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July 1, 2022 

  
Advice 6637-E 
(Pacific Gas and Electric Company ID U 39 E) 
 
 

Public Utilities Commission of the State of California 
 
Subject: Justification for PG&E’s V2X Pilot 2 (Commercial Fleets Pilot) 

Purpose 

To provide additional information related to Pacific Gas and Electric Company’s (PG&E) 
Vehicle-to-Everything (V2X) Commercial Pilot (Pilot 2), as directed by Resolution (Res.) 
E-5192. 

Background 

On July 15, 2021, PG&E filed Advice Letter (AL) 6259-E, proposing four V2X pilot 
programs, including the V2X Commercial Pilot (Pilot 2).  The V2X Commercial Pilot 
targets the adoption of bidirectional medium- and heavy-duty vehicle (MHDV) fleets 
through customer incentives. 

On May 5, 2022, the California Public Utilities Commission (Commission) issued Res. E-
5192, approving Pilot 2 with modifications and requesting additional information to 
supplement the details and justification for the pilot program. Specifically, Ordering 
Paragraph (OP) 4 directs PG&E to file a Tier 2 AL to: 

1. Justify or reduce the proposed customer enrollment budget and possibly increase 

the customer incentives budget; 

2. Justify up-front equipment purchase incentive levels; 

3. Address incentive stacking; 

4. Explain the process for vendor qualification and how PG&E will support 

deployment of open standards that support interoperability and customer choice. 

In compliance with OP 4, this advice letter addresses each of these items. 
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PG&E's Response to Ordering Paragraph 4 of Resolution E-5192 

I. Reduction of the Proposed Customer Enrollment Budget and Increase of 

the Customer Incentives Budget of Pilot 2 

Resolution E-5192 states “…PG&E proposed a $500,000 budget for the commercial 
fleets pilot enrollment process out of a total budget of $2,700,000. PG&E provided 
information in comments on types of customer enrollment tasks but did not explain why 
the enrollment process for a limited number of fleets with a total of 200 EVs would require 
this amount of funding. PG&E must justify or reduce the proposed budget for this activity. 
PG&E may justify in its Tier 2 compliance AL the reallocation of excess enrollment 
budget to the incentive budget.”1 
 
PG&E recognizes that the enrollment process budget per participant is higher for Pilot 2 
than for the V2X Residential Pilot (Pilot 1) approved in Res. E-5192. Pilot 1’s enrollment 
process budget on a per participant basis is $750 per participant, while Pilot 2’s 
enrollment process budget on a per participant basis is $2,500. Pilot 2’s enrollment 
process budget is higher because there are more complexities with enrolling commercial 
customers than residential customers, and Pilot 1 (being larger) will offer more 
economies of scale. 

 

The complexities of enrolling commercial customers in a vehicle-grid integration pilot 
include the following: 
 

1. Tendency to have multiple electric vehicles or chargers per electrical meter or 
per site. 

2. Tendency of commercial customers to have more complex rates (i.e., those with 
demand charges). 

3. Tendency of commercial customers to have more complex metering or 
submetering requirements within a single site. 

4. Tendency for different parties to be involved in operating the electric vehicle, the 
charger, and the site, thus making account holder identification more challenging. 

 
In contrast, residential customers tend to only have one vehicle and one charger per 
meter or site, simpler rates and metering, and the homeowner or renter and vehicle and 
charger owner/operator tend to be the same entity. More funding is needed to enroll and 
manage commercial customers than residential customers because of the increased 
time to be needed to process commercial customer enrollment and incentive applications 
compared to residential customers. 
 
 
 

 
1 Resolution E-5192, p. 25. 
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PG&E did a deeper investigation of existing and past PG&E programs. In its review, 
PG&E found that under CPUC guidance, typical administration costs (including such 
activities as enrollment, application processing, customer acquisition and marketing, 
etc.) of running a pilot and/or program should be roughly 10% of a pilot or program’s 
overall budget.2 Therefore, PG&E proposes to reduce Pilot 2’s enrollment process 
budget from $500,000 to $300,000 and shift the difference of $200,000 to the Pilot 2 
incentives budget (specifically to the upfront incentives), increasing the Pilot 2 upfront 
incentives budget from $600,000 (originally proposed in AL 6259-E) to $800,000. This 
would increase the upfront incentives available for each Pilot 2 participant. With the 
newly proposed $300,000 enrollment process budget for Pilot 2, the cost of enrollment 
on a per participant basis is now $1,500 (decreased from $2,500 per participant). This 
equates to roughly 10% of the overall Pilot 2 budget (i.e., $300,000 of $2.7 million).3 
 
Additionally, PG&E proposes in this advice letter to allow light-duty (LD) fleets to 
participate in Pilot 2 (per allowance in Resolution E-51924) at a cap of no more than 50% 
of the total Pilot 2 incentives. This means that LD fleet participants in Pilot 2 cannot 
capture more than half of the total Pilot 2 incentives, allowing medium and heavy-duty 
fleets to capture at least 50% of the total incentives, as well. The reason for this is that 
light-duty vehicles and light-duty vehicle manufacturers will already benefit from the Pilot 
1 incentives where light-duty vehicles at residential sites are the focus. While PG&E 
recognizes the need to study the use case of LD fleets at commercial sites, PG&E wants 
to ensure that medium- and heavy-duty electric vehicles at commercial sites can capture 
enough incentives to be studied in sufficient quantity in Pilot 2. Note: all vendors are still 
subject to the total 40% vendor cap which applies on a per pilot basis. 
 
Furthermore, as light-duty fleets will now be allowed participation in Pilot 2, PG&E 
proposes to change the upfront incentive structure for Pilot 2 participants to be based on 
the power level of the DC bidirectional charger that a participant selects to install for their 
fleet.5 With a total Pilot 2 upfront incentive budget of $800,000 (up from the $600,000 
originally proposed in AL 6259-E), there is more funding and flexibility available to 
allocate incentives based on the higher costs of higher capacity DC bidirectional 
chargers. 
 
 
 

 
2 As a comparison, for PG&E’s recently approved Low Carbon Fuel Standard (LCFS) Resilient 
Charging Pilot, the budget for enrollment and application processing (the same tasks accounted 
for in PG&E’s V2X Commercial Pilot enrollment process budget) is $512,000 in total. This 
equates to roughly 11% of the overall pilot budget. 
3 Note: the enrollment process budget excludes costs for customer acquisition and marketing. 
4 Resolution E-5192, p. 24. 
5 Justification for the costs of the upfront incentive for each power-level of DC charger is provided 
in the following section (Section II: Justification for Upfront Equipment Purchase Incentive Levels 
of Pilot 2). 



Advice 6637-E - 4 - July 1, 2022 
 
 

   
 

PG&E proposes changing the upfront incentives available to participants in Pilot 2 as 
follows: 
 

• Up to $2,500 (or $3,000 for participants in Assembly Bill (AB) 841 Prioritized 
Communities) for participants that purchase & install a 3-phase DC bidirectional 
charger less than 50 kW; and 

• Up to $4,500 (or $5,000 for participants in AB 841 Prioritized Communities) for 
participants that purchase & install a 3-phase DC bidirectional charger greater 
than or equal to 50 kW. 

 
In summary, PG&E believes with both the $200,000 reduction of the Pilot 2 enrollment 
process budget and further justification for the additional costs of enrolling commercial 
customers over residential customers, that the remaining $300,000 (now proposed) for 
the enrollment budget is a more accurate estimate for the enrollment and incentive 
processing costs for Pilot 2 than previously proposed in PG&E’s AL 6259-E. 
 

II. Justification for Upfront Equipment Purchase Incentive Levels of Pilot 2 

According to Resolution E-5192, PG&E “…did not justify the up-front incentive levels for 
commercial EV fleets. PG&E proposes to set these incentive levels for all commercial 
EV fleet vehicles at the same levels as for passenger vehicles. However, SCE’s 
Transportation Electrification (TE) program indicates that MD/HD charging ports 
averaged 33-50 kW of capacity in 2020 compared to 6.6 kW for light duty vehicles. PG&E 
has not explained the incremental cost of V2X capable MD/HD EVSE and the level of 
up-front incentive necessary to promote adoption.”6 In the following paragraphs below, 
PG&E justifies the up-front (and performance-based) incentive levels for Pilot 2. 
 
From PG&E’s internal research of the market, PG&E found that the average cost of an 
alternating current (AC) Level 2 charger (the typical charger that residential customers 
purchase & install at their homes when purchasing an electric vehicle) is approximately 
$650 (excluding installation).7 The typical cost of a 1-phase (residential) direct current 
(DC) bidirectional charger is between $4,000-$6,000 (excluding installation). Therefore, 
the incremental cost for adding bidirectional charging functionality for residential 
chargers is approximately $3,350-$5,350. The total amount of Pilot 1 incentives that 
customers can earn (including upfront & performance-based) is $4,675-$5,175. 

 
6 Resolution E-5192, pp. 24. 
7 ChargePoint has two residential AC Level 2 chargers (called ChargePoint Home Flex) listed on 
their website at a cost of $699.00 (excluding installation). Enel X has several residential AC Level 
2 chargers (called JuiceBox) listed on their website with costs between $579.00-$739.00 
(excluding installation). ClipperCreek has many residential AC Level 2 chargers listed on their 
website with costs ranging from $329.00-$1,066.00 (excluding installation). 

https://www.chargepoint.com/drivers/home/chargepoint-home-flex
https://evcharging.enelx.com/store/residential
https://store.clippercreek.com/residential


Advice 6637-E - 5 - July 1, 2022 
 
 

   
 

Accordingly, PG&E’s Pilot 1 incentives on average cover the full incremental cost of 
residential bidirectional charging functionality of DC chargers (excluding installation).8 
 
From PG&E’s internal research of the market, PG&E found that the average cost of an 
AC Level 2 charger with a single connecter and typical for light-duty commercial fleet 
customers is approximately $3,000 (excluding installation).9 Through conversations with 
industry partners, PG&E found that the typical cost of a 3-phase (commercial), “low 
power” DC bidirectional charger at a power level between 15-30 kW is between $5,000-
$15,000 (excluding installation). Therefore, the incremental cost for adding bidirectional 
charging functionality for “low-power” (< 50 kW) commercial DC chargers is 
approximately $2,000-$12,000. 
 
For “high-power” DC chargers, which are typically purchased & installed by medium- and 
heavy-duty fleets, PG&E found, through conversations with industry, that the typical DC 
unidirectional charger (50 kW) is in the range of ~$7,000-$9,000 less than the typical DC 
bidirectional charger (60 kW) of approximately the same power rating. Therefore, the 
bidirectional charging functionality for commercial customers with a DC charger greater 
than or equal to 50 kW adds an approximate $7,000-$9,000 to the cost of the DC 
charger. 
 
As proposed in PG&E’s original AL 6259-E, PG&E intended to only cover the incremental 
cost of the bidirectional charging functionality of a DC charger. However, due to the 
difference in costs between “low power” DC bidirectional chargers and “high power” DC 
bidirectional chargers, and the inclusion of light-duty fleets in Pilot 2, PG&E proposes to 
change the upfront incentives for Pilot 2 participants to be based on the power level of 
the DC bidirectional charger purchased & installed. This will provide incentives that better 
reflect the mix of chargers and vehicle types that will potentially participate in Pilot 2. 
PG&E proposes the following updated upfront incentive structure (allowed by the budget 
changes proposed in Section I above): 
 

• Up to $2,500 (to $3,000 for participants in AB 841 Prioritized Communities) for 
participants that purchase & install a DC bidirectional charger less than 50 kW; 
and 

• Up to $4,500 (to $5,000 for participants in AB 841 Prioritized Communities) for 
participants that purchase & install a DC bidirectional charger greater than or 
equal to 50 kW. 

 

 
8 Note: PG&E’s internal research involved reaching out to future residential DC bidirectional 
charging manufacturers to survey them on their planned product sale price. However, at the time 
of interview, none of the companies surveyed had product available for purchase in the California 
market. Therefore, these estimates are high-level and the “best available” knowledge at the time 
of program design. 
9 CALeVIP Level 2, Average Rebate, Unit Cost, and Total Project Cost Per Connector Installed. 

https://www.energy.ca.gov/programs-and-topics/programs/clean-transportation-program/california-electric-vehicle/calevip-level
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PG&E would like to clarify how the Pilot 2 upfront incentives will be paid out: Incentives 
will be offered based on the total number of chargers (regardless of the number of 
dispensers each charger has). Every charger must have at least one unique bidirectional 
EV that can discharge at it to qualify for the per charger incentive10. Here are a few 
examples of incentive calculations per this method: 
 

1) If a fleet has two 100 kW multi-dispenser chargers with four bidirectional EVs, 
they would be eligible for two incentives at the ≥ 50 kW incentive level. 

2) If a fleet has three 25 kW chargers with ten bidirectional EVs, they would be 
eligible for three incentives at the < 50 kW incentive level. 

3) If the fleet has ten 25 kW chargers and ten 50 kW chargers with 25 bidirectional 
EVs, they would be eligible for ten incentives at the ≥ 50 kW incentive level and 
ten incentives at the < 50 kW incentive level. 

 
In summary, the total amount of Pilot 2 incentives (including upfront & performance-
based) customers can earn for those procuring a less than 50-kW “low power” DC 
bidirectional charger will now be $6,125-$6,625 and the total amount of Pilot 2 incentives 
(including upfront & performance-based) customers can earn for those procuring a 50-
kW or greater “high-power” DC bidirectional charger will now be $8,125-$8,625. 
Accordingly, PG&E’s Pilot 2 incentives on average cover the full incremental cost of 
commercial bidirectional charging functionality for both “low power” and “high power” DC 
chargers (excluding installation). 
 
The table below summarizes the average customer contribution for bidirectional charging 
functionality between Pilots 1 and 2 (with the newly proposed upfront incentive structure 
for Pilot 2 proposed herein). In both Pilots 1 and 2 (with the newly proposed Pilot 2 upfront 
incentive structure), the customer will have zero cost contribution (on average) for the 
bidirectional charging functionality of the DC charger. 
 
Table 1: Incremental Costs of Bidirectional Charging Functionality of DC Chargers 
 

 Estimated 
Incremental 
Cost of 
Bidirectional 
Charging 
(Excluding 
Installation) 

Max Upfront 
Incentive per 
Participant 

Max Total 
Incentive (Incl. 
Upfront & 
Performance) 
per Participant 

Expected 
Participant 
Contribution 
to 
Bidirectional 
Charging 
Functionality 

 
10 Note: The participant must procure and install both the bidirectional charger and bidirectional 
EV in the Pilot to qualify for the incentive. Sole bidirectional charger or sole bidirectional EV 
purchase will not qualify because the participant needs both pieces of equipment in order to 
perform customer or grid services via discharging. 
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Pilot 1 – 
Residential 

$3,350-$5,350 $2,500-$3,000 $4,675-$5,175 0% 

Pilot 2 – 
Commercial 
(< 50 kW DC 
charger) 

$2,000-$12,000 $2,500-$3,000 $6,125-$6,625 0% 

Pilot 2 – 
Commercial 
(≥ 50 kW DC 
charger) 

$7,000-$9,000 $4,500-$5,000 $8,125-$8,625 0% 

 
In summary, PG&E believes that the upfront incentive levels for Pilot 2 (including the 
budget changes proposed herein) are appropriate given: 
 

1) The change to include LD fleets in Pilot 2 may potentially increase the variety 
of power levels of DC bidirectional chargers that will be procured & installed 
in the Pilot; 

2) PG&E found in further investigation that the incremental cost of bidirectional 
charging functionality for a “low-power” and “high-power” commercial DC 
charger is greater compared to that of residential DC chargers; and 

3) The total incentives of each Pilot are only intended to cover the incremental 
cost of bidirectional charging rather than the full cost of the charger. 

 
III. Justification of Incentive Stacking 

Resolution E-5192 also directed that “PG&E must: ... explain whether the stacking of the 
pilot incentives with PG&E program incentives would affect the goals and policies of 
PG&E's existing TE infrastructure programs, and if so how.”11 The resolution also 
provided that approval is contingent upon PG&E's ability to provide sufficient information 
and ensure that any stacking of incentives would not unduly impact PG&E's existing TE 
programs.  
 
The following paragraphs provide justification for the necessity of stacking incentives and 
explanation on how stacking will not adversely affect the goals of PG&E’s existing 
transportation electrification (TE) infrastructure programs. 
 
When designing the Pilots, PG&E based its upfront and performance-based incentive 
levels on the ability of participants to capture other PG&E TE infrastructure program 
incentives. In reflecting on Pilot 2 in particular, the typical cost of a unidirectional 50 kW 
DC charger is ~$35,000 (excluding installation).12 The rebate offered by Pilot 2 for 

 
11 Resolution E-5192, p. 25. 
12 CALeVIP DC Fast Chargers, Average Rebate, Unit Cost, and Total Project Cost per Charger. 

https://www.energy.ca.gov/programs-and-topics/programs/clean-transportation-program/california-electric-vehicle/calevip-dc
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chargers greater than or equal to 50 kW is $8,125-$8,625,13 significantly less than the 
typical charger cost. The Pilot 2 incentives were designed based on the premise that 
PG&E’s other TE program incentives could be used to cover the baseline charger costs, 
while the Pilot 2 incentives were meant to cover only the cost of the bidirectional charging 
functionality. PG&E believes that if stacking of incentives is not allowed, then many 
commercial participants will elect to take part in PG&E’s other TE infrastructure programs 
(i.e., EV Fleet or EV Fast Charge) over Pilot 2 because the rebates & incentives available 
through those programs are larger. 
 
In the table below, PG&E documents the level of rebates and incentives available from 
Pilot 2 as well as other PG&E TE infrastructure programs. This table shows that under 
the EV Fleet program, participants can collect between $15,000 and $42,000 for the 
upfront purchase price of a DC charger depending on the power rating of the charger. 
The EV Fleet program incentives contemplated only DC unidirectional chargers because 
the program was designed prior to any substantial market development (pre-2018 era) 
of DC bidirectional chargers. Therefore, budgeting only for the incremental cost of 
bidirectional charging functionality in the V2X Pilots makes sense, as this functionality is 
not currently covered by existing PG&E TE infrastructure programs, while other 
functionalities, such as the baseline cost for unidirectional charging alone are. 
 
PG&E is also proposing a make-ready EV infrastructure program for L2 and DCFC 
chargers in both AB 841 and non-AB 841 Prioritized Communities, in Application 21-10-
010, called Electric Vehicle Charge 2 (EVC 2). As part of that Application, PG&E requests 
the ability to integrate V2X capabilities.14 There may be opportunities for bidirectional 
chargers for commercial customers to qualify for additional incentives through EVC 2. 
These same opportunities are not available through PG&E for residential single-family 
home customers, and, however, the expected customer cost contribution to the non-
bidirectional charging portion of the charger is less than that expected from commercial 
customers.15 To summarize: PG&E contemplated the current and potential incentive 
opportunities for customers when selecting appropriate incentive levels for each 
customer segment in its V2X Pilots. 
 
 
 
 
 

 
13 $8,125-$8,625 is the proposed total incentive level contemplated by this advice letter (and not 
what has previously been approved which is less per participant). 
14 Pacific Gas and Electric Company’s Electric Vehicle Charge 2 Prepared Testimony, pp. 5-6. 
15 There is one PG&E TE program, Empower EV, offering rebates for residential chargers, 
however, it is not applicable to V2X Pilot participants because the focus of that program is on 
Level 2 AC chargers and V2X Pilot participants must have a DC charger because the V2X Pilots 
are focused currently (and solely) on the DC approach to bidirectional charging, which requires 
a DC charger. 
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Table 2: Summary of Commercial Segment EV Charger Incentives Offered by 
PG&E 
 

PG&E Incentive  Incentive Amount  Purpose of the 
Incentive  

V2X Pilot 216 • Upfront: Up to $2,500(a) for 
chargers < 50 kW 

• Upfront: Up to $4,500(b) for 
chargers ≥ 50 kW 

• Performance: Up to $3,625 
  
(a) Up to $3,000 is offered to participants 

in AB 841 PCs 

(b) Up to $5,000 is offered to participants 

in AB 841 PCs 

  

To incentivize the 
procurement of 
commercial 
bidirectional EV 
chargers  
  

EV Fleet  • Up to 50 kW – 50% of the cost 
of EV charger, up to $15,000  

  
• 50.1 kW – 149.9 kW – 50% of 

the cost of EV charger, up to 
$25,000  
  

• 150 kW and above – 50% of the 
cost of EV charger, up to 
$42,000  

To incentivize the 
upfront costs of 
procuring EV chargers 
for medium- and 
heavy-duty vehicles at 
prioritized sectors 
which are schools, 
transit agencies and 
sites located within 
DACs 

EV Fast Charge  • Up to $25,000 per charger for 
sites in DACs 

To incentivize the 
upfront costs of 
procuring EV fast 
chargers in DAC 
communities  
  

EVC 2 (proposed)  • 100% of Behind-the-Meter (BTM 
make-ready infrastructure for L2 
charging at Multi-Family 
Housing (MFH) retrofits in AB 
841 PCs 
 

• 90% up to $12,000 of BTM 
make-ready infrastructure for L2 
charging at MFH retrofits in non-
AB 841 PCs and 

To increase adoption 
of EV chargers at 
MFH, workplace and 
public destinations by 
subsidizing the cost of 
installing EV chargers 
(& EV charger 
hardware)  

 
16 Note: The incentive levels listed for V2X Pilot 2 are inclusive of the budget changes to the 
upfront incentive budget of Pilot 2 described herein. 

http://arcg.is/vjHGe
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workplaces/public destinations 
in AB 841 PCs 

 
• 100% up to $4,000 of BTM 

make-ready infrastructure for L2 
charging at MFH new 
construction in AB 841 PCs and 
non-AB 841 PCs 

 
• 80% up to $10,000 of BTM 

make-ready infrastructure for L2 
charging at workplaces/public 
destinations in non-AB 841 PCs 
 

• 90% up to $67,000 for BTM 
make-ready infrastructure for 
DCFC at public destinations in 
AB 841 PCs 

 
• 100% of the cost of the L2 

charger(s) at Multi-Family 
Housing retrofits in AB 841 PCs 

   
As stated in Testimony, “PG&E will 
file a Tier 1 AL to notify the 
Commission of any program 
modifications to incorporate V2X 
capabilities in EVC 2 during the 
program.”17 

 
PG&E does not believe that stacking incentives in the V2X Pilots will unduly impact its 
other TE infrastructure programs. The objectives of PG&E’s TE infrastructure programs 
are to increase the uptake of EV infrastructure in specified communities or sectors, with 
an emphasis on prioritizing customers in DACs or AB 841 Prioritized Communities. For 
example, in the EV Fleet program, charger rebates (money to offset the capital cost of 
the charger) are only given to schools, transit agencies, and sites that are located in 
DACs, while infrastructure incentives (money to offset customer costs for BTM 
infrastructure work) are given to anyone meeting all other program criteria. Likewise, in 
PG&E’s proposal for EVC 2, more funding is given to customers in AB 841 Prioritized 
Communities over customers in non-AB 841 Prioritized Communities. Therefore, there 
is a greater prioritization and emphasis on helping customers in environmental and social 
justice (ESJ) communities. In coordination, PG&E’s V2X Pilots also provide more funding 
to those participants in ESJ communities via the higher rate of upfront incentives for 

 
17 Pacific Gas and Electric Company’s Electric Vehicle Charge 2 Prepared Testimony, pp. 5-6. 
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Pilots 1 and 2 for customers in AB 841 PCs. Therefore, PG&E believes the objectives of 
the V2X Pilots and PG&E’s other TE infrastructure programs are complementary and not 
competing. 

 

The one area where incentive stacking could negatively impact a program is within the 
program evaluations. However, this only becomes an issue if both or multiple programs 
offer performance-based incentives because it is challenging to decipher which incentive 
caused which behavior. However, this will not be an issue for PG&E if V2X Pilot 
participants are allowed to stack incentives from EV Fleet and EV Fast Charge, for 
example, because those programs provide capital and/or installation rebates & 
incentives, and do not focus on the customer’s behavior in response to vehicle-grid 
integration use cases and events. As a result, the behavior of customers during the V2X 
Pilots is likely to be the sole effect of only the incentives offered in the V2X Pilots (and 
not other incentives, such as EV Fleet or EV Fast Charge). Likewise, since the evaluation 
objectives of EV Fleet and EV Fast Charge are to evaluate how the capital and 
installation incentives increase uptake of EV infrastructure and not to evaluate ongoing 
utilization, there is likely no significant negative impact for allowing stacking of incentives 
on the program evaluations of EV Fleet and EV Fast Charge. 
 
PG&E can mitigate any evaluation impacts by requiring participants to disclose all 
incentives received. Fortunately, PG&E is the administrator for the EV Fleet and EV Fast 
Charge programs and, thus, can easily access program data to determine which V2X 
Pilot participants are also receiving incentives in our other PG&E TE infrastructure 
programs. 
 
Lastly, PG&E will require participants to provide a cost estimate on the total cost of their 
bidirectional charging project as part of the enrollment process for the V2X Pilots. PG&E 
will also “…verify that the up-front incentives collectively do not exceed the cost of what 
the participant paid”18 by requesting customer cost verification as part of the application 
process; the customer will need to report on the total costs of their bidirectional charging 
project as well as other incentives or rebates received from other programs. All eligible 
project costs to be captured in the cost verification process will be listed on PG&E’s 
enrollment website for the Pilots. In the cost verification process, if the net costs of the 
project (including eligible project costs and other rebates or incentives) exceed the 
upfront incentive that the customer is eligible for in Pilots 1 and 2, then a lower upfront 
incentive will be paid (up to but not to exceed the total net costs of the project – after 
other prior rebates and incentives are accounted for). 
 
In summary, PG&E believes incentive stacking: (1) is necessary to achieve customer 
enrollment targets of the V2X Pilots; (2) will not negatively impact existing PG&E TE 
infrastructure programs because the objectives of those programs and PG&E’s V2X 
Pilots are complementary. 

 

 
18 Resolution E-5192, p. 25. 
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IV. Vendor Qualification Process and Explanation of How PG&E Will Support 

Deployment of Open Standards that Support Interoperability and 

Customer Choice 

 

a. Vendor Qualification Process – EVSE Vendors 

To qualify for Pilot 2, all EVSEs will need to meet requirements like those required by 
PG&E’s EV Charge Network (EVCN) program19 with some additional requirements 
specific to bidirectional charging. These requirements will include those that describe 
legal and standards compliance, technical requirements, safety features, network 
connectivity and data collection and will be posted on the V2X Pilots website prior to 
launch expected by late Q3 2022. A subset of these requirements will apply to Pilot 1 and 
will be posted at the same time. 
 

b. Vendor Qualification Process – Electric Vehicle OEMs 

All vehicles participating in Pilots 1 and 2 must be able to provide at least one of the two 
types of bidirectional use cases (i.e., either vehicle-to-home/vehicle-to-building backup 
power or vehicle-to-grid grid-connected operations). Vehicles that can only perform one 
or the other of the two types of use cases (either vehicle-to-home/vehicle-to-building or 
vehicle-to-grid) are still eligible to enroll in either Pilot 1 or Pilot 2, but they won’t receive 
incentives during the use case type that they can’t perform. For example, vehicles will 
need to be capable of backup power during the Phase 1 backup power use case and 
capable of discharging energy while grid-connected during the Phase 2 vehicle-to-grid 
use cases in order to be eligible to receive incentives in either type of use case. Note: 
vehicles that can’t perform vehicle-to-home/vehicle-to-building backup power use cases, 
while eligible for Pilots 1 and 2 if they can at a minimum perform vehicle-to-grid grid-
connected operations, will not be eligible to enroll in Pilot 3 because Pilot 3 is focused 
solely on backup power use cases. Additionally, vehicles must be able to discharge using 
the “DC approach” employing either Combined Charging System (CCS) or CHAdeMO 
standards.20  A maximum of 40% of the total number of vehicles enrolled in each pilot 
may be supplied by a single vehicle manufacturer, applied on a per pilot basis. 
 

c. Explanation of How PG&E Will Support Deployment of Open 

Standards that Support Interoperability and Customer Choice 

PG&E encourages the use of open standards to support interoperability of equipment, 
as doing so will support successful scaling of V2X solutions. Given that these standards 
are nascent, early entrants into the market have found it necessary to add additional 
communication layers, some proprietary, to make solutions that work given existing 

 
19 More about this program at EV Charge Program (pge.com). 
20 Pending approval of a Rule 21 interconnection pathway to allow the AC bidirectional charging 
approach to be utilized, the option would then be available to discharge using the J1772 
standard. 

https://www.pge.com/en_US/small-medium-business/energy-alternatives/clean-vehicles/ev-charge-network/program-participants.page?WT.mc_id=Vanity_evcharge
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constraints. For this reason, PG&E is making allowance for such proprietary solutions to 
exist during the duration of the V2X Pilots. 
 
Despite the allowance for proprietary solutions, vendors will be encouraged to use EVSE 
hardware that includes a PLC modem and meets the other requirements necessary to 
support open standards such as ISO 15118-20 and DIN 70121 (in order to future-proof 
installed charger hardware) and to have a roadmap towards interoperability. Proprietary 
solutions that restrict a charger to a specific brand and/or vehicle will be able to 
participate fully in the V2X Pilots, however, such solutions are not likely to meet potential 
future program requirements in fully-scaled, utility bidirectional charging programs. 
 
EVSE products currently in development and in the Underwriters Laboratories (UL) 
testing process suggest that there will be several products available by the beginning of 
Phase 2 of the Pilots that will be able to work on an interoperable basis with multiple 
EVs. In the event that only a single bidirectional EVSE vendor has a product that is 
interoperable with more than one bidirectional EV and there are no other EVSE options 
available on the market, PG&E will consider making an exception to the 40% cap on 
participation for that EVSE vendor. Along the same lines, if it is true that only a single 
bidirectional EV vendor has a vehicle that is interoperable with more than one 
bidirectional EVSE and there are no other bidirectional EV options available on the 
market, PG&E will consider making an exception to the 40% cap on participation for that 
EV vendor. This determination will be made prior to the start of Phase 2 of the Pilots 
(anticipated to commence in late summer of 2023) but would not take effect until the start 
of Phase 2 of the Pilots. Per guidance from Energy Division staff, PG&E will seek Energy 
Division staff concurrence to amend the 40% vendor cap prior to formally implementing 
the change. 
 
Protests 
 
Anyone wishing to protest this submittal may do so by letter sent electronically via E-
mail, no later than July 21, 2022, which is 20 days after the date of this submittal.  
Protests must be submitted to: 
 

CPUC Energy Division 
ED Tariff Unit 
E-mail: EDTariffUnit@cpuc.ca.gov 

 
The protest shall also be electronically sent to PG&E via E-mail at the address shown 
below on the same date it is electronically delivered to the Commission:  
 

Sidney Bob Dietz II 
Director, Regulatory Relations 
c/o Megan Lawson 
E-mail: PGETariffs@pge.com 
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Any person (including individuals, groups, or organizations) may protest or respond to 
an advice letter (General Order 96-B, Section 7.4).  The protest shall contain the 
following information: specification of the advice letter protested; grounds for the protest; 
supporting factual information or legal argument; name and e-mail address of the 
protestant; and statement that the protest was sent to the utility no later than the day on 
which the protest was submitted to the reviewing Industry Division (General Order 96-B, 
Section 3.11). 
 
Effective Date 
 
Pursuant to General Order (GO) 96-B, Rule 5.2, and OP 4 of Resolution E-5192, this 
advice letter is submitted with a Tier 2 designation. PG&E requests that this Tier 2 advice 
submittal become effective on regular notice, July 31, 2022, which is 30 calendar days 
after the date of submittal. 
 
Notice 
 
In accordance with General Order 96-B, Section IV, a copy of this advice letter is being 
sent electronically to parties shown on the attached list.  Address changes to the General 
Order 96-B service list should be directed to PG&E at email address 
PGETariffs@pge.com.  For changes to any other service list, please contact the 
Commission’s Process Office at (415) 703-2021 or at Process_Office@cpuc.ca.gov.  
Send all electronic approvals to PGETariffs@pge.com.  Advice letter submittals can also 
be accessed electronically at: http://www.pge.com/tariffs/. 
 
 
 
  /S/   
Sidney Bob Dietz II 
Director, Regulatory Relations 
 
 

http://www.pge.com/tariffs/
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