waterloo, ON, Canada, in 2006.
He joined the Department of Electrical and Computer Engineering, University of Calgary, Calgary, Canada, in January 2007, where
he is currently an Assistant Professor focusing on the optimal operation and planning of electric energy systems.
Dr Zareipour has co-authored more than 40 journal/conference papers and two books. He was the recipient of the Early Research
Excellence Award from the Electrical and Computer Engineering Department in 2011.

10

ABOUT THIS PUBLICATION
The School of Public Policy Research Papers provide in-depth, evidence-based assessments and recommendations on a
range of public policy issues. Research Papers are put through a stringent peer review process prior to being made available
to academics, policy makers, the media and the public at large. Views expressed in The School of Public Policy Research
Papers are the opinions of the author(s) and do not necessarily represent the view of The School of Public Policy.

OUR MANDATE
The University of Calgary is home to scholars in 16 faculties (offering more than 80 academic programs) and 36 Research
Institutes and Centres including The School of Public Policy. Under the direction of Jack Mintz, Palmer Chair in Public Policy,
and supported by more than 100 academics and researchers, the work of The School of Public Policy and its students
contributes to a more meaningful and informed public debate on fiscal, social, energy, environmental and international
issues to improve Canada’s and Alberta’s economic and social performance.

The School of Public Policy achieves its objectives through fostering ongoing partnerships with federal, provincial, state and
municipal governments, industry associations, NGOs, and leading academic institutions internationally. Foreign Investment
Advisory Committee of the World Bank, International Monetary Fund, Finance Canada, Department of Foreign Affairs and
International Trade Canada, and Government of Alberta, are just some of the partners already engaged with the School’s
activities.
For those in government, The School of Public Policy helps to build capacity and assists in the training of public servants
through degree and non-degree programs that are critical for an effective public service in Canada. For those outside of the
public sector, its programs enhance the effectiveness of public policy, providing a better understanding of the objectives and
limitations faced by governments in the application of legislation.

DISTRIBUTION
Our publications are available online at www.policyschool.ca.

DATE OF ISSUE
August 2011

DISCLAIMER
The opinions expressed in these publications are the authors’
alone and therefore do not necessarily reflect the opinions of the
supporters, staff, or boards of The School of Public Policy.

MEDIA INQUIRIES AND INFORMATION
For media inquiries, please contact Morten Paulsen at
403-453-0062.

COPYRIGHT
Copyright © 2011 by The School of Public Policy.
All rights reserved. No part of this publication may be
reproduced in any manner whatsoever without written
permission except in the case of brief passages quoted in
critical articles and reviews.
ISSN
1919-112x SPP Research Papers (Print)
1919-1138 SPP Research Papers (Online)

11

Our web site, www.policyschool.ca, contains more information
about The School’s events, publications, and staff.
DEVELOPMENT
For information about contributing to The School of Public
Policy, please contact Candice Naylen by telephone at
403-210-7099 or by e-mail at cnaylen@ucalgary.ca.
EDITOR
Timothy Giannuzzi

RECENT PUBLICATIONS BY THE SCHOOL OF PUBLIC POLICY
PIIGS “Я” US?
http://policyschool.ucalgary.ca/files/publicpolicy/US%20debt%20crisis.pdf
Stephen R. Richardson | July 2011
RHETORIC AND REALITIES: WHAT INDEPENDENCE OF THE BAR REQUIRES OF LAWYER REGULATION
http://policyschool.ucalgary.ca/files/publicpolicy/A_Woolley_lawregulat_c.pdf
Alice Woolley | June 2011
TAX IMPACT OF BC’S HST DEBATE ON INVESTMENT AND COMPETITIVENESS
http://policyschool.ucalgary.ca/files/publicpolicy/tax%20impact%20BCHST%20communique%20c.pdf
Jack Mintz | May 2011
SMALL BUSINESS TAXATION: REVAMPING INCENTIVES TO ENCOURAGE GROWTH
http://policyschool.ucalgary.ca/files/publicpolicy/mintzchen%20small%20business%20tax%20c.pdf
Duanjie Chen & Jack Mintz | May 2011
IS THIS THE END OF THE TORY DYNASTY? THE WILDROSE ALLIANCE IN ALBERTA POLITICS
http://policyschool.ucalgary.ca/files/publicpolicy/wildrose%20online%20final3.pdf
Anthony M. Sayers & David K. Stewart | May 2011
CANADA’S WORLD CAN GET A LOT BIGGER: THE GROUP OF 20, GLOBAL GOVERNANCE AND SECURITY
http://policyschool.ucalgary.ca/files/publicpolicy/G20%20Heinbecker.pdf
Paul Heinbecker | May 2011
CAN THE G-20 SAVE THE ENVIRONMENT? POTENTIAL IMPACT OF THE G-20 ON INTERNATIONAL
ENVIRONMENT POLICY
http://policyschool.ucalgary.ca/files/publicpolicy/G20%20.pdf
Barry Carin | April 2011
THE IMPACT OF SALES TAX REFORM ON ONTARIO CONSUMERS:
A FIRST LOOK AT THE EVIDENCE
http://policyschool.ucalgary.ca/files/publicpolicy/ontario%20sales%20tax%20reform4.pdf
Michael Smart | March 2011
CANADA’S TAX COMPETITIVENESS RANKING: MOVING TO THE AVERAGE BUT BIASED AGAINST SERVICES
http://policyschool.ucalgary.ca/files/publicpolicy/2010tax%20comp%20rank%20online.pdf
Jack Mintz & Duanjie Chen | February 2011
FEDERAL-PROVINCIAL BUSINESS TAX REFORMS: A GROWTH AGENDA WITH COMPETITIVE RATES
AND A NEUTRAL TREATMENT OF BUSINESS ACTIVITIES
http://policyschool.ucalgary.ca/files/publicpolicy/fed%20prov%20tax%20reform%201a.pdf
Jack Mintz & Duanjie Chen | January 2011
FIXING THE FISCAL IMBALANCE: TURNING GST REVENUES OVER TO THE PROVINCES IN EXCHANGE
FOR LOWER TRANSFERS
http://policyschool.ucalgary.ca/files/publicpolicy/GST%20Boessenkool%20online3.pdf
Kenneth J. Boessenkool | December 2010
ETHICAL RISKS OF ENVIRONMENTAL POLICIES: THE CASE OF ETHANOL IN NORTH AMERICA
http://policyschool.ucalgary.ca/files/publicpolicy/BiofuelsJordaanfinal.pdf
S. M. Jordaan & M. C. Moore | December 2010

12

